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Letter of Comment of the Pacific Pilotage Authority

to the Enbridge Northern Gateway Project Joint Review Panel

Dated August 28th 2012

The purpose of this letter of comment is to provide the panel with an overview of the Pacific

Pilotage Authority (PPA) and to address some of the pilotage questions that were posed to

Transport Canada.

The Pacific Pilotage Authority is a federal Crown corporation operating pursuant to the Pilotage

Act of 1972. Our mandate is to provide a safe and efficient marine pilotage service on the west

coast of Canada on a basis of financial self-sufficiency. We do this by working in partnership

with the shipping industry to protect the interests of Canada and Canadians.

The marine pilots on the coast of BC are all masters in their own right with many years of

experience in the local waters. The PPA provides marine pilots to all vessels over 350 GT (about

50m long). Pilots are a resource to the master and bridge team providing them with expert local

knowledge and are responsible to the master for the safe navigation of the vessel while it is in

BC pilotage waters. The exceptions to the 350 ton rule are ferries and government vessels such

as the Department of National Defence and the Canadian Coast Guard.

The primary purpose for having a strong Marine Pilotage Authority is to act as a country's

insurance against a marine disaster. Placing a pilot on a vessel ensures that at least one member

of the bridge team has an in depth knowledge of the local dangers, is not fatigued and is a

knowledgeable resource in the event that something untoward does occur. Lastly the pilot adds

an additional level of safety on the vessel. The bridge crew is more wary as there is a stranger in

their midst and the pilot, not knowing the bridge team, is just as wary. This is a positive situation

as everyone is much more aware of their roles and the there is a tendency to monitor and

scrutinize each other.

The Pacific Pilotage Authority's area of operation extends from the Washington State border in

the south to the Alaskan border in the north. As a rule of thumb, if you extend each major point

of land around our coast by two miles and join them all up you have the extent of our area of

operation (see Appendix 1). Within this area all vessels over 350 GT will require a pilot.

Furthermore, proponents have to consult with the Authority and pilots on all new projects and

terminals in order to ensure navigational safety is not compromised. We have developed

guidelines and standards for many of the more difficult passages on the coast.
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Contrary to popular belief the risks for tankers are the same as for non-tankers. The three major

areas of risk are natural hazards, vessel equipment issues and human element issues. The BC

coast has similar issues to other fjord areas with strong tidal currents, narrow channels in places

and adverse weather conditions. The winter conditions on the west coast of Canada can produce

severe weather with very high winds but, on the plus side, in most cases once a vessel enters the

channels they are often more protected than in the open water areas.

In much the same vein, ships have their share of equipment failures but the vast majority of these
failures do not result in an incident.

When dealing specifically with tankers there is always extensive consultation before any changes

are made to an accepted practice. A recent example of this is the change from 12.5m draft for

tankers in Port Metro Vancouver to 13.5m. This proposal took five years of analysis and

consultation with significant changes to procedures and practices in order to ensure that safety

was not negatively impacted. Every new project or change undergoes significant scrutiny. No

one wants an incident and the PPA strives to ensure that its present high safety record is

maintained.

We are very confident that the new procedures in place in Port Metro Vancouver enhance safety.

To ensure the changes were not going to negatively affect safety, we carried out fast time

simulations, full-mission bridge simulations and then conducted live testing using tugs and a

loaded tanker to check the accuracy of the simulation data. As a result, we changed the way we

were handling tankers using a different methodology for the use of tugs and brought in personal

pilotage units (portable electronic navigational units). All in all we believe we have significantly

raised the level of safety for tankers in Vancouver and along our coast, and we see no reason

why this same process cannot be reproduced for the tanker proposals in the north, thereby

ensuring safety.

Over the past several years, as first Enbridge and then Kinder Morgan projects have come to the

attention of the public, a number of misconceptions regarding tankers and the movement of

tankers in our waters have been given coverage in the media. Much of it is not based on fact.

