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I INTRODUCTION

Please state your name, education background, credentials you hold,
occupation, and your work address.

My name is Captain Jorge J. Viso. I graduated from the U.S. Merchant Marine
Academy at King’s Point in 1985 with a Degree in Marine Transportation and
Nautical Science. I have also earned the following professional licenses and
credentials: a Florida State pilot license; U.S. Coast Guard merchant mariner
credentials as Master of Steam and Motor Vessels (Limited Tonnage) and Chief
Mate of Steam and Motor Vessels (Unlimited Tonnage); and an unlimited
tonnage first-class pilot endorsement for the waters of Tampa Bay and its
tributaries. I served as an active maritime pilot from 1990 to 2016. I have been the
President of the American Pilots’ Association (“APA”) since January 2017. My
work address at APA is 499 South Capitol Street, S.W. Suite 409, Washington,
DC 20003.

Please describe your experience prior to becoming APA President.

Prior to being elected APA President, I had extensive experience in the maritime
sector first as a Coast Guardsman, then as a credentialed merchant mariner, and
finally as a state-licensed maritime pilot in Florida. I served aboard two ships in
the U.S. Coast Guard from1978-81, and advanced to Quartermaster Second Class.
I then earned an appointment to the U.S. Merchant Marine Academy at King’s
Point. After graduation from King’s Point, I was commissioned as an Ensign in

the U.S. Naval Reserve and was licensed as Third Mate of Steam and Motor
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Vessels by the U.S. Coast Guard. I briefly served aboard harbor tugs, before
sailing deep sea on chemical, product, and crude oil tankers for more than six
years where I continued to advance my U.S. Coast Guard merchant mariner
credentials. Following my time sailing deep sea, I earned selection to train to
become a pilot in the ports of Tampa Bay, Florida. I completed my multi-year
training and apprenticeship program in 1990 and served continuously as a Florida
State-licensed pilot in the ports of Tampa Bay from 1990 through 2016. During
my time as a Tampa Bay pilot, I piloted all manner of ships, including, among
others, cruise ships, containerships, tank vessels, general cargo ships, tug and
barge units, and military ships.

While I was a Florida State-licensed pilot, I was elected or selected to
serve in numerous leadership positions, including Executive Board Member of the
Harbor Safety and Security Committee of Tampa Bay, Chairman of the Tampa
Bay Pilots’ Association, President of the Florida State Pilots’ Association, and
Vice Chairman of the Florida Board of Pilot Commissioners. During these various
roles in leadership in both local maritime associations and state pilots’
associations in Florida, I had the opportunity to become familiar with the ten
different state-licensed pilot associations in Florida. This included observing the
similarities and differences in their respective operations.

During my time in the leadership of state pilots’ associations in Florida, I
was elected to be the Vice President of the APA’s South Atlantic States, one of

six elected regional positions in the United States. This role allowed me to expand
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my observation and understanding of the more than 50 state-licensed pilot
associations throughout the United States.

I also served as Chair of the APA’s Navigation and Technology
Committee (“NAVTECH?”) from 2002 until taking office as APA President. As
NAVTECH Chairman, I facilitated dialog among the nation’s professional
maritime pilots on portable pilot units (PPUs) and other navigation technology
matters, worked with local and federal officials on navigation policies and
infrastructure support, wrote numerous articles in maritime trade journals, and
was a frequent speaker at national and international navigation technology and
pilotage conferences.

In addition to holding these various leadership positions in national, state,
and local pilots’ associations, I also served as an instructor at the Maritime
Institute of Training and Graduate Studies (“MITAGS”), as well as at the
Maritime Pilot’s Institute (“MPI”’). My professional qualifications are included as

the first exhibit to my prefiled rebuttal testimony, Exh. JIV-02.

II. ROLE OF THE AMERICAN PILOTS’ ASSOCIATION

Please describe the operations and purpose of the American Pilots’
Association.

The American Pilots’ Association (“APA”), is a non-profit organization that has
served as the national association of the piloting profession since 1884. Almost all
of the more than 1,300 state-licensed pilots working in the coastal ports and

approaches of the 24 coastal states in the United States, as well as all of the
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U.S. registered pilots operating in the Great Lakes system under authorization by
the U.S. Coast Guard, belong to APA member pilot groups. These pilots direct the
navigation of well over 90 percent of large ocean-going vessels moving
international trade in the waterways of the United States. It is the job of state-
licensed pilots to protect the safety of navigation and the marine environment in
the waters for which they are licensed.

APA is recognized by local, state, federal, and international authorities as
a national organization with the objective of enhancing maritime piloting
standards in the United States and as a leading advocate of navigation safety and
marine environmental protection practices. APA regularly communicates with,
and facilitates discussion among, federal, state, and local regulatory authorities
and local pilot associations with the aim of continually improving the safety and
efficiency of ports and waterways in the United States. In fact, the APA has
formal memoranda of understanding “(MOUs”) with both the U.S. Coast Guard
and the National Oceanic and Atmospheric Administration (“NOAA”). Both of
these MOUs reference the mutual goal of ensuring safe maritime operations and
navigation in America’s ports and waterways. APA also acts as an information
clearinghouse for sharing information and facilitating collaboration on pilotage
policies and practices.
Please describe the work you do as President of the American Pilots’
Association.
As APA President, I represent pilots and the piloting profession before the U.S.

Congress, federal agencies, and state and local legislative and administrative
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bodies. I also advise pilot groups and pilotage authorities on pilotage operations,
practices, and oversight of pilots and pilotage systems. In addition, I serve on the
Advisory Board for the International Maritime Pilots’ Association (“IMPA”), the
international organization for the piloting profession. I also serve as a delegate
and subject matter expert on IMPA Delegations to the International Maritime
Organization, a specialized United Nations body responsible for international
regulations and policies related to the training and certification of all mariners,
certification of ship safety equipment (including pilot transfer arrangements), and

the oversight of international shipping.

