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I. BACKGROUND

The 1978 amendments to the Ports and Waterways Safety Act
(PWSA), 33 U. S. C. 1223(c), require a port access route study
be conducted prior to establishing a traffic separation scheme
(TSS) or adjusting an existing TSS. A TSS is an internationally

recognized routeing measure that minimizes the risk of vessels

colliding by separating vessels into opposing streams of traffic

through the establishment of traffic lanes. Vessel use of a TSS
is voluntary; however, vessels operating in or near an
International Maritime Organization (IMO) approved TSS are
subject to Rule 10 of the International Regulations for
Prevention of Collisions at Sea, 1972 (72 COLREGS).

The existing Delaware River Federal navigation channel
provides a channel of 40 feet at mean low water. A feasibility
study conducted by the Army Corps of Engineers in 1992
recommended modifying the channel navigation project to a depth
of 45 feet. The study estimated $294 million (1991 dollars) will
be spent over a five year period for construction and dredging of
50 million cubic yards of material from the navigation channel.
Channel deepening was approved by Congress in October 1992 as
part of the Water Resources Development Act of 1992.

The Army Corps of Engineers in 1992 initiated the Delaware
River Comprehensive Navigation Study - Midstream Deepwater Port.

The study's objectives are:



!

(1) to provide improved access to Big Stone Anchorage for
deep draft vessels (oil tankers), and;
(2) to dredge a more effective configuration at the

anchorage to facilitate better lightering operations.

Under consideration is a one-way access channel leading from
the ocean to Anchorage A off the entrance to Mispillion River (33
CFR 110.157) locally known as Bigstone Beach Anchorage. At this
writing the study is ongoing.

The Ports of Philadelphia claim the unique distinction of
being the world's "largest fresh water port". From 1982 to 1992,
foreign tonnage moving through the Philadelphia ports by way of
the Bay and River Delaware has increased 37.5 percent, from 42.2
million tons to nearly 58 million tons. About 100,000 port-
related jobs generate an estimated $1 billion in income and $100
million in state and local taxes each year.

The Ports of Philadelphia Maritime Exchange is anticipating
an increase in vessel traffic into Delaware River ports due to:

(1) Unification of the Ports of Camden-Philadelphia
under the auspices of the Delaware River Port Authority.
Expanded marketing of these ports is expected to create
additional waterborne commerce.

(2) Increased land access to points throughout the
United States and Canada through the use of three class I

railroads servicing the ports.



(3) Expected commencement in 1996 of the deepening of
the navigation channel from 40 feet to 45 feet, allowing greater
access for deep-draft bulk and general cargo vessels.

(4) $70 million being invested by the Commonwealth of
Pennsylvania along with the three Class I railroads to clear
bridge and tunnel restrictions to move higher and wider project
cargo including double-stacked container traffic.

For the year 1994, the Ports of Philadelphia Maritime
Exchange has reported an increase of 100 vessels calling on the
Port over 1993.

The planned closing of the Philadelphia Naval Base is not
expected to have a negative impact. Rather, investigations are
ongoing to take economic advantage of at least some of the land
and port-related facilities of the Naval Base for industrial
development with opportunities for the Port and the resulting

additional waterborne traffic.



A. History: The Traffic Separation Scheme (TSS) Off Delaware
Bay was adopted by the International Governmental Maritime
Consultative Organization (predecessor to the International
Maritime Organization) on October 28, 1969. A change to the
South Eastern Approach lanes was implemented on March 15, 1976.
The TSS consists of two parts: Part I, Eastern Approach; Part
II, South-Eastern Approach and a precautionary area.

As required by the 1978 amendments to the Ports and
Waterways Safety Act (PWSA), 33 U.S.C. 1223(C), the Coast Guard
initiated a port access route study on April 16, 1979, (44 FR
22543) to evaluate potential traffic density, traffic patterns,
waterway use conflicts, and the need for safe access routes in
the Delaware Bay approaches. The Notice of Study Results was
published on October 5, 1981 (46FR49035). That study concluded
that the existing TSS Off Delaware Bay was adequate for the

foreseeable future.

This Port Access Route Study was opened on March 25, 1994
(58FR14125). Conducted by the Fifth Coast Guard District in
Portsmouth, VA, the study was opened to evaluate the need for
changes to the vessel routing measures in the approaches to
Delaware Bay. The area studied encompassed the approaches to

Delaware Bay, including the TSS.

The Bay and River Delaware system can be entered or exited

4.



either through the Delaware Bay entrance or through the
Chesapeake and Delaware Canal. Two sets of ocean traffic lanes
make up the TSS at the mouth of the Delaware Bay and converge at
a Precautionary Area. The eastern approach lanes have minimum
depths close to the 40 foot main channel depth and are used
primarily by smaller vessels and vessels engaged in coastwise
commerce. The southeastern approach lanes have minimum depths
ofabout 55 feet outbound and 59 feet inbound. The southeastern
lanes are used by most vessels engaged in foreign commerce
including large bulk carriers and tankers as well as coastwise
movements to the south.

During the 1970's vessel traffic patterns in the region
moved toward utilization by deeper draft vessels in order to make
full use of the 40 foot main channel. Utilization of tide stages
was maximized to allow ships to navigate the channel with drafts
approaching the authorized navigation project depth.

The U. S. Army Corps of Engineers has identified a need for
a deeper access in order to handle present and future tankers,
dry bulk carriers and container vessels more efficiently. A
deeper channel will result in larger vessels using the TSS at the
Delaware Bay Approaches.

In 1990 a Coast Guard conducted Waterways Analysis and
Management System Study of the Delaware Bay Approach recommended
reorientation of the eastern approéch TSS to the south.

Safety concerns of the Mariners Advisory Committee for the

5.



Bay and River Delaware, primarily generated due to a number of
near collisions and the actual collision of the T/V FAITH I and
T/B INDEPENDENCE on August 19, 1990, prompted requests that the
eastern approach lanes of the TSS be adjusted and an inshore
traffic zone be established for coastwise traffic.

In April 1994 four lighted buoys located within the
Precautionary Area were repositioned and the Pilot Area was
moved one half nautical mile southeastward to allow more sea room
for tug and tow traffic approaching from and departing along the

New Jersey coast.
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B. Action Taken To Date: The TSS in the Approaches to
Delaware Bay was the subject of a Port Access Route Study
conducted in 1981 with the results being published in the Federal
Register on October 5, 1981 (46 FR 49035). The 1981 study wés
conducted due to the growing multi-use development of the
Atlantic Outer Continental Shelf (0OCS) and the potential for
conflict among the many users.

1981 STUDY FINDINGS

The published findings and conclusions of the 1981 study are
as follows:

"(a) An analysis of the exploratory activity thus far,
indicates a maximum of 9 exploratory rigs operating on the
Atlantic Outer Continental Shelf (0OCS) since exploration began in
March 1978. Since that time, on the average, only four rigs have
been operating at any given time.

(b) No economically retrievable o0il or gas finds have
been made to date and significant production efforts in Bureau of
Land Management lease areas 40, 42 and 49 are considered
doubtful. According to the Department of Interior, sale area 42
has not yet had a well drilled although there is considerable
industry interest. Sale area 40 has been found to contain
significant amounts of hydrocarbons and only further delineation
drilling can determine if the resource is commercially
recoverable.

(c) Available data does not indicate clearly defined

7.
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vessel routes through the O0OCS.

(d) The risks to vessels, associated with the initial
phases of offshore development, seem very low.

(e) While the establishment of a regulatory access
system may reduce the already low risk of vessel/structure
collision, it would probably increase the risk of vessel/vessel
collision due to the concentration of traffic within designated
routes.

(f) Concentration of traffic into designated routes is
likely to impact negatively on commercial fishing by interfering

with the movement of fishing vessels in or across such routes.

1981 STUDY CONCLUSIONS

(a) Further regulation of the shipping, oil and fishing
industries by vessel routing measures in areas 5, 5a and 6 is not
warranted by the current or projected levels of activity on the
0Cs.

(b) Current procedures for marking and lighting
structures, and publishing their locations in the Local Notice to
Mariners are appropriate alternatives that will be continued.

(c) The Third Coast Guard District will continue to
monitor OCS activity for its impact on vessel traffic. 1If
economically retrievable o0il or gas is found, or significant
increase in OCS exploration activity occurs, the affected area or

areas will be restudied.



(d) It is expected that any future port access routes,
if they become necessary in areas 5, 5a and 6, will utilize
existing Traffic Separation Schemes extended to the 1800 meter

contour (approximately 1000 fathoms).

1981 STUDY SUMMARY

Based on available data and the first two and one half years
of exploratory OCS activity in the region, it seems unneccesary
to pursue further routing systems at this time in study areas 5,
5a and 6. Mandatory port access routes are not now required in
those areas, nor does it appear that they will be in the
foreseeable future. If a significant increase in OCS activity is

detected, the affected areas will be restudied."
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4. Applicant will record, maintain and
preserve permanently in an easily
accessible place a written eopy of the
procedures (and any modifications
thereto) described in condition 1 above.
and Applicant will record, maintain and
preserve for a period of not less than six
years (the first two years in an easily
accessible place) a written record of the
board of directors’ considerations and
actiuns taken in connection with the
discharge ol its responsibilities, as set
forth above, to be included in the
minutes of the board of directors’
meetings. The documents preserved
pursuant to this condition shall be
subject to inspection by the Commission
in accordance with Section 31(b) of the
Act as though such documents were
records required to be maintained
pursuant to rules adopted under Section
31(b) of the Act.

5. The Money Market Portfolio will
limit its portfolio investments, including
repurchase agreement, if any, to those
U.S. dollur-denominalted instruments
which the board of directors determines
present minimal credit risks, and which
are of high quality as determined by any
major rating service, or. in the case of
any instrument that is not rated. of
comparable quality as determined by
the board of directors.

6. Applicant will include in each
quarterly report, as an attachment to
Form N-1Q. a statement as to whether
any action pursant to condition 2(c) was
taken during the preceding calendar
quarter, and, if any action was laken,
will describe the nature and
circumstances of such action.

On the basis ol the foregoing,
Applicant requests an order of the
Commission exempting its Money
Market Portfolio from the provisions of
Section 2{u) (41) of the Act and Rules
24— and 22¢-1 thereunder to the extent
necessary Lo permit Applicant to value
the portfolio securities of its Money
Market Portfolio using the amortized
cost method ol valuation. Applicant

the public interest and consistent with
the protection of investors and the
irly intended by the policy
aond provistons of the Act

Notice is further given that any
interested person may, not later than
October 26. 1981, at 5:30 p.m., submit to
the Comimission in writing a request for
a hearing on the application
accompanied by a statement as to the
nature of his interest, the reasons for
such request, and the issues. il any, of
fact or law proposed to be controverted.
or he may request that he be notified if
the Commission shail order a hearing
thereon. Any such communication
should be addressed: Secretary.

nyrnnsye
puipote

Securities and Exchange Commission,
Washington, D.C. 20549. A copy of such
request shall be served personally or by
mail upon Applicant at the address
stated above. Proof of such service (by
affidavit, or in the case of an attorney-
at-law by certificate) shall be filed
contemporaneously with the request. As
provided by Rule 0-5 of the Rules and
Regulations promulgated under the Act,
an order disposing of the application
herein will be issued as of course
following said date unless the
Commission thereafter orders a hearing
upon request or upon the Commission’s
own motion. Persons who request a
hearing, or advice as to whether a
hearing is ordered, will receive any
notices and orders issued in this matter,
including the date of the hearing (if
ordered) and any postponements
thereof.

For the Commission, by the Division of
[nvestment Management, pursuant to
delegated authority.

George A. Fitzsimmoans,
Secrelary.

|FR Dov H1-28R492 Filed 10-2-81; 8:45 am]|
BILLING COOE 8010-01-M

DEPARTMENT OF TRANSPORTATION
Coast Guard
[CGD 81-074]

Port Access Route Study

AGENCY: Coast Guard, DOT.
acTION: Notice of Study Results.

The purpose of this notice is to
publish results of the Port Access Route
study announced on April 16, 1979, in
the Federal Register (44 FR 22543) and
modified on January 31, 1980 (45 FR
7026). Only the results for study areas 3.
5a. and 6 are published in this notice.
Generally, these areas include New
York and Delaware Bay approaches and
Long Iskind Sound. Results for areas 13
to 20 (coust of South Carolina. Georgia,
Florida) were published in 46 FR 48376,
Oclobier 1, 1981. Results for the
remaining study areas (1 to 4 in New
England. 7 to 12 for Maryland. Virginia
and North Carolina, and 21 to 32,
including the Gulf Coast, West Coast
and Alaska) will be published in a
future Federal Register.

The Port Access Route study was
mandated by the Ports and Waterways
Safety Act (PWSA) (Pub. L. No. 95474
92 Stat. 1472: 33 U.S.C. 1223) to
determine any need for routing
measures for vessels using U.S. ports.
The study has been performed in
accordance with standards contained in
sections 4 and 5 of the Act. Final study

results are to be published as a notice in
the Federal Register. However, areas
may be restudied in the future as
conditions warrant.

The Third Coast Guard District
performed the study for areas 5. 5a and
6. Geographically, these areas extend
from the coast on a line bearing 180°T
from Watch Hill Light (41°18.2'N:
71°51.5'W) to 40°40.0°'N, latitude; thence
a line bearing 090°T to 69°57.0'W
longitude: thence a line bearing 180°T to
39°44.5'N latitude: thence a line bearing
234°T to 38°31.4'N latitude, 72°07.0W
longitude: thence a line bearing 230°T to
37°38.6'N latitude, 73°28.1'W longitude:
thence a line bearing 302°T to Fenwick
Island Light (38°27.1'N, 75°03.3'W).

The findings and conclusions of the
Third Coast Guard District Port Access
Study are as follows:

Findings

(a) An analysis of exploratory activity
thus far, indicates a maximum of 9
exploratory rigs operating on the
Atlantic Outer Continental Shelf (OCS)
since exploration began in March 1978.
Since that time, on the ayerage. only
four rigs have been operating at any
given time.

(b) No economically retrievable oil or
gas finds have been made to date and
significant production efforts in BLM
lease areas 40, 42 and 49 are considered
doubtful. According to the Department
of Interior: Sale arca 42 has not yet had
a well drilled although there is
considerable industry interest. Sale area
40 has been found to contain significant
amounts of hydrocarbons and only
further delincation drilling can
determine if the resource is
commercially recoverable.

(c) Available data does not indicate
clearly defined vessel routes through the
OCS.

(d) The risks to vessels. associated
with the initial phuses of offshore
development, seem very low.

(e) While the establishment ol a
regulatory access system may reduce
the ulready low risk of vessel/structure
collision, it would probably increase the
risk of vessel/vessel collision due to
concentration of traffic within
designated routes.

(f) Concentration of traffic into
designated routes is likely to impact
negatively on commercial fishing, by
interfering with the movement of fishing
vessels in or across such routes.

Conclusions

(a) Further regulation of the shipping.
oil and fishing industries by vessel
routing measures in areas 5. 54 and 6 is
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not warranted by the current or
projected levels of activity on the OCS.

{b) Current procedures for making and
lighting structures, and publishing their
locations in the Local Notice to Mariners
are appropriite alternalives that will be
continued.

(¢} The Third Coast Guard District
will continue to monitor OCS aclivity
for ils impact on vessel traffic. If
economically retrievable oil or gas is
found. or a significant increase in OCS
exploration activity occurs, the affected
area or arcas will be restudied.

(d) It is expected that any future port
uccess routes, if they become necessary
in areas 5. 5a and 6, will utilize existing
voluntary Traffic Separation Schemes
extended to the 1800 meter contour
(approximately 1,000 fathoms).
Summary

Bused on available data and the first
two and s holf years of exploratory OCS
activity in the region, it seems
unnecessary {o pursue further routing
svslems at this time in study areas 5, 5a
and 6. Mandatory port access routes are
not now required in these areas, nor
does it appear that they will be in the
foresceable future. If a significant
increase in OCS activity is detected. the
affected ureas will be restudied.

FOR FURTHER INFORMATION CONTACT:
Mz, Christopher Young. Office of Marine
Environmenl and Systems {G-WWM-2),
Roum 1608. U.S. Coast Guard
Headquarters. 2100 Second Street, SW.,
Washington. D.C. 20593, (202) 4264958
hetween 7:30 a.m. and 4:30 p.m. Monday
through Thursday, excepl! holidays.
Dated: September 24, 1981,
W, E. Caldwell,
(v L OMee ol Marine Enviconment and

HHEN

Hoat il BELeaid Poed tO=2- 01 00405 )

BILLING CODE 4910-14-M

Federal Aviation Administration

. Realigning of Regional Organizations
AGENCY: Federal Aviation
Administration (FAA), DQT.

AcTION: Notice of regional organization.

Notice is hereby given that on
October 1, 1981, the Federal Aviation
Administration’s regional organizational
structure and geographic boundaries are
reconfigured from the present 11 regions
lo 4.

it. The exisling Northwest and Rocky
Mountain {except North and South
Ditkoti) Regions ure combined. Regional
headquarters of the new Northwest
Mountain Region will be in Seattle,
Wishington,

b. The existing Pacific-Asia and
Western Regions are combined.
Regional headquarters of the new
Western-Pucific Region will be in Los
Angelas, California.

c. The existing Great Lakes Region
will include the States of North and
South Dakota previously in Rocky
Mountain Region.

d. The existing New England, Eastern,
Southern, Southwest, Central and
Alaskan Regions remain unchanged.

The new regional configurations

become operational on October 1, 1981.
On that date. the Regional directors for
Northwest Mountain, Western-Pacific
and Great Lakes Regions (for the States
of North and South Dakota), will assume
all responsibility for actions within the
reconfigured regions, including, for
example, personnel, regulatory and
enforcement actions. These
responsibilities may be delegated by the
Regional Directors for the reconfigured
regions.
(Secs. 301. 302, 313. Federal Aviation Act of
1858, as amended {49 U.S.C. 1341. 1342, 1343
and 1354} and the Administrative Procedure
Act, as amended (53 U.S.C. 552(a}(1)}

Issued in Washington. D.C.. on September

30, 1981.

J. Lynn Helms.

Administrator.

{FR Doc. B1-29023 Filed 10-2-81: 845w}
BILLING CODE 4310-13-M

Air Traffic Procedures Advisory
Committee; Meeting

Pursuant to section 10(a)(2) of the
Federal Advisory Committiee Act {Pub.
L. 82-643; 5 U.S.C. App. 1) notice is
hereby given of a meeting of the Federal
Aviation Administration Air Traffic
Procedures Advisory Committee to be
held from. October 26 at 1 p.m. through
October 30 at 1 p.m., at FAA
Headquarters, 800 Independence
Avenue, SW.. Washington, D.C.

The agenda for this meeting is as
follows: A continuation of the
Committee's review of present air traffic
control procedures and practices for
standardization, clarification, and
upgrading of terminology and
procedures.

Attendance is open to the interesled

public but limited to the space available.

With the approval of the Chairman,
members of the public may present oral
statements at the meeting. Persons
wishing to attend and persons wishing
to present oral statements should notify,
not later than the day before the
meeling, and information may be
obtained from. Mr. L. Lane Speck,
Executive Director, Air Traffic
Procedures Advisory Committee, Air

Traffic Service, AAT-300, 800
Independence Avenue, Washington,
D.C. 20591, telephone (202) 426-3725.
Any membar of the public may
present a written statement to the
Committee at any time.
Issued in Washington, D.C., on September
28, 1961,
L. Lane Speck,
Executive Director, ATPAC.
|FR Doc. 81-28650 Filed 10-2-81: 8:45 am)
BILLING CODE 4910-09-M

Effectiveness of Aircraft Noise
Abatement Procedures; Meeting

AGENCY: Federal Aviation
Administration (FAA), DOT.

ACTION: Notice of meeting.

SUMMARY: The Federal Aviation
Administration (FAA} hereby
announces that the rsults of the
evaluation of the effectiveness of
aircraft noise abatement procedures will
be discussed as a major topic of the
Transport Airplane Takeoff
Performance Requirements Conference.

DATE: The conference will be held
November 16~20, 1981, beginning at 8:30
a.m. and adjourning at 5:00 p.m. each
day.

ADDORESS: The conference will be held at
the Seattle Hilton, Sixth and University,
Seattle, Washington 98101.

FOR FURTHER INFORMATION CONTACT:
Mr. Charles H. Huettner, Air
Transportation Division, Office of Flight
Operations, Federal Aviation
Administration, 800 Independence
Avenue, SW., Washington. D.C. 20591.
Telephone {202) 426-8166.

SUPPLEMENTARY INFORMATION:

Background

The Federal Aviation Administration
(FAA} is currently evaluating the
effectiveness of aircraft noisce abatement
procedures at John Wayne Airport,
Santa Ana, California, during September
and October.

