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States/BC Oil Spill Task Force

This is a status on the West Coast Offshore Vessel Traffic Risk Management Analysis, a subcommittee project of States/British Columbia Oil Spill Task Force, which the U.S. Coast Guard’s Pacific Area Marine Safety Division (Pm) is involved with.

This is a project workgroup that includes representatives from US and Canadian Coast Guard Services, US and Canadian Navies, NOAA, the Institute of Ocean Sciences, and many US and Canadian port delegates representing shipping, towing, associated business and conservation interests.  Over the past year, the workgroup has collected data and begun analysis of grounding risks (risk being defined as the product of probability and consequence) to offshore vessel traffic from Cook Inlet, Alaska to San Diego, California.  The project focused on existing vessel routing measures, current vessel traffic volume and patterns, historical marine casualty records, Assist Vessel availability, coastal sensitivity, and weather.  The workgroup is presently continuing to evaluate the data on these studies and implementing a risk assessment matrix to show “most probable” and “worst-case” ship drift and vessel response example scenarios. The workgroup plans to develop a list of potential actions for any gaps that may exist in what is current and what is optimal offshore vessel traffic management.  They will analyze any additional risk reduction measures that are developed, the effectiveness and cost - benefit ratio of those measures, and produce recommendations to the States/BC Oil Spill Task Force by summer of 2001.  For further information, you can visit the States/BC Oil Spill Task Force website at: www.env.gov.bc.ca/eeeb/taskforc/tfhome.htm.  

POC: Patricia Springer at (510)437-2951

Legislative Change Proposal for

VTS Los Angeles/Long Beach
Legislative Change Proposal for VTS Los Angeles/Long Beach The Coast Guard - Marine Exchange Los Angeles/Long Beach partnership has been in place since 1987 when the Coast Guard granted a license to the Marine Exchange to operate a Vessel Traffic Information System (VTIS) at Fort MacArthur.  A Legislative Change Proposal (LCP) has been requested of G-M to extend this partnership authorization for the public/private ventures that operate the VTIS and Marine Exchange. VTIS LA/LB currently operates under an ad-hoc combination of Captain of the Port authority and authority granted to the Marine Exchange by the State of California, and uses Coast Guard Facilities on a 5-yr renewable basis.  The first function of this LCP is to solidify the long term sharing of personnel, equipment, and facilities at VTIS LA/LB.

Concurrently, there is a Notice of Proposed Rulemaking being drafted to establish VTIS LA/LB formally as a federally run Vessel Traffic Service in the national regulation program.  Putting VTIS LA/LB in the national VTS system would give it the official authority and enforcement capabilities of managing the port under the Ports and Waterways Safety Act. The second purpose of this LCP is to address all aspects of public/private VTS partnerships and not solely issues particular to VTIS LA/LB in order to improve maritime safety in all of our nation’s ports. 

POC: Patricia Springer at (510)437-2951

Risk Principles to Practice in Managing the Chesapeake Bay MTS: An Activities Baltimore Best Practice (pari)
Since the development of the first "M" Business Plan in 1994, and the shift towards risk-based management (RBM), Captains of the Port have wrestled with the complexities of applying RBM principles into everyday practices.  While significant strides have been made in this regard, most notably the publishing of G-M's Risk-Based Decision-Making Guide, and commendable efforts by LA/LB, MSO Jacksonville and others, there exists a need for many to further simplify and merge these efforts in a relevant, practical tool for managing daily operations.

PARI is an SWSIII-based tool designed to gauge the risk state so appropriate and effective risk reduction measures can be implemented.  It is a modified risk model first employed during the Y2K turnover--a hybrid LA/LB risk assessment tool with refinements derived from the afloat community (CGC ELM bridge assessments) during our 1999-2000 ice season, and a new Activities Baltimore risk mitigation component.  This two-part "risk assessment/management" feature ranks relative risk both before and after CG mitigation, enabling units to apply daily efforts to areas of greatest benefit. Yet perhaps the most admirable trait of the tool, as reported by unit watchstanders, is the relative ease in function.