Based on your education, background and experience would you consider
yourself an expert in pilotage, pilot group operations, and piloting practices?
Yes, I would.

Have you reviewed the testimony of Captain Michael Moore given on behalf
of the Pacific Merchant Shipping Association (“PMSA”)?

Yes, I have reviewed Captain Moore’s testimony.

What is the purpose of your testimony?

The purpose of my testimony is to present my views — based on my experience as
a mariner, pilot, local and state pilots’ association leader, national pilots’
association leader as President of the APA, and international pilot leader as
advisor to IMPA and international delegate to the IMO—that the work and
workload of pilots around the country is quite similar; and therefore it is not

difficult nor unreasonable for pilotage rate-setting authorities to compare the work
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done by pilots at various U.S. pilot associations while deliberating on appropriate
pilot compensation. In fact, a comparison of the work state-licensed pilots do
around the country, which in the rate setting context has been referred to as
“operational comparability,” is quite important for rate-setting authorities like the
Washington Utilities and Transportation Commission (“WUTC”) to consider and
take into account when deliberating on setting pilot compensation.

Does the American Pilots’ Association maintain a list of APA-member pilot
groups in the U.S. and the number of licensed pilots in each group?

Yes, we do. A list of APA-member pilot groups is included as the second exhibit
to my prefiled rebuttal testimony, Exh. JJV-03.

How many APA-member pilot groups are there in the United States?

The APA consists of fifty-two groups or associations of maritime pilots, which, as
mentioned above, includes state-licensed pilots and U.S.-registered Great Lakes
pilots. The Puget Sound Pilots is an APA-member pilot group.

How many individual pilots are members of APA-member pilot groups in the
United States?

As of January 2026, there are approximately 1,300 pilots in APA-member pilot
groups. The only major groups of pilots in the United States that are not members
of the APA are the Los Angeles Pilots Service and the Jacobsen Pilots in Long
Beach. While APA maintains cooperative relationships with these two pilot
groups, because neither group is comprised of state-licensed pilots, they are
ineligible for APA membership. The pilots in the Los Angeles Pilots Service are

municipal employees of the port of Los Angeles, and the Jacobsen Pilots in Long
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Beach are employees or shareholders of a private company, Jacobsen Pilot
Service, Inc., which holds an exclusive franchise from the port of Long Beach to

provide pilotage services.

III. THE STATE PILOT SYSTEM AND COMPULSORY PILOTAGE

How would you describe the purpose of the state pilot system in the United
States?

The purpose of the state pilot system is to put in place the best qualified and
trained people with the necessary equipment and infrastructure to provide and
maintain the highest quality round-the-clock nondiscriminatory pilotage service to
protect the states’ waterways and marine environment while safely and efficiently
moving maritime commerce. During my time as APA President, [ have come to
the opinion that the most important component of the state pilot system is the state
laws that identify the specific vessels to which the “compulsory pilotage”
requirement applies and compel those vessels to utilize a state-licensed pilot.
Other components of the state pilot system are in place to support the compulsory
pilotage requirement.

Please explain what you mean by the “compulsory pilotage” requirement.
The compulsory pilotage requirement refers to the circumstances or situation in
which a vessel is required by state law to utilize a state-licensed or

federal licensed marine pilot when navigating certain waters. By requiring a
vessel to utilize a state-licensed pilot, the state is assuring that the vessel will

receive a fully trained and properly equipped pilot who possesses superior skill
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and experience, and that the public’s paramount interest in protecting the marine
environment will be served. This is an important responsibility that states,
including Washington State, must not and do not take lightly.

What types of vessels are subject to the compulsory pilotage requirement and
therefore must utilize a state-licensed pilot in state pilotage waters?

The type of vessels subject to the compulsory pilotage requirement can vary by
state and depends on the requirements in the relevant state law. As examples,
foreign flagged vessels entering or departing U.S. ports and U.S. flagged vessels
sailing to or from a non-U.S. port (i.e., sailing on register endorsement) are
required to utilize a state-licensed pilot. These foreign flagged vessels and U.S.
flagged vessels sailing to non-U.S. ports account for well over 90 percent of all
large ocean-going traffic moving in United States waters. The safe navigation of
these vessels is protected by the twenty-four U.S. coastal states through
comprehensive pilotage regulation systems like the system in place in Washington
State. These vessels — which include all types of vessels including cruise ships,
containerships, tank vessels, general cargo ships, tug, and barge units — are
required to be under the direction and control of a state-licensed pilot while
underway in state pilotage waters.

With respect to maritime transportation in the United States and throughout
the world, what role do pilots play?

The “role of the pilot” is a very important issue to the APA and it is addressed by
one of the key official statements adopted by the APA. In 1997, the Board of

Trustees of the APA adopted the following as the official statement of the piloting
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profession on the role of the compulsory state pilot and the relationship between
the pilot and the master and bridge crew of a vessel.!

Navigation of a vessel in U.S. pilotage waters is considered
to be a shared responsibility between the pilot and the
master/bridge crew. The compulsory state pilot directs the
navigation of the vessel subject to the master’s overall
command of the vessel and the ultimate responsibility for
its safety. The master has the right, and in fact the duty, to
intervene or to displace the pilot in circumstances where
the pilot is manifestly incompetent or incapacitated or the
vessel is in immediate danger (“in extremis”) due to the
pilot’s actions. With that limited exception, international
law requires the master and/or the officer in charge of the
watch to “cooperate closely with the pilot and maintain an
accurate check on the ship’s position and movement.”

