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I.
A.

THE HUDSON RIVER
General

The majestic Hudson River is one of America’s most important and scenic rivers.
It originates high in the Adirondack Mountains, 4,500 feet above sea level,
flowing southward 315 miles through New York State and between New York and
New Jersey to the Atlantic Ocean.
The Upper Hudson River is impounded by the Federal Dam at Troy, New York.
South of the dam the river is free flowing on its 153 mile journey from Troy to the
New York Harbor and fed by many tributaries particularly the Mohawk. It drains
14,000 square miles of watershed area.

The freshwater flow at Troy is

approximately 15,000 cubic feet per second increasing to about 21,000 cu. ft/sec
at New York, depending on rainfall.
Technically, the Lower Hudson is not a river but rather, it is a tidal estuary. Tidal
effects are felt as far north as at the dam at Troy. The Mohican name for the
Hudson was muh-he-kun-ne-tuk meaning “the river that flows both ways.” An
estuary is an arm of the sea that meets a river. Hence, the flow of the Hudson
may be northward on a rising tide and southward on an ebb tide. The salt-front,
the leading edge of diluted seawater during spring runoff, can reach the Tappan
Zee, whereas in summer or times of drought it can reach to Newburgh or
Poughkeepsie.
As an estuary, the Hudson is blessed with as many as 200 species of fish and
shellfish that thrive in the fresh, salt and brackish water. The river is famous for
its giant sturgeon but regrettably the purity of the river has not been restored
sufficiently to harvest this fish. The Hudson also provides striped bass, eel,
porch, tom cod and other species. The fish support a great variety of birds that
inhabit the Hudson’s marshes and tidal flats. A wide variety of plants and
animals also depend on the water quality of the Hudson for existence.
The Hudson is a source of drinking water for over 100,000 people in midHudson Valley communities including Poughkeepsie, Hyde Park and Rhinebeck.
Aside from fishing, the Hudson is a bonanza for recreational boaters with
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numerous marinas lining both shores. Public beaches also provide swimming
and bathing sites along the river. Parks line the shores of the Hudson.
The unique geology of the Hudson, after the last ice age, has permitted the river
to carve its riverbed along its present route. In the process, it has created the
spectacularly scenic Palisades. The naturally beautiful river views inspired 19 th
century landscape artists to create the unique Hudson River School.
The scenic Hudson is a mecca for tourism. The landscapes and vistas attract
countless American and international visitors. The Hudson Valley looms large in
American history. It is lined with picturesque towns and communities. The
result is that excursion riverboats and cruise vessels ply the river. The Hudson
Valley has been designated a National Heritage Area.
The Hudson River is and has been a corridor for transportation for several
hundred years and has coexisted peaceably with the other river stakeholders.
However, increased industrialization, sewage, toxic chemical discharges, the
filling in of wet lands, urbanization, the building of factories and power plants,
cooling water intakes and outfalls, runoff of fertilizers and chemicals from
agricultural sources and many other modern impacts have put a stress on the
environment and ecology of the Hudson River.
Citizen

and

environmental

groups,

state

and

federal

authorities

and

municipalities have struggled and made significant progress in restoring health to
the river. The NY State Department of Environmental Conservation (NYSDEC)
Hudson River Estuary Program, the creation of the Hudson River National
Estuarine Research Preserve, the Federal Clean Water of 1972, the interstate
effort to preserve the Palisade cliffs, and the various bond acts for sewage cleanup
are just some of the efforts to restore the Hudson River. However, any activity
that ignores the mistakes of the past or compromises the pristine nature of the
Hudson River should be prevented.
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B.

Environmental Aspects of the Hudson River

Tides
The tides exert their influences from New York City to the dam at Troy. The tidal
ranges are:
Location

Tidal Range – Feet
Mean

Spring

New York City

4.53

5.50

Alpine

3.75

4.54

Newburgh

2.8

3.2

Kingston

3.7

4.2

Albany

4.6

5.0

Table 1 – Tidal Ranges – NOAA
The United States Coast Guard (U.S.C.G.) reports that the mean tide ranges along
the Hudson during the months of May to October when the freshets1 and
freshwater discharges are a minimum are:
Location

Tidal Range – Feet

New York City (Battery)

4.5

Yonkers

3.7

Newburgh

2.8

Poughkeepsie

3.1

Kingston

3.7

Albany

4.6

Troy

4.7
Table 2 - Tidal Ranges – U.S.C.G.

1

A flood caused by heavy rain or rapidly melting snow.
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Currents
The current in the River varies seasonally. The tidal currents both ebb and flow.
NOAA tidal current predictions are:
Location

Tidal Current – Knots
Flood

Ebb

George Washington Bridge

1.8

2.5

Dobbs Ferry

1.3

1.7

Tappan Zee Bridge

1.1

1.9

Bear Mountain Bridge

0.6

1.4

Newburgh

1.2

1.2

Kingston

1.3

1.5

Albany

0.5

0.5

Table 3 – Hudson River Tidal Currents – NOAA
The U.S.C.G. in its 2015 Waterway Analysis and Management System (WAMS)
study provides slightly different data:
Location

Current – knots
Flood

Ebb

New York City (Battery)

1.4

1.4

George Washington Bridge

1.6

2.2

Newburgh

0.9

1.1

Poughkeepsie

1.5

1.2

Kingston

1.3

1.6

Albany

0.3

0.8

Table 4 – Hudson River Tidal Currents – U.S.C.G.
Both tidal ranges and current strength can vary considerably and are averaged
over a 6-month period. The tides in the Hudson River may vary depending on
wind strength and direction. For example, a strong southerly wind can drive
water up the river, increasing the levels and retarding the down river flow.
During March through May freshets may cause the tides to disappear completely
and the historically high water was 18 feet above normal at Albany and Troy. The
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larger freshets have resulted in ebb currents as much as 5.0 knots. Smaller
freshets can produce ebb currents of 1.5 knots.
Ice Conditions
The ice season begins on 15 December and ends on 31 March. The U.S.C.G.,
whose duties include keeping the waterway open, patrols the Hudson from Troy
to the sea.

Fig. 1 – Ice Conditions at Tappan Zee Bridge
In severe winter cold, especially December through February, ice formation on
the Hudson is common. Thicknesses of 1.5 feet are not uncommon. More
commonly, the ice in the channel is broken and brash 2. The U.S.C.G. maintains
and uses ice breakers when required.

2

A mass of fragmented ice.
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Fig. 2 – Tug and Petroleum Barge in Brash Ice

Fig. 3 – U.S.C.G. Ice Breaker on the Hudson River – One of Nine Vessels the
U.S.C.G. Uses to Break Ice on the Hudson River
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Fig. 4 – Ice Breaker Freeing Channel for Tug and Petroleum Barge
Normal winter traffic keeps the channel open through the winters. As many as
300 vessels use the river in the winter delivering essential heating oil to river
communities.
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Fog
Fog in the Hudson River Valley is common. These are usually radiation fogs and
are most commonplace on fair autumn days. Sometimes referred to as ground
fog, they are caused by thermal radiation or heat conduction during the night.
They last only a few hours after sunrise, except during fall and winter, when they
may last all day. The thickness of these fogs can be as much as 150 feet. The
generally low-level, north-south winds in the Hudson Valley promote such fogs.
When they persist, they are usually thicker and have lower visibility. When the
thickness of the fogs is less than 60 feet, generally the fogs are patchy.
Advection, evaporation and ice fogs may also occur.