HOW IT WORKS:

(1) Risk Assessment: Every morning, watchstanders indicate, on a pre-formatted electronic spreadsheet, whether certain port activities are planned in one of four major categories:

· MTS infrastructure: Includes ATON discrepancies, obstructions, bridge closures etc,

· Operating Environment: Includes Forecasted wind, visibility, and sea state, THREATCON.

· Waterway Traffic: Includes deadship tows, Special Interest Vessels, marine events, deep-draft transits/Letters of Deviation, High Capacity Passenger Vessels, anchorage density, dredging, etc.

· Shoreside Ops: Includes explosive loadouts, vessel hotwork, passenger terminal ops, etc.

The system automatically assigns values to the activities, thereby forming the RISK ASSESSMENT component.

(2) Risk Management: Watchstanders then indicate which CG activities are planned (i.e., supervision of explosive load, harbor patrols, broadcast notice to mariners, etc.)  The system automatically adjusts values to form the RISK MANAGEMENT component.

(3) Brief / Realignment: Lastly, watchstanders print a corresponding graph for the value for both assessment and mitigation and present it at the morning Operations brief for discussion and possible reassignment of CG efforts to further minimize risk.  At Activities Baltimore, with the assistance of TISCOM, efforts are underway to post the results on a start screen of the SWS III so all personnel, ATON Units and Stations better understand the impact of their contributions to managing the geographically and ecologically diverse Chesapeake Bay Marine Transportation System.

For additional information, please call the Assistant Chief, Ops-Prevention Division, Lieutenant Todd Offutt, at (410) 576-2619.
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Emergency Traffic Management

On June 8, 2000, Marine Safety Office (MSO) Boston responded to a #6 fuel oil spill from the Tank Vessel POSAVINA, docked at the Tosco Oil Terminal on the Chelsea River in East Boston, MA.  The incident occurred at 8:40 a.m. on Thursday, June 8, 2000 when the tugboat ALEX C pierced the port fuel tank of the POSAVINA.  The ship was quickly ballasted to starboard to prevent further discharge and the entire Chelsea River was boomed off to contain the oil within the first hour.  Over 59,000 gallons of oil polluted the water, making the spill the largest in Boston’s history.

In addition to the obvious clean-up and environmental concerns, was a growing waterway dilemma.  The spill 

site, on the Chelsea River, is a critical element to the local
T/V POSAVINA rests amidst containment boom during cleanup efforts

Marine Transportation System (MTS).  The river is very narrow and is roughly two miles long.  Under the best conditions, the river only permits one way vessel traffic.  Additionally, the river’s banks are home to several oil facilities, which provide up to 70% of New England’s energy.  The spill and its clean-up activities created a choke point, shutting the river down.  The emergent closure prevented daily ship and barge deliveries.  During the first two days, tank vessels began stacking up in anchorage areas.  By the third day, vendors were feeling the pinch.  Among the affected facilities was Tosco, where the spill actually occurred.  Tosco provides direct jet fuel pipeline service to Logan International Airport, New England’s largest air hub.  The spill related delays began to strain the airport’s four to seven day emergency fuel supply.  Very credible and serious concerns regarding international and domestic air travel delays from the airport were starting to be discussed.

Realizing the importance of MTS, the Captain of the Port charged a working group of Coast Guard, facility operators, pilots, and ships’ agents to devise an emergency vessel traffic management plan.  The plan maximized use of the restricted channel, prioritized facilities’ inventory urgency, and kept traffic moving safely without interrupting vital clean-up operations.  While the traffic management team succeeded in relieving the significant tank vessel traffic congestion, the event showcased the importance of the waterway and its fragility within the local MTS.  After only four days of channel closures, facilities were reporting critical inventory shortages including complete voids of certain products, such as unleaded gasoline and diesel fuel.