Below are a few misconceptions on tankers:

Misconception #1 There is a moratorium on tankers.

Misconception #2 Tankers have increased significantly in size since 2007

Misconception #3 Tankers are being brought into harbours with just 1.3m under the keel

under Second Narrows bridge.

Misconception #4 A tanker incident in the north will spill more oil than the Exxon Valdez

spill in Alaska.

Misconception #5 Tankers are accidents waiting to happen.

Misconception #6 The Douglas Channel is barely wide enough to accommodate a very large

crude oil carrier (VLCC).

Misconception #7 Weather conditions on the east coast of Canada are nowhere near as severe

as the weather conditions on the West Coast.
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The PPA along with the licensed marine pilots presently handle tankers on the north coast of BC,

and have been doing so for many years. The data in the table below only shows the larger

tankers calling on the North Coast but there are also a great number of tug and barges supplying

diesel and petroleum to remote areas including Haida Gwaii. While there is a voluntary

exclusion zone on the West Coast, the only moratorium in place is for oil and gas drilling.

The exclusion zone is voluntary and was put in place following a drift study by the Canadian

Coast Guard in 1988. The voluntary exclusion zone was put in place purely to ensure that a

passing tanker en route from Alaska to the United States had sufficient time to get a tug in the

event of an engine failure.

Number of tankers handled .

on the North Coast

2006 12

2007 16

2008 18

2009 22

2010 24

2011 18

We have been handling crude oil carriers in the port of Vancouver for over 50 years and contrary

to popular belief they have not increased significantly in size since 2007. While we have seen an

increase in numbers of tankers, the sizes of the tankers have not changed significantly and have

been calling in the port for many years.

Year

2005

2006

2007

2008

2009

2010

2011

est length

186m

186m

189m

186m

186m

186m

Deepest draft

12.2m

12.0m

12.8m

12.8m

12.1m

12.4m

Number of crude oil tankers

in Vancouver Harbour

39

30

44

62

70

71

41

Largest length

243m

245m

249m

249m

249m

244m

250m

Deepest draft

11.85m

12.0m

12.49m

12.26m

12.5m

12.4m

13.0m
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The Under Keel Clearance (UKC) allowance of 10% of a ship's draft (amount of water between

the vessel's hull and the sea bottom) has been the topic of significant discussion with many

groups stating that supertankers with just 1.3m under the keel and a deep draft of 13m are

allowed to pass through the Second Narrows. This is not correct. The underkeel clearance at

Second Narrows is closer to 13m between the hull and the sea bottom. The 10% allowance is

only applicable at the extreme of the allowable channel width which is not where the ships are

when transiting the Narrows. The pilots use the personal pilotage units to ensure that the vessel

remains in the centre of the channel which gives significantly more water under the keel than the

10%. The green line in the diagram below is the required 10% but as can be seen the actual

underkeel clearance is over 12m.

The one oil spill that is referred to by various groups as the reason why a significant spill is

inevitable is the Exxon Valdez spill in 1989. The most recent statements suggest that the very

large crude carriers that would come into our waters for the Kitimat Gateway project would spill

significantly more oil in the event that a tanker grounds. What is ignored is how much progress

has been made since the Exxon Valdez spill. With the new tank configuration and double hulled

rules as well as the requirements for escort tugs and two pilots, the situation is significantly

different than existed at the time of the Exxon Valdez. In the event that something did go

horribly wrong, it is unlikely to result in a spill of the proportions experienced by the Valdez.

Our job is to work at mitigating the chances of a spill by putting in place protocols to reduce the

risk virtually to zero.