Fig. 5 – Hudson River Fog
Fog poses a hazard to navigation. The hazards include collisions and errors in
navigation, resulting in groundings. Hence during periods of limited visibility,
vessels are required to proceed cautiously, at reduced speed and sound
appropriate signals (bells and gongs if anchored and fog horns if underway).
The 2015 Hudson River U.S.C.G. Waterways Analysis and Management System
(WAMS) noted that “Waterway users almost unanimously agreed that the fog, ice
and snow continue to complicate navigation in the winter months.” The U.S.C.G.
perform a WAMS for the Hudson River every 5 years, and whenever they
establish a federal anchorage.
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Climate
The Hudson River Valley is influenced by the Catskill Mountains. At times, it
creates microclimates in different regions of the River. Climatological conditions
between Albany and New York City, between the Upper and Lower Hudson River
Valley can vary greatly at any given time.
Months
Jan

Feb

Mar

Apr

May

Jun

Jul

Aug

Sept

Oct

Nov

Dec

Average
High °F

34

37

48

61

23

80

85

82

73

62

50

38

Average
Low °F

16

18

28

38

48

57

62

61

53

41

33

22

3.07

2.48

3.31

3.58

4.37

3.78

3.86

3.86

3.86

3.46

3.35

3.03

Average
Rain inches

Source: U.S. Climate Data 2016
Table 5 – Climatological Data for the Hudson
Months

Yonkers

Albany

Poughkeepsie

Jan

*39/26/3.9/–

31/15/2.6/18

34/15/3.2/–

Feb

42/29/3.0/–

35/17/2.2/12

38/16/2.5/–

Mar

50/35/4.0/–

44/26/3.2/10

47/26/3.6/–

Apr

60/44/3.9/–

58/37/3.2/2

59/36/3.8/–

May

71/55/4.4/–

69/47/3.6/0

70/46/4.7/–

Jun

79/64/3.5/–

78/56/3.8/0

78/55/3.7/–

Jul

85/70/4.5/–

82/61/4.1/0

84/60/4.7/–

Aug

83/69/4.1/–

80/60/3.5/0

82/59/3.8/–

Sept

76/61/4.0/–

72/52/3.3/0

74/50/3.7/–

Oct

65/50/3.4/–

60/40/3.7/0

62/38/3.5/–

Nov

54/41/3.8/–

48/31/3.3/3

51/30/3.5/–

Dec

44/32/5.6/–

36/21/2.9/14

39/21/3.2/–

* Average High Temp., °F/Low Temp., °F/Precip., in./Snow, in.
Table 6 – Climatological Data for Selected Hudson River Cities
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Channel Depths
The United Sandy Hook New York and New Jersey Pilots3 Association advise that
vessel with 31 feet or less draft may transit the Lower Hudson River (South of
Kingston) at anytime. The maximum saltwater draft is 33 feet. Vessels with
drafts between 31 to 33 feet must set up for the correct stage of rising tide.
The Upper Hudson River (North of Kingston) limits vessels to a maximum draft
of 31 feet (saltwater). Vessels with drafts 28 to 31 feet must set up for the correct
stage of rising tide. Only daylight transits are possible for vessels 31 to 33 feet on
the Upper Hudson.
The 2015 WAMS states that the U.S. Army Corps of Engineers (USACE)
maintains a project depth of:
1. 43 feet from the Battery (NYC) to 59th street (NYC).
2. From 59th street (NYC) to 85th street (NYC) the channel depth is 32
feet.
3. From 85th street (NYC) to 156th street (NYC) the channel depth is
reduced to 30 feet.
4. The channel depth (midline) from 156 th street (NYC) to Albany is 32
feet.
Since fresh water (62.4 lbs per cubic foot) is less dense than seawater (64 lbs per
cubic foot) vessels transiting from seawater to freshwater increase their draft
(draw more water). Vessels operating with trim draw more water at the stern
than at the bow. Depending on the shape of a vessel’s hull and its speed, a
hydrodynamic phenomenon called “squat” causes a moving vessel to sink deeper
in the water than her still water draft. It is prudent to allow some distance
between the keel of the vessel and the river bottom. This is called “under keel
clearance.” The depth of water cannot be predicted reliably due to the possibility
of wind driven tide levels and the presence of freshets. All of these factors must
be considered when determining charted and published depths and if they can be
relied upon and what safe draft can be accommodated.

3

Sandy Hook Pilots 2015 Tide Tables
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Pilotage
Between Sandy Hook (the Atlantic Ocean) and Yonkers, Sandy Hook Pilots
provides pilotage services as far as Yonkers.
Regarding pilots and pilot boats:
1. Some vessels operating on the Hudson River are required to have
pilots. Pilots are federally licensed navigators whose duty is to advise
the master of a vessel in navigating certain inland waters.
2. The master of a vessel is at all times in control and responsible for his
vessel. The river pilot is a skilled mariner with considerable local
knowledge, he is only an advisor to the master.
3. Licensed deck officers on U.S. flag vessels may also act as pilots
providing they have pilotage endorsements for specific areas on their
U.S.C.G. – issued merchant mariner licenses.
4. Pilotage is compulsory in the Hudson River for foreign registered
vessel and U. S. flag vessels under registry. Enrolled non-foreign,
trading U.S. flag vessels may be also served by Interport Pilots
Agency, Inc.
5. The 2015 WAMS, notes that traffic above Kingston requires a pilot to
embark at the Hyde Park Pilot Station at the eastern shore of MillsNorrie State Park.
6. Pilots are organized into regional associations. In New York Harbor
and surrounding waters, the United Sandy Hook, New York and New
Jersey Pilots Association provide pilotage. Pilotage for Yonkers and
above, is also available from the Hudson River Pilots Association, 201
Edgewater Street, Staten Island, NY.

The Hudson River Pilots

Association maintains a pilot boat, the JOHN E. FLYNN, berthed in
Yonkers.
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C.

Commercial Traffic

1.

Cargo

The Hudson River has been a major travel route for cargo and passengers for
centuries. The river connects trade routes to Canada, the Great Lakes, and the
Atlantic Ocean transporting goods all over the region. Today it carries a large
variety of goods from petroleum and chemical products to bulk materials and
farmed goods. Figure 6 below shows the trends in commodity tonnage over the
past 20 years, provided by U.S. Army Corps of Engineers (USACE). The data
includes both domestic and foreign vessels.
Commercial traffic 4 on the Hudson River as reported by the USACE Waterborne
Commerce Center, in 2014, totaled both, up and down the river, 17.2 million tons
(short tons). Petroleum products (crude oil, gasoline and fuel oil) were 7.6
million tons in 2012 and 11.3 million tons in 2014. Of the total volume, 15.8
million tons was domestic transport and the remainder was foreign trade.