The 8-week study involves noise
measurement readings of actual takeoff
operations as well as FAA in-flight
monitoring of noise reduction
procedures. The study includes a survey
response on possible benefits of the
different procedures on the local
community, as well as an analysis of
airport noise complaints.

The takeoff procedures will utilize
various thrust reduction procedures at
different altitudes designed to reduce
the overall impact of aircraft takeoff
noise.

_/



C. STATUTORY REQUIREMENT: Section 4(c) of the Ports and
Waterways Safety Act (PWSA) (P.L. 95-474, 33 U.S.C. 1223)
authorizes the Secretary of Transportation to "designate
necessary fairways and traffic separation schemes" in order to
"provide safe access routes for movement of vessel traffic
proceeding to or from the ports or other places subject to the
jurisdiction of the United States". This authority was delegated
to the Commandant, U. S. Coast Guard by 49 CFR 1.46(n).

The PWSA requires the Secretary of Transportation to
undertake a study of the potential traffic density and the need
for safe access routes for vessels in any area for which fairways
or traffic separation schemes are proposed or otherwise
considered and publish the notice in the Federal Register.

The PWSA also authorizes the Secretary of Transportation to
adjust the location or limits of designated fairways or traffic
separation schemes in order to accommodate the needs of other
uses which cannot be reasonably accommodated otherwise. The
adjustment cannot unacceptably adversely affect the purpose for
which the existing designation was made and the need for which
continues. If adjustment is supported by a Port Access Route
Study, the IMO adoption process is initiated in addition to the

rulemaking process.

10.



D. THE STUDY AREA: The study area is bound by a line

connecting the following NAD 83 geographic positions:

Latitude Longitude
39°00'N 75°10'W
38°50'N 74°30"W
38°25'N 74°30'W
38°25'N 75°10'W

The study area encompasses the existing TSS which was
adopted by the International Governmental Maritime Consultative
Organization (predecessor to the International Maritime
Organization) on October 28, 1969. A change to the southeastern
approach lanes was implemented on March 15, 1976.

The TSS Off Delaware Bay consists of two parts as described
below:

Part I: Eastern Approach
(a) A separation zone bounded by a line connecting the

following geographical positions:

Latitude Longitude
38°46.8'N 74°34.6'W
38°46.8'N 74°55.7'W
38°47.8'N 74°55.4'W
38°47.8'N 74°34.6'W

(b) A traffic lane for westbound traffic between the
separation zone and a line connecting the following geographical
positions:

11.



. Latitude Longitude
\ 38°49.8'N 74°34.6'N

38°48.8'N 74°55.3'W

(c) A traffic lane for eastbound traffic between the separation

zone and a line connecting the following geographical positions:

Latitude Longitude
38°45.8'N 74°56.1'W
38°44.8'N 74°34.6'W

Part II: Southeastern Approach
(a) A separation zone bounded by a line connecting the

following geographical positions:

(b)

Latitude

38°27.0'N
38°42.2'N
38°43.4'N
38°27.6'N

A traffic

separation zone and

positions:

(c)

separation zone and a line connecting the following geographical

positions:

Latitude
38°28.8'N

38°45.1'N

A traffic lane for south—eéstbound traffic between the

Longitude
74°42.3'W
74°57.2'W
74°58.0'W

74°41.3'W

lane for north-westbound traffic between the

a line connecting the following geographical

Longitude
74°39.3'W

74°56.6'W

12.



Latitude Longitude
38°42.8'N 74°58.9'W
38°27.0'N 74°45.4'W
Precautionary Area
A precautionary area with a radius of eight miles centered
upon Harbour of Refuge Light in geographical position 38°48.9'N,

75°05.6'W.

13.



II. ELEMENTS CONSIDERED
A. Vessel Traffic Density: Data was obtained from U. S.

Army Corps of Engineer's Publication Waterborne Commerce of the

United States ,1993, for the Philadelphia Army Corps of Engineers

District and the Ports of Philadelphia Maritime Exchange.

Data from Waterborne Commerce of the United States tallies

marine traffic to/from a port but does not indicate whether
vessels entered the Ports of Philadelphia by way of the mouth of
the Delaware Bay or through the Chesapeake and Delaware Canal or,
in the case of tugboats/towboats, whether these type vessels were
intra-Delaware Bay transits or were bound for the Atlantic Ocean
or Chesapeake Bay via the Chesapeake and Delaware Canal.
Government vessels are not tabulated in vessel transits by

Waterborne Commerce of the United States . A comparison of

Waterborne Commerce of the United States for 1984 data with the

1993 data for Delaware River, Trenton, N.J. to the sea
(consolidated report), indicates an increase of total tonnage
from 98,084,000 to 120,510,000 - a 22.9% increase in 9 years.

The following information was obtained from the Ports of
Philadelphia Maritime Exchange:

ANNUAL FROM THE SEA ARRIVALS BY YEAR: DELAWARE RIVER PORTS

Year Total Ship Arrivals Tug/Barge Arrivals
1987 2,959 Not Available
1988 3,041 Not Available
1989 3,002 Not Available

14.



1990 2,936 Not Available

1991 2,700 Not Available
1992 2,581 Not Available
1993 2,579 Not Available
1994 2,679 1,015

Additionally, projections to the year 2005, based on a U. S.
Maritime Administration report entitled "Merchant Fleet Forecast
of Vessels in U.S. - Foreign Trade", indicate the number of dry
bulk vessels serving the Atlantic Coast is expected to rise from
327 in 1980 to 463 in 1995 and 833 in the 2005-2050 period. This
increase in vessels is expected to include a éeneral shift
towards larger bulk carriers.

The number of general cargo carriers serving the Atlantic
Coast is expected to decline from 630 in 1980 to 267 in 1995 and
then increase slightly to 298 in the 2005-2050 period. Total
container vessels serving the Atlantic Coast are expected to
increase significantly from 256 in 1980 to 566 in 1995 and 869 in
the 2005-2050 period.

The number of neo-bulk carriers serving the Atlantic Coast
is expected to increase from 12 in 1980 to 16 in 1995 and 19 in
the period 2005-2050. The trend here is also expected to shift

towards larger sized carriers.

15.



Commander 431 Crawford Street

Fifth Coast Guard District Portsmouth, VA 23705
Staff Symbol: oan
Phone: (804) 398-6285

U.S. Department
of Transportation

Unlited States
Coast Guard

16651
17 MaY 1994

Mr. William A. Harrison
President )
Ports of Philadelphia Maritime Exchange

913 Lafayette Building
Philadelphia, PA 19106

Dear Mr. Harrison:

On Friday, March 25, 1994 the Federal Register announced the
Coast Guard was conducting a port access route study of the
approaches to Delaware Bay to evaluate the need for changes to

vessel routing measures.

To help us conduct the study, we are requesting any information
you may have concerning the quantity of ships and tug/barge
combinations; the types of vessels calling on the ports of
Philadelphia; commodities carried and their tonnage, both
exported and imported; any projections for the future; and any
expected or projected changes for the future use of the ports of
Philadelphia and their associated waterways.

If you have any questions my project officer is LT Tom Flynn at
(804) 398-6285.

Sincerely

M. VAUG

Captain, U. S. Coast Guard
Chief, Aids to Navigation and
Waterways Management Branch
By direction of the Commander
Fifth Coast Guard District

Encl: 58 FR 14126

% fails,

o N
Feitonn Ry
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Leading the way to port progress

June 21, 1994

J. M. Vaughn, Captain

U.S. Coast Guard

Chief, Aids to Navigation and
Waterways Management Branch

Fifth Coast Guard District

431 Crawford Street

Portsmouth, VA 23705

Dear Capt. Vaughn:

Thank you for your letter of 17 May 1994 requesting
information on vessel traffic; commodities carried and their
tonnage, both exported and imported; any projects for the future;
and any expected or projected changes for the future use of the
Ports of Philadelphia and their associated waterways. We note
this information is required in connection with a port access
route study of the approaches to Delaware Bay.

To assist, we are pleased to enclose herewith data which we
believe to be self-explanatory concerning both ship and tug/barge
traffic.

We will attempt to cover the additional requirements which
you have listed as a part of your study as follows:

Commodities Carried and Their Tonnage

Included in the statistical data enclosed you will find general
commodity information listed under category headings entitled
"Discharged and Loaded". Please note that we are not the primary
source for commodity type information and we do not have avail-
able commodity tonnages. We believe you will be able to obtain
more comprehensive information utilizing the waterborne commerce
statistics published by the Bureau of the Census and the U.S.
Army Corps of Engineers.

Projects for the Future

We look for an increase in vessel traffic into Delaware
River ports as a result of the following:

Samuel M. Schellenger, Chairman

Alfred J. Castagnola, Vice Chairman 437 Chestnut Street Suite 913
William A. Harrison, President Philadelphia, PA 19106-2409 U.S.A.
Dennis J. Rochford, Vice President Telephone (215) 925-1522
James F. Young, Esq., Secretary/Solicitor Fax: Corporate (215) 925-7489
Mary Elisa Reeves, Esq., Assistant Secretary Fax: Operations (215) 925-1128

Charles E. Mather III, Treasurer Easylink/Telex 62857977
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J. M. Vau
U.S. Coas
Chief, Ai
Waterwa
June 21,
Page Two

ghn, Captain

t Guard

ds to Navigation and
¥sS Management Branch
1994

Upgrades now in place or expected within the next several

years:

1.

Expected

Unification of the Ports of Camden-Philadelphia under
the auspices of the Delaware River Port Authority is
expected to allow expanded marketing of these ports in
a coordinated and cohesive fashion; creating additional
waterborne commerce in the region;

The ports are now served by three Class I railroads
which provide increased land access nationally to points
throughout the United States and Canada;

In 1992, Congress authorized the deepening of the
Delaware River navigable channel from 40 feet to

45 feet. Construction on this project is scheduled
to begin in 1996. This will allow greater access for
deep-draft bulk and general cargo vessels.

The Commonwealth of Pennsylvania, along with the
three Class I railroads are investing a total of
$70 million in clearing bridge and tunnel restrict-
ions to move high and wide project cargo including
double-stacked container traffic.

Changes for the Future Use of the Ports of Philadelphia

With the upcoming closure of the Philadelphia Naval Base,

investiga
available
yard, ind
the Port

tion is taking place to utilize at least some of the

land and port-related development, i.e. intermodal
ustrial development associated with opportunities for
and future land banking for related uses.

If you require any additional information, please feel free

to contac

Best

DJ:eab
Enclosure

t me.
wishes.

Sincerely,

Dennis Rochford
President



Based upon data from October 1993 to April 1994%, the
following is our 12-month projection for ships and tug/barges
transiting to and from the Delaware Bay:

SHIPS: SEA TO BALTIMORE....... 638
SHIPS: SEA TO DEL RIV PORTS...2,629
SHIPS: BALTIMORE TO SEA....... 531
SHIPS: DEL RIV PORTS TO SEA...2,508

6,306

TUG/BARGES: SEA TO BALTIMORE....... 149
TUG/BARGES: SEA TO DEL RIV PORTS...1,015
TUG/BARGES: BALTIMORE TO SEA....... 96
TUG/BARGES: DEL RIV PORTS TO SEA... 975

% The period selected reflects the most current vessel data
that contains the most accurate ship, tug and barge
information available.

COMPILED BY: PORTS OF PHILA. MARITIME EXCHANGE



ANNUAL ARRIVALS BY RIG & YEAR : DELAWARE RIVER PORTS

GENERAL CARGO MAT-FRUTIDRY BULK IBUK PRODUCTS o iCHEKICALS, GAS or AUTOS  ; PASSENGER
& DAIRY PETROLE U H
YEAR  iBreakbulkiContainer|Part Cont! Ro Ro's | Reefers Bulk Ore :Bulk 0i1] Ore 0i1 | Tanker |Chem.Tank Lig-6as | Vehicle [Passenger! Totals
1987 4 2% 8 ; 169 iy, 633 7 & 1 955 - 2% 104 11 2,959
1988 333 34 2 1 20 266 662 9 8 1 981 - 18 109 19 3,041
1989 262 35 2 ;19 340 599 10 2 4 893 123 19 114 19 4 3,02
1990 29 3N 127 170 382 531 B %0 3 846 120 3 oy o 2,936
1991 259 381 8 i 129 413 406 16 R 4 800 9% 3 97 15 1 2,700
1992 261 35 7 18 330 338 16 3 - 819 99 44 10 26 | 2,51
v 1993 302 362 > 110 306 349 3 34 - 857 9% 2 88 15 2,519

COMPILED BY: PORTS OF PHILA. MARITIME EXCHANGE

&
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- Ports of Philadelphia

FXCHANGE

O

PORTS OF PHILADELPHIA

: DELAWARE RIVER PORTS ,..

1 993 STATISTICS:

TEXACO

v 1993

Faading the way o port progeess MONTHLY :

1993 TOTALS JANFEBIMAR] APR MAY |JUN Jut. AUG SEP ocT NOV bitc

1991(238(210|245| 257 | 250 | 214 | 236 [205 | 220 | 209 | 208 | 208

BULK/01L 3

BULK CARRIER v 1992]231(206(232| 226 | 211 | 239 | 203 206 | 188 | 219 | 203 | 217
CONTAINER %2

CHENICHL IMKER 96 1993214(197(242] 213 | 223 | 221 | 202 [210 | 213 | 230 | 197 | 217
BREAKBULK 307

LIQUID GAS R

ORE. CARRIER 3 CUMULATIVE:

PART CONTAINER 5

PASSENGER CARRIE 15 JAN|TFEB |MAR| APR MAY (JUN JUL AUG SEP 0CT NOV DEC

ROLL ON ROLL OFF 120 -

REFRIGERATED o 1991(238(448(693| 950(1,200]1,414(1,650(1,855|2,075(2,284(2,492|2,700

TANKE 5

vemazs CARRIER 8;; 1992{231]437]669| 895|1,106(1,345]1,548|1,754(1,942(2,161{2,364|2,581

1993|214 |411{653{ 866{1,089|1,310|1,512]1,722[1,935|2,165|2,362|2,579

AGENT TOTALS PIER TOTALS FLAGS DISCHARGED LOADED —\
A W IVERS 1 1 BROADWAY | t 59 | itz o ] HEAT 17| Haz ow 3
ALLIED 1 122 SOUTH 59 BS 36 6 01L » HEAT/DAIRY 22 | |Avios 84
ASPEN m 2 GIRARD P 1 PA 250 || awronia 2 HEAT/F LSH 15 | | AUIOS/PAPER 1
RILANTIC TANK 15 5 BROADHAY 50 A 2% ASPHALT 12 HEAT/ERULT 1| |BUTIER !
AUTOLINERS 66 80 SOUTH % M 02 pvios 44 HETHANOL 2 | | CHEHiCALS il
BILL BLACK 2 82 SOUIH 5 LY 135 BAUKITE 2 HINERALS 1| | coa 2
BREAKWATER HAR 9 84 SouTH 15 GE 13 BENZENE 5 HOLASSES 7| | COKE BREEZE 2
CAPES SHIPPING 129 BP PAULS 7 GR i2 BUTANE 7 HIBE 17| tconraners |2
COASTAL 7 BPHH 80 I 66 CASHEW OIL 1 NAPHIHA g | |CRane 1
COLUNBUS 65 BSB ONLY 12 o 1 CAUSTICSODA 11 NIIRATE g | | cuene 1
DEEPSEA 19 COIRARD PT 19 5 38 CHEMICALS 83 HONENE 7| | onene 1
DEL VAL MAR 86 CAMDEN TERW 130 OX 3 CHROME ORE 2 NUT 1L 3| | OULDATIE 3
DELHONIE 52 . CITGO PEIRD 50 M 28 1 fcoa )0 | oCTaNE 1| FRU Z
DOLE 3 DELWRE CLIY 95 Pl a COCOA M oL 1] | FUeL oit 2
EKLOF 2 DONTAR 9 S ) COCOA/LUNBR 2 0RE 7] |68 2
EKLOF MARINE 13 EAGLE POINT 8] iA 5 COCOA/MINS 1 PAPER ap | | sasoLing 1
GENERAL 55 FAIRLESS 8 Ko 2 COCOMORE 1 | |passeneers 11| |GENERAL 2
GULF & AILANIIC 27 FORT MIFFLN 4 w 2 CONTAINERS 305 PETCOKE 4| |HEAVY LIFI 1
HORIZON NARINE 2 GAIX-NJ 7 Al 221 | cruoe 53 PIPES 1] | LEa 1
HVIDE 20 GAIX-PA § o ) CUENE 11 | pLysooo 57| | LuBEs 1
IHCHCAPE 34 GIBBSTOHN 8 RC 19 DOLOKIIE 1 PRODUCT 1| 1 HAcHINERY 1
IVERS 3 HPORT RICH 18 K 18 ETHENOL 1y |eroseCt 2| |Hee 1
KERR 4 HESS 17 VA Y EXPLOSIVES 2 1 pULP 1] |MILK !
KURZ MORAN 57 HOG ISLAND ! 8 17 FRULT 33 1Y Resin 11 | NAPHTHA 2
LUKOMSKI 8 HoL I 4 fl 15 FUEL L 18 || |SALl 13] | Nonene 1
HAERSK 2 KocH ) RS 1214 earLic 1 ‘ SCRAP 5| | NoNENE/ZYLN 1
HANATEE 4 KOcH oLt 1 v 12 eas 5 10 sia 3| o 1
HARINE CARGO 50 HC & FORBES 3 A i 6AS OIL 6 11 |sierL 106 | | PAPER 3
HASTER g1 HCA OHLY 3 PH 10 64 1 { | sreLzvoo 1| | PasSENGERS 8
HCAUL 1FFE 7 HHA ONLY 9 10 9 GENERAL L surate 3| {PETCOKE 6
NAYI0S I HIO-AIL 59 BR § GYPSUN 3% ||| rouene 1| | PROJECT 18
HORTON LILLY 17 MOBIL PAULS 111 B g HEAVY LIFT 1 l UREA 3| | PROPLYENE 1
0Kl 3 NAT GYPSWM 16 I 9 IRONORE 10 ' auigs 1| | PROPYLENE 9
PENN-ATTRANSCO 1 NAVY YARD 1 CA 8 JUICE 15 | {60 21| | resars 2
RS0 58 NORTHERN 3 v 8 LICORICE 3| | veo-FueLort 11 Iscrap 15
RAFFERTY 1 OCEANPORT 4 ¢ 6 LIQUID 6As 2 1 [ yax 2] |sieL 2
RALNBON HAV 1 PACKER AVE 173 55 6 LUBES 1| | WIRe RoDS 5l |wesTE paeR 1
RONAS 3 PECO 1 Ly 6 LUNBER B | oo 1] |ume 3
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Commander 431 Crawford Street

Fifth Coast Guard District Portsmouth, VA 23704-5004
Staff Symbol: ocan
Phone: (804) 398-6285

U.S. Department
of Transportation

United States
Coast Guard

16651
19 October 1994

Ms. Lisa B. Himber

Manager, Computer Operations TRACS Division
Ports of Philadelphia MARITIME EXCHANGE

512 Lafayette Building

Philadelphia, PA 19106

Dear Ms. Himber:

This letter is in regard to telephone conversations you have had
with LCDR Tom Flynn concerning statistics on tug/barge movements

on the Delaware Bay.

LCDR Tom Flynn is the project officer for a Port Access Route
Study (PARS) of the Delaware Bay Entrance. You have previously
provided shipping information for the Bay and River Delaware
which has proven very beneficial. However, in order to determine
a better picture of traffic density and trends, more information
concerning the movement of tug/barge traffic at the mouth of the
Delaware Bay from 1989 forward would be extremely helpful. We
are only looking for the number of transits to and from Bay and
River Delaware ports, no company names, tug names or other
proprietary information please. If you could obtain this
information, it will help us to determine if any changes in
traffic routing at the bay entrance are necessary or beneficial.

If you have any questions please call LCDR Tom Flynn at (804)
398-6285.

