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Preface

Preface

he United States Coast Pilot is published by the National Ocean Service (NOS), Na-
tional Oceanic and Atmospheric Administration (NOAA), pursuant to the Act of 6 Au-
gust 1947 (33 U.S.C. 883aand b), and the Act of 22 October 1968 (44 U.S.C. 1310). Coast
Pilot and the NOAA emblem are trademarks of the National Oceanic and Atmospheric

Administration, and may not be used without permission.

The Coast Pilot supplements the navigational information shown on the nautical
charts. The sources for updating the Coast Pilot include but are not limited to field in-
spections conducted by NOAA, information published in Notices to Mariners, reports
from NOAA Hydrographic vessels and field parties, information from other Govern-
ment agencies, State and local governments, maritime and pilotage associations, port

authorities, and mariners.

This volume of Coast Pilot 4, Atlantic Coast, Cape Henry to Key West, cancels the 2005
(37th) Edition.

Notice.~Amendments are issued to this publication through U.S. Coast Guard Local
Notices to Mariners. A subscription to the Local Notice to Mariners is available upon
application to the appropriate Coast Guard District Commander (Aids to Navigation
Branch). Consult the Appendix A for addresses. All amendments are also issued in
National Geospatial-Intelligence Agency Notices to Mariners. Mariners may also
download and print amendments from the Internet at http:/nauticalcharts.noaa.

gov/nsd/ cpdownload.htm.

Mariners, and others, are urged to report errors, omissions, or differing conditions to
those found in the Coast Pilot, or shown on the charts, in order that they may be fully
investigated and corrections made. A Coast Pilot Report form is included in the back of
this book and a Marine Information Report form is published in the National
Geospatial-Intelligence Agency Notice to Mariners for your convenience. These re-
ports, and/or suggestions for increasing the usefulness of the Coast Pilot, should be
sent to:

Chief, Coast Pilot Branch (N/CS51)

Office of Coast Survey

National Ocean Service, NOAA

1315 East-West Highway

Silver Spring, MD 20910-3282.
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General Information

General Information

UNITED STATES COAST PILOT

(M

)

3)

(4)

The United States Coast Pilot, published by the Na-
tional Oceanic and Atmospheric Administration
(NOAA), in conjunction with the Federal Aviation Ad-
ministration (FAA), is a series of nine nautical books
(volumes) that cover a wide variety of information im-
portant to navigators of U.S. coastal and intracoastal
waters, and the waters of the Great Lakes. Most of Coast
Pilot information cannot be shown graphically on the
standard nautical charts, and is not readily available
elsewhere. The topics in the Coast Pilot include, but are
not limited to, channel descriptions, anchorages,
bridge and cable clearances, currents, tide and water
levels, prominent features, pilotage, towage, weather,
ice conditions, wharf descriptions, dangers, routes,
traffic separation schemes, small-craft facilities, and
Federal regulations applicable to navigation.

Amendments (NMR’s) to this publication are
available on the NOAA website http://nauticalcharts.
noaa.gov/nsd/cpdownload.htm, U.S. Coast Guard
(USCG) Local Notices to Mariners website http:/
www.navcen.uscg.gov/Inm/default.htm, and National
Geospatial-Intelligence Agency (NGA) Notices to Mar-
iners website http:/pollux.nss.nga.mil/untm/. Also,
hard copies are published in the USCG and NGA weekly
Notices to Mariners.

Bearings

These are true, and expressed in degrees from 000°
(north) to 359°, measured clockwise. General bearings
are expressed by initial letters of the points of the com-
pass (e.g., N, NNE, NE, etc.). Whenever precise bear-
ings are intended, degrees are used. Light-sector
bearings are toward the light.

Bridges and cables

Vertical clearances of bridges and overhead cables
are in feet above mean high water unless otherwise
stated; clearances of drawbridges are for the closed po-
sition, although the open clearances are also given for
vertical-lift bridges. Whenever a bridge span over a
channel does not open fully to an unlimited clearance
position, a minimum clearance for the sections over
the channel should be given; the same guidelines apply
to swing and pontoon bridges with openings less than

(5)

(6)
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50 feet horizontally. Clearances given in the Coast Pilot
are those approved for nautical charting, and are sup-
plied by the U.S. Coast Guard (bridges) and U.S. Army
Corps of Engineers (cables); they may be as-built (veri-
fied by actual inspection after completion of struc-
tures) or authorized (design values specified in the
permit issued prior to construction). No differentiation
is made in the Coast Pilot between as-built and autho-
rized clearances. (See charts for horizontal clearances
of bridges, as these are given in the Coast Pilot only
when they are less than 50 feet (15 meters).)
Submarine cables are rarely mentioned.