* Gasoline, heating oil, power plant fuel (HFO, MDO), other product oil and
crude oil
Fig. 6 – Typical Commodities Transiting the Hudson River for Specified Years 5
4
5

For traffic from Spuyten Duyvil Creek to Waterford, N.Y. and includes foreign and domestic vessels.
USACE
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Fig. 7 – Chart Representing Commodities Transiting the Hudson River for the
Year 2014 (Includes both Domestic and Foreign Vessels)
From the data provided above, it is shown that shipment of petroleum products
has begun to increase at a rapid pace, from 2010 to 2014. Over the past several
years (2008 to 2015) increasing amounts of crude oil from the Canadian West
have been arriving by rail in Albany. The crude was destined for Canadian Irving
Oil Ltd. refineries in New Brunswick, Canada and East Coast refineries. The oil
was refined into gasoline for the U.S. market.
The gross quantities of crude production in Canada increased from about
150,000 barrels per calendar day (BPD) in 2008 to 1,000,000 BPD at the end of
2013. Some of the increased shipments through Albany were the result of a
derailment of an oil train in Lac-Mégantic, Quebec in July 2013, causing
rerouting of trains to Albany. Early in the summer of 2015, Irving Oil Ltd. halted
shipments through Albany, possibly due to the drop in the price of oil and/or the
grounding of the tanker STENA PRIMORSK. Export shipments were suspended
and Irving began importing crude from Saudi Arabia into Canada.
In 2012, NYSDEC permitted the expansion of crude oil storage and processing at
the Port of Albany. This increase in production led petroleum to largely surpass
the quantities of any other commodity transported on the Hudson River until
2014.
15
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2.

Vessel Traffic

The Hudson River has been an important waterway for both domestic and
foreign vessels navigating the Atlantic coast. The river connects two large ports,
the Port of New York and New Jersey and the Port of Albany, attracting
thousands of vessels and various cargos each year. Provided by the USACE
Waterborne Commerce Statistics, the types of vessels commonly navigating the
Hudson River are listed (Table 7).
The U.S.C.G. in its 27 October 2015 Waterway Review of the Hudson states that:
“Traffic Volume: commercial traffic volume has remained constant since
2009 however the amount of recreational traffic has increased slightly
according to user surveys.”
It can be expected that when the U.S.C.G. performs it’s focused WAMS for the
establishment of the proposed anchorages, its review of current and projected
traffic will be carried out in more depth.

Fig. 8 – The Charts Representing the Percentages of Vessel Types Transiting the
Hudson River for the Year 2014. Both Northbound and Southbound Transits are
Shown. (Includes both Domestic and Foreign Vessels.)
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From the USACE Waterborne Statistics report for the following years (1994,
2000, 2005, 2010, 2014), data has been compiled to display the trend of the
number of vessels and vessel types navigating the Hudson River by year (Figure
9). This data was collected for the Hudson River region from the mouth of
Spuyten Duyvil Creek (Harlem River) to Waterford, NY. The data includes both
domestic and foreign vessel traffic northbound and southbound.

6

Fig. 9 – Number and Type of Vessels Transiting the Hudson River
Excursion and small cruise vessels represent seasonal traffic and are prevalent
between spring and fall. Day trippers frequently operate between New York City
and Bear Mountain or West Point.
Recreational vessels are especially important traffic and vary in size from kayaks,
row boats, canoes, rowing shells and dinghy sailboats up to large or mega yachts.
These vessels pose special safety concerns because the Federal Inland Rules of
the Road (Collision Regulations) require them to yield or give way to larger
vessels that must stay in the channels and are not as maneuverable as small
vessels. Hence smaller vessels are advised to stay out of the mid channel, stay at

6

NSP – Non-Self Propelled.
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the edges of the main channel or preferably stay out of the channels i.e. through
the proposed anchorage areas. They are also advised to avoid crossing in front of
larger vessels.
Of considerable concern are recreational or weekend boaters who may be novices
concerning rules of the road and navigation. Some recreational boaters consume
alcohol, which can pose a hazard to themselves and others. Similarly, young
people on jet skis or others on high speed power boats also pose a risk, especially
to other very small recreational boats.
Of particular concern are the anchorages where unlit or poorly lit vessels,
especially barges, pose an extreme hazard to reckless high speed boats operating
at night or in restricted visibility such as fog, rain or snow.
A number of major marine terminals are located in Albany. These are the source
or destination of much of the Hudson River bulk traffic. They include:
 Global Terminal
 Rensselaer Scrap Dock
 Cargill
 APEX Rensselaer
 Buckeye Albany
 Sprague
 Port of Albany Ventures
 Gold Bond
 PSE&G
 IPT
 Innovative
 CITGO
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Typical ships included under the vessel type categories in Table 7 are:
A. Dry Cargo:
1. Barges
a. Deck
b. Hopper (Open and covered)
c. Container
2. Bulk Carrier
3. Container
4. General Cargo
B. Tanker:
1. Oil and Gas
2. Chemical

Year

Dry Cargo

Tanker

Tow or Tug

NSP** Dry Cargo

1994

2308*
1969
6747
10081
8046

380
62
68
31
95

3215
10491
4515
1807
2119

7120
8230
4261
3034
3060

2000
2005
2010
2014

NSP** Tanker

1799
2244
2566
1872
2479

Total

14822
22996
18157
16825
15799

* This number includes both dry cargo and passenger ships, from the 1994 statistics
** NSP denotes a non-self-propelled vessel

Table 7 – Vessel Types Trading on the Hudson River
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3.

Types of Vessels on the Hudson

Numerous types of vessels ply the Hudson River year round. These include:
A. Tugs
 Tugboats
 Towboats
 Integrated tug-barges (ITBs)
B. Barges
 Tank barges
 Open and covered hopper barges
 Deck barges
 Container barges
 Spud barges
C. Tankers
 Crude
 Product
 Gas
D. Dry cargo ships
 Container
 Multipurpose
 Dry bulk
 Heavy lift
E. Excursion vessels
F. Cruise ships
G. Recreational Vessels
 Yachts
 Sailboats
 Oar-propelled craft
 Jet skis
 Fish boats
 Skiffs
H. Commercial fishing boats
 Workboats and barges
 Ferries
 Work platforms (jack ups and spud barges)
 Pilot boats
I. Government Vessels
 Naval
 Coast Guard patrol and ice breakers
 NOAA
 State and municipal law enforcement
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There are three common types of tugboats; a towing tug, a pushing tug and an
integrated or articulated tug barge unit. The first type tows one or more vessels
on a towline or hawser. She may also make up to a barge or other vessel along its
side (“on the hip”). The second type, sometimes confusing term, a towboat,
actually pushes one, two or even a flotilla of barges ahead. With the third type
the ITB or ATB, the tug also pushes but is securely fastened into a notch at the
stern of the barge.
Tugboats on the Hudson are diesel propelled. They may have engines of 600 to
6,000 brake horsepower depending on the tug that is selected for the size of the
tow.
Tugs also assist large vessel in docking or maneuvering. They also act as escort
vessels.
There are many tug companies operating on the Hudson and in the New York
Harbor. These include:


Moran Towing



McAllister Towing & transportation



Hornbeck Offshore



Reinauer



Bouchard Transportation



Henry Marine Services



Weeks Marine



Harley Marine Services



Kirby Marine

Tank barges carrying petroleum vary in size but typically are 275 to 308-feet,
length overall by 54-feet beam. They vary in deadweight capacity from 25,000 to
30,000 barrels.
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The size of typical vessels on the Hudson include:
BBLs

Gallons

Metric Tons (MT)