A successful clean-up can be achieved while still facilitating commerce.  Responders must be mindful that without proper traffic management during a spill, cargo deliveries could suffer as well as raise port risk with overcrowded anchorages of waiting vessels.  Risk continues with surge traffic once restricted waterways are re-opened.  Moreover, astronomical vessel demurrage costs associated with vessel slow-downs or delays will be reduced or even eliminated.  Effective use of the Incident Command System, coupled with referent alliances built through regular stakeholder interaction at Port Operators’ Group meetings, Harbor Safety Committee meetings, and other industry/Coast Guard partnerships, grease the skids when the chips are down.

MSOs should incorporate their waterways management staff into the Incident Command System’s Planning Section to meet spill related waterway conflicts head on.  Empower your local stakeholders to be part of the solution.  Invite their expertise, concerns, and support to best use the waterway in emergencies.  Early waterway management conflict resolution will keep your local MTS productive without compromising clean-up effectiveness.  While an unfortunate incident, weather conditions, the confined area of the spill, quick response of local organizations, and proactive traffic management combined to give the POSAVINA operation a near record-breaking clean-up with an 89% product recovery rate.  Much of the POSAVINA clean-up and traffic management success was earned through many years of daily interaction and fostering true partnerships with industry…routinely use your local Harbor Safety Committees and the results during an emergency will follow!

LT Brian J. Downey Jr., Chief, Port Operations, MSO Boston

TECHNOLOGY AND VISIBILITY: A Coast Guard view.

The U. S. Coast Guard Captain of the Port (COTP), in Portland, Maine clarifies the appropriate use of navigation technology and marine system information to evaluate a potential ship movement, and affirms the authority of the ship's master regarding vessel movement decisions.
There has been recent discussion in Portland, Maine among the U. S. Coast Guard Captain of the Port (COTP), the municipal waterfront director and the Harbor Commissioner regarding technological advances and how they may enhance ship movements.  A question that arose is with all of the technological advancements in shipboard navigation equipment, doesn't this essentially "increase" a mariner's visibility and how does this pertain to the COTP recommendation in U.S. Coast Pilot #1 regarding minimum visibility requirements for deep draft vessels transiting Portland Harbor, Maine.  In the Coast Pilot, the COTP advises that the minimum visibility requirements for transits be at least 1/2 mile in the outer harbor and at least 1/4 mile in the inner harbor,.  For the purposes of navigation, visibility is the distance that can be seen with the eye, irrespective of any assistance from electronic aids.

While the above Coast Pilot guidance is a recommendation, the current "Rules of the Road", specifically Rule 6 regarding Safe Speed, has visibility adequately covered.  Rule 6 lists six factors to be considered by vessels regarding speed.  In addition, the rule lists another 6 factors to be taken into account by vessels equipped with radar, with one of the factors being that the mariner knows the radar's limitations.  The detail of Rule 6, combined with some of the Commandant's opinions from past Suspension and Revocation cases, suggests that radar does not increase the visibility under “the Rules of the Road” nor does it lessen, in any way, the obligation to comply with the Rules. The decisions on appeal support a "heavier burden to avoid collision" on vessels equipped with radar.

Vessel movement decisions are made by licensed operators and vessel Masters with advice from licensed Docking Pilots and Bar Pilots who consider numerous factors, while applying experience and judgment gathered over maritime careers, to make prudent vessel movement decisions.  It may be common for an underway vessel to navigate into a severely restricted visibility situation, with the Master, Pilot and crew using their full set of navigation faculties at hand including, both personnel and equipment, to safely navigate.  However, it is quite a different scenario for the vessel’s Master to put the vessel into that situation from a moored condition.  Mariners deciding to not get a moored vessel underway or to safely "hold to" in severely restricted visibility, a temporary condition, should expect to be supported.

Some quotes from the Commandant's opinions on past Suspension and Revocation cases are offered for amplification:

A ship navigating in a fog and equipped with radar is required to avail itself of information afforded by such instrument, and there is consequently an added responsibility on such vessel to employ this information to avoid collision.  Appeal Decision 866 (MAPP).