Sincerely,

Captain, U. S. Coast Guard
Chief, Aids to Navigation and
Waterways Management Branch
By direction of the Commander
Fifth Coast Guard District
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Navigation Data Center Update S‘j{/b )

Waterborne Commerce Statistics Center

U.S. Army Corps

of Engineers NDC wcsc ( 7/( L
Casey Building P.O. Box 61280
Fort Belvoir, VA 22060-5586 New Orleans, LA 70161-1280
(703) 355-3062 (504) 862-1424 November 16, 1993

Notice of Availability

(1) 1991 Waterborne Commerce of the United States (WCUS), Parts 2, 3, and 4

Copies of calendar year (CY) 1991 WCUS Advance Information is now available for Part 2,
Mississippi River System-Gulf Coast Region; Part 3, Great Lakes; and Part 4, Pacific Region. Please
note that the advance information contains freight tables for ports and waterways, but does not contain
the trip and draft tabies. (no charge)
(2) Waterborne Commerce of the United States, National Summaries, Part 5, CY 1990 ($2.00)
(3) Public Domain Database (Area to Area and State to State) for CY 1990 ($35.00 hardcopy with
diskette for Area to Area or State to State)
(4) Tonnage for Selected United States Ports in 1991 (no charge)
(5) Estimated Waterborne Commerce Statistics for CY 1992 (no charge)
(6) Waterborne Transportation Lines of the United States for CY 1992 ($7.00)

To obtain copies call Mr. Roy Walsh at (504) 862-1424.

fop 25 U. S. Ports for _Preliminary CY 1992 (Thousands of Tons and Change from 1991)

CY1991 CY1992 % Change

1 South Louisiana, LA, Port of 18,937 19,966 52
2 Houston, TX 13,123 13,766 . 4.7
3 New York, NY & NJ 12,686 11,514 ' -10.2
4 Valdez, AK 9,962 9,374 6.3
5 Baton Rouge, LA 8,763 8,457 -3.6
6 New Orleans, LA 6,090 6,601 7.7
7 Corpus Christi, TX 5,905 6,087 3.0
8 Plagquemine, LA, Port of 5,378 5,850 8.1
9 Norfolk Harbor, VA 5,347 5,340 -0.1
10 Long Beach, CA 5,289 5,203 -1.7
11  Tampa, FL 4,955 4,641 -6.8
12 Lake Charles, LA 4,124 4,401 6.3
13 Texas City, TX 4,329 4,310 -0.4
14 Mobile, AL 4,126 4,048 -1.9
-=45 Philadelphia, PA 3,726 3,971 6.2
16 Los Angeles, CA 4,701 3,954 -18.9
17  Duluth-Superior, MN & WI 3,772 3,826 1.4
18 Baltimore, MD 3,774 3,766 -0.2
19 Pittsburgh, PA 3,128 3,434 8.9
20 Port Arthur, TX 2,984 3,352 11.0
21 St. Louis, MO & IL 2,926 3,195 8.4
22 Pascagoula, MS 2,957 2,925 -1.1
23 Portland, OR 2,930 2,823 -3.8
24 Newport News, VA 2917 2,445 -19.3
25 Beaumont, TX 2,238 2,270 - 1.4
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B. PORT DESCRIPTION

In a Navigation Data Center Update issued by the U. S. Army
Corps of Engineers dated November 1993, the port of Philadelphia
was listed number 15 in the top 25 U. S. Ports for Preliminary CY
1992 with a 6.2% increase in thousands of tons of cargo handled
over CY 1991.

In recent years there have been significant changes to
industry along the Delaware River. The Fairless Steel plant
located on the Upper Delaware River has closed down, however the
steel presses are still in operation and several industries have
shown interest in acquiring the property. There has been
speculation of establishing a nuclear waste holding and
processing facility at the former steel plant.

The National Gypsum facility at Burlington, New Jersey is
operating at full-time basis being supplied by a large, Great
Lakes seagoing carrier.

The Mercer power plant at Trenton, NJ has been retooled in
order to burn coal until 2025 and beyond. The Mercer power plant
currently receives 1.4 million tons of coal annually via
tug/barge.

A co-generation power plant has recently opened adjacent to
the Marcus Hook Anchorage and expects to receive 750,000 tons of
coal annually via barge.

On a down note the Philadelphia Naval Base and Shipyard are
scheduled to close in 1995, however, there have been proposals

16.



for its continued use upon eventual closure.

Until‘recently the ports of Philadelphia, PA and Camden, NJ
were competing for cargoes. In May 1994, Pennsylvania and New
Jersey signed an agreement which merged the two previous port
commissions into one known as the Ports of Philadelphia and
Camden (PPC). This merger is an attempt to market the entire
area and attract new business rather than compete.

Following are excerpts from Waterborne Commerce of the

United States indicating the types of cargoes imported and

exported through the ports of Philadelphia.

17.



C. DREDGING PLAN

The Philadelphia Harbor to the Sea 45 Foot Channel Project
is in its final design phase. Construction is expected to begin
in FY-97 and completion forecast for 2003. The following

dimensions represent the design vessel for this project:

length 931 feet
beam 145 feet
design draft 58 feet(lightered to 45 feet)
dead weight tons 160, 000

These numbers represent crude oil tankers which are the dominant
vessel type both in size and numbers. The largest containerized
vessel anticipated to use the channel is the post-Panamax vessel

of approximate dimensions:

length 950 feet
beam 130 feet
design draft 42 feet
dead weight tons 55,000

The existing authorized channel dimensions present
constraints to the efficient movement of bulk vessels (liquid,
dry and scrap). Currently, the maximum acceptable ship draft in
the 40 foot deep channel is 40 feet (fresh water) for vessels
using the tides. Inadequate depths have caused bulk shippers to
rely on éxpensive alternatives such as lightloading, lightering
and waiting for tides. According to the U. S. Army Corps of
Engineers, the upcoming fleet of container vessels now on order,

18.



would benefit from a deeper channel.

The U. S. Army Corps of Engineers initiated the "Delaware
River Comprehensive Navigation Study - Midstream Deepwater Port
Study", in 1992. The objectives of this study are to:

(1) provide improved access to Anchorage A off the
entrance to Mispillion River [33 CFR 110.157 (a)]; and

(2) to dredge a more effective configuration at Anchorage
A off the entrance to Mispillion River [33 CFR 110.157(a)] to
facilitate better lightering operations. A one-way access
channel leading from the ocean to Anchorage A is under
consideration. The results of either of these COE studies will

not impact any actions proposed by this Delaware Bay Port Access

Route Study.

19.



DEPARTMENT OF THE ARMY
Philadelphia District, Corps of Engineers
Wanamaker Ruilding, 100 Penn Square East
Philadelphia, Pennsylvania i9107-3390

CENAP-PL-PS (1105-2-10a) 29 September 1992

MEMORANDUM FOR Commander, (OAN), Fifth Coast Guard District, 431
Crawford Street, Portsmouth, VA 23704-5004

SUBJECT: Delaware River Comprehensive Navigation Study - Midstream
Deepwater Port (Navigation Aids)

1. The subject study area includes the Lower Delaware Bay, the mouth
of the Bay (located between Cape Henlopen, DE and Cape May, NJ), and
the ocean lanes leading to the Bay. (Refer tc map.)

2. The objectives of the subject study are (1) to provide improved
access to Big Stone Beach Anchorage for deep draft vessels (oil
tankers) and (2) to dredge a more effective configuration at the
anchorage to facilitate better lightering operations.

3. The plan of improvement currently under consideration consists of
a one-way access channel leading from the ocean to Bigstone Beach
Anchorage. The access channel is first aligned along the outside
(seaward) edge of the Delaware to Cape Henlopen inbound ocean lane.
The channel then leads to the Pilot Area near Cape Henlopen and from
the Pilot Area through the Delaware Bay to Big Stone Beach Anchorage.
The plan of improvement also consists of deepening a portion of the
anchorage. This portion would be a rectangle located in the lower
(southeastern) corner of the anchorage. (Refer to map.)

4. Your assistance is requested in identifying any navigation aids
that would be required for the proposed plan of improvement. Also
needed are the initial and maintenance costs for the required
navigation aids.

5. The analysis of navigation aids should include consideration of
improvements that may be needed for zero visibility conditions.
Vessels must travel through the ocean lane, the Bay channel, and into
Bigstone Beach Anchorage even as visibility goes to zero.

6. For further information on this project, contact Mr. William
Mulloy of my staff at (215) 656-6583.

FOR THE COMMANDER:

Encl ROBERT L. CALLEGARI
Chief, Planning Division
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D. PORT IMPROVEMENT PLANS

Competition between east coast ports is fierce. The cities
of Philadelphia, Trenton, Camden, Chester, Wilmington, Salem and
the numerous smaller ports of the Bay and River Delaware comprise
the world's largest fresh water port. The Delaware River Port
Authority has taken an active role to expand and enhance the
marketing of the region world wide with an expected expansion in
waterborne commerce.

Located halfway between the ports of New York and Baltimore
along the busy northeast corridor, the area is linked by
efficient railway and highway transportation systems. The area is
a major trucking center and is served by the Conrail, Canadian-
Pacific and CSX rail systems - all Class I railroads.

Dredging the main channel to 45 feet is the largest port
improvement planned for the near future. The Ports of
Philadelphia are depending on this project to remain competitive

and safe in a world market.
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E. LOCAL CONDITIONS

Weather and Tidal Information: The mean range of the tide
ranges from 4.2 feet in Breakwater Harbor at the mouth of the
Delaware Bay to 6.8 feet at the head of navigation in Trenton,
NJ. The spring range is from 4.9 feet to 7.1 feet respectively.
Tides are semidiurnal with variations caused by the distance and
phase of the moon. Variations in tidal elevations of more than
10 feet may be encountered from hurricanes and northeasters.
Current velocities of 1.8 knots occur in the Delaware Bay

entrance.

Wind and Wave Data: Strong northwesterlies prevail from
November through March with gales being encountered from 1 to 3
percent of the time. Seas can build to 10 feet or more about 1
percent of the time from November through March. High seas can
be encountered with northwest or southeast winds. Seas average 3
feet from October through March. In summer months prevailing
southerlies are often reinforced by sea breezes with afternoon
wind speeds reaching 15 to 25 knots. Strong easterly or
southeasterly winds may cause higher than predicted tides

resulting in flooded lowlands and damage to waterfront property.

Visibility Conditions: Visibility is generally good but may
be sometimes reduced by fog, precipitation, smoke, and haze.
Visibility can be at its worst from December through June. Fog

21.



is a frequent visitor during April, May and June with
visibilities decreasing to 0.2 miles or less about 3 percent of
the time. Fog is least likely ih July, August and September.
In January and February visibility may be 2 miles or less due to

precipitation, mostly snow.

Ice Conditions: 1In normal winters there is enough ice to be
of concern. Thin ice has been known to form early in December in
the upper reaches of the Delaware Bay and River. Tidal currents
normally keep the ice moving except in narrow parts of the
Delaware River where it packs. Ice rarely lasts beyond late
February or early March. In severe winters such as those of 1977
and 1994 ice has hampered navigation even in the mouth of the

Delaware Bay.

Severe Weather Conditions: Weather can be hazardous to
navigation within the study area in all seasons. Winter
navigation can be affected by extratropical storms which occur
frequently in the mid-Atlantic coast of the United States. These
low pressure systems, originating either in the Gulf of Mexico or
along the southeastern coast, usually move northward through
northwestward. These systems sweep through the region often
producing strong gusty winds and heavy rain or snow. Tropical
storms and hurricanes, most likely to appear from June through
November, are rare but are none-the-less a threat to navigation.
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Tropical storms usually form over a wide range of ocean between
the Cape Verde Islands and the Windward Islands, over the western
Caribbean Sea, and in the Gulf of Mexico. Tropical storms
normally follow a northeast or east track off the mid-Atlantic
coast and generate strong winds, heavy seas and significant

tides.

Obstructions: There are two approaches to the Delaware Bay
entrance within the study area consisting of two traffic
separation schemes. The scheme is recommended for use by vessels
approaching or departing the Delaware Bay, but not necessarily
intended for tugs, tows or other small vessels who normally
operate outside the traffic lanes or close inshore. The eastern
approach inbound traffic lane has depths from 37 feet or more at
its eastern end to 34 feet at the west end. Least depth spots
covering 28 to 30 feet are inside the precautionary area in the
western extension of the traffic lane. The eastern approach
outbound traffic lane has depths of 40 feet or more. The
southeastern approach inbound lane has depths of 58 feet or more,

while the outbound lane has depths of 51 feet or more.

During 1992 and 1993 the National Ocean Service conducted
hydrographic surveys in the study area and the approaches to
Delaware Bay. Formerly charted obstructions were investigated,
and either proven to exist or disproved. The 58 foot contour at
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the western end of the southeastern approach inbound traffic lane
was discovered to have migrated to the southwest into the
separation zone. A new edition (ed 38) of chart 12214 was
published on September 17, 1994 incorporating results of these

surveys.
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F. ECONOMIC IMPACTS

The intent of any Traffic Separation Scheme or other routing
measure is to insure safe navigation. There are currently
concerns about deep draft vessels approaching in the eastern
approach inbound traffic lane encountering outbound tug and barge
traffic who traditionally use the shallower waters inshore of the
eastern approach traffic lane.

These concerns have been raised by the Mariners Advisory
Committee for the Bay and River Delaware. The Committee was
established in 1964 to promote the economic success of the Port
of Philadelphia. It is a fundamental part of the Delaware River
Traffic Management Service and has become a forum for the users
of the Delaware River to work out practical solutions to shared
mutual problems. It publishes advisories concerning maximum
drafts and ship movements to assist operators scheduling cargo
and chartering ships.

The Committee consists of master mariners, river pilots,
representatives of transportation and shipping industry
interests, the Pilots' Association of the Bay and River Delaware,
towing industry, docking pilots, and bulk and general cargo
vessel operators. Associate members include the U.S. Coast Guard
(Fifth Coast Guard District and Philadelphia Captain of the
Port), the Philadelphia District Engineer for the U.S. Army Corps
of Engineers, National Oceanic and Atmospheric Administration and
other governmental officials.
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The cargoes carried by these tugs and tows include various
petroleum fuels, and other hazardous chemicals. There have been
a number of near misses and at least one collision within the
past five years in this locale that spilled approximately 150,000
gallons of unleaded gasoline. Outbound tugs with tows routinely
take departure from Brandywine Channel, head on a southeasterly
course past Delaware Bay Entrance Channel Lighted Buoy 8 and in
the vicinity of Delaware Bay Entrance Lighted Buoy 6 change
course to a north easterly heading. This course change occurs
within the Precautionary Area near the Pilot Area. This
traditional route frequently confuses inbound deep draft vessels
who are unaware of local tug practices. These tug practices
place inbound vessels, initially in a crossing situation,
transition into a possible collision situation, and then again
into a crossing situation. Licensed state pilots have not yet
boarded the incoming deep draft vessel and the master of the
inbound ship must now determine what options apply as the
situation changes while entering unfamiliar pilotage waters. To
complicate the situation further, voice communications are
hampered due to language barriers. This situation is worsened at
night when the inbound ship sees a green, then red and green then
red side lights in a close quarters situation. Any alteration or
reorientation of the eastern approach traffic lanes needs to
eliminate or reduce crossing/meeting situations between these
vessels. If this can be accomplished, a much higher degree of
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safety will be realized. Any collision that might occur will
definitely have an adverse economic affect on the region due to
the high potential for an o0il spill and possible channel closure.

The summer resort community of Cape May, New Jersey is
located approximately seven miles north, and the summer resort
community of Rehobeth Beach, Delaware lies approximately ten
miles to the southwest of the area of concern. Any large spill
poses a severe threat to the economic stability of both

communities.
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ITI. Environmental Considerations

General. This section is a summary of the results of
studies conducted and/or funded by the U. S. Army Corps of
Engineers, Philadelphia District, in conjunction with the
Delaware River Comprehensive Navigation Study. The Final Interim
Feasibility Report was completed in February 1992. The main
emphasis of the Army Corps of Engineers study was to analyze the
ability of the various channels to respond to the needs of
current and future waterborne commerce. The objective of the
study was to address and evaluate current problems, such as
adequacy of facilities, delays in intermodal transfers, channel
dimensions, storage locations and capacities, and other physical
factors affecting waterborne commerce on the Delaware River. The
goal of the study was to identify an appropriate plan for the
efficient use and logical development of the Delaware River port
system. Additionally the study addressed the disposal of dredged

material.

Study Area. The Delaware River Comprehensive Navigation
Study (DRCNS) addressed the navigation related problems of all
waterways supporting commercial activity along the Delaware River
and tributaries from Trenton, New Jersey to the sea. The study
area of the Port Access Route Study (PARS) overlaps with the
study area of the Delaware River Comprehensive Navigation Study
and therefore the Army Corps of Engineers DRCNS Final
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Environmental Impact Study complements this PARS and appropriate

sections are included.

A Categorical Exclusion Determination for the study area of
this Port Access Route Study has been made by Commanding Officer,
Coast Guard Civil Engineering Unit Cleveland and is included.

The summer resort communities of Cape May, New Jersey and
Rehobeth Beach, Delaware are made up of coastal wetlands and sand
dunes inhabitted by many varieties of fish, mammals, reptiles and
birds. Any large spill poses a severe threat to the evironmental
stability of both communities. Further, any large spill also has
the potential to migrate with the tides and currents posing
threats to other bayside and coastal communities in the states of

Delaware and New Jersey.
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U. S. COAST GUARD
CATEGORICAL EXCLUSION DETERMINATION
FOR DELAWARE BAY APPROACHES PORT ACCESS STUDY

IN DELAWARE BAY, DELAWARE AND NEW JERSEY

The Fifth Coast Guard District proposes to conduct a Port Access Route
Study of approaches to Delaware Bay to determine the need for changes
to vessel routing measures. This proposed study was advertised in the
Federal Register on March 25, 1994, and only two comments in favor of
the study were received.

This action has been thoroughly reviewed by the Coast Guard and it has
been determined, by the undersigned, to be categorically excluded from
further environmental documentation, in accordance with 2.B.2.d of The
NEPA Implementing Procedures, COMDTINST M1l 16475.1B, since
implementation of this action will not result in any:
Ql {
gzxmdé\aziigﬁgc,

1. Significant cumulative impacts on the human
environment; %
2. Substantial controversy or substantial change

to existing environmental conditions;

3. Impacts which are more than minimal on
properties protected under 4(f) of the DOT
Act as superseded by Public Law 97-449, and
Section 106 of the National Historic
Preservation Act;

4. Inconsistencies with any Federal, State, or
local laws or administrative determinations
relating to the environment.

m ’ﬁ«" <. M Environmental

Mr. Gary L. Nelson Protection Specialist
Date Prepa ;//é£322ffi// Title/Position
/S / _uw/éjéézjg Chief, Environmental
//2 /Yy M rank Blaha Compliance Section
Date Environmental Reviewer Title/Position

Commanding Officer

%>/gc//§9/ ')%?/éj/éﬁgkféiv// Civil Engineering Unit,
- R. A. Koehler, Commander Cleveland, Ohio
Date Responsible Official Title/Position




U.S. Department Commander 431 Crawford Street

of Transportation Fifth Coast Guard District Portsmouth, VA 23705
Staff Symbol: oan

United States Phone: (804) 398-6285

Coast Guard

11000
1 MRy Y

From: Commander, Fifth Coast Guard District
To: Commanding Officer, Coast Guard Civil Engineering Unit

Cleveland

SUBJ: PORT ACCESS ROUTE STUDY DELAWARE BAY APPROACHES

Ref: (a) 58 FR 14126

1. Reference (a) announced the Coast Guard was conducting a Port
Access Route Study of the approaches to Delaware Bay to determine
the need for changes to vessel routing measures.

2. A determination is requested for a categorical exclusion for
this port access route study.

/J; R. WALTERS
B§ direction

Encl: (1) 58 FR 14126
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airplanes; equipped with a servo-type
housing assembly, having part number
25-2, -3, =5, —6, or -7, installed on any
oard engine; certificated in any category.
<ompliance: Required as indicated, unless
accomplished previously. To ensure that the
airplane is operated at sufficient speeds to

"mitigate the problems associated with a faster

- thrust decay and to prevent the airplane from
departing the side of the runway, accomplish

_ the following: R o

“{a) Within 60 days after the effective date

-of this AD, revise the Limitations and
Performance Data Sections of the FAA- -
approved Airplane Flight Manual (AFM) to
include the information specifiedin
Lockheed Airplane Flight Manual (AFM])
Supplement 382-16, dated August 11, 1993,
and operate the airplane accordingly
thereafter. The requirements of this
paragraph may be accomplished by inserting
AFM Supplement 382-16 into the AFM.

(b) An alternative method of compliance or
“adjustment of the complianice time that = .
providés an acceptable level of safety may be
used if approved by the Manager, Atlanta -

" Aircraft Certification Office (ACO), FAA,
Small ‘Airplane Directofate. Operators shail
submit their requests through an appropriate
FAA Principal Maintenance Inspector, who -

- may add comments and then send it to the
Manager, Atlanta ACO. :

. Nate: Information concerning the existence
~“approved alternative methods of -+
liance with this AD, if any, may be
ed from the Atlanta ACO.
Special flight permits may be
,Jukd in accordance with Federal - .
Aviation Regulations (FAR) 21.197 and
21.199 to'operate the airplanetoa .
location where the requirements of this .
AD can be accomplished. '
Issued in Renton, Washington, on March
21, 1994. T : :
Darrell M. Pederson, -
Acting Manager, Transport Airplane
- Directorate, Aircraft Certification Service.
[FR Doc. 94-7069 Filed 3-24-94; 8:45 am}
BILLING CODE 4910-13-U

'ﬁ"r{flicability: Model 382, 382E, and 382G

DEPARTMENT OF HEALTH AND
HUMAN SERVICES

Food and Drug Administration

21 CFR Part 101

[Docket No. 90N~0134]

RIN 0905-AD08

Food Labeling: Reference Daily

Intakes; Reopening of Comment
Period and Correction

AGENCY: Food and Drug Administration,
HHS. = ~
“ON: Proposed rule; reopening of
Jnent period and correction.