Tanker AFRODITE

200,000

8,400,00

27,285

Tanker STENA PRIMORSK

285,714

12,000,000

38,978

–

–

3,300

95,238

4,000,000

12,992

Tank Barges

25-30,000

1,050,000

3,410 – 4,092

Deck Barges

–

–

1,500

Hopper Barges
ITB/ATB

Note:
1 BBL = 42 gallons
1 MT = 7.33 BBLs (U.S.)
1 MT = 7.56 BBLs (U.K.)
1 MT = 7.40 BBLs (Saudi)
ton (long) = 2240 lbs
ton (short) = 2000 lbs
tonne (metric) = 2204 lbs
Table 8 – Size of typical vessel on the Hudson River
Hopper and deck barges also vary considerably in capacity. However, a typical
hopper barge has a deadweight capacity of 3,300 tons and a length of 260-feet.
Deck barges generally are 1,500 tons capacity and 165 feet long. However oceangoing construction deck barges can be as much as 400 feet long.
Up to 2015, sea-going tank ships, exporting petroleum from the port of Albany
were in the range of 550 to 600 feet long and up to 130 feet beam. These tankers
were known as shallow draft tankers due to their wide beam. They were loaded
to a 29-foot draft, to provide sufficient undertake clearance. However, with the
changing of the international oil prices, the shipper of Bakken oil had
discontinued exporting oil through Albany.
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Fig. 10 – Hudson River Day – Excursion Boat

Fig. 11 – Deck Barges at Anchor

23

C.R. CUSHING & CO., INC.

Fig. 12 – Tug and Tank Barge

Fig. 13 – Ice Breaker
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II.

ANCHORAGES

A.

Proposed Anchorages

The U.S. Coast Guard published an Advanced Notice of Public Rulemaking
(ANPRM) on 9 June 2016 in The Federal Register (81 FR 37168). The stated
purpose of the notice was:
“…to learn all possible navigational, environmental, terrestrial and other
effects of adding anchorages on the Hudson River”.
Comments from the public were originally due on or before 7 September 2016,
but have been extended to 6 December 2016.
The U.S.C.G. is contemplating establishing 43 (42 of which would be for “long
term stay”) federally designated anchorages between Yonkers and Kingston, N.Y.
The proposed Yonkers Extension Anchorage, for 16 vessels with a draft of less
than 35 feet would occupy 715 acres on the west side of the Hudson, opposite
Yonkers. Each of the 16 anchorages would accommodate vessels with a swing
radius of up to 1,200 feet. The contemplated Yonkers Extension Anchorage
grounds would be for “long term usage.”
Other anchorages are proposed extending between Yonkers and Kingston.
Less than
No.

Draft, ft

Swing
Radius, ft

Use

Area-acres

Kingston Flats South

1
2

22
22

1300
1800

Long term
Long term

279

Port Ewen

1

30

1200

Short term

74

Big Rock Point

4

35

1200

Long term

207

Roseton

3

40

1700

Long term

305

Milton

2

40

1200

Long term

74

Marlboro

3

35

1800

Long term

155

Newburgh

5

35 to 22

1800

Long term

445

Tomkins Cove

3

40

1200

Long term

97

Montrose Point

3

26

1400

Long term

127

Yonkers Extension

16

35

1200

Long term

715

Total

43

Location

Table 9 – Proposed New Anchorages
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LOCATION OF PROPOSED ANCHORAGES

KINGSTON FLATS
PORT EWEN
BIG ROCK POINT

MILTON
ROSETON
MARLBORO
NEWBURGH
TOMPKINS COVE
MONTROSE

YONKERS EXTENSION

Fig. 14 – Proposed Anchorage Locations – 2016
26

C.R. CUSHING & CO., INC.

The contemplated Yonkers Extended Anchorages would encompass waters
within lines connecting the following points: 41-00.60’ N., 073-53.61’ W.; thence
to 41-00.60’ N., 073-53.31’ W.; thence to 40-58.05’ N., 073-53.96’ W.; thence to
40-56.96’ N., 073-54.39’ W.; thence to 40-57.02’ N., 073-54.71’ W.; thence to 4058.11’ N., 073-54.25’ W.; thence to the point of origin (NAD 83).
Anchorage areas already exist and are designated on NOAA Chart 12345.
They are:


Number 17 extending from approximately West 187 Street, NYC to Hillside
Avenue, Alpine N.J., a distance of about 5 n. miles, to the West side of
mid-channel.



No. 18 extending from approx. Yonkers’ City Hall tower to Glenwood,
approx. 1 n. mile – mid channel.



No. 18 A – From Spuyten Duyvil to Mt. Saint Vincent College, approx. 7
miles – adjacent to the East Shore (N.Y. side).



No. 19E – At the George Washington Bridge.

The proposed Yonkers Extension Anchorages extends northward from the
existing Anchorage No. 17 to Dobbs Ferry, a distance of approximately 4 miles.
These Extension anchorages are to the western side of mid-channel. They are
intended for vessels of less than 35 foot draft.
The northern end of the Yonkers’ Extension has cable crossing. There are also a
number of submerged obstructions shown on NOAA Chart 12345 (No.s 19, 37, 31,
29, 30).
The proposed Yonkers Extension Anchorages are at some of the narrowest
stretches of the Hudson River. The proposed Yonkers Extension is where the
width of the Hudson River is approximately 0.72 n. miles wide.
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Fig. 15a – Proposed Anchorages
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Fig. 15b – Proposed Anchorages
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Fig. 15c – Proposed Anchorages
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Fig. 15d – Proposed Anchorages
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Fig. 15e – Proposed Anchorages
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Fig. 15f – Proposed Anchorages
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Fig. 15g – Proposed Anchorages
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Fig. 15h – Proposed Anchorages
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Fig. 15i – Proposed Anchorages
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Fig. 15j – Proposed Anchorages
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B.

Existing Anchorages

Previously established Federal anchorages No.s 17 and 18 extend from Yonkers to
New York City. For existing Anchorages 17 and 18-A, it is required that anchored
vessels vacate the anchorage area in order to accommodate naval vessels, when
directed by the COTP, (33 CFR 110.155). Anchorage 17 and 18 are shown below
in Figure 16. Anchorage 18-A is shown in Figure 17.

Fig. 16 – Chart Showing Existing Anchorages and Contemplated Anchorage Areas
for Yonkers Extension
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Fig. 17 – Chart 12345 Showing Existing Anchorage 18-A
on Eastern Shore of Hudson River
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Fig. 18 – Existing Anchorages
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For existing Anchorage 19, vessels must notify the U.S.C.G. Captain of the Port
(COTP) if they are conducting lightering or bunkering operations (the
transferring of fuel or petroleum cargoes from one vessel to another). These
vessels must also display a red flag to signify their operations. Fishing and
navigation are prohibited within 500 yards of vessels in the anchorage area that
display a red flag.
It is required that no vessel occupy Anchorage 19 for a period greater than 96
hours, without prior approval of the COTP.

Vessels are prohibited from

anchoring in Anchorage 19-A from December 16 to the last day of February,
without permission of the COTP, (33 CFR 110.155). Otherwise, there is no time
limit of anchorage given by the U.S.C.G. for Anchorage 19-A.
Referring to the Maritime Association’s request for the contemplated anchorage
areas, the terms ‘Long Term Stay’ and ‘Short Term Stay’ were used to describe the
amount of time that they would like to be allowed to anchor at certain
anchorages. These terms have not been defined in further detail by the U.S.C.G.
and will not be clarified until after the period of Advance Notice of Proposed
Rulemaking (ANPRM), during which, if approved by the USACE, the U.S.C.G.
will provide all the rules and regulations to each specific anchorage, as was done
for the current Anchorages.
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C.