Cable ferries

Cable ferries are guided by cables fastened to shore
and sometimes propelled by a cable rig attached to the
shore. Generally, the cables are suspended during
crossings and dropped to the bottom when the ferries
dock. Where specific operating procedures are known
they are mentioned in the text. Since operating proce-
dures vary, mariners are advised to exercise extreme
caution and seek local knowledge. DO NOT ATTEMPT
TO PASS A MOVING CABLE FERRY.

Courses

These are true and are given in degrees clockwise
from 000° (north) to 359°. The courses given are the
courses to be made good.

Currents

Stated current velocities are the averages at
strength. Velocities are in knots, which are nautical
miles per hour. Directions are the true directions to
which the currents set (see Chapter 3, this book).

Depths

Depth is the vertical distance from the chart datum
to the bottom and is expressed in the same units (feet,
meters or fathoms) as soundings on the applicable
chart. (See Chart Datum this chapter for further de-
tail.) The controlling depth of a channel is the least
depth within the limits of the channel; it restricts the
safe use of the channel to drafts of less than that depth.
The centerline controlling depth of a channel (rarely
used when transiting waterways) applies only to the
channel centerline or close proximity; lesser depths

B Chapter 1
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may exist in the remainder of the channel. The
midchannel controlling depth of a channel is the con-
trolling depth of only the middle half of the channel.
Federal project depth is the design dredging depth of a
channel constructed by the U.S. Army Corps of Engi-
neers; the project depth may or may not be the goal of
maintenance dredging after completion of the channel,
and, for this reason, project depth must not be con-
fused with controlling depth. Depths alongside
wharves usually have been reported by owners and/or
operators of the waterfront facilities, and have not been
verified by Government surveys; since these depths
may be subject to change, local authorities should be
consulted for the latest controlling depths.

In general, the Coast Pilot gives the project depths
for deep-draft ship channels maintained by the U.S.
Army Corps of Engineers. The latest controlling depths
are usually shown on the charts and published in the
Notices to Mariners. For other channels, the latest con-
trolling depths are available at the time of publication.
In all cases, however, mariners are advised to consult
with pilots, port and local authorities, and Federal and
State authorities for the latest channel controlling
depths.

Under-keel clearances

It is becoming increasingly evident that economic
pressures are causing mariners to navigate through
waters of barely adequate depth, with under-keel clear-
ances being finely assessed from the charted depths,
predicted tide levels, and depths recorded by echo
sounders.

It cannot be too strongly emphasized that even
charts based on modern surveys may not show all
sea-bed obstructions or the shoalest depths, and actual
tide levels may be appreciably lower than those
predicted.

In many ships an appreciable correction must be
applied to shoal soundings recorded by echo sounders
due to the horizontal distance between the transduc-
ers. This separation correction, which is the amount by
which recorded depths therefore exceed true depths,
increases with decreasing depths to a maximum equal
to half the distance apart of the transducers; at this
maximum the transducers are aground. Ships whose
transducers are more than 6 feet (1.8 meters) apart
should construct a table of true and recorded depths
using the Traverse Tables. (Refer to the topic on echo
soundings elsewhere in chapter 1.)

Other appreciable corrections, which must be ap-
plied to many ships, are for settlement and squat. These
corrections depend on the depth of water below the
keel, the hull form and speed of the ship.
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Settlement causes the water level around the ship
to be lower than would otherwise be the case. It will al-
ways cause echo soundings to be less than they would
otherwise be. Settlement is appreciable when the depth
is less than seven times the draft of the ship, and in-
creases as the depth decreases and the speed increases.

Squat denotes a change in trim of a ship underway,
relative to her trim when stopped. It usually causes the
stern of a vessel to sit deeper in the water. However, it is
reported that in the case of mammoth ships squat
causes the bow to sit deeper. Depending on the location
of the echo sounding transducers, this may cause the
recorded depth to be greater or less than it ought to be.
Caution and common sense are continuing require-
ments for safe navigation.