O{MARY: The Food and Drug
._Administration (FDA) is reopening until

- . FR 427). FDA is taking this action

April 25, 1994, the comment period on
a proposed rule to establish Reference
Daily Intakes (RDI's) for vitamin K,
selenium, chloride, manganese, .
fluoride, chromium, and molybdenum
for use in declaring the nutrient content
of a food on its label or labeling; to
change the units of measure for biotin,

folate, calcium, and phosphorus; and to -

make consideration of selenium,
molybdenum, fluoride, and chromium
optional when determining nutritional
inferiority, which appeared in the
Federal Register of January 4, 1994 (59

because of an inadvertent error in the
document on the date on which
comments were due. In addition, the
document was published with some

editorial errors. This document corrects

those errors. -

DATES: The comment period is reopened

until April 25, 1994. The agency is
proposing that any final rule that may
issue based on this proposal become
effective 30 days after date of
publication of that final rule.

- ADDRESSES: Submit written comments -

to the Dockets Management Branch
(HF A-305), Food and Drug
Administration, rm. 1-23, 12420
Parklawn Dr., Rockville, MD 20857, -
FOR FURTHER INFORMATION CONTACT:

‘Camille E. Brewer, Center for Food

Safety and Applied Nutrition (HFS-
165), Food and Drug Administration,.

| 200C 5t SW., Washington, DC 20204, - g ppRTMENT OF TRANSPORTATION -

~ Coast Guard

202-205-5483.

SUPPLEMENTARY INFORMATION: In the
Federal Register of January 4, 1994 (59
FR 427), FDA issued a proposed rule to
amend the food labeling regulations to
establish Reference Daily Intakes (RDI's)
for vitamin K, selenium, chloride,
manganese, fluoride, chromium, and
molybdenum for use in declaring the
nutrient content of a food on its label or
labeling; to change the units of measure
for biotin, folate, calcium, and
phosphorus; and to make consideration
of selenium, molybdenum, fluoride, and
chromium optional when determining
nutritional inferiority. Because of an
inadvertent error, the proposed rule
specified two dates for the close of the
comment period. On page 427, in the
“DATES"” section of the document, FDA
listed March 7, 1994, as the close of the
comment period. On page 431, in the
“COMMENTS" section, however, the
document incorrectly stated that July 7,
1994, would be the close of the
comment period.

The agency’s intent was to give the
normal 60 days for comment; that is, to
close the comment period on March 7,
1994. However, because of this error,
the agency’s intent was obviously

.‘This document corrects these errors. -

_column, in the third line from the ..
" in the first full paragraph, in the second .

'1994 by this correction document.

Michael R. Taylor, e

obscured. As a result, there may be
interested persons who have not yet
sent in their comments even though
March 7, 1994 has passed. Therefore, to
ensure that all interested parties havean
opportunity to comment, FDA is
reopening the comment period for an
additional 30 days. Comments must be
received no later than April 25, 1994.

In addition, the agency discovered _
some editorial errors in the document.... "

In FR Doc. 93-31816, appearingon . h -
page 427 in the Federal Register of ‘

.. Tuesday, January 4, 1994, the following .

corrections are made: PR ,
1. On page 430, in the second column, . -

in the 4th full paragraph, in the last line,

the words “being an’’ are corrected to - -

read “being labeled”; and in the third

bottom, “section IV.C.1.” is corrected to ",
read “sectionIV.B.". " .~ . . .. e
2. On page 431, in the first column, "~ -+ |

line, the date “July 7, 1994” is corrected
to read “March 7, 1994". This date is, .
of course, being extended until-April 25

Dated: March 17, 1994.

Deputy Commissioner for Policy. = i+ )
[FR Doc. 94-7034 Filed 3-24-94; 8:45am] * .
BILLING CODE 4160-01-F , o ’

33 CFR Part 166

CGD 94-023]

Port Access Routes; Approaches to
Delaware Bay -~ :

AGENCY: Coast Guard, DOT.
ACTION: Notice of study.

SUMMARY: The Coast Guard is
conducting a port access route study to
evaluate the need for changes to the
vessel routing measures in the
approaches to Delaware Bay. Due to a
number of near collisions, and at least
one collision between an 6utbound tug-
barge and an inbound deep draft ship, -
the Mariner's Advisory Committeeof - - =~ *~
the Bay and River Delaware has :
requested that the eastern approach lane
of the Traffic Separation Scheme (TSS)
be adjusted and that an inshore traffic -
zone be established for coastwise traffic.
This port access route study will
determine what, if any, changes to the
vessel routing measures are needed in -
the approaches to Delaware Bay. As a
result of the study, a new or modified
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TSS may be proposed in the Federal
Register.

DATES: Comments must be received on
or before June 23, 1994,

" ADDRESSES: Comments should be

mailed to Commander (oan), Fifth Coast
Guard District, 431 Crawford Street,
Portsmouth, VA 23704~5004. The
comments and other materials
referenced in this notice will be
available for inspection and copying at
431 Crawford Street, Portsmouth, VA,
room 116. Normal office hours are
between 8 a.m. and 4 p.m., Monday -
through Friday, except holidays.
Comments may also be hand delivered
to this address. .

'FOR FURTHER INFORMATION CONTACT: LT

Tom Flynn, (804) 398-6285.
SUPPLEMENTARY INFORMATION:

- Request for Comments

The Coast Guard is interested in
receiving information and opinions

~“from persons who have an interest in
- safe routing of ships in the study area.

Vessel owners and operators are

* specifically invited to comment on any .

positive or negative impacts that they
foresee, and to identify and support

- with documentation any costs or

benefits which could result from the

" .- reconfiguration of the existing TSS.

Commenters should include their

i~ names and addresses, identify this .
* . notice (CGD 94-023), and give reasons
... for each comment. Receipt of comments .
= will be acknowledged if a stamped, self-
addressed post card or envelope is . -
. enclosed. In addition to the specific

questions asked herein, comments from

- .the maritime community, offshore

development concerns, environmental
groups and any interested parties are
invited. All comments received during

., the comment period will be considered

in the study and in development of any

o regulatory proposals.

The Fifth Coast Guard Disﬁct will

_ conduct the study and develop

recommendations. LT Tom Flynn,

.. Assistant Chief, Planning and

. Waterways Management Section, Aids

to Navigation and Waterways
Management Branch, Fifth Coast Guard
District (804) 398-6285, is the project

_ officer responsible for the study.

" Background and Purpose

The 1978 amendments to the Ports
and Waterways Safety Act (PWSA), 33
U.S.C. 1223(c), require that & port access

- route study be conducted prior to .

establishing or adjusting a traffic
separation scheme (TSS). The Coast -
Guard is undertaking a port access route
study to determine the effect of

amending the TSS on vessel traffic
safet¥ in the study area.

A TSS is an internationally
recognized routing measure that
minimizes the risk of collision by
separating vessels into opposing streams
of traffic through the establishment of
traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in
or near an International Maritime
Organization (IMO) approved TSS are
subject to Rule 10 of the International
Regulations for Prevention of Collisions
at Sea, 1972 (72 COLREGS). -

The TSS in the Approaches to- -
Delaware Bay was last studied in 1981,
and the results were published on

. October 5, 1981, {46 FR 49035). The
" study concluded that the existing TSS

was adequate for the foreseeable future.
A Coast Guard initiated Waterways -
Analysis and Management System

‘Study (WAMS) of the Delaware Bay

Approach, conducted in 1990,
recommended recrientation of the

" eastern approach TSS to the south.

WAMS was developed to serve as the
basis for a systematic analysis and
management of the aids to navigation in
our nation’s waterways. WAMS is
intended to identify the navigational

- needs of the users of a particular
" waterway, the present adequacy of the |
 aids system in terms of those needs, and
- what is required in those cases where

the users’ needs are not being met. The

" WAMS process also looks into the

resources—physical, financial, and

personnel—needed to carry out the Aids

to Navigation program responsibilities. -

The analyses of each waterway and the -

attendant resources are then integrated
to provide documentation for both day
to day management and future planning
within the Aids to Navigation program.
Because of safety concerns, S.\e o

' Mariners Advisory Committee for the

Bay and River Delaware has also
requested that the eastern approach
lanes of the TSS be adjusted and that an
inshore traffic zone be established for

- coastwise traffic.

. As part of the Delaware River
Comprehensive Navigation Study, the
U.S. Army Corps of Engineers is also
conducting a study to consider v
construction of a Midstream Deepwater
Port to provide deep draft crude oil
carriers improved access for lightering
operations in Anchorage A (off the :
entrance to the Mispillion River), 33
CFR 110.157, southwest of Brandywine
Channel. If the Army Corps of Engineers
determines there is a need for a

"~ Midstream Deepwater Port, a one-way

access channel leading from the ocean
to Anchorage A, in the vicinity of the
current Southeastern Approach, may be
designed to facilitate the safe movement

of deep draft crude oil carriers to
Anchorage A for lightering operations,
and to encourage the use of larger and
more efficient transport vessels to
Delaware River ports. This channel
would then lead through the Pilot Area
near Cape Henlopen to Anchorage A,
with the deepening of the lower
(southeastern) corner of the anchorage. -
Incorporation of this study with the *
Army Corps of Engineers study is = ¢
intended to identify those items of
mutual concern and to blend channel -
deepening requirements into vessel
traffic management requirements.

At the request of the Mariners’ " .
Advisory Committee for the Bay and
River Delaware, four lighted buoys will
be relocated within the Precautionary
Area during the week of April 25, 1994.
Relocation of these buoys will shift the *
pilot area one half nautical mile to the
southeast and Delaware Bay Approach
LB 4 one half nautical mile to the :
southwest. This will allow more sea _
room for tug and tow traffic approaching
from and departing along the New

Jersey coast.

Study Area o .

The study area is bounded by aline .
connecting the following geographic
positions: . L

Latitude Longuiuae
39°00' N 75°10°'W. -
38°50’ N 74°30° W

© 38°25'N* 74°30' W
38°25' N 75°10' W

 The study area ei'icompass'es- the =
existing TSS which was adopted by the~

- Intep-Governmental Maritime

Consultative Organization (as the .. -
International Maritime Organization

‘was formerly known) on October 28,

1969. A change to the southeastern '
approach lanes was implemented on
March 15,1976, - * .
The TSS Off Delaware Bay consists of -
two parts as described below: -

" Part I: EasternApproach

{a) A separation zone bounded by a‘._ . .

line connecting the following -

geographical positions:

‘ ' Latitude Longit\;de )
38°46.8°' N 74°34.6'W

38°46.8' N 74°55.7 W |
38°47.8' N 74°55.4W o T
38°47.8’' N 74°U8W

(b) A traffic lane for westbound traffic - -
between the separation zone and a line
connecting the following geographical
positions: ’ -

Loggifude :

Latitude
38°99.8'N 74°34.6'N .
38°46.8' N 74°55.3' W
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’,\eA traffic lane for eastbound traffic
en the separation zone and a line
Iectmg the following geographxcal

ions:
Latitude Longitude
" 38°45.8'N . 74°56.1'W
38°44.8' N C74°UEW
" (a) A separation zone bounded by a
line connecting the following -
geographical posmons '
Lamude _ : 'Longitude>
3827.0°N - 74°42.3' W
38°42.2'N.. 74°57.2' W. ©
38°3.4'N - 74°58.0' W
38°276'N 74°%13 W .

(D) A traffic lane for north-westbound
trafﬁc between theé separation zone and.
a line,connecting the following i
geographical positions: . :

Lati:ude '

,38°288’N N CaTXW L

4‘58 8’ We

trﬁfﬁ‘é between the separation zone and.

.:g line connecting the followmg
geographacal posztions -

' 7-;°sas'w .
7454 W LA

t iles céntered upon Harbour of -

- Refuge Light in geographical posmon

-38°48.9'N, 75 05, 6’ W
Issues

The study mey reccmmend the :
followmg options: '

{a) Make no charnges to the current
 traffic separation system in the
Delaware Bay Approaches.

{b) Discontinue the entire Traffic

&)aranon Scheme {TSS) in the

aware Bay Approaches. .

{c) Ad)ust the Eastem Approach TSS
by narrowing the separation zone to
e_llow the establishment of an mshora
traffic zone. ‘

{d) Relocate the Southern Approach
TSS, endinclude a deepwater route
similarto the deepwater route in the
Southern Approach to Chesapeake Bay,
i.e., the despwater route centered
between inbound and outbound lanes.

{e) Ad]ust the Eastern Approach TSS
2{ narrowing the separation zoneto - -

low thé establishment of an inshore
traffic zone and retain the current
‘hern Approach TSS with a
am Deepwater Port on the
<ern side of the inbound traffic lane.
() Adfust the Eastern Approach TSS
y narrowing the separation zone to

.Longjtude ) -”_

allow the establishment of an inshore
traffic zone, and, relocate the Southern

Approach TSS to include a deepwater

route similar to the despwater route in
the Southern Approach to Chesapeake
Bay, i.e., the deepwater route centered .
between inbound and outbound lanes.

. (g) Abolish the Eastern Approach TSS
and maintain the current Southern .

Approach TSS.'
Procedural Requirements

In order to provide safe access routes
for movement of vessel traffic

proceeding to and from U.S. ports, the
PWSA directs that the Secretary

designate necessary fairways and traffic -

- separation schemes in which the

-, paramount right of navigation over all
.~ other uses shall be recognized. Before a

designation can be made, the Coast

" Guard 1s required to undertake a study -
* of potential traffic density and the need .

for safe access routes.

During the study. the Coast Guard is -
. amendments would clarify various

terms that appear in 36 CFR part 1275 :

directed to consult with federal and

“state agencies and to consider the views

. of representatives of the miritime '
community, port and harbor authorities .-

.. orassociations, environmental groups,
.- and other parties who may be affected
- bythe proposed action.

access routes with the needs of all other
reasonable uses of the area involved.
The Coast Guard will also consider
previous studies and experience in the
areas of vessel traffic management,

- ... navigation, shiphandling, the effects of
. weather, and prior analysis of the traffic

density in certain regions.

The results of this study will be '
published in the Federal Register. If the
Coast Guard determines that new .
routing measuras are needed, a notice of
proposed rulemaking will be published.
It is anticipated that the study will be

" concluded by 30 Octsber 1994.

-Dated: Mearch 22, 1994.

- W.J. Ecker,

Rear Admiral, U.S. Coast Guard, Chief, Officg
of Navigation Safety and Waterway Services.
[FR Doc. 94-7103 Filed 3-24-84; 8:45 am] .

~ BILLING CODE 4510-14-M

" Nixon Presidential maferials; and *

~ . Nixon White House tape recordings.
- The proposed amendments to 36 CFR

. Inaccordance with 33 U. S C. 1223(c), .
A precauuonary area with a radius of o the Coast Guard will, to the extent

" practicable, reconcile the need for safe

" Nixon and other individuals whose -
‘names appear in the materials, as well
.as members of the general public --

NATIONAL ARCHIVES AND RECORDS
ADMINISTRATION

36 CFR Part 1275
RIN 3095-AA59

. Preservation and Protection of and

Access to the Presidential Historical
Materials of the Nixon Administration;
Amendment of Public Access
Regulations

AGENCY: National Archives aﬁd Records .
Administration. -
ACTION: Proposed rule.

* SUMMARY: The National Archives and ..

Records Administration proposes to
amend regulahons on procedures for

- preserving and protecting the

Presidential historical materials of the
Nixon administration and for providing "
public access to these materials. The -
Archivist of the United States is

required by law to issue these '
regulations, and may amend them from.:’
time to time. The proposed’ regnlatory

clarify the nature of the archival * "
processing being conducted on-the |

provide for the reproduction of the -

part 1275 would affect former Presid

interested in conducting research
regarding those materials. - T e
DATES: All comments must be received -~ < - -
by close of business May 24, 1994." '
ADDRESSES: All comments mustbe
submitted in writing to the Policy and
Program Analysis Division (NAA),

National Archives and Records
Administration, The National Archives -
at College Park, 8601 Adelphi Road, .-
College Park, MD 20740-6001. o

. FOR FURTHER INFORMATION CONTACT:

Mary Ann Hadyka or Nancy Allard at : o
(301) 713-8730. i

 GUPPLEMENTARY INFORMATION: The ..~
. current regulations wers required tobe -
- promulgated because the previous

regulations were ruled invalid b the
United States District Court for
District of Columbia in Allen v. Carmen, .-
578 F. Supp. 951 (D.D.C. 1983); the case .

- held that the previous regulations were -

tainted by the legislative veto provision -
of the Presidential Recordings and
Materials Preservetion Act (“PRMPA"),

- 44 U.S.C. 2111 note (1974). The current -

regulations were published on February 3
28, 1986, 51 FR 7228, and became
effective on June 26, 1988 On April12, - . -



IV. Public Comments

The Notice of Study was printed in the Federal Register, 58
FR 14126, was corrected in 87 FR 23774, and reprinted in Local
Notice to Mariners 14/29 on 5 April 1994. Only two sets of
comments have been received concerning the PARS. One letter
recommended no change be made to the TSS. The second letter is
summarized as follows:

1. " A problem exists with shoaling (55' - 59') along the
southern portion of the inbound Delaware Sea Lane as vessels
approach lighted buoy "DC"." (This shoal has migrated to the
southwest and is no longer a problem as displayed on chart 12214,
38th edition, dated September 17, 1994).

2. "Close calls continue between outbound tugs and tows
bound for their traditional coastal route and inbound traffic
from the east. The frequency of close calls is as many as 1 or 2
per week."

In November 1993, a Waterways Analysis Management System
(WAMS) questionnaire concerning the New Jersey and Delaware
Seacoast and Delaware Bay Entrance was received. Various
recommendations were made concerning the entire area. Comments
related to the PARS are summarized as follows:

1. Implementation of an Inshore Traffic Zone was
recommended.

2. A traffic conflict exists between outbound traffic
headed for the easterly outbound sea lane and the inbound traffic
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lane, usually heavily laden tankers approaching from the
southerly sea
lane.

WAMS was developed to serve as the basis for a systematic
analysis and management of the aids to navigation in our nation's
waterways. WAMS is intended to identify the navigational needs
of the users of a particular waterway, the present adequacy of
the aids to navigation system in terms of those needs and what is
required in those cases where the users' needs are not being met.
The WAMS process also looks into the resources - physical,
financial, and personnel - needed to carry out the Aids to
Navigation program responsibilities. The analysis of each
waterway and the attendant resources are then integrated to
provide documentation for both day to day management and future
planning within the Aids to Navigation program.

Letters from the Departments of the Army, Commerce,
Interior, Navy and the Philadelphia Regional Port Authority were
received in response to the Notice of Study. All were supportive
of the Study. The letter from the Department of Interior, Fish
and Wildlife Service (FWS) pointed out that "The bay is also
recognized as the second largest petrochemical channel and port
in the United States, and the lower Delaware Bay is one of the
largest transfer sites for petrochemical barges in the world.

The potential for a catastrophic oil spill that could do
irreparable harm to these resources is high." They further noted
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that "the study you are conducting will be beneficial to living
resources by reducing the likelihood of collisions and their
accompanying oil spills."

The Coast Guard met with representatives of the Mariner's
Advisory Committee for the Bay and River Delaware, the Pilots'
Association for the Bay and River Delaware, and tug masters for
Maritrans Towing on January 19, 1995 in Philadelphia, PA to
discuss the results of the study. All present agreed that the
proposed changes were needed and would improve the safety and
efficiency of navigation at the Delaware Bay entrance.

Additionally, the Coast Guard discussed the results of the
study at the regular meeting of the Mariner's Advisory Committee
for the Bay and River Delaware held on March 9, 1995. The
Committee agreed with the recommendations contained in this
notice. No specific circumstances were identified as sensitive
to national security or peculiar to the U. S. Navy or other

federal government agency.
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Michael J. Linton, President
George G. Macinure, Secretary Treasursr
Donald C. Hans, Jr., Conrroller

yye Xl

FROM
DATE:
SUBd:

' “hiladelphia (215) 922-716%
A Accounting (215) 922.7170
; FAX (215} 627-5386

- “Ad Hoc Committes for Delawara Bay Entrance"”

Attention: Mike Nesbhitt, Member
William T. Poulterer IIY, Delaware River Pllot
Jine 22, 1994

Commants regarding "Port ATCess Study"

L BN ST T 2 S

In response to your regQuest for comments applicable to the “Port
Access Route Study" due by June 23, 1994, and as a gtate licensed
Delaware River pilot for 34 years, I submit the following:

1.