The International Conference for the Safety of Life at Sea, London, 1948, recommended that Masters be informed that the possession of radar would not, in any way, relieve them from their obligations to observe strictly the International Rules for preventing collisions at sea.  ...This may also apply to the Inland Rules. Appeal Decision 866 (MAPP).

Although public necessity may justify operation of a ferryboat in dense fog, she must navigate prudently and comply with the rules applicable under such conditions.  The City of Lowell (C.C.A. 2, 1907, 152 Fed. 593, Appeal Decision 866 (MAPP).

The realistic approach to the subject of navigating dense fog with the help of radar is that a heavier burden to avoid collision is placed upon the user of this aid to navigation; such a person must comply fully with the rules of navigation in the fog; and he must not assume that he still knows the location of a radar "target" after it has been lost at close range.  Appeal Decision 866 (MAPP).

A vessel is under obligation to observe the rule to sound fog signals not only when she is actually enveloped in a fog, but also when she is so near the fog that is necessary that her position be known to any other vessel which might happen to be within the fog.  (The Perkiomen (D.C. MASS., 1886), Appeal Decision 595 (GODFREY).

As in the case of fog signals, the lookout should be posted before the ship enters a fog bank, which she is approaching.  (The Wyomissing (CCA3, 1934), 72 F.2d 834.  And the presence of radar aboard will not excuse the posting of proper lookouts because radar is not infallible and it cannot hear.  Appeal Decision 595 (GODFREY).

With visibility near zero... .  No lookout was posted... .  The M/V...was equipped with operational radar, but the high bank along the shoreline resulted in false echoes making it difficult to distinguish the shoreline and barges.  Appeal Decision 2419 (MURPHY).

In an attempt to rebut the presumption, Appellant argues that the fog arose so quickly and was so dense that the accident was inevitable.  In addressing this issue, the Commandant has stated:  An accident is said to be "inevitable" not merely when caused by vis major or the Act of God, but also when all precautions reasonably to be required have been taken and the accidents has occurred notwithstanding.  Gilmore and Black, The Law of Admiralty, 2nd Edition, p. 486, Appeal Decision 2217 (QUINN).

Appellant proceeded in an area where radar was of little or no assistance, under conditions where visibility was near zero, and did so without posting a lookout on the tow.  Appeal Decision 2419 (MURPHY).

While it may not be clear from the above excerpts, in each of the cases above, the mariner either 1) failed to use all available means to ascertain a vessel's position or 2) did not comply with the Rules of the Road.  While many involved in an incident will often claim it was "inevitable", it (an incident) is only inevitable after all the right things have been done to prevent it and the incident still happens.  We rarely, if ever, see such situations.

It is important to reemphasize that any electronic navigation technology is just one of the many factors that should be taken into account when evaluating the situation.  There must be a systematic approach in evaluating the suitability of any given ship movement.  This evaluation is specific to the ship and the port.

LT Andrew Wood, MSO Portland, 207-780-3076

A MPO Harbor Safety Committee

At the Head of the Great Lakes in the port of Duluth-Superior you will find a Harbor Safety Committee called the Harbor Technical Advisory Committee (HTAC).  It is a subcommittee of the local Metropolitan Planning Organization (MPO) for the Duluth-Superior area, and it has access to something all Harbor Safety Committees need—money.

The HTAC is part of the transportation-planning picture for the Duluth-Superior metropolitan area.  It is well formed with 30 voting members made up of representatives from city, state, and federal agencies, citizen action groups and industry.   HTAC is organized by a set of by-laws and is focused on two major documents: a comprehensive port development plan and a landside port access study.  In the port development plan, one can find the port’s dredging plan, which prioritizes dredge sites and addresses several long-range disposal options.  In the landside port access study, freight movement by rail and truck routes are addressed giving the HTAC a true intermodal view of issues relevant to the harbor. 