Distances

These are in nautical miles unless otherwise stated.
A nautical mile is one minute of latitude, or approxi-
mately 2,000 yards, and is about 1.15 statute miles.

Heights

These are in feet (meters) above the tidal datum
used for that purpose on the charts, usually mean high
water. However, the heights of the decks of piers and
wharves are given in feet (meters) above the chart da-
tum for depths.

Light and fog signal characteristics

These are not described in the Coast Pilot. Also,
light sectors and visible ranges are generally not fully
described. This information can be found in U.S. Coast
Guard Light Lists.

Obstructions

Wrecks and other obstructions are mentioned only
if they are relatively permanent and in or near normal
traffic routes.

Radio aids to navigation

These are seldom described. (See United States
Coast Guard Light Lists, and National Geospatial-Intel-
ligence Agency Radio Navigational Aids.)

Ranges

These are not fully described. “A 339° Range”
means that the rear structure bears 339° from the front
structure. (See United States Coast Guard Light Lists.)

Reported information

Information received by NOAA from various
sources concerning depths, dangers, currents, facili-
ties, and other topics, which has not been verified by
Government surveys or inspections, is often included
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in the Coast Pilot; such unverified information is qual-
ified as “reported,” and should be regarded with
caution.

Time

Unless otherwise stated, all times are given in local
standard time in the 24-hour system. (Noon is 1200,
2:00 p.m. is 1400, and midnight is 0000.)

Winds

Directions are the true directions from which the
winds blow, however, sometimes (rarely) compass
points are used. Unless otherwise indicated, speeds are
given in knots, which are nautical miles per hour.

NAUTICAL CHARTS

(25)

(26)

27

(28)
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Chart symbols and abbreviations

NOAA’s Nautical Charts are a graphic portrayal of
the marine environment showing the nature and form
of the coast, the general configuration of the sea bot-
tom, including water depths, locations of dangers to
navigation, locations and characteristics of man-made
aids to navigation, and other features useful to the
mariner.

The standard symbols and abbreviations approved
for use on all regular nautical charts are in Chart No. 1,
United States of America Nautical Chart Symbols and
Abbreviations. This product, maintained by the Na-
tional Geospatial-Intelligence Agency and NOAA, is
available on the internet website address, http:/nau-
ticalcharts.noaa.gov/mcd/chartnol.htm.

On certain foreign charts reproduced by the United
States, and on foreign charts generally, the symbols
and abbreviations used may differ from U.S. approved
standards. It is therefore recommended that navigators
who acquire and use foreign charts and reproductions
procure the symbol sheet or Chart No. 1 produced by
the same foreign agency.

Mariners are warned that the buoyage systems,
shapes, and colors used by other countries often have a
different significance than the U.S. system.

Chart Projections

The Mercator projection used on most nautical
charts has straight-line meridians and parallels that in-
tersect at right angles. On any particular chart the dis-
tances between meridians are equal throughout, but
distances between parallels increase progressively
from the Equator toward the poles, so that a straight
line between any two points is a rhumb line. This
unique property of the Mercator projection is one of
the main reasons why it is preferred by the mariner.

30)
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Chart Datum

Chart Datum is the particular tidal datum to which
soundings and depth curves on a nautical chart or
bathymetric map are referred. The tidal datum of Mean
Lower Low Water is used as Chart Datum along the
east, west and Gulf coasts, including the coasts of
Alaska, Hawaii, the West Indies and other United States
and United Nations islands of the Pacific.

Mean Lower Low Water is defined as the arithmetic
mean of the lower low water height of each tidal day
(24.84 hours) observed over the National Tidal Datum
Epoch. The National Tidal Datum Epoch is the specific
19-year period adopted by NOAA, as the official time
segment over which tide observations are taken and re-
duced to obtain mean values for tidal datums. The pres-
ent Epoch is 1983 through 2001. See http://co-ops.nos.
noaa.gov/datum_update.shtml.

Horizontal Datum

Nautical charts are constructed based on one of a
number of horizontal datums which are adopted to best
represent individual regions around the world. Note
that the terms horizontal datum, horizontal geodetic
datum, and horizontal control datum are synonymous.

The exact placement of lines of latitude and longi-
tude on a nautical chart is dependent on the referenced
horizontal datum. Charts of the United States are cur-
rently referenced primarily to the North American Da-
tum of 1983 (NAD 83), and the World Geodetic System
1984 (WGS 84). WGS 84 is equivalent to the NAD 83 for
charting purposes.