A problem exists with sboaling (55/-58') alonyg the
seuthern portion of the inbound Delaware Sea Lane as
vessels appro&oh buoy "DC®. Because of this ghoaling,
many deeply laden inbound tankers are going outside the
Sea Lane to the north as a regular practice as they
approach "DC* buoy. This puts them in Jeopsrdy of ruaning
aground on a 30'-55' shosal ahead of them. A temporaxry
solution might be to place a buoy on the 50’ sghoal. The
Jong terin solution lg to dredge the Sea Lane to eliminate
the shoaling just NE of "DC* bucy. Thisg situation is
creating the potential for a tanker grounding and needs
actlon. ,

Close calls continue between outbound dhips bound for the
Easterp Sea Lane (Five Fathom Lane) and inbound traftic
from the south and east. With the outbound ekip having to
cross the bow of the inbound ships (or ships), failure to
propexly communicate and reach a moeting & passing
agreement orten creates a dangerous situation. The only
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solution that readily occurs to me Iy to mandate that the
pilot of the outbound ship (when it iz bound to the sast
and there is inbound traffic ro meet) stays aboard the
ship until It reaches “"CH' bucy. Freguency of close calle
is probably ! or 2 per week, 50 this is a Droblem of '
immediate and real concern.

I have observed these problems both as a Watoh Officer on the

Maritime/Pilot Tower at Cape Henlopen, and as & working pilot. I
urge you teo develop recommendatiops to alleviate them.

w. 1. F/‘uﬂf”w

cc:  Laptalin Michael J, Linton

WP dfra

TOTAL P.22
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M/T " SERENA SKY " At Sea, May 5th 1994

Tos

U.S.C.G.

5th Coast Guard District
431 Crawford Street
PORTSMOUTH - VA 23704 -5004

Dear Sirs,

With regards to your enquire Ref- Port Access Routes, Approaches
to Delaware Bay ( CGD 94-023 ).

I have been trading to the area for more than 10 years and
during such time I have experienced no problems with the existing
traffic separation system.

In my opinion the TSS is logically laid down, therefore I would
reccamend no changes ar® made.

iSE50e FrAZZITIA
ister Serena SKky

c.c. Keystone Shipping Co.
313 Chestnut Street
Philadelphia, Pa. 19106



iCommanding Officer c/o USCG TRACEN

USCGC HORNBEAM (WLB-394) Cape May, NJ

: 08204-5087
(609) 898-6991
FAX: 898-6806

U.S.Department
of Transportation

United States
Coast Guard

16511

\ /Si ; ;Aﬂ 29 November 1993
| { { i S~
ﬁg'“ |
EA& (WLB-394)

From: Commanding Officer, USCG Hd
To: Commander, Fifth Coast Guard District (oan)

Subj: ATON CHANGES TO THE DELAWARE BAY ENTRANCE

l. In response to many "near misses" at the mouth of the
Delaware Bay, the Mariner's Advisory Committee for the Bay and
River Delaware (MAC) and MSO Philadelphia sponsored a natural
work group. The work group, comprised of the area pilots and tug
companies, commissioned an ad hoc committee to examine this
problem.

2. The ad hoc committee met on 05 October and 04 November. The
changes that were recommended involve shifting Buoy 4
approximately .4 NM to the Southwest and move the pilot triangle
(Buoys 5, 6, and CH) approximately .6 NM to the Southeast. This
will ensure that 2, 4, and 6 line up (Encl (1)). The ad hoc
committee also recommended that a "recommended towing channel" be
labeled on the chart. This "channel" would run through the South
Shoal 8A and 8B and Buoy 8 triangle and to the North of Buoy 4
and 2, keeping the tug and tows well clear of inbound commercial
ships. This proposal was taken to the pilots and the pilot tower
watchstanders by a member of the ad hoc committee for their
input. Discussion of the proposal resulted in Mr. Robert D.
Johnson's submission of an old WAMS survey and attached letter
(Encl (2)). On 07 December the ad hoc committee will meet again
to develop the final proposal to be presented to the MAC at the
09 December meeting. The survey and attached letter will be
forwarded to the members of the ad hoc committee.

3. Following the acceptance of the proposal by the MAC at the 09
December meeting, HORNBEAM will be submitting an amendment to the
Delaware Bay Entrance WAMS reflecting the proposed changes. POC
is LTjg John Luce (410) 636-7592 (Baltimore) or (609) 898-6991

(Cape May).

Acting

Encl: (1) Chartlet of proposed changes
(2) Robert D. Johnson's WAMS Survey and attached letter
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A WATERWAY | ANALYSIS MANAGEMENT;SYSTEM»(WAMQ).ss,da"
N Eetnn l BURVEY OF " PHE NEW JRRSEY AND ! nmmmmsmnms’rmA
e AND THE. DELAWARE BAY ENTRANCE

R Vifginia“i‘
‘conducting a8 WAMS survey of the New Jersey and Délaware SEHCOAE
from Barnegat Inlet to Fenwick Isiand Shoal’ 1neliuding the™
Delaware Bay Entrance from Brown Shoal hLight to™ tha ‘tarminu :
 both traffic'deparatibn schemes. ! The WAMS: 8y8teit, waa,develbﬁé
to determine the navigational needs of the, waterway;a;usé% ‘
adequacy of “tha-ailds to navigation. system: 1h terms of those
needs, and what chang&s are required in those areas Whéré “th
needs are not being met. The analysis' of this: waterway .will
used in determining the future funding and résourees for this i
egion. Please contribute to this analysis by providing com é
orisuggestions reiatihg to the ailds to navigation system, ot
waterway itself. For more {nrormation on” %higfwAMS“prujeéf
contdet s s tER e e S
' (%”“” LTJIG Chiis Lund or ENS John Luce at (609) 864p$991

3 § & B B 1

{ f "\' ¥'i

‘ 8 {3
‘dComments should be received by January 15, 1993;f:‘ B

\ WAL ',;_‘j AR e (h
‘part 1. DELAWARE BAY ENTRANCE e ARED LAY
In the below statements, please circle the number that most»

. closely correspond8 to your answer and provide bommehta under
each question if you desire. : 4

ef‘!a.-’t sy f

sasbarse teanvs BaFage

i3 ,N': Yoy 53

)» .- The current buoyage system is adequate for ﬂaVigﬂtibﬁﬁ o
: ;(daytime) i (mf\ﬁﬁﬂ\m,, : i
-Strongly Agree Don t Know i Disagréé strbngly Disagré'
5 :

r:; Y “ -J‘l :

2. The current buoyage Sygtpm is adequate for..navigation
(nighttime).. i =y

Strongly Agree

3. The changes to South Shoal BA and 8B and Buay 8 hHVe mad‘
'entrance safer. for (Piloted Vessels -and 'fowing: Veééeis.4”1ﬁ,’

:vDon't xnowsw‘DigagreerPStronglyin Y.
'3 2 1

/Eucl.usum-:m .. o



ately marked.
‘;Stronglypnisagree

4. The shoals in’'the’ bay entrance dte adeg
Strongly Agree . Agred:if 't Knows"-isagree

IR P gl seli#

- : - L4 .l"*i H B 4 o '}, “.;‘: § f(
5. The bay ehtrance'is eééily navigable 1n times of:: 1ow~w

visibility or' high”tfaffic. (gp hveer At s by
strongly Agree 5 Agreé f*Don t Know‘ ‘ ree) : v Dise
1% 1 P o N H

6. The channel depths in the bay entrance are sufficiehﬁ forythé~

- vessel traffic, 1 (U ' ; el

Strongly Agree  Agree Don t Know
5 4

‘i’(ﬁ,‘ | 4

St M?‘E’ 4“._? 2% Bﬂy

7;\ What changes wbuld you make to improve the entrance'to the

DelaWare Bay?““””*‘ ; et
Jﬂﬂf fiQZéZﬁ%#ﬂ

b,

vart'2a' New aefyeywand beléwarp SeaCGagfs

AR G 3 BURE Ve crc Lo

1. The waterwéy is adéquately marked (daytime)u**'
‘Strongly Agree Agree Don't Know._ Disagree\_j
R 5 -:.}3{‘- J‘. 2 ;\ : \‘

SEE /I/@n&’ ~“!5‘(/ Qwr/v(_,

sl % i Lo o 1] ¥
» ¢ Phss IETETE iy gl xiftw ;

2 The waterway 1§ adéQUétely marked (highﬁtiﬁé'f“
Strongly Agree Agreé"wﬁon't Know Dieagréew 3t

t § % SR s e S
i L LI, é__\ iR N
. \"{.' l!”"z”t N \i\ v\-,:;“ﬁ..v;\‘ '\‘\\ " v!. . ’u. ‘7;“| Sh¥% tf. Wy
; -
R AR T E&EA&A«
.

'J""‘A;‘l WL \_"b.ﬂ . {

Y

ENCLOSURE(2)



N T‘n’ve' I R S i ‘ i 1 i }
. 4. Are the 1ighth6usé9 in the waterway' 6\16%6 fér‘"y{mr use,

*Yes ‘or No? " i
: A -
v U T~ l(sx_nr ()M‘l\
o you operate & GPS or differential GPS-r

i The Coast Guard 18 testing a Differentia GPrs signal
~}the‘radiobéécon At‘éapé Hen open. .-Do ydu’ éuf%én 1# usé
JSystem ‘and oF plan to 8888 in the futurd) ¥* of K
"+ If you have uséd the dGPS signal;wafe you Qétisfied with it
?

G.M I, am very satisfiéd With the serviceg the Coaét:Guard
provides. ‘

‘Strongly Agree
: 3

el sk

PIPICETOPEL Wl # Y5 %11 Eﬁ! S

v o ‘-/31‘,‘# g ity 24 ! L
fAdditional COmments or Suggestions§ ﬂ‘ %g é&lﬁié&é B

;S‘ch - -ﬁv‘)—})ﬂcw.ﬂa/«

" i e N et ftu"ﬂ::.' »

~.«

- Name/Address/Phona. Numbér (Uptional) }?pﬁé)ﬁ’ﬁ > P .rﬁ
_.50)( A, Sussex. M“ 8:50;,. DR irr v arwprt see wenps
1‘,v/unmv y.2a /72?5” L Jop  F¥Z,

*Thank you for your - tife. a%é input! ey, 36, *w“ﬂ“*“«ﬁwwv
§@#ﬁﬂ” Pt
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narked for safe avoidance,
Don't Know ﬂ%éégfeé” Qti‘bﬁgly ﬂigaé‘ré
3

i‘ LA

VA ;?Q%Qﬂ%ﬂéﬁffl(fi?fxiw

3. All shoals are adequa
Stronglj Agree " Agreé“

al

4.7 A11 inleéts éré &dequatel marked fof Qafé névigatioh
Strongly Agree v Agfeé
5 .

[ B ._-.; ’,,' ;:va IAERE

AR 72 é?@%ﬂﬁ%&@éT\

T “!U 4

(Al

v\.:
T N

R I

5. A11 the offshafe buayé are nece séry;faz.
:Strdngly Agrds’ “Agféé © fPen't Kno ﬁiéég &

RS | Pt o Eyypern (e :; [ETAIE FEEE RS r-,,r‘.}, 1

' . . Ll IR A

_6<: What chéngéé wuuid you 9uggest to 1mprove thé havl
the New Jersey and bélaware Seacoasts? _
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Part 3. GENERAL QUEST1ONS

'»I.W,What typénofﬂveﬂsélﬂdo -you normally-
Tanker, - righihg Vaggéiﬂ”atc‘)? B
i A?SW%n%zf’ /&%b@%hﬁﬁw

. . BEA 4‘-!‘\ REREN "
2. What is yout primary means of° havigatidh (i
Visual, Rada¥)“'etdi)? -

‘ f?cu, Avnrnsie wetupdd DR erom  svac. /VI?”. N

Does the vessal you primarily utilize maiﬁtaiﬁ a functi&né
Radio Directional Findsr (RDF)? — Yes or No o=/ :
£ your vesssal maintains this equipment do™ you use any of thé
adiobeacons in the watérway and if yes; whieh beacbns do’ yau

YA




WAMS ADDENDUM

} Comment in mouth of Delaware Bay (Light 9 to 5&6 bouys)
o 1. The Ice Resistant Structure at #9 has been an
_ improvement, however, it is often difficult to locate jn s
radar during periods of low visibility. .The expanding . ... .
length of the small boat season coupled with the Increasing -
numbers of boatérs who fish in that area c¢an make radar '
identification of #9 nearly impossible. It is often a tas
that is done by intuition rather than absolute knowledge. . '
Racon identification of #9 would be¢ of great help to
users, and most importantly to inbound tankers and those -
tankers coming down from Big Stone and having to round up and
make the Brown to begin river transit. It would also gi
a definitive starting point in times of snow, ice, and g
squalls; all of which tend to have deleterious effect ‘on;
radar interpretation.

2. The implementation of a charted Coastal Traffic Sea lLa
as later discussed in another topic would reinforce the
intended intent of those changes and should enhance
compliance with the intent of traffic separation. %

3. The Wrecks charted just above the #5 & #6 bouy line ar
a bugaboo to masters of entering ships.  Even those who ar
not of sufficient draft to hit them have them circled in red’
\ . on' thely charts for avoidance. =  Masters of deep' tankers' are
) particularly cautious of them, as should be.  Perhaps it’ 18
L time to consider leveling them with the existing bottom by !
blasting! In the last year or so small boats anchoring over
the wrecks to tish have become a problem that eventually will
result in disaster. Many don't realize that they impede:
large vessel traffic in that action, and that it is diffieu
to tell if they are underway and manuverable ot anchored fr

the bridge of a ship!

4. The current location of the colregs demarkation line s,
rather difficult to distinguish, particularly when working oh
reducéd radAF rahGE in periods of low vigibility. * It WoUld]
be more easlly recognisable to the mariner {f the colréfs’
line ran from Cape May Light to #6 bouy, thénce to #5 Bouy,;
and then 270 degrees True to shore. Such configuration - .-
would leave the tnassailable knowledge that when you pagséd
the line of 5&6 bouys you change colregs.

Camment pertaining to precautionary zone (5&6 to 8 mile rfndi

1. The last changes have worked rather well and the funn
effect concept hag vastly reduced the number of loaded -
tankers attempting to steam up the middle of the bay,
disregarding the shoals that lie in wait for their arrival
The Tug & Tow alley, when utilized has reduced traffic i
conflicts, and magnified the conflicts caUSed by those tows
that violate the Sea Lane Concept.




~

"point (or roundabout fas better understood by most

Comment on Coastal Approaches (Restricted to Séa Lanes)

WAMS ADDENDUM

Creation of a Coastal Traffic Zone from Mc Crie Shoal to”
a point just North of #2 and continuing to meet the Tow alley

East of #6 then continuing up thru the tow alley, when LR
coupled with its presentation on the charts, would provide G

the desired separation of traffic and have the added bonug of
providing a clearly marked no go zone for the protection of

ship traffic.
Implementation of the Coastal Traffic Zone would requlre

the movement of #4, #6, CH, and #5; however, that movement:
should not prove detrimental to ship traffic while enhancing

overall safety!
It is, however, crucial to the continued success of the

funnel concept to keep a straight line of red bouys acroge
that side of theé funnel. , ,

2. A traffic conflict between outbound traffic heade
the Easterly Outbound Sea Lane and inboutnd, usually heavily
laden tankers approaching from the Southerly Sea Lane = *
continues to create many "Heart in Mouth® neay misses. — The
positioning of "CH" has proven effective, and many vessals’
utilize it as intended; but a great number of vessels still
want to shave #6 and head on out to "FB", thus ¢rossing a
close ranges the bows of inbound heavily laden and less:

manuverable vessels:. Designation of "CH" as a traffic alr,

foreigners} land in line with IMO Sea Lanhe Markingsl),
coupled with obvious designation as such on the chart, would
prove invaluablé in inducing compliance with the Intended

traffic scheme!

1. It is indeed ludicrous to have an inteérnationally
recognized Sea Lane with an edge of safé channel bouy riaht
in the middle of it!
A. This was discussed in the last round, and the
probléms e4quséd by the location of #2 m the middlé
the Sea Laneé persist. i
Many vessels utilizing the sea lane gtill come to
#2, and knowing that they are in the sea lane, assumé’
that becautse the bouy is on the Port Bow they are in an
area OF THE OTHER SYSTEM OF BOUYAGE! They then want
to keep all the Red Bouys on the Port Side.
Whilée many shipping interests are opposed to movlnd
the sea lane because of the wreck that currently lies: i
just South of the Henlopen to Five Fathom lane, thi
does not preclude resolution of the problem.
Why not compress the inner end of the Separaucm
Zone enough to bring #2 up on the corner of the Seé&
Lane. If needed the width of the inbound traffic lané
could also be compressed while leaving the outbouhd Ia

untouched.




WAMS ADDENDUM

While this would require IMO action, it would prove -
beneficial in that it would reorient the inbound sea o
lane to the new axis needed to aim on in from "FB" to
"cH" and #6; and at the same time should resolve the
problem of vessels wanting to go on the wrong side of
the red bouys. This would also accommodate the lesser
training and qualifications of many of the third world
officers now navigating so many ships. '

2. It should be noted that commercial clam and fish
draggers are increasingly working in the sea lanes, and some
are getting pretty nasty on the radio when ships pass closey

. aboard. Perhaps it _is time to make chart notes about such*
" working in recounized sea lanes on

o the appropriaté;chart

What will happen when the master of some 55' draftitanké
runs aground and causes an oil leakage simply bécause of7tha
dragger? I surely would not want to be in that position

Information about respondent : S
T have been an active Delaware River Pilot for some 31, 1/2°

years, have served as Master of the Pilot station Boat when one ..
was operated in the Delaware Bay Entrance, and currently take
turns as Watch officer in the Pilot Dispatch/réporting/ and = :
Voluntary VTS Tower on Cape Henlopen. My comméntg are based on:
observations made while operating under all the above listed

functions.




Commandant 2100 Second Street, SW

U.S. Coast Guard Washington, DC 20593-0001
Staff Symbol:  g-nvT
Phone: (202)267-0415

U.S. Department
of Transportation

United States
Coast Guard

16650
26 I 1995

Mr. George T. Frampton, Jr.

The Assistant Secretary for Fish
& Wildlife & Parks

Department of the Interior

18th & C Streets, NW, Room 3156

Washington, DC 20240

Dear Mr. Frampton:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.



Under the PWSA, the Coast Guard is required to consult with other
L Federal agencies and State governors to reconcile the need for
) safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

G. A. PE GTON

Rear Adffiral, U. S. Coast Guard
Chief, Office of Navigation Safety
and Waterway Services

=

Encl: (1) 59 FR 14127

,
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FISH AND WILDILIFE SERVICE cENENER Em
300 Westgate Center Drive - -
Hadley, MA 01035-9589
In Reply Refer To: e )J
FWS/Region 5/ES
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Rear Admiral G. A. Penington

U.S. Department of Transportation
United States Coast Guard (G-NVT)
2100 Second Street, SW
Washington, DC 20593-0001

Dear Admiral Penington:

The Delaware Bay is an area of internationally significant living resources. It is the second
largest staging site for shorebirds in North America. Up to 80 percent of the entire Western
Hemisphere's populations of certain species depend on this critical habitat during spring
migration. The arrival of migratory birds coincides with the height of horseshoe crab

spawning (the worlds largest concentration of breeding horseshoe crabs). Shorebirds feed

) upon horseshoe crab eggs for necessary sustenance to continue their migration north. In

addition, blue crabs, hard clams, mussels, and over 130 species of fish are present, including
Atlantic sturgeon, American shad, striped bass, weakfish, black seabass, spot and summer
flounder.

In 1985, the lower Delaware Estuary was designated as a Hemispheric Reserve in the Western
Hemisphere Shorebird Reserve Network. In 1992 the wetlands surrounding the bay were
recognized as being internationally important by the Convention on Wetlands of Intemational

Importance (RAMSAR).

The bay is also recognized as the second largest petrochemical channel and port in the United
States, and the lower Delaware Bay is one of the largest transfer sites for petrochemical
barges in the world. The potential for a catastrophic oil spill that could do irreparable harm
to these resources is high.

The study you are conducting will be beneficial to living resources by reducing the likelihood
of collisions and the accompanying oil spills. We would like to. receive a copy of the final
report and recommendations from this study. In addition, if changes to the navigation routes
are called for, we would like an opportunity to review and comment upon these during the

design phase.