Hudson River National Defense Reserve Fleet Anchorage

During World War II, the United States fought a two-ocean war and became the
arsenal of democracy. Our allies and our merchant fleets were decimated in the
early 1940s. The U.S. began a massive Emergency Shipbuilding Program. In
addition to constructing a huge number of combatant ships, the U.S. built over
6000 merchant ships, which became surplus at the end of the war. After giving
away many of the vessels to our allies, as part of the reconstruction of Europe, we
still had hundreds of ship to be put in “storage.” Accordingly, in 1946 Congress
established eight National Defense Reserve Fleets (NDRF) anchorages. One was
the Hudson River NDRF, first established near Tarrytown. In 1946, it was moved
further north to Jones Point, near Caldwell’s Landing at the foot of Dunderberg
Mountain, Peekskill. At its maximum it had 189 ships anchored. By 1965, the
fleet was disestablished.

Fig. 19 – The Hudson River National Reserve Fleet at
Jones Point, N.Y. 1945-1971
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D.

The Need for Anchorages

The Hudson River is a major commercial waterway. In addition, its many other
roles including an outlet to the sea, a refuge or habitat for wildlife (birds,
mammals and fish) and recreational area for boating and bathing, a source of
drinking water and foot, etc. As a commercial waterway, there are, in general,
needs for anchorages. However the number, location and restrictions on these
anchorages must be balanced against the environmental and needs of other river
stakeholders.
The U.S.C.G. Marine Safety Information Bulletin 2015-014 reports that
commercial vessels including tugs, barges and other vessels have, contrary to law,
been anchoring outside of federally designated anchorage grounds, except in
cases of “great emergency.” If this is the case, they should contact Sector New
York, and failure to do so could result in fines up to $40,000 for each incident.
The need for new additional anchorages is alleged by key waterway users. In this
case, they are the Maritime Association of the Port of New York/ New Jersey Tug
& Barge Committee and the American Waterways Operators (AWO), made up of
ship owners, operators, and other maritime enterprises, nationwide.

The

U.S.C.G. and other government agencies may also determine a need for new
anchorages for U.S. waterways and originate the process for the establishment of
new Federal anchorages.
However no quantified justification has been given for the number and location
of the requested additional, nor have alternate locations been proposed. Given
that the U.S.C.G.’ Waterway Review in 2015 states that there has been no
appreciable increase in traffic, such justification should be provided.
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Provided below are explanations given by the Maritime Association of the Port of
NY/NJ for the justification of additional anchorages.
Safe Navigation
The potential effects from heavy weather, storms, and high wind speeds can pose
a problem to operators navigating the river.

Other adverse weather effects

include river ice, which in extreme cases cause vessels to be frozen in and floes
move until the river is cleared. U.S.C.G. icebreakers are used occasionally to free
iced in vessels and keep the channels open. Anchoring allows vessels to wait until
this weather has passed in order to mitigate the potential of collisions or
groundings. In addition to adverse weather effects, some operators prefer to
transit some passages in daylight mainly above Kingston.

More anchorage

locations, it is claimed, would allow these vessels to anchor at night and resume
operation during the day. (Anchoring in ice can be a hazard and there is a risk of
the force of ice floes to cause the anchors to drag).
Increased Traffic
If traffic increases on the Hudson River, wait times will also increase.

An

increase in the number of vessels creates the potential for delays due to lack of
labor/cargo/berth availability. The Yonkers Extension and other Anchorages are
being designated as “long-term storage” and it appears that they are meant to be
an area to park idle equipments, or to be used for the storage of bulk products
such as petroleum.
Shallow Channels
Due to depth limitations of the Hudson River, many vessels must wait until high
tide to commence transit.
Weather Shelter
During periods where severe weather is anticipated in the Port of NY/NJ, vessel
owners and operators look for a safe haven such as up the Hudson River. The use
of the anchorages for this reason is usually short term.
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However not all these needs require multiple anchorages, nor are they necessary
in the locations identified in the proposed Yonkers Extension. The U.S.C.G.
WWM Tactics, Techniques and Procedures (TTP) states that in general: “Most
vessels use anchorage grounds to engage in port or conduct maintenance.
Examples of uses include:
Routine Anchorage Uses
Most vessels use anchorage grounds to engage in commerce or conduct
maintenance. Examples of uses include:
 Awaiting berthing space, sailing orders, cargo, or labor.
 Awaiting a security boarding.
 Awaiting a vessel examination.
 Conducting hot work, i.e. welding or burning.
Non Routine Anchorage Uses
The following are unique or special situations that might require the use of an
anchorage:
 Explosives, loading or unloading.
 Quarantine.
 Cargo transfer: lightering, fuel or oil transfer.
 Bunkering (fuel/oil transfer for ship use).
 Exceeding high/low water regulations.
 Emergency (manning, maneuvering, equipment, security).
 Hazardous material-related.
 Weather.
 Port state control detention.”
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A comprehensive list of such needs may include:

NEED FOR ANCHORAGES IN GENERAL
1. Emergency breakdown
2. Adverse weather, storm, fog, ice
3. Awaiting high water, tide
4. Awaiting space at an occupied dock
5. Preference for daylight passage in portions of the river
6. Congestion at other anchorages
7. Storm and hurricane shelter
8. Exchanging towing vessels
9. Assembling and breaking up of flotillas of barges
10. Bunkering
11. Repair and/or maintenance, welding or burning
12. Cargo transfer, particularly petroleum
13. Recreation
14. Vessel examination
15. Surveys
16. Loading and unloading explosive
17. Quarantine
18. Awaiting sailing orders
19. Security boarding
20. Storage of idle equipment
21. Risk
Table 10 – Usual Needs for Anchorages
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E.

Authority for the Establishment of Anchorages

The authority for establishment of anchorage grounds on U.S. waterways is
granted to the Secretary of Homeland Security under federal law – U.S. Code
Title 33 – Navigation and Navigable Waters – Chapter 10 – Anchorage Grounds
and Harbor Regulations. This responsibility is assigned to the U.S. Coast Guard.
For the establishment of anchorage grounds, it must be manifest to the Secretary
that such anchorage grounds are necessary for safe navigation.
For such grounds to be established, the Chief of Engineers of the USACE must
recommend that grounds be established.
The U.S.C.G. is authorized to define the anchorage ground and promulgate such
regulations as are necessary to manage the designated anchorage. The U.S.C.G.
after establishing anchorage regulations is also responsible for enforcing these
regulations.
33 CFR 109.05 permits the Commandant of the U.S.C.G. to delegate the authority
to establish anchorages to the U.S.C.G. District Commander (see 33 USC 471 and
amendments 81 FR 18494, 80 FR 2011 and 64 FR 38828).
The United States Coast Guard has the authority to establish, administer and
enforce anchorage grounds under 33 CFR 109.5 and 33 U.S.C. 471 (TTP-A1). The
federal and state governments have concurrent jurisdictions over navigable
waters and the lands beneath. States exercise control if it is consistent with
federal actions of functions, and does not interrupt commerce.
Federal authority derives from the commerce clause of the Unites States
Constitution (see TTP-B1), namely the power to regulate navigable waters.
The U.S.C.G. has authority to approve or deny, in whole or in part, anchorage
waiver requests that deviate from existing regulations.