State-licensed pilots are expected to act in the public
interest and to maintain a professional judgment that is
independent of any desires that do not comport with the
needs of maritime safety. In addition, licensing and
regulatory authorities, state and federal, require compulsory
pilots to take all reasonable actions to prevent ships under
their navigational control from engaging in unsafe
operations. Because of these duties, a compulsory state
pilot in the U.S. is not considered a member of the “bridge
team.” Nevertheless, a pilot is expected to develop and
maintain a cooperative, mutually supportive working
relationship with the master and the bridge crew in
recognition of the respective responsibility of each for safe
navigation.

This statement was the product of an effort that included consultation with, and
input from, representatives of shipmasters and ship owners and operators,

maritime lawyers, navigation safety and human factor experts, and officials of the

I The Respective Roles and Responsibilities of the Pilot and the Master, American Pilots’

Association website, last visited February 1, 2026.
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U.S. Coast Guard, the U.S. National Transportation Safety Board, the Federal
Maritime Commission, and state pilotage authorities.

It is important to note that state compulsory pilotage is unique in
protecting the interests of the port and the public because it places on the bridge
of a ship a highly trained individual who is an expert in all aspects of local
navigation, isolated from the economic pressures facing shipping companies, fully
empowered to direct the navigation of the ship, and whose primary responsibility

is to protect the interests of the state that issues the license.

IV.  SIMILARITIES AND COMMON CHALLENGES IN MARINE

PILOTAGE

Pilotage Waters and Vessels Vary: Pilot Objectives, SKills, and Challenges

are Much the Same

During your more than nine years as APA President, have you had the
opportunity to visit each APA-member pilot group?

Yes, except for the Grays Harbor Pilots (Washington State) and the Coos Bay
Pilots’ Association (Oregon), I have visited every APA-member pilot group, met
with the member pilots, toured their facilities and pilot boats, and boarded ships

and observed hundreds of piloting jobs all over the country.
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In addition to visiting these APA-member groups, meeting with pilots, and
touring their boats and facilities, have you had the opportunity to ride along
with APA-member pilots on the various pilotage waters in the twenty-four
coastal states and the Great Lakes?

Again, except for the Grays Harbor Pilots and the Coos Bay Pilots’ Association, I
have ridden along with state-licensed pilots on the pilotage waters of every APA-
member pilot group. In many cases, including Puget Sound pilotage waters, I
have traversed the pilotage waters of APA-members more than once on virtually
all types of vessels, including cruise ships, containerships, tank vessels, other
cargo vessels, and tug/barge units. Since 2017, I have conducted approximately
190 pilotage observation ride-alongs totaling more than 625 hours, riding with
more than 100 individual state-licensed pilots. This observation history is
summarized in the third exhibit to my prefiled rebuttal testimony, Exh. JJV-04. I
consider understanding United States pilotage waters and the challenges faced by
individual APA-member pilots and pilot groups to be a critical part of being an
effective APA President.

Having had the opportunity to visit with and ride along with virtually every
APA-member pilot group in the United States, have you formed opinions,
made observations, and compared the nature of pilotage waters, the role and
skills of pilots, and the pilot workload in these varied pilot groups?

Yes, I have.
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Based on your extensive experience and observations, would you say that
pilotage waters around the country are identical?

No, of course not. Every stretch of pilotage waters around the country has its own
geographical, weather, vessel traffic density, vessel type mix, and infrastructure
quirks and differences. Some pilotage waters are relatively short, and a pilot can
complete an assignment in an hour or less. Other pilotage waters involve pilotage
runs so long it may take over thirteen hours and multiple pilots to complete the
run. There are other pilotage waters that involve pilot assignments in various
lengths in between the very short and very long.

Again, having had the opportunity to visit with and ride along with virtually
every APA-member pilot group in the United States, would you say that
every pilotage operation in the United States is the same?

No. APA-member pilotage groups are organized differently (e.g., corporation,
partnership, LLC, LLP, unincorporated voluntary association, etc.), have different
numbers of pilots, and have various ways to go about selecting, training,
certificating, and maintaining professional proficiency. One important aspect of a
pilotage operation, however, is the same everywhere—the goal is to get a vessel
safely, efficiently, and reliably from sea to the berth or anchorage and then back

to sea all while protecting the marine environment and the port infrastructure.
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Would you say that any particular type of vessel—cruise ship, containership,
tank vessel, chemical carrier, general cargo ships, or tug/barge unit—is more
difficult or more challenging to pilot than other types of vessels?

No. I can confidently say from forty-eight years navigating ships, including
twenty-seven years’ experience as an active pilot and my time as a leader of the
piloting profession in the United States, every type of ship has its own advantages
and disadvantages with respect to piloting. In my time as a mariner with a senior
U.S. Coast Guard credential as well as my experience as a state-licensed pilot and
APA President, I’ve conned,? piloted, and observed first-hand others piloting
numerous ships of all types and I can say that they all can be challenging based on

each day’s weather, currents, water depths, and other surrounding vessel traffic.

Common Challenges Faced by Marine Pilots

Even though, as you have testified, pilotage waters and pilotage operations
around the United States are not identical to one another, are there
similarities and common challenges between pilotage waters and pilotage
operations?

Yes, there most certainly are many commonalities.

2 In marine pilotage, “conned” refers to the act of controlling a ship’s movement or navigation or

taking over the navigational duties on the bridge of a ship.
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1. Common Challenges -- Overview

Based on your expertise and experience, can you please give your general
overview of the challenges that all individuals who serve as maritime pilots
face?

Certainly. Being a pilot, regardless of the port in which the pilot is working or the
pilot group with which they are associated, presents immense personal and
professional challenges. It can take years, even decades, to become a fully
licensed state pilot. This initially involves serving aboard merchant ships or
tugboats for long stretches of time, often away from home and family, just to earn
the merchant mariner credentials necessary to compete for the chance to be
selected as a pilot apprentice. Once accepted into an apprentice or training
program, the individual can spend years serving as an apprentice pilot before
receiving a state pilot’s license.