By having the HTAC associated with the MPO its projects have access to federal, state, and city funding.  MPOs are regional planning councils that decide the lion’s share of the $217 billion in federal highway, bridge, and public transit monies flowing into the communities from the TEA-21 (Transportation Equity Act for the 21st Century) bill.  The MPO provides staffing services and an annual budget of $33,000/year to the HTAC: to identify and pursue opportunities involving water resource planning, maritime industry needs, and pollution prevention.  By matching the Coast Guard’s Marine Transportation Systems goals with MPO projects and funding—true intermodal planning success will result. 

POC: LT Randall Wagner, MSO Duluth, (218) 720-5286

A Regional Approach to Managing the Great Lakes Marine Transportation System

I.
An Overview of the Great Lakes Marine Transportation System

The Great Lakes Marine Transportation System (MTS) provides a clear example of the importance of maritime infrastructure and presents many of the pressing issues prompting the Commandant's Waterways Management Program.  Both the domestic "laker" fleets of the U.S. and Canada and the 3rd party foreign "salties" which connect major internal cities of the U.S. to the world through the St. Lawrence Seaway, are critical to maintaining the competitiveness of the U.S. industrial heartland.  The Great Lakes MTS is a vital link for moving goods between the heartland of North America and the international markets.  Some key benefits and issues about the Great Lakes system:

· The Great Lakes system carries nearly 200 million net tons of domestic and foreign cargo per year and is the home of 14 of the nation’s top 100 ports in terms of tonnage moved.  

· Cruise ships from Europe are once again visiting Great Lakes’ ports, bringing in hundreds of passengers to the region’s cities.  In fact, one company has their vessel completely booked for the next three years, and they anticipate building more ships for the Great Lakes.

· Shipping contributes greatly to the economies of all Great Lakes states and provinces providing billions of dollars worth of cargo that produces millions of dollars of tax revenue.  Shipping on the Great Lakes system supports directly and indirectly hundreds of thousands of jobs.  

· The Great Lakes serves the owners of an estimated 4 million registered U.S. recreational boats.  It is estimated that recreational boating contributes several billion dollars to the region annually.

· The current shipping growth on the Great Lakes is not significantly increasing compared to the 20% to 30% growth rate experienced by the U.S. coastal ports and on the Ohio and Mississippi river system.  

· The United States controls only 6 of the 20 locks on the Great Lakes/St. Lawrence Seaway system Canada operates the 14 other locks.  

· 52 million metric tons of cargo, mostly grain, coal, steel and other bulk cargo passed through the St. Lawrence seaway during the 1999 navigation season, representing a cargo value of $7.5 billion.

· Most commercial cargo on the Great Lakes is carried in bulk not in containers, as is the worldwide trade where containers can be easily transferred to rail or trucks.  There is very little container traffic on the Great Lakes.  

· Most regions of the Great Lakes system can only support a 10 month navigation season, most other waterway regions in the nation support year round navigation similar to rail and truck transportation systems. 

· Ship sizes are restricted to a beam of 78 feet, a draft of 26.25 feet and a length of 740 feet by the St. Lawrence Seaway, this means about 60% of the world fleet of commercial ocean going vessels are too large for the seaway.  The worldwide trend is for even larger ships.

· Ship sizes through the locks at Sault Ste Marie are restricted to a beam of 105 feet, a draft of 27 feet and a length of 1000 feet.

II.
The Challenges Facing the Great Lakes Marine Transportation System

The Great Lakes Basin with more than 100,000 square miles of navigable water and 10,579 miles of shoreline anchors an important and growing marine and recreational industry.  While the Great Lakes’ MTS is relatively strong there are challenges ahead that must be overcome to ensure it provides an economically valuable and environmentally safe means of transportation into the next century.  Some of the challenges ahead:

· NO REGIONAL WATERWAYS MANAGEMENT VISION OR STRATEGY:  There is no unified vision of how our regional Great Lakes MTS should optimally be used to facilitate commerce.  Without a clear vision we may perpetuate a system that is inefficient and unable to take advantage of opportunities for growth.  

· SYSTEM CONGESTION:  In the next 20 years the volume of domestic and international trade is expected to double nationally and recreational boating is expected to grow by 65%.  How does the national picture affect the Great Lakes?