NAD 83 and WGS 84 have replaced the North
American Datum of 1927 and other regional datums as
the primary horizontal datum to which NOAA charts
are referenced. Since many geographic positions are
still referenced to the older datums, NOAA has included
notes on charts which show the amount to shift those
positions in latitude and longitude to fit the chart’s
NAD 83 or WGS 84 projection.

It should be noted that there are still a few nautical
charts that have not been converted to the new datums.
The mariner should check each chart’s title block to de-
termine the horizontal datum.

It should be further noted that the physical shift
between positions on older datums and NAD 83/WGS
84 was significant. The mariner should always be cer-
tain the positions they are plotting on a nautical chart
are on the same datum as the chart.

Accuracy of a nautical chart

The value of a nautical chart depends upon the ac-
curacy of the surveys on which it is based. The chart re-
flects what was found by field surveys and what has
been reported to NOAA Headquarters. The chart
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represents general conditions at the time of surveys or
reports and does not necessarily portray present condi-
tions. Significant changes may have taken place since
the date of the last survey or report.

Each sounding represents an actual measure of
depth and location at the time the survey was made,
and each bottom characteristic represents a sampling
of the surface layer of the sea bottom at the time of the
sampling. Areas where sand and mud prevail, especially
the entrances and approaches to bays and rivers ex-
posed to strong tidal current and heavy seas, are sub-
ject to continual change.

In coral regions and where rocks and boulders
abound, it is always possible that surveys may have
failed to find every obstruction. Thus, when navigating
such waters, customary routes and channels should be
followed, and areas avoided where irregular and sudden
changes in depth indicate conditions associated with
pinnacle rocks, coral heads, or boulders.

Information charted as “reported” should be
treated with caution when navigating the area, because
the actual conditions have not been verified by govern-
ment surveys.

Source diagrams

The Office of Coast Survey has recently committed
to adding a source diagram to all charts 1:500,000 scale
and larger. This diagram is intended to provide the
mariner with additional information about the density
and adequacy of the sounding data depicted on the
chart. The adequacy with which sounding data depicts
the configuration of the bottom depends on the
following factors:

eSurvey technology employed (sounding and navi-
gation equipment).

eSurvey specifications in effect (prescribed survey
line spacing and sounding interval).

*Type of bottom (e.g., rocky with existence of sub-
merged pinnacles, flat sandy, coastal deposits subject
to frequent episodes of deposition and erosion).

Depth information on nautical charts is based on
soundings from the latest available hydrographic sur-
vey, which in many cases may be quite old. The age of
hydrographic surveys supporting nautical charts var-
ies. Nearly half of all inshore hydrography was acquired
by leadline (pre-1940) sounding technology.

The sounding information portrayed on NOAA
nautical charts is considered accurate but may not, as
noted above, represent a complete picture of the
seafloor because older sounding technologies only col-
lected discrete samples. For example, a leadline survey
provides only a single point sounding. Electronic sin-
gle beam echo sounders, which came into common
use during the 1940’s, collected continuous soundings

(47)
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along the path of the survey vessel, but collected no
information between survey lines. Airborne light de-
tection and ranging systems (LIDAR), which NOAA be-
gan utilizing in the late 1990s, provide sounding data at
a lower resolution than sonar systems, thus making
small obstructions and hazards difficult to identify.
Starting in the 1990s, NOAA began using multibeam
and side scan sonar systems to acquire overlapping
swaths of high-resolution data throughout the survey
area. This technology significantly increased object de-
tection capabilities, and is referred to as “full bottom
coverage.” Although “full bottom coverage” surveys are
not feasible in all areas, this method is typically
preferred over leadline, single beam echo sounder, and
LIDAR technologies.

The three primary types of bottom coverage
(leadline, partial bottom coverage, full bottom cover-
age) are illustrated in the following graphic.

The following paragraphs describe the eras of sur-
vey technology and their impact on the adequacy with
which the bottom configuration is portrayed.

Prior to 1940: The majority of survey data acquired
prior to 1940 consisted of leadline soundings which
were positioned using horizontal sextant angles. This
positioning method is considered to be accurate for
near shore surveys.