The Commandant

delegated this authority to the Captains of the Port (COTPs), with appeals to such
decisions considered and determined by cognizant District Commanders.
The U.S.C.G. also has authority to establish, amend, or remove anchorages within
navigable waterways of the U.S. via the rulemaking process. The governing law
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for Federal rulemaking is reference (e), Administrative Procedure, 5 U.S.C., Part
1, Chapter 5 (APA). The APA governs how administrative agencies of the Federal
government conduct rulemaking that proposes or establishes regulations. The
Commandant has delegated this authority to District Commanders. (See TTP-B1).
When a state establishes an anchorage area, it is often termed a managed
anchorage mooring field (MAMF). Authority to establish MAMFs comes from
each state’s Public Trust Doctrine, which preserved these areas for public use.
Before a state establishes or regulates a MAMF, it first must follow the USACE
permitting process, which includes a U.S.C.G. review, to verify that the anchorage
is not an obstruction or hazard to navigation. (See TTP-B2).
U.S.C.G. personnel involved in the establishment of the proposed anchorages:
Commandant

Paul F. Zukunft

Vice Commandant

Charles D. Michel

Commander Atlantic Area

William D. Lee

Commander 1st Coast Guard District

Steven D. Poulin

Captain of the Port Sector NY

Captain Michael Day

First District Waterway Management

Chief Craig Lapiejko

Sector NY Waterway Management Jeff Yunker
Specialist Coordinator
Sector NY

BM1 Chris Hudak

Sector NY FOIA Officer

Lorin Dailey
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F.

Criteria that U.S.C.G. May Use in Selecting Anchorages

Generally, the U.S.C.G., in creating new anchorages, follows the procedures
outlined in U.S.C.G. publication CGTTP – 3-71.2 dated July 2015.
publication

deals

with

anchorage

management

including

This

“fundamental

principles, considerations, processes, and documentation.” The U.S.C.G.’s stated
objectives are:


Facilitating commerce,



Safety,



Security, and



Environmental protection.

In developing the Waterways Management Tactics, Techniques and Procedures
Manual, the CG’s integrated process team claims that they have examined
environmental considerations under the National Environmental Policy Act
(NEPA) and have determined they are not applicable (CGTTP 3-71.2, 31 July
2015 cover letter page 2, paragraph 6).
The manual instructs WWM personnel that they need to have “a keen
understanding of applicable regulations in order to make decisions that balance
facilitation of commerce and freedom of navigation with safety, security and
environmental stewardship.” (TTP-Chapter 2, page 2-2, paragraph A1).
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In addition the environmental impact of the anchorages must be considered and
evaluated. The U.S. Coast Guard is responsible, together with the U.S. Army
Corp of Engineers for the establishment of new anchorages. In determining the
suitability of various sites, they consider the following:
Considerations for the Establishment of Anchorage Grounds
Paramount in the U.S.C.G.’s decision-making on the establishment of anchorage
grounds is SAFE NAVIGATION. Other requirements include:
1. Adequate justification
2. Impact on environment and ecology
3. Accurate identification of the location of each site, i.e. longitude and
latitude
4. Other environmental factors
5. Scope and degree of risk or hazards
6. Local practices and customs, including voluntary arrangements and
agreements within the maritime community
7. Economic impact and effect
8. Input from:
a. Maritime community
b. Port and harbor authorities
c. Environmental groups
d. Other parties affected by the proposed actions
9. Input from the Chief of Engineers, USACE
10. Input from advisory committees consisting of all segments of the
public when the establishment of such committees is considered
necessary because of the issues involved are highly complex or
controversial
11. Proximity to fishing grounds, fish traps, nets, shell fish grounds, etc.
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12. Local climate, including wind, rain, temperature, fog, etc.
13. Vessel traffic characteristics
14. Vessel traffic volume
15. Vessel traffic trends
16. Usage (primary and permitted or restricted activities)
17. Presence of unusual cargoes
18. Recreational vessel usage patterns
19. Hazards to navigation
20. Potential interference with the flow of commercial traffic
21. Size and types of vessels
22. Local vessel traffic services, if any
23. Availability of fixed and floating aids to navigation
24. Waterway and channel configuration, proximity to channels
25. Available swing radius of the anchored vessel
26. Bottom conditions, presence and proximity of rocks, wrecks, or
obstructions, soil/anchor holding capability
27. Requirement for traffic speed restrictions
28. Water depth and tidal range
29. Tidal and river currents, frequency and strength of floods and freshets
30. Exposure to waves and swell
31. Silting tendencies and dredging requirements
32. Ice hazards including potential for ice floes, ice jams, structural
damage to hulls and propulsion systems
33. Presence of submerged pipeline and cable crossings
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G.

Developing New Anchorages

Key Waterway users, the U.S.C.G. or other government agencies may start the
process of establishing an anchorage or anchorages by identifying a need. The
Coast Guard will also consider other uses of the Waterway to minimize
“Waterway use conflicts.” The process to establish an anchorage begins with the
provision of sufficient information and ends with the publication of the
anchorage regulation.
The TTP Instructions require that “a focused Waterway Analysis and
Management System (WAMS) study” be carried out “to obtain critical
information about potential effects” of the proposed anchorage. The WAMS
study requires user input on sensitive environmental issues. The WAMS studies
identify and discuss, for different segments of waterways and anchorages:
“Environmentally Critical- CE” and “Navigationally Critical-CN” aspects of
the Waterway or anchorage.
In establishing an anchorage via federal rule making process, the U.S.C.G.
District assigns a Project Manager to oversee completion of the rule making
process (TTP C.1). Sectors may aid by collecting information and otherwise assist
the District. The Sector may also assign a Project Manager to assist the District
Project Manager. The Coast Guard is to coordinate closely with stakeholders,
including:


Environmental groups



Local landholders



State and local government agencies, and



Others (TTPC.3) and 33 USC Paragraph 1231 (b)
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It is interesting to note that in establishing anchorage Regulations for New York
Harbor in 15 January 2015, the Daily Journal of the U.S. Government published
the following:
“We have analyzed this rule under Department of Homeland Security
Management Directive 023-01 and Commandant Instruction M16475.1D,
which guide the Coast Guard in complying with the National
Environmental Policy Act of 1969 (NEPA) (42 U.S.C. 4321-4370f), and
have made a determination that this action is one of a category of actions
that do not individually or cumulatively have a significant effect on the
human environment.

This rule involves disestablishing two unused

anchorage grounds, establishing one anchorage ground, and reducing the
size of one anchorage ground resulting in a reduction in the overall size of
the anchorage grounds by 7.28 square nautical miles in the COTP zone.
This rule is categorically excluded from further review under paragraph 34
(f) of Figure 2-1 of the Commandant Instruction.

An environmental

analysis checklist supporting this determination and a Categorical
Exclusion Determination are available in the docket where indicated under
ADDRESSES.”
Therefore the January 2015 Anchorage rule making for New York Harbor
addressed “the human environment.” The 2015 Hudson River Waterway Review
describes the Lower, Middle and Upper Hudson as being “environmentally
critical.” This is a recognition by the U.S.C.G. of the importance of environmental
issues when analyzing the suitability or non-suitability of certain areas for use as
anchorages.
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H.