· AGING PHYSICAL MTS INFRASTRUCTURE:  As the Great Lakes infrastructure ages, its economic effectiveness and competitiveness is reduced.  For example, the St. Lawrence Seaway locks are 42 years old, the newest lock at Sault Ste. Marie is already 33 years old, and the Coast Guard ice breaker “Mackinaw” is 57 years old.  If not modernized, the Great Lakes may not compete successfully for the increase in trade forecast for the rest of the country.

· INCREASED COMPETITION FOR WATERFRONT LAND: Many cities may develop their waterfronts without addressing traditional maritime and industrial uses; rather they will focus on recreational, tourist and residential related uses. 

· POOR INTERMODAL CONNECTIONS:  Land-side access is a major challenge that most U.S. ports are facing.  Connections between the transportation modes are often the weakest link in our region’s transportation system.  Many of our ports are located in large metropolitan areas where truck and rail traffic competes with commuters on crowded highways.  Inefficiencies at any point in the system can disrupt the total system.

III.
The Great Lakes Regional Waterways Management Forum
To address the most pressing MTS issues in the Great Lakes region the “Great Lakes Regional Waterways Management Forum” was established on March 12th 1999 to identify and resolve regional waterways management issues on the Great Lakes.  This body specifically reviews issues that cross multiple jurisdictional zones and/or involve international issues.  The Forum focuses on developing operational solutions that improve the use and effectiveness of the Great Lakes for all.   The Forum does not address operational issues that are best resolved at the port level.  The Forum meets publicly at least twice a year to assess the Great Lakes region, prioritize areas of concern and identify issues for resolution.  The Forum is a first in the nation for two reasons:  it is the first waterways management group formed to address an entire regional waterway and it is the first group formed to address international waterway issues.  The Forum’s goal is to focus on developing operational solutions that improve the use and effectiveness of the Great Lakes for all users.  

IV.
Forum Membership

Chairpersons:

· Rear Admiral James D. Hull, Commander, Ninth Coast Guard District

· Brigadier General Robert H. Griffin, Commander, Army Corps of Engineers Great Lakes and Ohio River Division

· Mr. Phil Nelson, Regional Director, Transport Canada Marine Safety

· Mr. Charles Gadula, Director, Central and Arctic Region, Canadian Coast Guard

Members:

· Captain John Greenway, Canadian Shipowners Association

· Mr. George Ryan, Lake Carriers’ Association

· Mr. Davis Helberg, Great Lakes Ports Association

· Mr. Al Ames, U. S. Maritime Administration

· Captain Randy Helland, Ninth U.S. Coast Guard District 

· Captain Kurt Carlson, Ninth U.S. Coast Guard District

· Mr. Jerome Popiel, Great Lakes Towing

· Mr. Steve Thorp, Great Lakes Commission

· Captain David Wilder, NOAA

· Mr. John Baker, International Longshoremen’s Association

· Mr. Jeff Hoedt, Ohio Department of Natural Resources, 

· Ms. Helen Brohl, Great Lakes Shipping Association

· Mr. Richard Puriton, Passenger Vessel Association

· Mr. Guy Veronneau, St. Lawrence Seaway Management Corporation

· Ms. Emily Green, Sierra Club 

· Mr. Rolf Tinge, Great Lakes recreational boaters representative 

· Colonel Mark Roncoli, Army Corps of Engineers Great Lakes Division

· Mr. Sal Pisani, St. Lawrence Seaway Development Corporation 

· Captain Phil Knetchel, U.S. Great Lakes Pilots

· Captain Mike Pratt, Corporation of Professional Great Lakes Pilots (Canadian) 

· Captain Ivan Lantz, Shipping Federation of Canada 

· Robert Gasior, International Ship Masters’ Association 

V.
Forum Subcommittees and Work Groups

The Forum established five subcommittees to address the issues they felt needed resolution.  The Subcommittees and their accomplishments to date are:

· The “Outreach Subcommittee” was formed to increase the awareness of the public of the importance of the Great Lakes to our region.  To accomplish their goal, this Subcommittee created an outstanding “outreach” document - “The Great Lakes - A Waterways Management Challenge”, that is designed to raise the level of awareness of the economic, environmental and recreational importance of the Great Lakes.  Over 40,000 copies of this document have been printed this year for distribution.
· The “Communications Subcommittee” was formed to improve communications between Forum members and to enhance the exchange of marine related operational information within the region.  To accomplish their goal, this Subcommittee has recommended the creation of a “real time” Internet site that will emphasize maritime operations, and will also include links to other useful sites.  The Subcommittee has gained the approval of the St. Lawrence Seaway Development Corporation and the St. Lawrence Seaway Management Corporation to create a real time Internet sites.  The Seaway agencies have contracted with a website architect to build and test a real time Internet site.  If the project is successful it should be ready for use in early 2002.

· The “Advanced Technology for Navigation and Safety Subcommittee” was formed to evaluate the potential use of Automated Information Systems (AIS) within the Great Lakes and St. Lawrence Seaway System.  Presently, the Subcommittee is working to ensure that the specific frequencies that are necessary can be allocated for AIS.  Another objective is to ensure commonality by using universal AIS transponders that will be compatible throughout the Great Lakes.  Eventually both government owned and commercial vessels will be utilized for this evaluation.  The goal is to ultimately create a seamless system for the mariner from Montreal to Duluth.

· The “Cruise Ship Subcommittee” was established to look bi-nationally at ways to increase the efficiency of the various agencies who regulate foreign cruise ship operations and to reduce administrative and operational work loads experienced by foreign passenger vessels visiting Great Lakes port cities in the U.S. and Canada.  

· The “Ballast Water Subcommittee” was established to harmonize the U.S. and Canadian ballast water exchange regimes on the Great Lakes.  Additionally, this Subcommittee will provide operational recommendations to both the Great Lakes Panel on Aquatic Nuisance Species (ANS) and the Canadian Marine Advisory Council on issues of ANS control from ballast water.   

In addition to the three subcommittees, three smaller groups were formed to quickly address a few key operational concerns on the Great Lakes.  Their accomplishments follow:

· The “Cargo Residue Group” was formed to develop a suitable means to ensure commercial vessels were complying with cargo residue discharge laws on the Great Lakes.  The Group created a procedure to record all cargo residue discharge operations in the ship’s log.  U.S. and Canadian domestic shippers and all international shippers that operate on the Great Lakes adopted this procedure.  This procedure has been used since March of this year.  The information recorded by shippers has been subject to random review by Coast Guard personnel to ensure compliance.  

· The “Salvage Group” was formed to assess data that is needed when a vessel runs aground so that reporting information is consistent throughout the region.  The “Salvage Group” developed a worksheet that outlined the critical data needed when a vessel runs aground.  This worksheet has been accepted by all parties on the Great Lakes and has been used by shippers after the occurrence of a grounding.  

· The “Recreational/Commercial User Conflict Group” was formed to identify areas on the Great Lakes where frequent conflicts occur between commercial and recreational vessels.  After analyzing a number of locations, the Group decided to focus on the area between Port Huron and Cleveland because this area had a history of a high number of recreational and commercial vessel conflicts.  This year the Group intends to conduct an informational campaign that will raise safety awareness of people that operate recreational and commercial vessels in the Port Huron to Cleveland area.  It is hoped that by raising everyone’s awareness that current and future conflicts will diminish.

VI.
The Future of the Forum 

The Great Lakes is one of the most congested waterways in the world, with significant commercial and recreational traffic in close proximity, and is also one of the most highly sensitive ecosystems in the world.  It is also a unique bi-national federal/state/provincial regime in which nothing good can be accomplished without a large degree of partnership and interagency cooperation.  Given those factors, we in the Ninth District believe the Great Lakes Regional Waterways Management Forum is the type of partnership needed to ensure that one of our nation’s most important Marine Transportation Systems remains viable and competitive into the next century.  

POC: CDR Patrick Gerrity at (216) 902-6049