A deficiency with pre-1940 data exists in the
leadline sounding method because it represents dis-
crete single-point sampling. Depths of areas between
or outside of leadline sounding points can only be in-
ferred or estimated leaving the possibility of unde-
tected features, especially in areas of irregular relief.

1940 to present - partial bottom coverage: This type
of sounding data is typically acquired using continu-
ous-recording single-beam echo sounders as stand-
alone survey systems. This survey method originally
yielded a graphic record of the entire sounding line
from which soundings were recorded at regular inter-
vals. Using this graphic record, features which fell be-
tween the recorded soundings could be inserted into
the data set.

Since approximately 2001, single beam echo
sounder data has been recorded digitally to automati-
cally include all soundings in the data set. Although
the sampling is continuous along the track of the
sounding vessel, features such as discreet objects or
small area shoals between sounding lines may not have
been detected. Positioning of the sounding vessel in
this era has progressed from horizontal sextant angles,
through land-based electronic positioning systems, to
differentially corrected Global Positioning System
(DGPS) satellite fixes.

The spacing of sounding lines required to survey an
area using a single beam echo sounder depends on
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several factors; such as water depths, bottom configu-
ration, survey scale, general nature of the area, and the
purpose of the survey. For example, a 1:10,000-scale
survey conducted in an estuary will typically have
100-meter line spacing requirements, but may be re-
duced to 50 meters or less to adequately develop an ir-
regular bottom, shoal, or some other feature that may
present a hazard to navigation. Also, hydrographic pro-
ject instructions for surveys may have required line
spacing that deviates from these general specifications.

In the late 1990’s, NOAA began utilizing airborne
LIDAR systems for near shore bathymetric surveying.
Although LIDAR systems provide continuously re-
corded swath data, the resulting sounding resolution is
not dense enough for the survey to be considered “full
bottom coverage”. Stand alone LIDAR surveys are de-
picted on the Source Diagram as “partial bottom
coverage” areas.

1990 to present - full bottom coverage: During this
period, most surveys have been conducted using either
multibeam sonar systems or a combination of side scan
sonar and single beam echo sounder systems to achieve
“full bottom coverage”. The term “full bottom cover-
age” refers to survey areas in which the field party has
acquired continuously recorded, high-resolution sonar
data in overlapping swaths. This sonar data, either

(56)

(57)

multibeam bathymetry or side scan imagery, have been
analyzed in an attempt to locate all hazards to naviga-
tion within the survey’s limits. All position data has
been determined using DGPS. Additionally, airborne
LIDAR surveys in which significant anomalies have
been further investigated using multibeam sonar are
considered adequate for the “full bottom coverage” des-
ignation. Full bottom coverage surveys have a much
better likelihood of detecting all navigationally
significant features in a survey area than partial bottom
coverage or leadline surveys.

Full bottom coverage surveys typically extend in-
shore to depths of 4-8 meters (13-26 feet). Due to scal-
ing factors, a “full bottom coverage” survey area may
appear to extend further inshore once depicted on the
Source Diagram. Sounding data in water depths of ap-
proximately 4-6 meters (13-19% feet) or less (8 meters
(26 feet) or less in Alaskan waters) has typically been
acquired using a “partial bottom coverage” method.
Caution and prudent seamanship should be used when
transiting these near shore areas.

Referring to the accompanying sample Source Dia-
gram and the above discussion of survey methods over
time, a mariner transiting from Point X to Point Y,
along the track indicated by the dotted line, would have
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ERA SOUNDING TECHNOLOGY X INUM LINE AREAS OR DEPTHS
PRE-1940 Leadline 50 Meters Anchorages, Channel Lines
Open Coast
Even Bottom
200 - 300 Meters 0 - 10 Fathoms
0.5 Mile 10 - 15 Fathoms
1-4 Miles 15 - 100 Fathoms
Reduced as Necessary Uneven Bottom
1940 TO 1989 Continuous Recording Echo- sounder Harbors & Restricted Areas
50 Meters Shoal Development
100 Meters < 20 Fathoms
200 Meters 20 - 30 Fathoms
400 Meters > 30 Fathoms
Open Coast
Irregular Bottom
100 Meters ) <2Q Fathoms (Rocky
points, spits &
channel entrances)
Smooth Bottom
200 Meters < 20 Fathoms (All Other
Areas)
400 Meters 20 - 30 Fathoms
800 Meters 30 - 110 Fathoms
1600 Meters 110 - 500 Fathoms
1989 TO PRESENT Continuous Recording Echo- sounder Harbors & Restricted Areas
(Metrication) 100 Meters < 30 Meters
200 Meters 30-50 Meters
400 Meters > 50 Meters
Open Coast
100 Meters _<30 Meters (Rocky points,
spits &
channel entrances)
200 Meters <30 Meters (All Other
Areas)
400 Meters 30 - 50 Meters
800 Meters 50 - 200 Meters