Sincerely,

1{r‘ﬁRonald E. Lambertson
Regional Director

p—
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Dr. D. James Baker

The Undersecretary

National Oceanic & Atmospheric Administration
Department of Commerce

14th Street & Constitution Ave., NW, Room 1528
Washington, DC 20230

Dear Dr. Baker:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the

study by early Spring.

Sincerely,

Rear Admiral, U. S. Coast Guard
Chief, Office of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127
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March 3, 1995 i

Rear Admiral G. A. Penington, USCG

Chief, Office of Navigation Safety
and Waterway Services (G-N)

U.S. Coast Guard

2100 Second Street, SW.

Washington, D.C. 20593-0001

Dear Adm%;ii/Beﬂigééég%
Thank you for your letter to D. James Baker regarding the

U.S. Coast Guard (USCG) port access study to evaluate changing
vessel routing measures in the approaches to Delaware Bay.

The National Ocean Service's Nautical Charting Division is
assessing the Notice of Study and will provide support, comments,
and recommendations directly to the Fifth USCG District project
officer, Lieutenant Tom Flynn.

Sincerely,

W. Stanley Wilson
Assistant Administrator
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Comments on the Delaware Bay Traffic Study Proposal:

o Restricted Area for barge traffic includes depths in several

locations that are shoaler than the drafts (35 ft) of some
barges which are expected to use it. An alternative to this
route problem would be to extend the restricted area well
past McCrie Shoal and then take a more northerly course.
Buoys may be required to mark the turn point.

The Danger Area in the approaches to Delaware Bay may
contain unexploded ordnance on or buried in the bottom.
This fact has been brought to the attention of the USACE
for consideration in their dredging study for a deep

water channel in the southeastern approach to a lightering
area within Anchorage A.

Another possible alternative to lessen the chance of traffic
collisions in the eastern approaches and at the same time
reduce the hazard of barge groundings in the proposed
resticted area would be to: 1. Require all vessels to enter
via the southestern TSS. 2. Drop the eastern approach TSS
except for the southern departure lane of the Eastern TSS.
Restrict this lane for departing vessels with specified
drafts. 3. Direct barge traffic further off the shoals by
moving the restricted area farther to the south before the
barges may begin their turn to the north.

Gininnt (3mmiens  Frame NoS .

olefss



Commandant 2100 Second Street, SW

U.S. Coast Guard Washington, DC 20593-0001
Staff Symbol:  g-nvT
Phone:  (202)267-0415

U.S. Department
of Transportation

United States
Coast Guard

Vice Admiral J. Paul Reason
Deputy Chief of Naval Operations
Plans, Policy & Operations (OP-06)
The Department of the Navy
Washington, DC 20350-2000

Dear Admiral Reason:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

Rear Admiral, U. S. Coast Guard
Chief, Office of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127
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From: Director, Strategy and Policy Division (N51)
To: Commandant, U. S. Coast Guard (G-N)

Subj DELAWARE AY TRAFFIC ROUTE MODIFICATIONS

andant Itr 16550 of 26 Jan 95
1. Thank you Yor your letter requesting Navy comments on proposed changes to vessel traffic
lanes in the Delaware Bay approach area. Vice Admiral Reason, OPNAV N3/NS5, has asked me
to respond for him on this request. Since this is a regional issue, I forwarded your letter to the
Commander, Naval Base Philadelphia for comment. The Port Operations Director, Ms. Peggy
Porter at (215) 897-8730, is the point of contact.

2. Navy appreciates the opportunity to comment on these maritime planning issues.

Director, Strategy and
Policy Division (N51)

Copy to:
COMNAYVBASE Philadelphia
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U.S. Coast Guard Washington, DC 20593-0001
Staff Symbol:  g-nvT
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U.S. Department
of Transportation

United States
Coast Guard
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Major General Stanley G. Genega
The Department of the Army
Directorate of Civil Works
Office of the Chief of Engineers
20 Massachusetts Ave., NW
Washington, DC 20314-1000

Dear General Genega:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a cop& of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

S

G. A. PENINGTON

Rear A mlral U. S. Coast Guard
Chief, Offlce of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127
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Operations, Construction
and Readiness Division
Dredging and Navigation Branch

REPLY TO
ATTENTION OF:

Rear Admiral Gregory A. Penington

Chief, Office of Navigation Safety
and Waterway Services

U.S. Coast Guard Headquarters

2100 Second Street, S. W.

Washington, D. C. 20593-0001

Dear Admiral Penington:

Thank you for your letter (16650), dated January 26, 1995,
requesting U.S. Army Corps of Engineers comments regarding the
U.S. Coast Guard's study of port access routes and the current
Traffic Separation Scheme (TSS) at the approach to Delaware Bay.

. As noted in Federal Register, Volume 59, No. 58, p. 14127,

) the Corps is also conducting a study which considers construction
of a Midstream Deepwater Port to improve the safety of lightering
operations in the area. While personnel from the Corps
Philadelphia District have been conducting the Midstream
Deepwater Port study, they have been maintaining close contact
with the Coast Guard study group. The local Corps personnel
report that the Coast Guard study group is fully aware of all
Corps concerns regarding the port access route study.

Although the District did not have further comments at this
time, they indicated their point of contact, Mr. William Mueller,
Chief of the Special Studies Section, at (215) 656-6580 would be
‘'glad to answer any specific questions that may come up. -

Sincerely,

Stanl lggé/ene

Major/General, Y.S. Army
Director of Civil Works
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The Honorable Parris N. Glendening
State House
Annapolis, MD 21404

Dear Governor Glendening:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be wvalid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. .In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

Rear Adgpdral, U. S. Coast Guard
Chief, ‘Office of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127
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G. A. Penington

Rear Admiral, U.S. Coast Guard

Chief, Office of Navigation Safety
and Waterway Services

2100 Second Street, S.W.

Washington DC 20593-0001

Dear Rear Admiral Penington:

PARRIS N. GLENDENING
GOVERNOR

ANNAROLIS OFFICE
00 STATE CIRCLE

. 100 87 IRCL
April 10, 1995 ANNAPOLIS. MARYLAND 21401
(410) 974+ 3501
WASHINGTON OFFICE
BUITE 311
444 NORTM CAPITOL STREET, N.W.
WASHINGTON, D.C. 20001
(202) 6382215

TOD (41Q) 233-3098

Thank you for your recent letter regarding the Coast Guard Port Access Route Study
currently being conducted in the approaches to the Delaware Bay. Our comments on the
study have been coordinated by the Maryland Port Administration with the Association of

. Maryland Pilots and the Pilots Association for the Bay and River Delaware. These two
) organizations combine their efforts on ships traveling between the Port of Baltimore and
points north by piloting them through the Chesapeake Bay, the Chesapeake and Delaware

(C&D) Canal and the Delaware River and Bay.

Maryland Pilots work only that portion of this northern route to Baltimore which lies in
Marylan¢ waters, and do not transit the channels at the mouth of the Delaware Bay on which
the study is focused. I understand, however, that the Pilots Association for the Bay and
River Delaware observed the area and its vessel traffic conditions thoroughly, then worked
closely with the Mariners Advisory Committee for the Bay and River Delaware, which
subsequently requested the Coast Guard perform a port access route study of the area.

The committee’s recommendation was made in the best interest of maritime safety and
we support the resultant study. We request the study include in its scope the possibility that
changing conditions to improve channel safety at the mouth of Delaware Bay could adversely
affect the maritime use of the C&D Canal system. If the recommended traffic changes at the
mouth of the Bay result in increased congestion time and traffic volume at the canal, Iam
certain any such adverse effects can be mitigated, as long as they are included in study

considerations.

[Yialaht
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If you have any questions or require additional information about these comments,
please contact Mr. Thomas Osborne, Acting Executive Director, Maryland Port
Administration (MPA) at (410) 385-4400, I appreciate this opportunity to provide you with
our comments and concerns.

Sincerely,

Parris N. (Glendening
Governor

ce! Mr. Thomas QOsborne, Acting Executive Director, MPA
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February 28, 1995

G. A. Pennington

Rear Admiral, U.S. Coast Guard
Chief, Office of Navigation Safety
and Waterway Services

2100 Second Street, SW

Washington, DC 20592-0001

Dear Admiral Pennington:

After conferring with the Pilots' Association for
the Bay and River Delaware, I feel that their
recommendations to the entrance of the Delaware Bay are
in the best interests of safety. They have worked
closely with the Mariners' Advisory Committee and have

i studied the situation very thoroughly. I understand that.

‘ the Pilots' Association and the Maritime Exchange in

) Philadelphia are updating their watch tower at Lewes,
Delaware with a new Raytheon 2000 Vessel Traffic System.
With this new capability, they should be able to monitor
the new traffic lanes with greater ease.

In closing, we hope that this satisfies any of the
concerns you may have. Thank you for your attention to
this matter.

ns
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The Honorable Tom Ridge
State Capitol
Harrisburg, PA 17120

Dear Governor Ridge:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of

"potential conflicts among users, you are invited to contribute

any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

5
. . P NGTON
Rear Admiral, U. S. Coast Guard

Chief, Office of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127
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The Honorable Tom Carper
Legislature Hall
Dover, DE 19901

Dear Governor Carper:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

. . PENINGAON
Rear Admjirfal, U. S. Coast Guard
Chief, Office of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127



Commandant 2100 Second Street, SW

U.S. Coast Guard Washington, DC 20593-0001
Staff Symbol:  g-nvT
Phone: (202)267-0415

U.S. Department
of Transportation

United States
Coast Guard

16650
26 JW 189

The Honorable Christine Todd Whitman
State House
Trenton, NJ 08625

Dear Governor Whitman:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),

- the Coast Guard is responsible for designating offshore routing

measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by

rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the
extent practicable. In order to make a balanced evaluation of
potential conflicts among users, you are invited to contribute
any information which you believe relevant. Receipt of your
comments by February 28, 1995, will enable us to complete the
study by early Spring.

Sincerely,

G. A. PENI;Z:ON
Rear Admiftal, U. S. Coast Guard

Chief, Office of Navigation Safety
and Waterway Services

Encl: (1) 59 FR 14127
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Mr. David A. Colson

Deputy Assistant Secretary for
Oceans & Fisheries Affairs

Department of State

2201 C Street, N.W., Room 7829

Washington, DC 20520

Dear Mr. Colson:

The Coast Guard is conducting a port access route study to
evaluate the need for changes to the vessel routing measures in
the approaches to Delaware Bay. Because there have been a number
of near misses and at least one collision between an outbound tug
and barge and an inbound deep draft ship in the mouth of the Bay,
the Mariner's Advisory Committee for the Bay and River Delaware
requested that we adjust the eastern approach lane of the traffic
separation scheme (TSS) and create an inshore traffic zone for
coastwise traffic in this congested area.

Under the Ports and Waterways Safety Act (PWSA) (33 U.S.C. 1223),
the Coast Guard is responsible for designating offshore routing
measures in which the right of navigation is recognized as
paramount over all other uses. A TSS is an internationally
recognized routing measure that minimizes the risk of collision
by separating vessels into opposing streams of traffic through
the establishment of traffic lanes. Vessel use of a TSS is
voluntary; however, vessels operating in or near an International
Maritime Organization (IMO) approved TSS are subject to Rule 10
of the International Regulations for Preventing Collisions at
Sea, 1972 (72 COLREGS).

The 1978 amendments to the PWSA require that the Coast Guard
conduct a study of the potential traffic density and the need for
safe access routes prior to establishing or adjusting a TSS. The
approaches to Delaware Bay were last studied in 1981. The study
concluded that the existing TSS was adequate for the foreseeable
future. However, this finding may no longer be valid.

Enclosure (1) is a copy of the published Notice of Study advising
the public of this initiative and requesting their input. At the
conclusion of the study, the Coast Guard will publish a Notice of
Study Results in the Federal Register. Study recommendations for
new or amended routing measures, if any, will be implemented by
rulemaking.
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Under the PWSA, the Coast Guard is required to consult with other
Federal agencies and State governors to reconcile the need for
safe access routes with the needs of other reasonable uses to the

extent practicahle. In order to make a bAalanned_evaluation nf
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TEL:§16 681 49035 P. 002

April 12, 1995

BOUCHARD TRANSPORT .

{Comments)
Regarding Ad-Hoc Proposal Of Changes To:
DELAWARE BAY ENTRANCE

:
'

Dear Sirs,

I beljeve thj
proposal you have ¢
of one half mile w
astern attempting
especially with toy
traffic zone other
and HBII.

If tug & tow
traffic zone, then

to be able to be dfciphered by inbound/outbound ships. Since the ad
willing to move budys and compress the eastern separ

moving the Five Fai
more room for an
vessels that trans:
the sea-lanes soutl

Lastly, the ]

i

.t the creation of an inshore traffic zone is a good idea. But, the
ome up with is not going to suffice in this instance. A traffic zone
de will not allow vessels towing astern to safely meet. Vessels towing
-0 use the traffic zone can and will have extremely close encounters,
'S that tend to wander. I do not foresee any vessels opting to use this

’than the ones that presently go north and east of buoys "2v, "4n, wgn,

and other coastwise traffic is heavy enough to constitute a separate
make the z2one large enough to handle such volume, yet defined enough
~-Hoc committee ig
ation zone, then I suggest simply
hom Bank ©o Cape Henlopen Sea-lane further south which would allow
panded version of the inshore traffic zone. Regarding the drafts of
t the Five Fathom Bank Sea-lanes, the water is deep enough to move

. without compromising vessel safety.

'ilot Boarding Area is to close to shore. One problem is ships venture

in to close to shofe and meet traffic in an unfamiliar area prior to pilot boarding.

resent placement (
sraveled. Any ship
has to pass througl
boarding area in t}

a) traffic volume

b)limited space awi
c) Leeways, created
d) limited sea-rooi
The language diffe:
resolved by moving
cnboard the ships p

If you have g
telephone number ig

L the pilot boarding area, is within an area that is very heavily

tug and tow, or coastwise traffic going into ar out of Delaware Bay
- the pilot boarding area or extremely close to it. The presence of the
is junction causes potentially dangerous situations due to:

ilable for meeting and passing
. by vessels to assist in boarding pilots
| to take evasive action, if needed.

jences spcke of on page one; Description Of Proposed Changes, can be
the Pilot Boarding Area further offshore and having the pilots
Tior to meeting any inbound/outbound traffic at Delaware Bay Entrance.

Ny questions regarding my comments please contact me at home.
. (813) 685-4845.

My home

-
v
i

NV b e WD e v Wt et e v v W N = v s

Sincerely,
Randall E. Medard

K& 7Ll

Mate - Tug Barbara E. Bouchard
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Proposal For Changes To The:
L TRAFFIC SEPARATION SCHEME
) @ DELAWARE BAY ENTRANCE

Chart # 12214
Five Fathom Bank Sea-lanes
East End, North Corner - 38deg. 46.78'n, x 74deg.. 34.51'w.
" " + Scuth Corner - 38deg. 41.78'n. x 74deg. 34.51'w.
" " North and South corners are 5.0 nm. apart.
North Corner, Magenta Zone - 38deg. 44.78'n. x 74deg. 34.51'w.
Centerline - 38deg. 44.28'n x 74deg. 34.51'w.
South Corner, Magenta Zone - 38deg. 43.78'm. x 74deq. 34.51'w.
Magenta Zone is 1.0 nm. wide.
North Corner - 38deg. 46.47'n. X 74deg. 53.18'w.
South Corner - 38deg. 43.49'n. x 74deg. 54.80'w.
North and South corners are 3.22 nm. apart, along circumference of
circle 10.0 mn. off of Harbor Of Refuge Light.
N " North Corner, Magenta Zone - 38deg. 45.42'n. x 74deg. 53.61'w.
Centerline - 38deg. 44.92'n. x 74deg. 53.80'w.
South Corner, Magenta Zone - 38deg. 44.42'n. x 74deg. 54.10'w.
Magenta Zone is 1.04 nm. wide along circumference of circle.

West End

L N T T s

L

Precautionary Area: Extend magenta dotted line from 8.0nm. to 10.0nm. Gff of
Harbor Of Refuge Light.

Buoy Placement: Characteristic:

"F" Buoy, 38deg. 44.28'n. x 74deg. 34.51'w. Unchanged
\FA" Buoy, 38deg. 44.55'n. x 74deg. 44.05'w. " "

)FB" Buoy, 3Bdeg. 44.92'n. x 74deg. 53.80'w. u n

“DC" Buoy, 3Bdeg. 42.19'n. x 74deg. S56.01'w. " u

2" Buoy, 38deq. 46.47'n. x 74deg. 53.18'w, FL.R. 2.35gec.
"4" Buoy, 38deg. 46.40'n. x 74deg. 57.00'w. Unchanged

"6" Buoy, 38deg. 46.32'n. x 75deg. 00.86'y. " "

"CH" Buoy, 38deg. 45.12'n. x 74deg. 58.B82'w. "o

"8" Buoy, 38deg. 50.00'n. x 75deg. 02.90'w. " .

Additional Buoys:

Yellow Buoy "A", 38deg. 48.38'n. x 74deg. 55.19'w. QK.FL.Y.
" " "B", 38deg. 48.15'n. x 74deg. 58.50'w. FL.Y. dsec.
u " "C", 3Bdeg. 4B8.24'n. x 73deg. 00.00'w. FL.Y. 2.5gec.
" " "D", 38deg. 49.33'n. x 75deg. 01.85'w. FL.Y. 2.5sec.
“"HC" " ---, 38deg. 41.08'n. x 74deg. 57.50'w. FL.G. 4sec.

Pilot Boarding 2rea; outlined as follows: "2" Buoy, "“4" Buoy, "6" Buoy,
"HC" Buoy, "DC" Buoy, "FB" Buoy, "2 Buoy.

Note: possibly remove or replace "8a* Buoy with Yellow “Dr Buoy due to
close proximity.

Note: "4FB" Buoy, change characteristic from QK.FL.R. to either a 2.5sec.
or 4sec. Rhd.

Note: Five Fathom Bank to Cape Henlopen Sea-lane, Edast End, North Corner,
) Add Buoy RG "FFB", FL. (2+1) in position (38deg. 46.78'n. x 74deq. -
\//) 34.51'w.) to aid in traffic separation.
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The proposed

BOUCHARD TRANSPORT = TEL:516 681 4905

April 12, 1995

Sunmary Of Proposal From:
Randall E. Medard

Dear Sirs, |

L

~hanges I have submitted here regarding the traffic problem at

Delaware Bay Entranpe, will allow all tuy & tow and other coastwise traffic with

considerable draft Lo use the inshore traffic zone during
factors. The inshorp traffic zone being L.B88nm.
for two vessels towling astern to safely meet and

any weather, and any other
wide under my proposal, is wide enough
/or overtake each other with tows that

tend to wander due ko sea conditions, winds, currents, barge characteristics, etc,

Deepdraft tow
Eastbound deepdraft
of Five Fathom Bank
Boarding Area. Like
utilize the wider 1
vessels can go nort

The language
will be eliminated |
pilots onboard the
Bay Entrance. With
reason that a ship |
the Five Fathom Ban

" Navigation fo
Jpe Henlopen Sea-1
UQ-OYS uzu' "4“1 and
edge of the Pilot B

line to keep deepdr

Placement of a buoy
towing astern while
Yellow buoys placed
traffic zone,) will

F

will enter and exit the inshore traffic zone west of buoy "8".
tows have the option of going inshore via bugy "2MS" or offshore
without interfering with inbound ship traffic headed for the Pilot
wise, westbound tows coming in from offshore or via buoy “"2MS" can
1shore traffic zone comfortably. East or westbound shallow draft
N and east of the inshore traffic zone if desired.

Jifferences that cause close and potentially dangerous situations
by moving the Pilot Boarding Area further offshore and having the
ships prior to meeting any inbound or outbound traffic at Delavare
chis wider and deeper inshore traffic zone there should be no
vould encounter any traffic heading east in the westbound lane of
k to Cape Henlopen Sea-lane.

¢ ships transiting the westbound lane of the Five Fathom Bank to
aine shall remain fairly simple from the "F' buoy to the "FB" buoy.
"6" will remain in a straight line and they will mark the northern
parding Area. Also, buoys “6" and "8" will remain in a straight

Aft vessels West of 60' curve where buoy *6" previously was.

where buoy "6" originally was will be an obstruction to vessels
gauging their approach intoe the turn of the inshore traffi¢c zone.
along the shoals, (marking the northern edge of the inshore

navigational reasonp

purpose of marking

If you have
at home. My hame te
from you.

LHOt be misinterpreted by inbound or outbound ships. For
+ I suggest using yellew in conjunction with red for the special
Fhe shoals.

|
iy questions or comments regarding this proposal please contact me

ephene is (813) 685-4845. I will be looking forward to hearing

Sincerely,
Randall E. Medard

Kol & onudod

Mate - Tug Barbara E. Bouchard

P. 004



iPR. -28 90 FRH 13:43  BOUCHARD TRANSPORT . TEL:51€ 681 4905 P. 005

Toe SLlEd S . Dooctaed

r\n- Be h_-...‘ = Povcriasd Y- §-qf5

Re:.um)...s Communts am  TPasPoseh CmnLes  an  E]T Qante.