After earning her or his state pilot license, every time a pilot reports to a
ship to go to work he or she knows a single moment of inattentiveness could have
devastating consequences. Pilots understand this and know that one incorrect — or
even suboptimal — decision during a piloting assignment could lead to a
potentially catastrophic vessel casualty with loss of life, damage to the marine
environment, and/or hundreds of millions of dollars in damages. Pilots are fully
aware that such a casualty could spell the end of their career, or result in state
disciplinary or license actions, federal and state civil penalties, criminal charges,
and ruinous legal fees. Vice Admiral Brian Salerno, a retired U.S. Coast Guard

officer who was at the time responsible for overseeing the service’s marine and
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navigation safety missions and later an official with the Cruise Lines International
Association (the largest cruise industry trade association), while in the Coast
Guard, described the common challenges pilots all over the country and in every
pilotage waters face in the course of their duties pilots as follows: *

Each day, pilots are asked to take all sizes and types of

vessels through narrow channels in congested waters where

one miscalculation could mean disaster. They are trained,

highly professional individuals, whose judgments must be

spot-on for the hundreds of decisions they must make at
every turn to bring a vessel safely to its berth or out to sea.

A pilot’s life, again regardless of where she or he works or in which pilot
organization she or he is a member, is also not convenient. A pilot can be
dispatched to a ship on any day, at any time, and in any weather condition. Pilots
work irregular hours and on weekends, holidays, and family occasions. Unlike so
many people today, pilots do not have the option to “work from home.”

A career as a pilot is dangerous. In the United States nine pilots have died
during pilotage operations in the past less than two decades. In fact, sadly, a pilot
was killed during the pilot transfer process in January of this year.* Using the
profession’s approximate size (about 1,300 pilots), this represents an implied
fatality rate of approximately 35 per 100,000 pilots per year, which is about ten

times the national average occupational fatality rate reported by the Bureau of

3 Paul G. Kirchner, 4 Career as a Ship Pilot, PROCEEDINGS OF THE MARINE
SAFETY & SECURITY COUNCIL, THE COAST GUARD JOURNAL OF SAFETY &
SECURITY AT SEA, Fall 2008, at 9.

4 Pilot Dies in Fall From Pilot Ladder in Panama City, Florida.
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Labor Statistics.’ Pilots are also killed in the line of duty with alarming regularity

all over around the world. The simple fact is, piloting is a dangerous profession.

2. Common Aspects of Marine Pilotage

To further explore this idea of similarities and common challenges regarding
pilotage waters and pilotage operations, please characterize the common
aspects of serving as a maritime pilot?
All maritime pilots have very similar duties, perform similar tasks, need similar
skills, and face similar demands. Pilots are the first line of defense when a ship is
entering or departing a U.S. port from a foreign voyage. If the vessel has not
arrived from a neighboring port, there is often very little known about the ship’s
true operating condition, the competence of the bridge team, the effectiveness of
its safety culture, or how well the crew communicates under pressure. The pilot’s
first observations—beginning at the boarding ladder and continuing through the
initial bridge exchange—become critical data points used to assess risk, establish
control of the navigation plan, and determine how cautiously the vessel must be
handled as it transits some of the most confined and environmentally sensitive
waterways in the world.

An example of a pilot assessing risk soon after boarding a ship, and taking
appropriate action, occurred in Puget Sound in August 2025. A Puget Sound Pilot

detected an alcohol-like odor during the initial master-pilot exchange aboard a

5 BLS reports the U.S. all-worker fatal work injury rate was 3.5 per 100,000 FTE workers in 2023;
https://www.bls.gov/opub/ted/2025/fatal-work-injuries-down-3-7-percent-in-2023.htm.
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nearly 1,100 container containership and questioned the master about it. When the
pilot’s concerns were not resolved, the pilot reported the observations to the

U.S. Coast Guard so the concern could be evaluated and documented. During the
subsequent docking maneuver, the pilot had to swiftly correct the captain when he
put the engine ahead rather than astern, as the pilot ordered. The pilot’s Report of
Marine Safety Occurrence is included as the eighth exhibit to my testimony,

Exh. JJIV-09. The pilot later learned that the U.S. Coast Guard boarded the vessel,
administered a field sobriety test to the master, and took enforcement action. As
reported by the Seattle Times, the master was charged with operating a vessel
under the influence, and the article reported a BAC approximately three times the
legal limit.® Pilots must be prepared to identify and respond to unexpected risks in
real time, including by elevating concerns to the appropriate authorities.

A ship pilot must conduct pilotage professionally and effectively with
crews of many nationalities, cultures, and varying levels of language proficiency
and seamanship. From the very first moment of approach—whether coming
alongside on the pilot boat or stepping onto the gangway from the pier—the pilot
is already engaged in a form of international relations.

Regardless of pilotage waters or pilotage group, being a pilot is
challenging due to complex navigation in congested ports with large vessels,
maritime waterways and infrastructure that has not kept pace with the exponential

increase in the size of merchant vessels, constant pressure from adverse weather,

6 Container ship captain pleads not guilty to boating drunk in Seattle | The Seattle Times.

Prefiled Rebuttal Testimony (Nonconfidential) Exh. JIV-01T
of Jorge J. Viso Page 17 of 37



10
11

12
13

14
15
16

17

18
19

20
21

22
23

24
25

26

27
28

and managing human factors like communication with diverse crews, all while
facing an unpredictable workload and the immense responsibility for safeguarding
the marine environment and multimillion-dollar ships and cargoes. Some of the
key challenges that all pilots face, irrespective of where they ply their skills,
include environmental and navigation factors, human and operational factors,
diverse bridge layouts and configurations, and infrastructure challenges as further
described below.

o Environmental & Navigational Factors

- Strong winds, complex tidal and current patterns, fog, heavy rain, and
rough seas can challenge a pilot’s ability to plan and execute maneuvers
safely.