(58)

(59)
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the following information available about the relative
quality of the depth information shown on the chart.

ePoint X lies in an area surveyed by NOAA within
the 1900-1939 time period. The sounding data would
have been collected by leadline. Depths between sound-
ing points can only be inferred, and undetected fea-
tures might exist between the sounding points in areas
of irregular relief. Caution should be exercised.

oThe transit then crosses an area surveyed by
NOAA within the 1940-1969 time period. The sounding
data would have been collected by continuous record-
ing single beam echo sounder. It is possible that fea-
tures could have been missed between sounding lines,
although echo sounders record all depths along a
sounding line with varying beam widths.

*The transit ends in an area charted from miscella-
neous surveys. These surveys may be too numerous to

(61)

(62)

(63)

depict or may vary in age, reliability, origin or technol-
ogy used. No inferences about the fitness of the data
can be made in this area from the diagram.

Referring again to the accompanying sample
Source Diagram, and the above discussion of survey
methods over time, a mariner could choose to transit
from Point X to Point Y, along the track shown with a
dashed line.

oThe transit starts again in an area surveyed by
NOAA within the 1900-1939 time period. The sounding
data would have been collected by leadline. Depths be-
tween sounding points can only be inferred, and unde-
tected features might still exist between the sounding
points in areas of irregular relief. Caution should be
exercised.

oThe transit then crosses an area surveyed by
NOAA within the 1990 - present time period, with
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partial bottom coverage. The data is collected in metric
units and acquired by continuous recording single
beam echo sounder. It is possible that features could
have been missed between the sounding lines, al-
though echo sounders record all depths along a sound-
ing line with varying beam widths.

oThe transit then crosses into an area surveyed by

NOAA within the 1990 - present time period, having
full bottom coverage. This area of the charted diagram
is shaded with a blue screen to draw attention to the
fact that full bottom coverage has been achieved. The
data would have been collected in metric units and ac-
quired by side scan sonar or multibeam sonar technol-
ogy. Undetected features in this area, at the time of the
survey, would be unlikely.

*The transit ends in an area charted from miscella-
neous surveys. These surveys may be too numerous to
depict or may vary in age, reliability, origin or technol-
ogy used. No inferences about the fitness of the data
can be made in this area from the diagram.

By choosing to transit along the track shown by the
dashed line, the mariner would elect to take advantage

(64)

(65)

(66)

of more recent survey information collected with more
modern technology.

Corrections to charts

It is essential for navigators to keep charts cor-
rected through information published in the notices to
mariners.

NOAA’s “Nautical Chart Update” website allows the
mariner to update their nautical charts from one data-
base that includes information from NOAA, NGA No-
tice to Mariners, U.S. Coast Guard Local Notice to
Mariners, and the Canadian Coast Guard Notice to Mar-
iners. The internet address for the Chart Update
website is http://chartmaker.ncd.noaa.gov.

(67)

(68)

Print On Demand Nautical Charts

Print On Demand (POD) Charts are updated weekly
by NOAA with the most current U.S. Coast Guard Local
Notice to Mariners, National Geospatial-Intelligence
Agency Notice to Mariners, and critical safety informa-
tion known to NOAA. They are available to the mariner
five to eight weeks before the conventional chart is
printed. POD charts are printed upon request and
shipped overnight to the mariner under a partnership
between NOAA and OceanGrafix, LLC. For POD infor-
mation and a list of participating POD chart agents, see
Internet websites http:nauticalcharts.noaa.gov/pod and
http://www.oceangraphix.com. Print on Demand charts
are certified by NOAA for navigational use.

(69)

Caution in using small-scale charts

Dangers to navigation cannot be shown with the
same amount of detail on small-scale charts as on those
of larger scale. Therefore, the largest scale chart of an
area should always be used.