The issue that is raised again and again by concerned citizens and groups opposed to tankers is

that the passage from sea to Kitimat is too narrow to accommodate a VLCC. One of the

narrowest sections of the channel is 0.8 nautical miles wide or 1,480m. A VLCC is 350m long

and up to 50m in beam (width). In comparison, we have been handling Aframax vessels through

Second Narrows for many years without incident. The channel is just 136m wide at the

narrowest point and an Aframax vessel is 42m wide. We are quite sure that if the pilots can do

this safely in Vancouver Harbour under Second Narrows Bridge, they can do it in the channels

from deep sea to Kitimat.
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With respect to the Enbridge project the pilots and the Authority have been consulted and have

actively participated in simulations of the passage, including with adverse weather conditions

and expected currents. After the testing, the pilots have determined that a VLCC can safely

navigate the entire channel without tugs. However, in order to raise the level of safety, escort

tug(s) will be utilized for the entire passage. In addition, we participated and were consulted in

the TERMPOL submission which is a Transport Canada led document to review the project

safety from sea to terminal.

The weather conditions have been raised on a number of occasions as reasons not to service

VLCCs on the northwest coast of British Columbia. Information readily available from the

Environment Canada website clearly shows that the weather conditions on our coast are similar

to the conditons on the northeast coast of Canada. Importantly, the East Coast has been handling

VLCCs for many years in similar weather conditions without incident.

Average monthly

wind speeds in

Km/hr

•Arnolds Cove NF

•Sydney NS

■St. John's NF

•Sandspit BC

•Port Hardy BC

•Prince Rupert BC
1 1 1 1 1 r

Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec

Maximum hourly

speeds in Km/hr

•Arnolds Cove NF

•Sydney NS

■St. John's NF

■Sandspit BC

■Port Hardy BC

•Prince Rupert BC

r 1 1 1 1 1 1 i

Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec

While the weather conditions in the graphs above indicate both coasts can experience high

winds, we rarely have vessel delays as a result of not being able to board a pilot.
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Given that the weather conditions on both coasts can be challenging, the Authority recently

commissioned a study on the feasibility of using helicopters out of Prince Rupert to take pilots

on and off the tankers (both LNG and crude oil) en route to and from Kitimat. In this way the

tankers will be kept well clear of the coast line when the pilots are boarding or disembarking.

We are extremely proud of our safety record and regularly exceed a 99.90% success ratio. In

2011 we handled 12,144 ships and had four minor issues for a 99.97% success ratio. In 20 years,

there has been only one pollution incident while a pilot was on board. This occurred when a

freighter (non-tanker) was pushed back alongside the dock during a squall and struck a piece of

metal extending from the dock. If this had been a double hulled tanker there would have been no

spill.

This level of success is not achieved by chance. The pilotage exam process is one of the most

stringent a candidate will face and an enormous amount of time and money is spent on training

to maintain our safety levels.

Incidents by year

Year Assignments (Incidents) % of Incident-Free Assignments

99.94%

99.95%

99.98%

99.95%

99.98%

99.97%

On average the Authority spends over $500,000 per annum on training and in 2010, when we

were engaged in amending the tanker requirements for Vancouver harbour, we spent over $1.2

million in training. All pilots, both senior and junior, have to attend a training establishment at

least once every five years. That is over and above any training that is deemed necessary as a

result of proposed changes or new projects or vessels.

2006

2007

2008

2009

2010

2011

12,945(8)

13,012(7)

12,598(4)

11,122(6)

11.446(2)

12,144(4)
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Pacific Pilotage Authority response to questions posed to Transport Canada on pilotage

issues

3.5 Pilotage

a) Please describe TC's role in the development or approval of any regulations

proposed by the Pacific Pilotage Authority?

The Pacific Pilotage Authority formulates the regulations and carries out the risk

analysis (if required) and passes the draft regulation to Transport Canada. Transport

Canada works with the Pilotage Authority, Treasury Board Secretariat and the

Department of Justice for processing pilotage regulations. Transport Canada guides

and participates in developing policies, regulations and standards pertaining to the

marine pilotage services provided by each of the Authorities, including the Pacific

Pilotage Authority.

b) Please explain whether the Pacific Pilotage Authority (PPA), or individual pilots,

have been asked, or offered an opinion, on whether pilots should be on board tankers

during the course ofthe entirejourney through both the CCAA and OWA, rather than

just through the CCAA, in order to lower the risk of an oil spill occurring in the

OWA. Ifthey have, what were their responses?