- Navigating large ships through narrow channels and busy ports demands
precise local knowledge and timely decisions.

- Huge ships have immense inertia that requires long distances to stop and
turn. Many modern ships lack the powerful maneuvering capabilities
needed to quickly stop and turn in small or narrow waterways.

o Human & Operational Factors

- Language issues or misunderstandings with the ship’s master and crew can
delay implementing critical commands.

- Inexperienced or fatigued crew members might not execute helm or
engine orders quickly enough, challenging the pilot.

- Pilots are responsible for massive vessels and cargo; misjudgment can lead
to disaster, with intense scrutiny.

- Demanding schedules with nights, weekends, and holidays, impacting
personal life.

o Diverse Bridge Layouts and Configurations

- The many varying bridge designs across vessels can challenge a pilot’s
ability to locate and efficiently use critical navigation aids (e.g., radar,
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electronic chart display and information system (“ECDIS”), and automatic
identification system (“AIS”)).

- Inconsistent labeling or placement of controls and instruments may also be
challenging when making decisions during critical maneuvers.

- Obstructed views caused by ship design (e.g., container stacks, cranes) can
impair the pilot’s ability to assess the vessel’s position relative to nearby
hazards.

o Infrastructure Challenges

- Narrow channels, limited turning basins, or insufficient tug availability
can complicate safe maneuvering.

- Insufficient lighting or outdated navigational aids in certain ports increase
risks during night pilotage.

- Varying tug capabilities and practices across ports require pilots to quickly
adapt, often without adequate time for coordination.

Relationship of the Pilot to the Vessel

When a pilot—anywhere in the United States—provides pilotage service to a
vessel, what is the relationship of the pilot to the vessel crew and the vessel
operator?
A state-licensed pilot, regardless of what port or pilotage waters they are in, must
develop and maintain a cooperative working relationship with the vessel interests
but the state-licensed pilot is empowered to act independently in carrying out his
or her duties.

At the same time, the pilot is in a position to direct and protect ships and
the port. Compulsory pilotage is basically navigation safety regulation and by far
the most effective mechanism available to a state to protect its marine

environment and maintain navigational safety and the safety of the ship.
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Compulsory pilotage is so effective because, unlike other maritime safety
regulations which merely direct that a ship take or not take certain actions,
compulsory pilot regulations place a highly trained individual on the bridge of a
ship to ENSURE that appropriate actions are taken. Most importantly, the pilot
placed aboard the ship is an expert in all aspects of local navigation, isolated from
the economic pressures facing shipping companies, and fully empowered to direct
the navigation of the ship and protect the interests of the state that issued the
license.

Although a state-licensed pilot is not a government employee, the pilot
performs what is effectively a public service. In the state pilot system, a pilot can
exercise judgment that is independent from the economic interests of the ship
owners, is answerable only to the state that licenses and regulates him or her, and
has as a sole objective to protect state waters by preventing ships from engaging
in unsafe operations. A pilot often must decide between different courses of
action that may put safety at odds with business interests. For example, whether a
ship should proceed in heavy fog, whether a ship should wait for a particular tide
or current, or whether one route or maneuver should be used rather than another
that might take more time, must be decided by the pilot. State pilots are
empowered and expected — by both their oversight authorities and the citizens — to
exercise informed independent judgment in making these types of decisions and
to resist any economic pressures the ship may be under. This is a bedrock attribute

of state-licensed pilots throughout the United States.
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In your opinion, who are the primary customers of a pilot’s service, not only
in Puget Sound, but everywhere else in United States pilotage waters?

The paramount responsibility of every state-licensed pilot, including those with
the Puget Sound Pilots, is to protect the public interest by facilitating the safe,
efficient, and environmentally responsible movement of vessels in state waters. In
that respect the principal customer of the pilot’s service is not the vessel or the

vessel’s owner or operator, but rather the state, its citizens, and the public interest.

Duties Common to All Pilots

In your testimony you have explained how all pilots in the United States face
very similar challenges. In your opinion, even though pilotage waters around
the country vary in size and geographic layout and pilotage operations have
some distinguishing characteristics, is it possible to compare the work pilots
around the country do?
Yes, it is.
Please elaborate.
As I just explained, there are common challenges to becoming and serving as a
pilot in all ports in the United States. In addition, all pilots share the common duty
to safely conduct the movement of vessels from point A to point B (and reverse
the process), along with moving vessels to points in between.
e Ship Handling
Ship piloting, in any port or pilotage district, requires a high level of

technical ship handling and navigation skills and judgment to safely maneuver
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large vessels in confined waters under all weather conditions. In strong winds,
particularly with container ships and other high-sided vessels such as RoRo
vessels,’ pilots must think creatively and apply a deep understanding of physics
and ship handling. This often involves directing three or more tugboats to apply
precise forces at specific points along the hull to control the vessel’s movement.
At times, the most difficult and most prudent decision—when environmental
conditions exceed safe operating limits—is to delay the transit altogether and
proceed to anchor. Every one of these decisions is made with a single objective:
the safe, environmentally-friendly, reliable, and efficient movement of maritime
commerce.
e Piloting Work

As with the actual task of piloting, the workload of pilots in the United
States is very similar from port to port. In establishing pilotage tariffs a major
consideration is always comparability of similar professionals doing similar work
under similar conditions. Pilotage is a unique profession and the only
professionals doing similar work under similar conditions are other state regulated
pilots. The job of piloting large ocean-going ships is demanding and requires the
exercise of specialized knowledge and skills, constant alertness and vigilance, and

decision-making of the most complex sort.