The scales of nautical charts range from 1:2,500 to
about 1:5,000,000. Graphic scales are generally shown
on charts with scales of 1:80,000 or larger, and numeri-
cal scales are given on smaller scale charts. NOS charts
are classified according to scale as follows:

Sailing charts, scales 1:600,000 and smaller, are for
use in fixing the mariner’s position approaching the
coast from the open ocean, or for sailing between dis-
tant coastwise ports. On such charts the shoreline and
topography are generalized and only offshore
soundings, principal lights, outer buoys, and land-
marks visible at considerable distances are shown.

General charts, scales 1:150,000 to 1:600,000, are
for coastwise navigation outside of outlying reefs and
shoals.

Coast charts, scales 1:50,000 to 1:150,000, are for
inshore navigation leading to bays and harbors of con-
siderable width and for navigating large inland
waterways.

(70)

71

(72)

(73)

(74)
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(75)

(76)
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(78)

(79)

(80)

(81)

(82)

(83)

Harbor charts, scales larger than 1:50,000, are for
harbors, anchorage areas, and the smaller waterways.

Special charts, various scales, cover the Intracoastal
waterways and miscellaneous small-craft areas.

U.S. Nautical Chart Numbering System

This chart numbering system, adopted by NOAA
and National Geospatial-Intelligence Agency, provides
for a uniform method of identifying charts published
by both agencies. Nautical charts published by the Na-
tional Geospatial-Intelligence Agency and by the Cana-
dian Hydrographic Service are identified in the Coast
Pilot by an asterisk preceding the chart number.

Blue tint in water areas

A blue tint is shown in water areas on many charts
to accentuate shoals and other areas considered dan-
gerous for navigation when using that particular chart.
Since the danger curve varies with the intended pur-
pose of a chart a careful inspection should be made to
determine the contour depth of the blue tint areas.

Caution on bridge and cable clearances

For bascule bridges whose spans do not open to a
full vertical position, unlimited overhead clearance is
not available for the entire charted horizontal clear-
ance when the bridge is open, due to the inclination of
the drawspans over the channel.

The charted clearances of overhead cables are for
the lowest wires at mean high water unless otherwise
stated. Vessels with masts, stacks, booms, or anten-
nas should allow sufficient clearance under power ca-
bles to avoid arcing.

Submarine cables and submerged pipelines cross
many waterways used by both large and small vessels,
but all of them may not be charted. For inshore areas,
they usually are buried beneath the seabed, but, for off-
shore areas, they may lie on the ocean floor. Warning
signs are often posted to warn mariners of their
existence.

The installation of submarine cables or pipelines in
U.S. waters or the Continental Shelf of the United
States is under the jurisdiction of one or more Federal
agencies, depending on the nature of the installation.
They are shown on the charts when the necessary in-
formation is reported to NOAA and they have been rec-
ommended for charting by the responsible agency. The
chart symbols for submarine cable and pipeline areas
are usually shown for inshore areas, whereas, chart
symbols for submarine cable and pipeline routes may
be shown for offshore areas. Submarine cables and
pipelines are not described in the Coast Pilots.

In view of the serious consequences resulting from
damage to submarine cables and pipelines, vessel

(84)

(85)

(86)

87)

(88)

(89)

(90)

operators should take special care when anchoring,
fishing, or engaging in underwater operations near ar-
eas where these cables or pipelines may exist or have
been reported to exist. Mariners are also warned that
the areas where cables and pipelines were originally
buried may have changed and they may be exposed; ex-
treme caution should be used when operating vessels
in depths of water comparable to the vessel’s draft.

Certain cables carry high voltage, while many pipe-
lines carry natural gas under high pressure or petro-
leum products. Electrocution, fire, or explosion with
injury, loss of life, or a serious pollution incident could
occur if they are broached.

Vessels fouling a submarine cable or pipeline
should attempt to clear without undue strain. Anchors
or gear that cannot be cleared should be slipped, but no
attempt should be made to cut a cable or a pipeline.

Artificial obstructions to navigation

Disposal areas are designated by the U.S. Army
Corps of Engineers for depositing dredged material
where existing depths indicate that the intent is not to
cause sufficient shoaling to create a danger to surface
navigation. The areas are charted without blue tint,
and soundings and depth curves are retained.