. Te ‘beLmJ.uL Bay:
i |

A ST _HMow \Whea  TTewiat __inBeond To b*'r-!-ai\t-m\"-i. [

F-d.om f“‘}c.t. £__SWoa\r, Zn-.s To .ba_knwaﬂ.e_ Bay_ EqTrance 8

.....

WE_Have|_been _Foitowine  Thé  ResTe  oF N‘C-m_t_'?.m!'. o

Pooqs_ZioHc ¢ - Q. Red_Bowys_To STacueadd .

t:_o!-ht.,cg Towine __Loaded Backsd  OrnBesd e  tuse  been

— Weetin b hD.f.L»wne_t B T VoeT, Weadine Ta *( —H—Y R’

(TMPF{C._“_S_G.P_M‘\‘um-BH) T _Peat  And Then IE We .w\"ﬁq_unb

' SHib TalavFec _n Sta ant Cacssine OLEa &MT«M»ZQ“Q

Aes v f:r\uc_\:\*’gc P Qollé  AS 'Paﬂ\bl-s& Gnd__ TThin —Pnaucmnl. N

) Ve Te m‘tgz._t..c__%.bﬁ-ﬁh——-g"’”‘- 2 !

“This FlaitTe_ se?S__UAT 1 “Du.ou— WETEA  LITW Retatian

To Daat. WEATIWA,__An D Amw-ﬂ' ot Tow Cable odl. IE wih

“'E’f_;.a?.a_s_s_b | CAbmacES  WE wia wawe “To Ron e e Red Booy

———e  -—

lang uﬂ'n W f2em. Cienpamet To Sromn Arem , wite Tine,

5<% AnX;mga.ﬂw CondTwns 4T¢, T  Dacsal Lemi€  mueh

Reoer Toio fanon. .

R Toe_trted 5. Boiiaa),

p—ie
|

EE VN




___ ———— .

APR. -l28’_9.5_(:F'RH 15:43 'BOUCHARD TRANSPORT . TEL:516 681 4?05 P. 006

¥ /7;44[ (10,1855

(:
" 0::&(_@/_?__/300041’“
§ — T2 _ARAQ105_TH A paTitinl o That ADH0C Comn STk,

-

I
L &cL..z;b’.téz_r_&_m,eM_m 27 Cae éL.q@M-

l_ﬂl_/{._km LAYy Y . /4(.__5.0«.7_/“ couted 4o iﬁ,adw /g_/caihf-é

lj_mh/f_m//.e gl el gt_Loy_é_ﬁom__Ta_ég{k/ LES g4k oTher,

L./J?l /T 1 Two_laws_mREIWG _onN_An._ A Costerli™ ui/TH g pldd i, AN

}

: . _‘ 2ot
TRALELE | Supanliin ) could_be pmoves Fosthme_sooth, Compaips b

f_j_.i’_z_qu 2_810_0,/_91 apn /E/MJM;& .J.T_U"‘/L..?‘J’t /—X"' Arayy
M‘c“”'ﬁ'ﬁ w‘oﬂ/ _A[ [ﬂfdl{bu Tﬂ"fflc scAi"’.t-

3. ':ﬂ«r rMivES mAOE__D)_ Thii_ ARCAMT Pusi tons was_yood Lol moRE 4w

6¢.~.JM¢ L. Renliza_ _(T.0wel” g A2y Task_Jdue Io _REGUIpfrlae

“./fw_,rié__ﬁ_»f ARRTTSN L e WIRARD TS ANE Fhip U SiAi__THAS_4AsR o8 TRARSIT,

X Aslearsolly  SuwmiThs

4

o — - . —

Atrhin_Bbasbamiee Copfiost

e e Ton '0lllk 5. fGischuuo®




CAPR. <28 95 IFRI) 15:44

Ds _a_&_RQAEJ.U.‘_V'-__GQ Al rD

e | ————— e e

BOUGHARD TRANSPORT . TEL:316 681 4905

HNorid 10, 1998~

S ..

s
|
|

S S - The. _Qry 47__é£o_b.é.¢m._w.e,.. WBEL IS _2haTr

D __*‘__;i_h.::rc._._L&__/.Yd LIS HL Eror) s ..i./r_c‘_z:.wa/e_z\s___o»/:,_._‘.__“ .

[ .

|

i

- c,u._/ﬁé Al Floand A ude__MIA__SC o_du_ M

AR, i Less

Ll au

. _Z.E_) W7 DRI I BourO. 1S Aar.

X

Eht__SEr/cGsS r1eSS._pur Ly, ‘7 ~to__ Currernss .
il OGP Drsry /r_y —

A

(AL O hi A IS 8, S~ FB. . T5S AL LGLUD)

|RAbder  mec7ing A

1 IVANES S G/iE-.-.-..dd_ﬂ..l_zd ELousS., 7 Ow_g&'d. A

| RARH CUsrTers S1000 sy SECE S s0ts.

CC 3#_,,7_4?,_ ﬁ_cf__{/ﬂ M.z./_../_‘fd_ﬁ.o., Ahe 0. PoSE0 ../_3_L4_0J/_.,__. ——

ATEIL . Lon  RHE  DELS tomrc, By Eregnance.,

.

A AGRANEC _bmrs

.bou.’/O..._.Lu_/_{_&.._.O__/O.hC.2‘-.._‘/._6.,0.%(!'._.-5‘(4.)‘/5 Lde s

N Lholus B0 _Freed o Hdocd Adnbie. brihs VI_yGL,_,

Maye . Arc_ d:‘ G/_f:_é_/_ﬁ,o___b.g.-s‘_z._ dd i, ._.._0.1:/_/9.545.__/9 »Ma__

| e dotes | ..Zfb./aé«qﬂ_/.)yy_/.youa__. LB rtda__dhe.

D, ZThe U_e_l_0~§.a/1\/_§’_,.0/./,&c C 7_'.?..‘0_’_‘/__.5 crnsS. 2o RS
VG AenTh EMASTT etk @ Llceo  Aipe. ﬁﬂdﬁt

—Ou7 boursD  _Zowd s Ehis

A 18 Pusiine v heres Ao

A Roem . | Thes.. LrAaved _EHRru this

Are BT Ny KT st EhosE Cerd 1 72crs

ZART AARD AN

é_.é//.L Qurrem7” Ooes oor . & Lfac T_Mew  dhe_

__Sﬁvme Corr? \/ S /__,[__ 7G (.u./;v / A Ldom yr s ;éd.‘?.‘."j«(-.._




SOUCHIRD TRASPORT

o -,

_,-«;pg_‘-_z_g’ 95 (FRI) 15:44 (TEL:516 681 4905 P. 008

i
|
.‘
!
, |
i
|
{
!

B sk T T T pupu——

[ f———— .. B L T

] AR
e Toh e SHme 1S Lrtie _Oura_boumd__Zotdsne SR
| i : J i
| A Lanmne o, bar,o ot A E bh_ - R
| o

______ The  _dvrecTrer ¥ ~La,e_.{o_,c.'a_]:/_.____14_/5_/:4 as.. . do, Pssd.

i - N
: 1y . S s .
VO L DouTA oS T, D H

. . S Y, V-V . c,uue..4__./:\-./.cee_zmza,a_c.‘.\/___c!o__w_zr_e_c/_ _

e L IMIEE 7,‘_/,'\” Tralfre __1r__Ahis A €A LT L  veu. ... f,‘:':f';‘ :

e AP ki BCUrIO. . Cor At A A -4_/d.4»(_7.:__.b4r_ 240

- ,CAJC- 5'0 L _AHM _ D {wc_e_/_}/___é_A,Q.__._E,.....E_d._:.s..‘.ﬁ e et -

Y~ Woy S {. A0 _ R HMHE_. CGur. boura _tewl. WAV

) | e ’“ & b.u.oy-.. Orl IS Panr S._./..‘QE..“..,.,._....:é»{cc/. .

T EHME Qs bouro _dold_ Aocs . ba Locery f-;/.."fs.‘.. o )

s Anf ™ G Bueay.. Lbfent Folbowns EHE. ..

e |42 Sspgl Lrack.  dessrrosn ) Gor_biS. dra N R

et BUT o AACe Ao be__Ue ry oL AwnAare. af

———

| -
Ll AirecTiant. GF _4imes. _Arip.. NGT. SAL

—t te e s 0 et e e

DR 1 77< 3 _Q_C'i:)_:\&___'40__&_/_{5__4.@4_&}/_&...__-.._.-..,.. ..

Ca e myate mmis sty e = . o

e TP/ o LCRARED _Tauos..... aus (. INEET

—_——— . om——e

|t kS Reca Aar fle  Abecs 7S a4 Soul.

————TPea fo SES A HEADS A, A HKe _Bo.. ...
S e /r_\/._,u.;!L_‘E.S b= /Co/z.é__@d_e_é__f/_cy. L AG . U erIL

| O T AL S L _PassapE.

- e cimmet o ama e PR
—_ - mre hh em e cempe——— . -

J _____ . | L _Ag/_ncul/

L R .-@c/.p.{az_é.t--?g{./zamc-y@é&&




APR. -28' 95 {FRI) 15:45

Apri1 4, 1995

BOUCHARD TRANSPORT . TEL:516 681 4905

Scoft W, McRae
604 Division Road
South Dartmouth, MA 02748

Mr. Robert J. Bouchard

Ref: Traffic separation Zone, Delaware Bay Entrance

Mr. Bouch:Ld,

Enclosed ape a few of my ideas abont this proposal, Hopefully Tugs/Barges

will not be §:

reed to operate in this narrow zone. Moving the Five Fathom Traffic

lanes south and compelling the pilots to board and disembark where they should can

address the

mmittee's concerns.

Sincerely,

Scott W. McRa

F. 009
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Scott W. McRae
604 Division Road
f South Dartmouth, MA 02748

April 4, 1993

Mariner’s A(dvisory Committee
Bay and Rhfer Delaware

437 Chestnujt Street
Philadelphi:], PA 19106-2414

I
Ref: Changtfs to trafTic separation scheme at Cape Henlopen

Gentleman, l

Having trainsited these waters for a number of years and in the present capacity
as Captain ¢n the Tug Barbara E. Bouchard, I would like to express some
comments.

It is agreed the present system has problems, but your proposal falis short in
correcting tiiem, A few simple changes could make this area much safer.

First move|the Five Fathom traffic lanes south, place the inbound lane where
the present Jutbound lane is and move the new outbound lane south proportionaity.

Second majve the Pilot boarding triangle, with the CH buoy, offshore and to the
southeast.

Third insul-e that pilots board and disembark in the new area.

Fourth hayje NOAA survey from the #8 Overfalls buoy to McCrie shoal and up
10 Avalon st oal.

Your proppsed “inshore traffic zone™ compels Tugs with notoriously wild barges
to meet in a/confined area with strong cross currents and poorly marked shoals.
Most units iequire at least 3/10 of a mile on cither side, more so in bad weather.
Also many ugs do not have gryo stabilized radar’s, cannot plot targets, lack
navgraphic (GPS, and operate vessels far more affected by sea conditions then any
ship.

By moving;the pilot boarding area offshore you will insure that language problems
are eliminatzd. Present practice has the pilots getting off at the breakwater, well
inshore of s{ate waters, even the present triangle is inside state waters. Also the
present trizngle does not allow enough sea room for safe meeting and boarding,

.f
;

P.OIO
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The need fpr a updated survey is very important. These waters cairry a tremendous
amount of c;rgo, relying on old data, in an area known for shifting shoals, is not
prudent, '

In review, (f the ships and pilots converge near 38.44N 74.58W, the #2, #4 and #6
buoys sre mlnved north to mark shoals, and the Tug/Barge units are operating

north of 38.J6N in an independent traffic separation zone, marine safety will vastly
improve.

Sincerely,

Scott W. McRae
Tug Barbara E. Bouchard
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April 21, 1995

Mr. Mike Nesbitt

Senior Port Captain
Maritrans

Fort Mifflin Road
Philadelphia, Pa 19153-3889

Re: Port Access Route Study

Dear Mike:

In response to your request for comments regarding the
above subject, we have polled all our wheelhouse personnel
for comments.

The majority of the responses seem to be in favor of
“ the proposal and am enclosing copies of their comments for
) your review.

Please call me if I can be of any further assistance.
Regards,

Stan Latka
Marine Operations

SL/af

P.0. Box 329, Pennsauken, New Jersey 08110-0329, Phone (609) 541-4600, Fax: (609) 541-0338
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Trip Report
20 January 1995

A meeting was held on 19 January 1995 in Philadelphia, PA at
the offices of MARITRANS TOWING to discuss finding, conclusions
and recommendations of a Port Access Route Study of the Delaware
Bay Entrance conducted by the Fifth Coast Guard District.

Present were Lcdr Tom Flynn of D5 (oan), Lt Mark Ledbetter
of MSO/Group Philadelphia, Mr. Mike Nesbitt of MARITRANS, Mr.
Steve Roberts of the Pilots Association of the Bay and River
Delaware, and two vessel masters from MARITRANS.

Chart 12214 with proposed changes/alterations to the Traffic
Separation Scheme and proposed establishment of an Inshore
Traffic Zone for use by tug/barge traffic transitting along the
New Jersey shore was presented. After discussion concerning the
placement of buoys in conjunction with the Inshore Traffic Zone,
all members present found all recommended Coast Guard changes
acceptable.

T. W. FLYNN



Trip Report
3 February 1995

A meeting was held between Margie Hegy and Lcdr Tom Flynn at
Coast Guard Headquarters in Washington, DC on 1 February 1995 to
discuss the Delaware Bay Port Access Route Study. It was agreed
the Inshore Traffic Zone discussed above was misnamed and should
be named a Two-Way Route for use by Tug/Barge traffic. Plans and
a timetable for study completion were discussed and agreed upon.
Following the above, a meeting was held in Silverspring, MD at
the offices of NOS. Present were Lcdr Tom Flynn and Mr. Howard
Danley, Mr. Steve Hill and Mr. Dennis Rohmsberg of NOS. The
proposed changes were discussed and NOS agreed to plot the
positions of the proposed changes for later confirmation.

T. W. FLYNN



V. Analysis of Study Data

Input from the public and the Bay and River Delaware Pilots
indicates a need to retain the Southeastern Approach and the
Precautionary Area. There are no dredging plans at this time to
deepen the Southeastern or Eastern Approaches. Existing depths
in these approaches will accommodate the drafts of vessels
calling on the ports of the Delaware Bay for the forseeable
future. During the course of this study, NOAA's National Ocean
Service (NOS) conducted hydrographic surveys which included the
area bound by the Eastern Approach, portions of the Precautionary
Area and portions of the Southeastern Approach. Results of the
surveys have been incorporated into the most recent editions of
the charts serving the Delaware Bay Entrance. Formerly charted
obstructions were investigated and were either proven to exist or
disproved. New obstructions were investigated and charted if
proven to be classified as a hazard or obstruction to navigation.

There is a safety need to reconfigure the Eastern Approach
Traffic Separation Scheme. Tug and barge traffic exiting the
Delaware Bay enroute to ports north of the bay, routinely head
east in the west bound lane against prevailing traffic due to
their preference of hugging the coast to avoid the worst effects
of the weather. This route is shorter and the traditional route
for smaller vessels. A number of close calls have occurred in
this location between large inbound vessels and outbound tug and
tow vessels. On 19 August 1990 there was a collission in this

33.



immediate area between the T/V FAITH I (inbound) and the T/B
OCEAN 192 (outbound) which was being pusshed ahead by the M/V
INDEPENDENCE. This collision resulted in 150,000 gallons of
unleaded gasoline being discharged into the sea.

The position of Delaware Bay North Approach Lighted Bell
Buoy 2 (LL 1475) marks a 37-foot least depth spot and may have
been a contributing factor to this collision. This buoy is
located in the middle of the western terminus of the Five Fathom
Bank to Cape Henlopen Traffic Lane. The northern boundary of
this lane, in conjunction with the position of Delaware Bay North
Approach Lighted Bell Buoy 2 (LL 1475), is often confusing to
inbound traffic. The buoy is red and thus intended to be passed
to starboard by inbound vessels. However, due to the present
location of the charted TSS boundary line, inbound ships often
mistake the buoy for a safe water buoy. Rotating the west end of
the northern boundary of the TSS counterclockwise to the position
of Delaware Bay North Approach Lighted Bell Buoy 2 (LL 1475) will
eliminate this confusion and serve to better separate tug/barge
traffic from inbound seagoing vessels.

There are four lighted buoys with sound signals actuated by
wave action. These sound signals have an audible range of less
than 1/2 nautical mile, and contribute little or value to safe
navigation. The sound signals cannot be heard inside a pilot
house of the design vessels and are items the Coast Guard would

prefer not to maintain.
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The Eastern Approach must be reoriented to allow for the
establishment of a Two-Way Traffic Route: a route within defined
limits inside which two-way traffic is established, aimed at
providing safe passage of ships through waters where navigation
is difficult or dangerous.

A Two-Way Traffic Route would necessitate either, the
restructuring of the Eastbound separation zone, or reorientating
the entire Eastbound traffic separation scheme slightly to the
southwest where it joins the Precautionary Zone, or reorienting
only the axis of the north boundary of the inbound lane of the
Eastbound Approach. The Two-Way Traffic Route would be
established to the north and shoreward of the inbound lane of the
Eastern Approach extending into the existing Precautionary Zone.

Establishment of a Two-Way Traffic Route would necessitate
the redefinition of the Precautionary Area. The current
configuration of the Precautionary Area includes numerous shoal
areas to the north and east of the marked channel used by deep
draft vessels. These shoals are well charted on all area charts,
navigationally safe waters are well marked with buoys and
therefore the shoals pose no serious threat to the prudent
mariner. These shoal areas are used only by recreational,
shallow draft vessels. There is no navigational or safety need

to include these shoals in the Precautionary Area.
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VI. EASTERN APPROACH DESIGN

Design of the new Eastern Approach TSS was based upon
correspondence received as a result of the Notice of Study,
meetings with users, hydrographic surveys conducted by the
National Ocean Survey, guidance provided in the U. S. Coast Guard
Short Range Aids to Navigation Design Manual and the IMO

publication, Ship's Routeing corrected to Ammendment 7.
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VII. CONCLUSIONS AND RECOMMENDATIONS

Navigation safety, economic and environmental considerations
necessitate some action be taken to better separate large inbound
vessels from tug and barge traffic transiting easterly and
northerly along their traditional New Jersey coastal route. 1In
the current configuration near misses occur much too frequently.
The probability of another major chemical or petroleum oil spill
is much too great to ignore. It is therefore recommended the
eastern approach TSS be adjusted and a Two-Way Route for
Tug/barge Traffic entering and departing Delaware Bay be
established as follows:
Part I: Eastern Approach

(a) A separation zone bounded by a line connecting the

following geographical positions:

Latitude Longitude SkFWﬁ}NJZLnﬁ
38°46'18"N 74°34'27"w T
38°46'20"N 7455745 ©
38°47'27"N 74°551'24" @~
38°47'21"N 74°34'30"w

(b) A traffic lane for westbound traffic between the

separation zone and a line connecting the following geographical

positions:
Latitude Longitude WESTSaND
38°48'19"N 74°55'18"N {5

37. A



38°49'"40"N 74°36'45"W
(c) A traffic lane for eastbound traffic between the

separation zone and a line connecting the following geographical

positions: TASTBou '\ig
Latitude Longitude
38°45'27"N 74°56'12"w &
38°44'27"N 74°34'21"W f{
(3) Redefine the Precautionary Area as follows: from

38°42.8'N, 74°58.9'W; thence northerly by an arc of eight
nautical miles centered at 38°48.9'N, 75°05.6'W to 38°47'27"N,
74°55'18"W; thence westerly to 38°47'30"N, 75°01'48"W;: thence
northerly to 38°50'45"N, 75°03'24"W; thence northeasterly to
38°51"16"N, 75°02'50"W; thence northerly to 38°52'12"N,
75°01'48"W; thence westerly by an arc of 6.8 nautical miles
centered at 38°48.9'N, 75°05.6'W to 38°55'55"N, 75°05'48"W;
thence southwesterly to 38°54'00"N, 75°08'00"W; thence southerly
to 38°42.8'N, 74°58.9'W. Amending the Precautionary Area to this
configuration removes areas from the definition that cannot be
used by deep draft vessels due to the naturally available water
depths and more accurateiy reflects to the international mariner
where precaution should be exercised.