7 Roll-on/roll-off (RoRo or ro-ro) vessels ships are cargo ships designed to carry wheeled cargo, such
as cars, motorcycles, trucks, semi-trailer trucks, buses, trailers, and railroad cars, that are driven on and off
the ship on their own wheels or using a platform vehicle, such as a self-propelled modular transport. This is
in contrast to lift-on/lift-off (LoLo) vessels, which use a crane to load and unload cargo.
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e Pilot Work Periods

Comparing the actual workload of pilots in different U.S. ports and
waterways is not especially difficult. Professional maritime pilots, like all
segments of the mariner community (e.g., ship masters and crews) essentially
work equal time on duty and off duty. For non-pilot professional mariners this
involves crew rotations such as three weeks on ship/three weeks off, or three
months on ship/three months off, etc. Pilots around the country generally work
rotations such as two weeks on/two weeks off, one week on/one week off, or
other similar rotations. This is a standard practice in the maritime industry that
aims to ensure mariners, including pilots, can achieve adequate recuperative rest,
undergo the extensive training it takes to maintain proficiency, and deal with the
everyday “life issues” that others who do not work the challenging schedules
associated with the maritime industry face.

Likewise, pilots around the United States, like other mariners, are subject
to work/rest guidelines that aim to provide adequate rest during work periods to
mitigate the risks associated with becoming fatigued. While there are nuances to
the precise work/rest guidelines that pilot groups around the country have
employed, all of them are designed to comply with the common recommendation
(one that is shared by the U.S. National Transportation Safety Board (“NTSB”))
to ensure pilots are sufficiently rested. In particular, NTSB staff have advised
APA that pilot hours of service guidelines should ensure that a pilot does not

work more than 15 hours in a 24-hour period. According to NTSB staff, such
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guidelines would provide a pilot with the opportunity to get at least 8 hours of rest
by allowing an extra hour for travel, administration, etc. This is a very common
work/rest standard for pilots in the United States, and it is one shared by the Puget
Sound Pilots.

All pilots in the United States essentially work roughly a 50 percent on
and 50 percent off schedule that is comparable to other mariners, and they are
limited to how much they can work per day. Therefore, pilots from pilotage
groups around the country generally work the same amount of time, regardless of
the pilotage district or whether the pilot provides service on one long pilotage run
or provides service to a number of ships during a single work period. Since there
are many commonalities as to the duties, roles, and challenges associated with
being a pilot, regardless of which pilotage waters the pilot is working, and pilots
in the United States are working essentially the same amount of time, it is not
difficult nor complicated to conduct what has been referred to as an “operational

comparability” between pilot groups.
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Washington State and Puget Sound Pilotage Waters

You have testified that every pilotage area has its own “quirks and
differences.” While Puget Sound’s pilotage waters and pilot workload is
comparable to other pilotage districts in the United States, since you have
been underway on Puget Sound pilotage waters as well as the other pilotage
waters around the country, can you highlight some of the “quirks and
differences” associated with Washington State’s pilotage waters and
pilotage?
Yes, I can. In 2024 I rode three different ships in Puget Sound pilotage waters, so
I can offer my observations about these pilotage waters.

e Escort Tugs

The requirement to use escort tugs is a relatively rare action taken by a
state. The requirement to use escort tugs in Washington State waters reflects the
Puget Sound region’s strong commitment to environmental protection and the
prevention of oil pollution. Under Washington State law, oil tankers and other
regulated vessels operating within designated areas of Puget Sound, the San Juan
Islands, and the greater Salish Sea, are subject to stringent tug escort and
operational requirements. These rules are designed to reduce risk in
environmentally sensitive waterways and include mandatory escort tug usage for
qualifying vessels, with additional requirements for tethered escort operations in

specified high-risk zones.
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Within the Washington state-regulated areas, vessels must comply with
operational restrictions that may include maintaining a tethered tug connection,
adhering to one-way traffic controls in narrow channels, maintaining a minimum
one-mile closest point of approach (CPA) when crossing ahead of other tankers,
and applying heightened precautions when multiple vessels are maneuvering
within the same harbor. During shifting operations, for example, best practices
often require tugs to remain tethered or attached, or for an anchor to be kept at
short stay while another vessel completes its maneuver. When operating with a
tethered escort, vessel speed is restricted—generally not to exceed 10 knots
through the water—to ensure the escort tug can effectively control the ship in
the event of an emergency. Even outside the formal tethered zones, tankers
remain subject to escort requirements and elevated safety standards throughout
Washington’s protected waters. All these measures exist for one purpose: to
safeguard the region’s waterways while allowing the safe and efficient movement
of vital maritime commerce. Executing these requirements safely demands
extremely well-developed ship handling and decision-making skills by Puget
Sound Pilots, including specialized simulator and manned-model training that
prepares pilots to direct emergency escort tug maneuvers in the event of a tanker
propulsion or steering failure, when seconds can determine whether a casualty is

contained or becomes a catastrophic oil spill.
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e Vessel Traffic System
Also, throughout the Puget Sound Pilotage District, there is a complex

Vessel Traffic System (“VTS”) that uses both shipping lanes and a vessel traffic

central reporting system. The following aspects of this VTS system merit

highlighting.

. Traffic density — The Washington State Ferry System is one of the largest
in the nation. These ferry routes cross the traffic separation scheme
(“TSS”) in many different areas throughout the pilotage district.

o Washington State and Puget Sound have a large recreational boater
community. These recreational boaters are in abundance from May to
October. These include fishing, power, sailing, and paddle boats and their
presence can be problematic at times. The local boater community
struggles to follow the rules of the road.