The PPA has not been approached regarding whether pilots should board and take

conduct of the tankers in the open water area. At present this is outside of the

Pilotage Authority's area ofjurisdiction and any changes to this would require a full

pilotage risk management methodology (PRMM) assessment to be conducted. It is

however unlikely to improve the navigational safety, as the BC Coast Pilots are

specialists in the coastal waters providing the required local knowledge and guidance

to safely bring the vessels from the OWA through the compulsory pilotage areas and

berth the vessel at the dock.

c) Please provide information on what, ifany, penalties or repercussions arefor ship's

masters ignoring pilot's instructions and whether or not any such penalties have

ever been assessed.

Under Section 25(1), except as provided in the regulations, no person shall have the

conduct of a ship within a compulsory pilotage area unless the person is a licensed

pilot or a regular member of the complement of the ship who is the holder of a

pilotage certificate for that area.

Under Section 26 of the Pilotage Act a master can only take the conduct away from

the pilot if he believes on reasonable grounds that the actions of the pilot are

endangering the safety of the vessel. If a master does take the conduct from a pilot

there is a duty to report this to the PPA. Any master who decides to ignore a pilot's

instructions is guilty of an offence under section 47 of the Pilotage Act and liable on

summary conviction to a fine not exceeding five thousand dollars.

To date as far as we know there has never been such a penalty levied.
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d) Please explain whether there are any technical reasons why pilots cannot be

employed in the OWA at the Dixon Entrance or north of Vancouver Island on the

Southern route (Pine Island or Cape Beale).

There are no technical reasons why a pilot cannot be employed in the OWA, but we

reiterate that pilots are trained to take the conduct of vessels in the more confined

coastal areas of the coast providing the required local knowledge and guidance to

safely bring the vessels from the OWA through the compulsory pilotage areas and

berth the vessel at the dock. The OWA is just that, an open water area with few

hazards. The risks to vessels are the coastal waters with underwater hazards and

strong currents. These risks are however mitigated by the compulsory pilotage areas.

e) Please provide information on what, if any, seas or weather conditions, in both the

OWA and the CCCA, would prevent pilotsfrom boarding or leaving vessels by boat

and by helicopter.

As we do not presently board in the OWA we have no records in this regard. With

respect to the pilot launches based in Prince Rupert, they very rarely get delayed due

to weather. With respect to the helicopters, we have only just embarked upon that

study and until the trials are completed late in 2013, it is too early to dictate weather

parameters.

J) Please provide information on how many days/year this has happenedfor the past 5

years.

The number of delays in delivering pilots to vessels in the Prince Rupert/Kitimat area,

over the past 10 years, is negligible. While the delay count is not tracked by the

dispatching system software, in the past 14 years we can only recall two or three

instances when a weather or operational related delay prevented a dispatched pilot or

pilot launch from getting to the job.

g) Please provide information on the number of times/year vessels have had to wait

more than 6 hoursfor pilots to board. Please also describe the reasonsfor the wait.

We have never had a vessel wait more than 6 hours for a pilot. We have an on time

service delivery of 99.99%. On those rare occasions when the weather does exceed

the parameters to launch safely, the vessel is given advance warning and will either

slow down or take shelter.