Governmental Actions in Developing New Anchorages

1.

U.S.C.G.

– Receives requests for establishment of anchorages or
determines additional anchorages are required or

2.

USACE

– U.S. Army Corps of Engineers – Chief of Engineer
recommends to the U.S.C.G. the establishment of such
anchorages (33 U.S.C. Section 471(a)).

3.

U.S.C.G.

– Assign a District project manager to oversee the rule
making process
Issues Advance Notice of Proposed Rulemaking (ANPR)
Sector may also assign a Project Manager

4.

U.S.C.G.

– Reviews the most recent Waterways Analysis and
Management System (WAMS) study

5.

U.S.C.G.

– Reviews the most recent Ports and Waterway Safety
Assessment (PAWSA)

6.

U.S.C.G.

– Prepares focused WAMS

7.

U.S.C.G.

– Considers impact on small entities (5 U.S.C. 601-612)

8.

U.S.C.G.

– Reviews public comments

9.

U.S.C.G.

– Writes proposed rule (and regulations)

10.

U.S.C.G.

– Issues Notice of Proposed Rulemaking (NPR) and
publishes in Federal Register

11.

U.S.C.G.

– Hold public hearing

12.

U.S.C.G.

– Undertakes National Environment Policy Act (42 U.S.C.
4321-4370f) (NEPA), 1969, if necessary

13.

U.S.C.G.

– Prepares an Environmental Impact Statement (EIS) or
Environmental Assessment (EA) if proposed rule might
give rise to significant environmental effects

14.

U.S.C.G.

– Prepares a Federal Coastal Zone Management Act
Consistency review

15.

NY
– Reviews NY State Coastal Management Program (CMP)
Department
consistency review (Note: States have concurrent
of State
jurisdiction over navigable waters and the lands
beneath. (U.S.C.G. WWM/TTP Chapter 1 A.1)
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I.

Enforcement of Anchoring Regulations

The U.S.C.G. has the responsibility of enforcing anchoring regulations. Vessels
must only anchor in federally designated anchorages, except in cases of great
emergency. Vessels may not moor outside of designated anchorage areas or
within cable or pipeline areas. Other violations include exceeding anchorage time
limits, failing to meet heavy weather requirements, failing deck lighting
requirements, failing to include English-speaking personnel aboard, and
violating equipment compliance regulations. Failure to comply with the
regulations could result in a civil penalty of up to $40,000 for each day the vessel
is in violation, (33 CFR 110.155 (1)(2)).
Failure to comply with these regulations can also lead to other disciplinary action
including:
1. Standard letter of concern from the COTP addressing non-compliance
2. COTP Order. The Captain of the Port may order a vessel to operate or
anchor if it is determined that a vessel is not in compliance with the
stipulated regulations. (33 CFR 160.111)
3. Letter of Warning (LOW)
4. Notice of Violation (NOV)
5. Suspension and Revocation (S & R)
Moored vessels are required to display lights in accord with the Inland Rules of
the Road (33 CFR Part 83). Other deck lighting is permitted, but may not
interfere with the navigation lights.
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III. ENVIRONMENTAL IMPACT
The U.S.C.G., as stated in the Waterway Management (WWM) Anchorage
Management Tactics, Techniques, and Procedures (TTP), CGTTP 3-71.2, dated
July 2015, determined that proposed anchorages do not generally necessitate a
specific environmental review:
“While developing this publication, integrated process team
(IPT) members examined environmental considerations under
the National Environmental Policy Act (NEPA) and determined
they are not applicable.”
A.

Oil Spills

Canadian crude oil is produced from shale from the Western Canada and North
Dakota Bakken formation. Prior to 2015, some of this crude oil was transported
in BNSF, CSX and Canadian Pacific rail tank cars to Albany. Some was then
transported down the Hudson in barges and tankers. Reportedly two trains a day
were arriving in Albany. The trains were one mile long, 120 tank cars carrying
approximately 85,000 barrels of crude oil, each. This was destined for refineries
in New Brunswick, Canada, and New Jersey via the Hudson River.
The quantity of Bakken crude arriving through Albany increased steadily from
the beginning of 2008 to early 2014. Bakken crude is relatively lighter than some
other Canadian crude oil. A concern is that in the future, some of the heavier
Canadian oil will find its way into barges and tankers on the Hudson River with
even greater environmental risks from oil spill resulting from collisions, allisions,
groundings and loading/discharge accidents.
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Source: Energy information Administration; analysts’ estimates
Fig. 20 – Where the Bakken Oil Goes

Source: Energy information Administration; BNSF; Canadian Pacific; CSX
Graphic by Guilbert Gates and Joe Burgess
Fig. 21 – Major Northeast Bound Oil Transport Routes
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Source: Energy information Administration; analysts’ estimates
Fig. 22 – Bakken Oil Production
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The Port of Albany reported that in 2014, about 230 tank barges were
transporting oil down the Hudson.

In addition, a Bahamian – flag 53,082

deadweight ton (metric) tanker was also transporting Bakken crude oil, with a
trip every 8 days. The vessel was the AFRODITE, 610 feet long by 105.7 feet wide
with a maximum oceangoing draft of 35.42 feet.

Fig. 23 – The Tanker AFRODITE
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Two years prior, in 2012, the tanker STENA PRIMORSK, British tanker, carrying
crude oil out of Albany went aground, puncturing the vessel’s hull. The vessel ran
aground on 21 December 2012 near Stuyvesant, N.Y. carrying about 40,000
metric tons of oil. The Oil Pollution Act of 1996, enacted for just such events,
required double hulls. Fortunately, only the outer void tanks flooded and no oil
was spilled.

The STENA PRIMORSK was an even larger tanker than the

AFRODITE. She was 600 feet long by 131.3 feet beam by 65,079 metric tons
deadweight.

Fig. 24 – 63,079 Ton Tanker STENA PRIMORSK
Aground Near Stuyvesant, N.Y.
Clearly, the risk of grounding, collision or allision is real. A high speed (15 knot)
collision or grounding on a hard object can easily penetrate a double hull. Risk is
defined as the probability of an event times the consequence of that event. The
probability is high as has been demonstrated by the STENA PRIMORSK. The
consequences are even higher. Hence, the risk must be regarded as very high.
The result can have an enormous impact on the ecology and water quality of the
Hudson River.
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The possibility of oil vessels, at anchor, being struck by a large vessel not-undercommand, or with faulty steering gear, or as a result of human error, presents a
very high risk to the environment.
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Environmental and Safety Risks
1. High winds to cause anchors to drag or anchor line to part
2. Vessel grounding
3. Vessel spilling oil
4. Vessel foundering or capsizing
5. Barge fleeting hazards due to potential breakaways
6. Barge fleeting subject to wake, disturbance by passing vessels’ size or speed
7. Mid-Stream loading or discharge or lightering, risk of spill or accidental loss
of cargo
8. Hazardous waste accidental discharge
9. Acts of terrorism
10. Risk of collision or allision
11. Loss of lights, especially on unmanned vessel making them a navigation
hazard
12. Performance of hot work/repairs causing risk of fire or explosion
13. Fire or explosion for other reasons
14. Damage to the river bottom from sinkage or to the shores and wet lands from
spilled crude oil or hazardous material
15. Risk of collision between anchored vessels if one or both are anchored out of
position
16. Hazard to recreational boaters from unlit anchored vessels are in fog or
conditions of limited visibility
17.