J Puget Sound Vessel Traffic System — The VTS system is throughout the
Puget Sound District (except Lake Washington). VTS monitors all active
and passive participants. For vessels transiting Haro Strait and Boundary
Pass, for Canadian ports, as well as U.S. ports, there is a Cooperative
Vessel Traffic Service managed by Canada.

o Traffic Separation Scheme — internal waters TSS
o Almost all PSP transits are conducted in a TSS with many

intersecting precautionary areas. In sensitive areas, the TSS is

limited to one way traffic in the “Special Operating Area” and
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vessels must get authorization to transit these areas for the safety
of tankers transiting the area. Puget Sound pilotage waters is one of
the extremely rare pilotage waters that have a TSS within them.
o The numerous bridges and locks in the Puget Sound pilotage district also
raise the risk of allision and other related incidents.
o Tidal range and the currents generated —
@ Puget Sound has a diurnal tidal range of 8 to 14 feet depending on

your current location, with two high tides and two low tides on
average each day.

e Currents in some traffic dense areas of the TSS can be up to 7
knots.

e Common flood and ebb currents experienced for Admiralty Inlet
TSS is 2 to 4 knots.

o Common flood and ebb currents experienced in Rosario Strait TSS

1s 3 to 5 knots.
V. THE RISK ENVIRONMENT FOR PILOTS IS NOT STATIC

Q. Have you reviewed Captain Moore’s statements that safety “has not
degraded or been compromised”? since the last rate case, and that “little if
anything has changed with respect to the costs and nature of pilotage work’”®
since PSP’s last general rate case?

A. Yes. Those statements are overly broad and create a misleading impression that
the pilotage risk environment is static. Captain Moore’s view is also inconsistent

with the NTSB’s findings following the containership Dali’s allision with the

8 Moore, Exh. MM-01T at p. 12.
® Moore, Exh. MM-01T at p. 108.
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Francis Scott Key Bridge. In its report, the NTSB concluded that increasingly
larger cargo vessels “pose increased risks and challenges to maritime safety due to
their reduced maneuverability in, and in close proximity to, port and waterway
infrastructure that was not designed to accommodate vessels of such size.”!® The
November 18, 2025 NTSB report is included as the fourth exhibit to my rebuttal
testimony, Exh. JJV-05.

Why is the NTSB conclusion cited above relevant to pilotage conditions
today?

Because the increase in vessel size is not theoretical. The NTSB’s report
documents the Dali at about 984 feet overall length and 95,128 gross tons.!! The
NTSB also observed that there are other containerships operating worldwide that
extend over 1,300 feet long.!? Larger ships have less maneuverability and operate
with tighter clearances in waterways and near infrastructure that were often
designed decades ago for smaller vessels.

Based on your experience, does that trend apply to Puget Sound pilotage?
Yes. Having ridden with pilots in nearly every U.S. port since I have been APA
President, I can state with confidence that the NTSB’s conclusion reflects current
operating reality in major U.S. ports, including Puget Sound. The trend toward

increasingly large vessels, combined with fixed waterway size and legacy

10 Exh. JIV-05, NTSB Marine Investigation Report MIR-25-40, November 18, 2025, at p. 203, Finding
25 (hereafter, NTSB MIR-25-40); see also, Section 2.8 Increasing Vessel Sizes and Traffic Density in US
Ports, pp. 192-194.

11 Exh. JIV-05 (NTSB MIR-25-40) at pp. 79-80.

12 Exh. JIV-05 (NTSB MIR-25-40) at p. 192.
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infrastructure (e.g., ships are getting larger and larger and waterways are getting
correspondingly smaller in comparison), increases the consequences of error and
increases the demands on the pilotage system, even when incident rates remain
low.

The NTSB'’s scale illustration, as shown below, comparing the Dali with
the smaller containership Blue Nagoya, which struck the same Francis Scott Key
Bridge in 1980 and caused only minor damage, helps show how increasing vessel
size reduces maneuvering margin and tolerance for error within the same bridge

and channel geometry.'?

13 Exh. JJV-05 (NTSB MIR-25-40) at pp. 74-75 (Figure 36).
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Are the ships handled by pilots in the PSP comparable in scale to the Dali?
As I noted earlier in this testimony, the Dali was about 984 feet long and 95,128
gross tons. PSP pilots regularly handle ultra-large containerships that are

materially larger than that. For example, Evergreen’s M-class ships (which began
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arriving since the PSP’s last GRC) are approximately 366 meters (about 1,200
feet) in overall length and about 165,350 gross tons.!* Larger vessels operating in
the same waterways and near the same types of fixed infrastructure mean reduced
margins and higher consequence risk, which is not consistent with the claim that
“little, if anything has changed.”

Q. Have you reviewed Charles Costanzo’s prior testimony in Docket TP-220513
about shipowner behavior after major marine casualties, including the use of
corporate structures and legal strategies that can limit recoverable assets and
shift catastrophic costs onto the public?

A. Yes. Mr. Costanzo testified that many ships transiting Puget Sound are foreign
flagged and may have limited recoverable assets beyond statutory financial
responsibility requirements, and that ship interests routinely use deliberate
strategies that can shift tort liability away from the shipping interests and onto the
public.'®

Q. Have you seen an example of that type of behavior since Mr. Costanzo gave
that testimony?

A. Yes. After the containership Dali struck the Francis Scott Key Bridge, the vessel’s
owner and manager filed a federal admiralty petition seeking exoneration from or

limitation of liability.'® That admiralty petition is included as the sixth exhibit to

14 See Exh. JIV-06 (ClassNK Register entry for Evergreen M-class vessel Ever Mach: overall length
366.107 m; gross tonnage 165,350).

1S Washington Utilities and Transportation Commission v, Puget Sound Pilots, Docket TP-220513,
Testimony of Charles P. Costanzo, Exh. CPC-01T at pp. 34-35.

16 Exh. JIV-07, In the Matter of the Petition of Grace Ocean Private Limited, as Owner of the M/V
Dali, and Synergy Marine PTE LTD, as Manager of the M/V Dali for Exoneration from or Limitation of
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my rebuttal testimony, Exh. JJV-07. In that filing, Grace Ocean and Synergy
submitted an interim stipulation for value in the amount of $43,671,000. The
latest estimates for replacement of the bridge are as high as $5.2 billion.!”