2006

2007

2008

2009

2010

2011

8

7

4

6

2

4
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h) Please describe all the specific incidents in which vessel incidents occurred in BC

despite pilots being on board and whether they occurred because the vessel's master

did notfollow the pilot's direction.

v T ., Class of Incident
year incidents ckSg A most severej C]ass c ieast seVere

3 Class Bs 5 Class C

7 Class C

4ClassC

2 Class B, 4 Class C

2 Class C

4 Class C

None of the above incidents were caused by a master overriding the pilot. The vast

majority of the incidents occur during docking stage and are usually a damaged

fender pile or a paint scrape on the ships side and could be the result of an engine not

starting in a timely manner, a thruster not delivering the expected power among other

reasons.

i) Please provide information on how many pilots would be required to service the 420

vessels annually (162 percent increase over 2005 levels) predicted (s. 6.5 Marine

Traffic Volume Survey) and compare that to the number ofpilots currently available.

On average the pilots do 120 assignments per annum. As the number of vessels has

been dropping by 1% over the last several years we would be able to cover an

increase of 420 assignments with the present level of pilots. If however all the

northern projects came to fruition we would require about 8 additional pilots.

j) Please provide thefollowing information on pilots:

• the number currently employed by PPA

• There currently 7 employee pilots and 100 contract pilots employed

by BC Coast Pilots Ltd, a private company.

• the number over the age of62

• None of the PPA employee pilots (7) are over 62. The BC Coast

Pilots are a private company so we are not able to divulge their ages.
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• the number under the age of62 with the 7 years experience needed to handle a

VLCC

• As above, however there are sufficient senior pilots to handle the

expected VLCC's.

• the length of time PPA would need to recruit and train the additional pilots

identified as needed for this Project and the other projects identified in the

cumulative effects assessment.

• No more required but it takes seven years from newly licensed pilot

to unrestricted pilot.

k) In order to assess the risk ofan incident and oil spill (the effectiveness andfeasibility

of measures proposed by the Proponent), please provide an overview feasibility and

cost assessment ofestablishing pilot stations at the Browning Entrance and Caamano

Sound, including the:

• identification ofpotential suitable locations;

• regulatory requirements and approvals needed;

• staffing; and

• cost.

A feasibility study for determining pilot boarding stations at Browning Entrance and

Caamano Sound has not been done. The pilot boarding stations at Triple Island (off

Prince Rupert) and Pine Island (off Port Hardy) currently cater well to all vessel types

calling the Prince Rupert, northern & western Vancouver Island and Kitimat areas; in

addition there are major logistical problems in providing stations in such remote areas

due to the inaccessibility.

I) Please describe any situations, even ifanecdotal, in which pilots on board vesselsfrom

Pine Island to Kitimat, have played a role in preventing potential incidents in areas

outside the Pilotage area.

The Authority is not aware of any pilot playing a role in preventing a potential

incident in areas outside the compulsory pilotage areas.

m) Has the PPA completed a feasibility study on the use of helicopters for transferring

marine pilots specifically by wire hoist techniques? Ifso, can you please provide it?

The feasibility study was completed in July 2012 after the study was commissioned

by the PPA Board of Directors in November 2011, This study is not a public

document at present, as there still needs to be communication with our primary

stakeholder in the marine industry and following this consultation, recommendations

to the PPA Board of Directors.

n) Please explain whether the Pacific Pilotage Authority has done a benefit cost analysis of

helicoptering pilotsfor Browning Entrance and Camano Sound. Ifnot, why?

The cost benefit analysis is part of the next steps in the study presently underway.
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o) Please explain whether PPA believes using pilots on vessels to andfrom the Dixon

Entrance and the entrance to the Southern route north off Vancouver Island would

reduce the risk oftanker incidents and enhance spill prevention in the OWA.

The present compulsory pilotage areas have been established for over 40 years and

nothing that has occurred in the past has indicated that this needs to be amended.

p) Please provide information on how long it would take to conduct a Pilot Risk

Management Methodology study and feasibility study to determine safety, financial,

operational and efficiency ofestablishing a new pilot station on Haida Gwaii, including

who is responsiblefor initiating such studies.