(4) Establish a Two-Way Traffic Route to better separate
tug and tow traffic from large inbound traffic in the Eastern
Approach. The Two-Way Traffic Route is bounded on the west and
south by a line connecting the following geographical positions:
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Latitude Longitude 2 ~WAY
38°50'45"N 75°03'24"W ST
38°47'30"N 75°01'48"w  H 3
38°48'19"N 74°55'18"W ba_ss

423
38°50'12"N 74°49'44"W
39°00'00"N 74°40'14"W \ 8

following geographical positions:

and, bounded on the east and north by a line connecting the

Latitude Longitude

39°00'00" 74°41'00"W I N WY
38°50'29"N 74°50'18"w N
38°48'48"N 74°55'15"w > N
38°48'20"N 74°59'18"w 4 N
38°49'06"N 75°01'39"w 5 N
38°51'16"N 75°02'50"w 6 N

(5) Remove sound signals from all TSS buoys.
All positions are NAD 83.

The Coast Guard will initiate rulemaking and seek IMO
approval to reconfigure the Eastern Approach and the
Precautionary Area, and establish é Two-Way Traffic Route
recommended for use by tug/barge traffic. The Two-Way Traffic
Route would not be for the exclusive use by tug and tow traffic,
but would be available for use by all vessels with a draft that

enables them to operate safely.
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UNITED STATES DEPARTMENT OF COMMERCE
National Oceanic and Atmospheric Administration
NATIONAL OCEAN SERVICE

Coast and Geodetic Survey

Silver Spring, Maryland 20910

FEB 9 1995

MEMORANDUM FOR: Greg Norris
Acting Chief, Source Data Section

FROM: tln/ﬁecharka Source Data Section

SUBJECT: NAD 83 Geographic Positions for Traffic Lane and
Restricted Area on Chart 12214

IN 39 00' ooO" 74 41' 00"

2N 38 50' 29" 74 50' 18"

3N 38 48' 48" 74 55' 15"

4N 38 48' 20" 74 59' 18"
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3S 38 48' 20" 74 55' 09"

4s 38 47' 30" 75 01' 48"

5S) 38 50' 45" 75 03' 24"

A 38 49' 40" 74 36' 45"

B 38 48' 19" 74 55' 18"

c .88 47':27" 74 55' 24" .

D:. 38 47'_ 21" 74 34' 30"

E 96 de’ 180 gig 3at age T

F 38 46' 20" 74 55' 45" [

G 3845 27" 74 56' 12"

H 38 44' 27" 74 34' 21"

o, <3
% S
#ThenT oF



=y

N38°00‘00*

u.m./ ,
N38°5Y’

B2

1000 10y

SOURCE XY

NADB3 sH
1000 .

00 0.00

0

&

W7

°50°4

W74

385213 300 N3B4350TWO7504103
(ER  Tui2214 . -




Federal Register / Vol. 60, No. 184 / Friday, September 22,

1995 / Proposed Rules 49237

Estimated total annual reporting
burden: 8333 hours. The estimated
burden per respondent varies from 0
hours to 2 hours, depending on
individual circumstances, with an
estimated average of .011 hours.

Estimated number of respondents:
750,000.

Estimated annual frequency of
responses: One time per year.

Background

Temporary regulations in the Rules
and Regulations portion of this issue of
the Federal Register amend the Income
Tax Regulations (26 CFR part 1) relating
to section 411(a)(11) and section 417.
The temporary regulations contain rules
relating to the notice, consent, and
election requirements of those sections.

The text of those temporary
regulations also serves as the text of
these proposed regulations. The
preamble to the temporary regulations
explains the temporary regulations.

Special Analyses

It has been determined that this notice
of proposed rulemaking is not a
significant regulatory action as defined
in EO 12866. Therefore, a regulatory
assessment is not required. It also has
been determined that section 553(b) of
the Administrative Procedure Act (5
U.S.C. chapter 5) and the Regulatory
Flexibility Act (5 U.S.C. chapter 6) do
not apply to these regulations, and,
therefore, a Regulatory Flexibility
Analysis is not required. Pursuant to
section 7805(f) of the Internal Revenue
Code, this notice of proposed .
rulemaking will be submitted to the
Chief Counsel for Advocacy of the Small
Business Administration for comment
on its impact on small business.

Comments and Requests for a Public
Hearing

Before these proposed regulations are
adopted as final regulations,
consideration will be given to any
written comments (a signed original and
eight (8) copies) that are submitted
timely to the IRS. All comments will be
available for public inspection and
copying.

A public hearing may be scheduled if
requested in writing by a person that
timely submits written comments. If a
public hearing is scheduled, notice of
the date, time, and place for the hearing
will be published in.the Federal
Register.

Drafting Information

The principal author of these
regulations is Marjorie Hoffman, Office
of the Associate Chief Counsel,
(Employee Benefits and Exempt

Organizations), IRS. However, other
personnel from the IRS and Treasury
Department participated in their
development.

List of Subjects in 26 CFR Part 1

Income taxes, Reporting and
recordkeeping requirements.

Proposed Amendments to the
Regulations

Accordingly, 26 CFR part 1 is
proposed to be amended as follows:

PART 1—INCOME TAXES

Paragraph 1. The authority citation
for part 1 continues to read, in part, as
follows:

Authority: 26 U.S.C. 7805. * * *

Par. 2. Section 1.411(a)-11 is
amended by:

1. Revising paragraphs (c)(2) (ii) and
(iii).

2. Adding paragraphs (c)(2) (iv) and
(v) and (c)(8).

The revisions and additions read as
follows: -

§1.411(a)-11 Restriction and valuation of

distributions.

[The text of proposed paragraphs
(c)(2)(ii) through (c)(2)(v) and (c)(8) are
the same as the text of § 1.411(a)-11T
published elsewhere in this issue of the
Federal Register).

Par. 3. Section 1.417(e)-1 is amended
by:

1. Revising paragraph (b)(3).

2. Adding paragraph (b)(4).

The revision and addition read as
follows:

§1.417(e)-1 Restrictions and valuations of
distributions from plans subject to sections
401(a)(11) and 417.

[The text of proposed paragraphs (b) (3)
and (4) is the same as the text of
§1.417(e)-1T published elsewhere in
this issue of the Federal Register).
Margaret Milner Richardson,

Commissioner of Internal Revenue.

[FR Doc. 95-23264 Filed 9-15-95; 4:00 pm)]
BILLING CODE 4830-01-U

DEPARTMENT OF TRANSPORTATION
Coast Guard

33 CFR Part 166

[CGD 94-023]

Port Access Routes: Approaches to
Delaware Bay

AGENCY: Coast Guard, DOT.
ACTION: Notice of study results.

SUMMARY: The Coast Guard is publishing
the results of a port access route study
which evaluated the need for changes to
the traffic separation scheme and
precautionary area in the approaches to
Delaware Bay. The study concluded that
the eastern approach lanes of the traffic
separation scheme should be adjusted
and a two-way route for use by tug and
tow traffic should be established to
separate tug and tow traffic from large,
inbound vessel traffic. The study also
concluded that the precautionary area
needed to be reconfigured to exclude
shoal areas too shallow for deep draft
vessels. However, the existing
southeastern approach should remain as
presently configured.

FOR FURTHER INFORMATION CONTACT:
LCDR Tom Flynn, Project Officer, Fifth
Coast Guard District at (804) 398-6285,
or Margie G. Hegy, Project Manager,
Coast Guard Headquarters at (202) 267—
0415.

SUPPLEMENTARY INFORMATION: A report
on the study addressed in this notice is
available for inspection and copying at
the Marine Safety Council, U.S. Coast
Guard Headquarters, room 34086, 2100
Second Street SW., Washington, DC
20593-0001, or at the Fifth Coast Guard
District office, room 509, 431 Crawford
Street, Portsmouth, VA 23704-5004,
between the hours of 8 a.m. and 3:30
p.m., Monday through Friday, except
holidays.

The Study

The Coast Guard has concluded its
study of the vessel traffic separation
scheme (TSS) and the precautionary
area in the approaches to Delaware Bay
which was announced in a notice
published in the Federal Register on
March 22, 1994 (59 FR 14126). The TSS
is an internationally recognized routing
measure intended to minimize the risk
of collision by separating vessels into
separate, opposing lanes of traffic. It
consists of two parts and a
precautionary area. The first part, or
eastern.approach, consists of westbound
and eastbound traffic lanes, and a
separation zone. The second part, or
southeastern approach, consists of
north-westbound and south-eastbound
traffic lanes, and a separation zone.

Public Comments

The port access route study was
opened primarily because of concerns,
expressed by the Mariners Advisory
Committee for the Bay and River
Delaware, about near misses between
deep-draft vessels and tugs with tows at
Delaware Bay Entrance. Comments were
received from vessel operators using the
area, the Departments of Army,
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Commerce, and Navy, and the
Philadelphia Regional Port Authority.

The Coast Guard met with
‘epresentatives of the Mariner’s
Advisory Committee for the Bay and
River Delaware, the Pilots’ Association
for the Bay and River Delaware, and tug
masters for Maritrans Towing on
January 19, 1995, in Philadelphia, PA,
to discuss the results of the study. They
agreed that the proposed changes were
needed and.would improve the safety
and efficiency of navigation at the
Delaware Bay entrance.

Additionally, the Coast Guard
discussed the results of the study at the
regular meeting of the Mariner’s
Advisory Committee for the Bay and
River Delaware held on March 9, 1995.
The Committee agreed with the
recommendations in this notice.

Findings and Conclusions

(a) Outbound tugs with tows routinely
depart from Brandywine Channel, head
on a southeasterly course past Delaware
Bay Entrance Channel Lighted Buoy 8,
and, in the vicinity of Delaware Bay
Entrance Lighted Buoy 6, change course
to a northeasterly heading. This course
change occurs within the current
precautionary area near the pilot area
and frequently confuses operators of
inbound, deep-draft vessels. Operators

ot familiar with the local towing
oractices are placed in what initially
appears to be a crossing situation, then
appears to be a collision situation, and
then again appears to be a crossing
situation. These situations occur before
a pilot boards the vessel. The master of
the inbound vessel must determine
what options apply as the situation
appears to change, while entering
unfamiliar pilotage waters.

(b) The current configuration of the
precautionary area includes numerous
shodl areas to the morth and east of the
channel marked f~----- v i
vessels. These
well marked v
recreational, s
use these shos
navigational o

these shoals ir i v TTH &
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arrivals in 1994, wnich is an increase of

100 vessels over 1993. A trend for larger

“apacity vessels calling on the ports of
s Delaware Bay and River is expected.
(d) The COE's Philadelphia Harbor to

the Sea 45-Foot Channel Project,

scheduled to begin in fiscal year 1997
and be complete in 2003, will allow
access to the Delaware Bay and River by
larger, deeper-draft, bulk and
containerized, cargo vessels. Traffic
projections indicate that an increase in
the number of vessels entering and
departing the Delaware Bay can be
expected. The recommended changes to
the TSS would allow for safer and more
efficient navigation by all vessel traffic.

(e) The Delaware River Port Authority
has implemented new marketing
strategies to attract new customers to the
region. This should result in an increase
in traffic.

(f) There were 1,015 tug and tow
transits of this area in 1994. Tug and
tow traffic departing Delaware Bay and
bound for New York, Boston, and other
northeast ports tends to hug the deeper
water south and east of the shoals
located off Cape May, New Jersey. The
eastbound track of the traditional tug
route runs parallel with the westbound
lane of the eastern approach (Five
Fathom Bank to Cape Henlopen Traffic
Lane) of the TSS. There have been
several near misses and at least one

collision (T/V FAITH I (BH)) between an

inbound deep-draft vessel and a
departing tug with tow. That collision
resulted in a discharge of approximately
150,000 gallons of unleaded gasoline. A
contributing factor was the position of
Delaware Bay North Approach Lighted
Bell Buoy 2 (LL 1475), which marks a
shallow spot with a depth of 37 feet.
This buoy is located in the middle of the
western terminus of the Five Fathom
Bank to Cape Henlopen Traffic Lane.
The northern boundary of this lane, in
conjunction with the position of
Delaware Bay North Approach Lighted
Bell Buoy 2 (LL 1475), is often
confusing to inbound traffic. The buoy
is red and, thus, intended to be passed
to starboard by inbound vessels.
However, due to the present location of
the charted boundary line, inbound
vessels often mistake the buoy for a safe
water buoy. This confusing situation
could be eliminated by rotating the west
end of the northern boundary of the TSS
clockwise to the position of Delaware
Bay North Approach Lighted Bell Buoy
2 (LL 1475) which would serve to better
separate tug and tow traffic from
inbound seagoing vessels.

(g) During the course of this study,
NOAA'’s National Ocean Service (NOS)
conducted hydrographic surveys which
included the area bound by the eastern
approach, portions of the precautionary
area, and portions of the southeastern
approach. Results of the surveys have
been incorporated into the most recent
editions of the charts serving the
Delaware Bay entrance. Formerly

charted obstructions were investigated
and were either proven to exist or
disproved. New obstructions were
investigated and charted if proven to be
classified as a hazard or obstruction to
navigation.

Recommendations

(1) The two lanes and the separation
zone of the southeastern approach
should remain unchanged.

(2) The western terminus of the
eastern approach of the TSS where it
joins the Precautionary area should be
relocated as follows:

Part I: Eastern approach

(a) A separation zone bounded by a
line connecting the following
geographical positions:

Latitude Longitude

38°46'18” N 74°3427" W
38°46°20” N- 74°55'45"” W
38°47°27” N 74°55'45” W
38°47°21” N 74°34'30" W

(b) A traffic lane for westbound traffic
between the separation zone and a line
connecting the following geographical
positions:

-

° Latitude Longitude
38°48'19” N 74°55'18” W
38°49'40” N 74°36'45” W

(c) A traffic lane for eastbound traffic
between the separation zone and a line
connecting the following geographical
positions:

Latitude Longitude
38°45'27" N 74°56'12” W
38°44'27" N 74°34'21" W

(3) The boundaries of the
precautionary area should be
reconfigured as follows: From 38°42.8’
N, 74°58.9" W; thence northerly by an
arc of eight nautical miles centered at
38°48.9' N, 75°05.6" W to 38°47'27” N,
74°55'18” W; thence westerly to
38°47'30” N, 75°01'48” W; thence
northerly to 38°50745” N, 75°03'24"” W;
thence northeasterly to 38°51'16” N,
75°02'50” W; thence northerly to
38°5212" N, 75°01’48” W thence
westerly by an arc of 6.8 nautical miles
centered at 38°48.9' N, 75°05.6’ W to
38°55'55" N, 75°05’48” W; thence
southwesterly to 38°54’00” N, 75°08’00”
W; thence southerly to 38°42.8" N,
74°58.9' W. Reconfiguring the
precautionary area would remove areas
that cannot be used by deep-draft
vessels due to the naturally available
water depths and more accurately
reflects to the mariner where precaution
should be exercised.

(4) Two-way traffic route should be
established to better separate tug and
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tow traffic from inbound large-vessel
traffic in the eastern approach. The two-
way traffic route should be bounded on
the west and south by a line connecting
the following geographical positions:

Latitude Longitude

38°50'45” N 75°03°24" W
38°4730” N 75°01'48" W
38°48'19” N 74°55'18" W
38°50’12“ N 74°49'44" W
39°0000” N 74°40'14" W

and, bounded on the east and north by
a line connecting the following
geographical positions:

Latitude Longitude

30°00°00” N 74°41'00" W
38°50°29” N 74°50'18” W
38°48'48” N 74°55'15” W
38°48°20” N 74°59'18" W
38°49°06” N 75°01°39" W
38°51'16” N - 75°02'50" W

(5) The sound signals on all buoys
marking the TSS should be removed.

Datum: NAD 83. '

The Coast Guard will initiate
rulemaking and seek IMO approval to

. reconfigure the eastern approach and

the precautionary area and establish a
two-way traffic route recommended for
use by tug and tow traffic available to

all vessels with a draft that enables them
to operate safely.

Dated: September 15, 1995.
Rudy K. Peschel,

Rear Admiral, U.S. Coast Guard Chief, Office
of Navigation Safety and Waterway Services.

[FR Doc. 95-23519 Filed 9-21-95; 8:45 am)
BILLING CODE 4910-14—M

ENVIRONMENTAL PROTECTION
AGENCY

40 CFR Parts 260, 264, and 265
[FRL-5301-3]

Hazardous Waste Management
System; Testing and Monitoring
Activities; Extension of Comment
Period

AGENCY: Environmental Protection
Agency.

ACTION: Proposed rule; extension of
comment period.

SUMMARY: The Environmental Protection
Agency (EPA or Agency) is extending
the comment period for the proposed
rule (Update III of SW~846) that adds,
revises, and deletes testing methods
from SW-846 and from certain
regulations for complying with the
requirements of subtitle C of the
Resource Conservation and Recovery
Act (RCRA) of 1876. The Proposed rule

appeared in the Federal Register on July
25, 1995 (see 60 FR 37974). The
extension of the comment period is
needed because of packaging and
shipping problems with the Proposed
Update IIl document. The Government
Printing Office plans to distribute new
packages to those subscribers whose
packages were damaged or lost. This
extension will allow commenters an
opportunity to review the Proposed
Update III package and supply their
comments to the Agency.

DATES: EPA will accept public
comments on this proposed decision
must be submitted on or before
December 21, 1995.

ADDRESSES: The public should submit
an original and two copies of their
comments on this proposed rule to the
Docket Clerk (0S-305), U.S.
Environmental Protection Agency, 401
M Street SW., Washington, DC 20460.
The official record for this rulemaking
(Docket No. F~95~-WT3P-FFFFF) is
located at the above address in Room
M-2616, and is available for viewing
from 9 a.m. to 4 p.m., Monday through
Friday, excluding Federal holidays. The
public must request material from the
RCRA Docket, or they may make an
appointment to review docket materials
by calling (202) 260-9327. The public
may copy a maximum of 100 pages of
material from any one regulatory docket
at no cost; additional copies cost $0.15
per page.

Copies of the Third Edition of SW—
846, as amended by Updates I, II, 1A,
and IIB, and the proposed Update III are
part of the official docket for this
rulemaking, and also are available from
the Superintendent of Documents,
Government Printing Office (GPO),
Washington, DC 20402, (202) 512-1800.
The GPO document number is 955-001—
00000~-1. Copies of the Third Edition
and its updates are also available from
the National Technical Information
Service (NTIS), 5285 Port Royal Road,
Springfield, VA 22161, (703) 487-4650.
FOR FURTHER INFORMATION CONTACT: For
general information contact the RCRA
Hotline at (800) 424-9346 (toll free) or
call (703) 920-9810; or, for hearing
impaired, call TDD (800) 553—7672. For
technical information, contact Kim
Kirkland, Office of Solid Waste (5304},
U.S. Environmental Protection Agency,
401 M Street SW., Washington, DC
20460, (202) 260-4761.

SUPPLEMENTARY INFORMATION:

Background Summary

On July 24, 1995, EPA proposed to
revise certain testing methods used in
complying with the requirements of
subtitle C of the Resource Conservation

and Recovery Act (RCRA) of 1976, as
amended. EPA also proposed to add
several new testing methods that may be
used in complying with the
requirements of subtitle C of RCRA.
These new and revised methods,
designated as Update III, were proposed
to be added to the Third Edition of the
EPA-approved test methods manual
‘“Test Methods for Evaluating Solid
Waste, Physical/Chemical Methods,”
EPA Publication SW—846. In addition,
EPA proposed to delete several obsolete
methods from SW-846 and the RCRA
regulations. The comment period was to
end on September 25, 1995. However,
due to problems involving the
distribution of the Proposed Update III
package, the Agency has decided to
extend the comment period to December
21, 1995.

Dated: September 15, 1995.
Elizabeth A. Cotsworth,
Acting Director, Office of Solid Waste.
[FR Doc. 95-23573 Filed 9-21-95; 8:45 am)
BILLING CODE 6560-50-P

40 CFR Part 281

[FRL-5299-2]

Montana; Final Approval of State
Underground Storage Tank Program

AGENCY: Environmental Protection
Agency.

ACTION: Notice of Tentative
Determination on Application of State
of Montana for Final Approval, Public
Hearing and Public Comment Period.

SUMMARY: The State of Montana has
applied for final approval of its
underground storage tank program
under Subtitle I of the Resource
Conservation and Recovery Act (RCRA).
The Environmental Protection Agency
(EPA) has reviewed the Montana
application and has made the tentative
decision that Montana’s underground
storage tank (UST) program satisfies all
of the requirements necessary to qualify
for final approval. otably, the State of
Montana’s statute authorizes the
issuance of regulations that are broader
in scope than the Federal regulations.
EPA intends to grant final approval to
the State to operate its program in lien
of the Federal program. The State of
Montana's application for final approval
is available for public review and
comment.

DATES: All comments on Montana’s final
approval application must be received
by the close of business on October 23,
1995. The public hearing is tentatively
scheduled for November 13, 1995.
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