Q. Why is that relevant here?
It is relevant for one reason. Mr. Costanzo warned that, after a major casualty,
ship interests often take immediate legal steps that can limit the dollar amount that
is recoverable, which means the public cannot assume that catastrophic losses will
be fully borne by the shipowner. That warning has been borne out in the Dali
matter; the Dali’s owner and manager filed a federal petition seeking exoneration
from or limitation of liability within a week of the bridge collapse. The point is
not to relitigate that issue here, but to recognize a practical reality: post-accident
recovery is uncertain, so prevention matters, and prevention depends on a tariff

that reliably supports a modern, safe, efficient, and reliable pilotage service.

VI. THE UPC COMPENSATION STUDY MAKES A COMPELLING CASE
FOR THE APPROPRIATE PILOTAGE RATE FOR PUGET SOUND PILOTS

Q. Have you reviewed the UPC Compensation Study filed in this docket? If so,
what are your thoughts?

A. Yes. I have reviewed the UPC Compensation Study (“UPC Study”’) sponsored by
Mr. Sisung. In addition, in my years in pilot leadership roles and as President of

the APA, I have reviewed numerous pilot compensation studies over time. Based

Liability, U.S. District Court, District of Maryland, Case 1:24-cv-00941-JKB, April 1, 2024 at p. 5, (interim
stipulation for value $43,671,000).

17 See Exh. JJV-08, Maryland Matters, Nov. 17, 2025, (Key Bridge replacement cost estimate up to
$5.2 billion; opening delayed to 2030).

Prefiled Rebuttal Testimony (Nonconfidential) Exh. JIV-01T
of Jorge J. Viso Page 33 of 37



10

11

12

13

14

15

16

17

18

19

20

21

22

on that experience, I find the UPC Study to be among the most thorough and
transparent compensation studies I have seen because it relies on publicly
obtainable financial information and applies consistent normalization methods for
time and location.
Are you surprised by the results in the UPC Study?
No. The overall averages and ranges shown in the UPC Study are generally
consistent with my understanding of pilot compensation across many districts. |
am aware that there are pilot groups with substantially higher compensation than
the averages reflected in the study, but those figures are often not available
through public sources.

What did stand out to me in the UPC Study is how low the Puget Sound
Pilots’ compensation appears to be relative to many other state pilot groups,
particularly when considering the high cost of living in the Seattle region, the
substantial operational similarities that broadly characterize compulsory state
pilotage across the United States, and Washington’s long-standing emphasis on
marine safety, as discussed elsewhere in my testimony.
You previously served as a Florida state-licensed pilot and in Florida pilotage
leadership roles. Does that background affect your view of the UPC Study?
Yes. Based on my experience in Florida pilotage, I understand that some Florida
pilot groups have received tariff relief and multi-year tariff structures with
automatic annual increases that are not necessarily captured in older or

pre adjustment financial statements.
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Consistent with that, the UPC Study explains that several Florida figures
used in the study were sourced from financial statements filed in Florida rate
proceedings before the outcome of those rate proceedings had been decided,
meaning the Florida pilot incomes reflected in the study are likely conservative
relative to present-day compensation levels.

What is the takeaway you believe the Commission should draw from that?
If anything, that limitation suggests the UPC Study may understate compensation
levels in some districts. Even with that conservative treatment, the Puget Sound
Pilots’ compensation appears to be materially below the broader set of state pilot
districts reflected in the UPC Study.

I also understand that Mr. Sisung was able to obtain financial information
from a final Order in at least one Florida pilotage rate proceeding that was
included in an Updated UPC Study. I did not review the Updated UPC Study for
purposes of my testimony but I am aware of its existence and would opine that its
existence does not undermine my view of the initial UPC Study except to confirm

that Mr. Sisung and UPC are thorough in their work.

VII. CONCLUSION

Is there anything that you would like to add to conclude your rebuttal
testimony?

Yes. There are few people in the world who are given the degree of direct
responsibility for life, property, or the environment that is entrusted to a maritime

pilot. The decisions of pilots, based on their experience and judgment—if wrong--
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can result in maritime casualties and losses in the tens, if not hundreds, of millions
of dollars. This is generally recognized by pilotage commissions and similar
regulatory bodies, like the WUTC, across our country. These oversight bodies,
and the organizations they regulate, place enormous importance on attracting the
very best candidates from among maritime professionals into the pilotage service.
This is one of the reasons pilots are well compensated.

One method of determining a professional fee is the value of the service
rendered. An appropriate question to consider is the value of bringing safely
through the most hazardous part of the voyage, a ship and cargo that may be
worth several hundred million dollars or carrying several thousand passengers and
accomplishing it on schedule with a casualty rate approaching zero. What is the
service worth relative to the ship’s total revenue or operating costs? What is the
service worth relative to the increased insurance premiums if pilots were less
skilled or not available? What is the service worth relative to similar services in
other ports? And finally, what is the service worth to the shipowner to assure the
public that their ship is under the control of the best qualified and competent
pilots available when it is transiting environmentally sensitive local waters?

While America’s state-licensed pilots are generally considered as having
reached the pinnacle of the maritime profession and they occupy one of the most
important positions in the maritime industry, many Americans aren’t aware of the
enormous contributions pilots make towards protecting our maritime
environment, keeping the vessel traffic in our busy ports running smoothly, and

ensuring the safe transport of billions of dollars in maritime commerce. It is
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through public commissions and venues like this that this vital, but difficult and
dangerous, job is recognized. I would personally like to thank you for your
service and for the consideration you will give the important decisions you face
today.

Does this conclude your rebuttal testimony?

Yes, it does.
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