Disturbance of bottom due to dragging anchors
Table 11 – Environmental and Safety Risks
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B.

Noise

Noise nuisance or noise disturbance may be defined, as noise that injures people
or has an adverse effect on public health. It includes sound that disturbs or
annoys reasonable persons of normal sensitivities or harms the environment.
Noise emanating from vessels is always of concern. Vessels may, from time to
time, use the ships’ whistles or air horns as passing and overtaking signals. These
signals are required in the federally issued Inland Rules of The Road. Such
whistle signals are also used when backing down, or as a danger signal. Such use
of the ship’s whistles is not usually a nuisance because of its infrequent
occurrence.
During fog, heavy snow or other conditions of limited visibility, the vessels’ fog
horns, or when anchored, ships’ bells and gongs are also used. During such
periods, the sounds may become a nuisance.
Vessels of less than 60 meters in length and barges or scows are not required to
use sound signals when at anchor in restricted visibility.
Vessels over 60 meters must use a bell, must ring the bell rapidly for 5 seconds at
intervals not exceeding 1 minute in restricted visibility. If over 100 meters, she
shall also sound a gong and the opposite end of the vessel and sound it
immediately after the ringing of the bell.
Other sources of noise from ships, tugs, and barges come from the vessels’ main
propulsion diesel engines. Large vessels such as tankers and ocean-going cargo
ships are usually fitted with silencers (mufflers) on their exhaust lines. However,
smaller vessels, usually service crafts, tugs, and similar sized vessels sometimes
have inadequate sound abating silencers (mufflers) and can be heard miles away.
Some vessels also have diesel generators sets operating to provide electrical
power on board.

If the vessel or barge has a diesel generator, it may run

continuously while at anchor.
If a manned ship or barge is at anchor and maintenance is being performed by
the crew, often times it is chipping and painting. Chipping is a form of descaling
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of rust and may be carried out by the use of manual chipping hammers,
pneumatic chipping hammer, or needle guns. This is industrial noise.
Other anthropogenic (man made) sources of noise from ships may include
construction activities such as riveting, sawing, sanding, drilling, and
hammering. The use of pneumatic (compressed air) tools is particularly noisy.
Crank shafts, air conditioners, pumps, air compressors and other machinery
generate airborne and through the structure, water borne noise. Particularly
obnoxious is the noise from jet skis, cigarette-style speed boats and similar
“recreational” craft though such crafts are not creating such noise while
anchored.
A particular problem is underwater noise. This comes mainly from cavitation of
propellers. Considerable work is being done by NOAA and other organizations
on the impact of underwater noise on aquatic mammals such as whales, turtles,
etc. Underwater noise also has an impact on freshwater mammals; fish, birds,
and food sources for wildlife.
The U.S. passed the Noise Control Act of 1972. While aimed particularly at
hearing loss, the act also aims at noise pollution. The International Maritime
Organization (IMO) part of the United Nations, has generated noise conventions,
but these are aimed at foreign flag vessels and will not take effect for many years
to come.
The EPA has general noise regulations for many types of noise generators
including motor vehicles and aircraft. However, Federal Aviation Administration
(FAA22) has the power to veto, and does veto some EPA regulations. State and
regional bodies also have noise regulations, as does the City of Yonkers and the
City of New York. Whether Yonkers or other river communities can enforce noise
regulations on a Federal waterway or across state lines (New Jersey) is a
question. However, the U.S.C.G. has the authority to promulgate and enforce
regulations at federal anchorages. They can restrict the use of certain equipment
or activities such as maintenance and repair at anchorages.
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120 dB(A)
110
100
90
80
70
60
50

180 feet from a jet aircraft taking off
3 feet from a riveting machine
Between 2 600 rpm diesel generators
Noisy factory or machine shop
45 feet from a pneumatic drill
10 feet from a vacuum cleaner
Inside a supermarket
Inside a suburban house daytime
Quiet city area, outdoor at night or library
40
whisper at 3 feet
25-30 Countryside, quiet at night, quiet church
Table 12 – Typical Noise Levels
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C.

Light and Sounds

The Inland Rules of the Road require certain lights to be displayed by vessels.
U.S.C.G. Sector New York Marine Safety Bulletin (2015-014) advises vessel
operators anchoring in federally designated anchoring grounds that they must
display lights as codified in 33 CFR Part 83. Additional lighting is authorized but
should not interfere with the required navigation lights.
1. Vessel at anchor, aground and barges moored exhibit an all around white
light.
2. If the vessel is over 100 meters in length, and at anchor, it shall also use lights
to illuminate her decks.
3. A vessel of less than 7 meters in length, at anchor and not near a channel, it is
not required to exhibit lights.
4. A vessel of less than 20 meters, when anchored in an anchorage designated by
the U.S.C.G. is not required to exhibit lights.
5. Barges that are moored in groups or flotillas of more than 2 barges at a single
mooring, shall exhibit 2 white lights visible one mile.
6. Barges that are not moored parallel to the river bank shall exhibit 2 white
lights visible one mile.
It is unlikely that “stadium style” flood lights would be used on anchored vessels
except on construction projects when anchored, vessels are encouraged to turn
on their deck lights.

66

C.R. CUSHING & CO., INC.

D.

Air Space Zones

According to the Code of Federal Regulations for the Federal Aviation
Administration, Part 91 provides minimum safe altitudes for aircraft operating in
the United States. The regulations state that for congested areas including cities
and towns, aircraft may not operate below an altitude of 1,000 ft above the
highest obstacle within a horizontal radius of 2,000 ft of the aircraft. Over areas
with low congestion, aircraft may not operate below 500 ft above the surface,
except over open water or sparsely populated areas. Those areas forbid aircraft
from flying closer than 500 feet to any person, vessel, vehicle, or structure. This
regulation is in effect except when it is necessary for takeoff or landing.
More specific to the New York airspace operations is an area called the Hudson
River Exclusion, which is a region of the River spanning from the VerrazanoNarrows Bridge to Alpine Tower. In this area, it is mandatory for both local and
transient operations to follow specific flight rules. For local operation, which
includes any aircraft within the Hudson River Exclusion that is conducting an
operation other than overflying, aircraft may fly from the surface up to, not
including, 1,000 ft mean sea level (MSL). For a transient operation, which
includes aircraft transiting the Exclusion from end to end without intending to
significantly change heading, altitude, or airspeed, aircraft may fly from 1000 ft
to, not including, 1,300 ft MSL.
Given these minimum altitude regulations, vessel sizes along with an increased
number of vessels due to potential anchorages, will not impede air space zones.
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E.

Effect of Anchors on River Bottom

There are two types of anchorages. The first is the establishment of permanently
moored anchor buoys, where vessels do not use their own anchors, but make up
to the buoys. The second type is where the vessels do use their own anchors. The
proposed anchorages are of the second type.
When a vessel uses its own anchors and chain, it not only depends on the holding
powers of its own anchor, but also the scope of chain on the bottom which assists
in holding the vessel in position. When the vessel “swings” on the anchor due to
tide and/or wind shifts, the anchor will grind into the bottom. Also, the chain or
cable will sweep the bottom in a semicircle. Both will cause a disturbance of the
bottom soils.
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