A Pilot Risk Management Methodology (PRMM) is undertaken whenever there is a

change to the Pacific Pilotage Regulations that may affect the safety of navigation. A

PRMM can take from one month to one year and will depend on a number of factors

including the level of outside consultation required and the level of risks identified.

The responsibility for conducting such a study lies with the PPA.

q) Please explain whether or not PPA 's operations are solely funded by the tariffs it

collects.

Under the Pilotage Act all of the PPA's operations have to be funded from the tariffs

received for the services provided. The Authority is not able to obtain any funding

from the federal government.

r) Please explain the degree to which safety and risk reduction considerations are included

in PPA decisions with respect to establishing newpilot stations.

There are always a number of factors to be considered when establishing a pilot

boarding station and while safety and risk reduction are a few that would be included

there are many other factors to be considered such as the transportation logistics of

the area in question, the length of time a pilot would be on the launch, the risk of

bringing a vessel into the proposed area to name a few.

s) Please explain whether Transport Canada or the PPA is aware ofany weather-related

operational limits in the project area (Dixon Entrance to Kitimat and entrance to Queen

Charlotte Sound to Kitimat)? Ifyou are, please provide them.

There are no weather related limits presently in place. The deciding factor in weather

issues is the safety of the pilot or pilots boarding or disembarking from the vessels

and as previously stated there have been very few delays.

In addition the "go-no go" decision will be a joint one between the master and pilot if

the pilot is on board or by the master and the bridge team if the pilot is not on board.

The master is highly trained with many years of experience in ship handling and

weather conditions. To merely put in place a "go-no-go" policy based on a specific

wind speed and direction would not increase safety as there are many other factors to

take into consideration such as the type of vessel, its draft and freeboard, its
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susceptibility to wind or current and its proximity to any dangers. A deep laden

vessel will not be affected by a high wind as much as a passenger vessel or light

freighter. There will also be times when a high wind is not accompanied by a large

swell making boarding on and off by pilot launch a safe operation. At other times,

the wind is lighter but the swell is so severe that boarding on and off is dangerous.

t) Please explain whether Transport Canada and the PPA agree that not allowing inbound

or outbound tankers to enter the OWA in severe weather conditions would reduce the

risk ofan incident. Please provide a rationalefor the response.

The PPA's authority is confined to the conduct of the vessel while in the compulsory

pilotage areas. Once the pilot disembarks all decisions on the safety of the vessel will

lie with the vessel's master and, as explained above, the master will make decisions

regarding the safety of his vessel based on a number of factors.

Under the Canada Shipping Act, 2001, the master - the person in command and

charge of a vessel - is responsible for the safety of the vessel and crew. Weather

related operational limits for a vessel will vary depending on the characteristics of the

vessel, at the discretion of the master.

In closing the most common question asked is whether it is safe to bring tankers into our waters.

The short answer is yes, it is safe. Where tankers are concerned there are four levels of safety.

First, the vessel itself has a double hull, modern equipment is required to comply with rigid

standards and is subject to inspection and scrutiny both internationally and locally. Second, the

crew of the vessel receive a high degree of training, something which has increased due to the

recent propensity to criminalize seafarers. Third, the pilot (in many cases for loaded tankers it is

two pilots) provides an additional level of safety as described in this document. Fourth and

finally, for loaded tankers there is an additional requirement for escort tugs.

Respectfully submitted,

Kevin Obermeyer

President and CEO

Pacific Pilotage Authority

August 2012
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Appendix 1. Compulsory pilotage areas of British Columbia

Any vessel over 350 GT operating in the red and green areas on the west coast of Canada require

a licensed marine pilot to have the conduct of the vessel at all times.
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Appendix 2. Voluntary tanker exclusion zone

The Tanker Exclusion zone is based on the tanker drift study by the Canadian Coast Guard in

1988.

The voluntary exclusion zone keeps all passing tankers away from the coast line by between 25

and 35 miles.