Disposal Sites are areas established by Federal reg-
ulation (40 CFR 220 through 229) in which dumping
of dredged and fill material and other nonbuoyant ob-
jects is allowed with the issuance of a permit. Dumping
of dredged and fill material is supervised by the Corps
of Engineers and all other dumping by the Environ-
mental Protection Agency (EPA). (See U.S. Army Corps
of Engineers and Environmental Protection Agency,
this chapter, and Appendix A for office addresses.)

Dumping Grounds are also areas that were estab-
lished by Federal regulation (33 CFR 205). However,
these regulations have been revoked and the use of the
areas discontinued. These areas will continue to be
shown on nautical charts until such time as they are no
longer considered to be a danger to navigation.

Disposal Sites and Dumping Grounds are rarely
mentioned in the Coast Pilot, but are shown on nauti-
cal charts. Mariners are advised to exercise caution in
and in the vicinity of all dumping areas.

Spoil areas are for the purpose of depositing
dredged material, usually near and parallel to dredged
channels; they are usually a hazard to navigation. Spoil
areas are usually charted from survey drawings from
U.S. Army Corps of Engineers after-dredging surveys,
though they may originate from private or other Gov-
ernment agency surveys. Spoil areas are tinted blue on
the charts and labeled, and all soundings and depth
curves are omitted. Navigators of even the smallest
craft should avoid crossing spoil areas.
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(92)

(93)

(94)

Fish havens are established by private interests,
usually sport fishermen, to simulate natural reefs and
wrecks that attract fish. The reefs are constructed by
intentional placement of assorted secondary-use mate-
rials and designated fishery habitat, ranging from old
trolley cars and barges to scrap building material in ar-
eas which may be of very small extent or may stretch a
considerable distance along a depth curve; old automo-
bile bodies are a commonly used material. The Corps of
Engineers must issue a permit, specifying the location
and depth over the reef, before such a reef may be built.
However, the reefbuilders’ adherence to permit specifi-
cations can be checked only with a wire drag. Fish ha-
vens are outlined and labeled on the charts and show
the minimum authorized depth when known. Fish ha-
vens are tinted blue if they have a minimum authorized
depth of 11 fathoms or less or if the minimum autho-
rized depth is unknown and they are in depths greater
than 11 fathoms but still considered a danger to navi-
gation. Navigators should be cautious about passing
over fish havens or anchoring in their vicinity.

Fishtrap areas are areas established by the U.S.
Army Corps of Engineers, or State or local authority, in
which traps may be built and maintained according to
established regulations. The fish stakes which may ex-
ist in these areas are obstructions to navigation and
may be dangerous. The limits of fishtrap areas and a
cautionary note are usually charted. Navigators should
avoid these areas.

Local magnetic disturbances

If measured values of magnetic variation differ
from the expected (charted) values by several degrees, a
magnetic disturbance note will be printed on the chart.
The note will indicate the location and magnitude of
the disturbance, but the indicated magnitude should
not be considered as the largest possible value that may
be encountered. Large disturbances are more fre-
quently detected in the shallow waters near land
masses than on the deep sea. Generally, the effect of a
local magnetic disturbance diminishes rapidly with
distance, but in some locations there are multiple
sources of disturbances and the effects may be
distributed for many miles.

Compass roses on charts

Each compass rose shows the date, magnetic varia-
tion, and the annual change in variation. Prior to the
new edition of a nautical chart, the compass roses are
reviewed. Corrections for annual change and other re-
visions may be made as a result of newer and more ac-
curate information. On some general and sailing
charts, the magnetic variation is shown by isogonic
lines in addition to the compass roses.

(95)

(96)

(97)

Echo soundings

Ship’s echo sounders may indicate small variations
from charted soundings; this may be due to the fact
that various corrections (instrument corrections, set-
tlement and squat, draft, and velocity corrections) are
made to echo soundings in surveying which are not
normally made in ordinary navigation, or to observa-
tional errors in reading the echo sounder. Instrument
errors vary between different equipment and must be
determined by calibration aboard ship. Most types of
echo sounders are factory calibrated for a velocity of
sound in water of 800 fathoms per second, but the ac-
tual velocity may differ from the calibrated velocity by
as much as 5 percent, depending upon the temperature
and salinity of the waters in which the vessel is operat-
ing; the highest velocities are found in warm, highly sa-
line water, and the lowest in icy freshwater. Velocity
corrections for these variations are determined and ap-
plied to echo soundings during hydrographic surveys.
All echo soundings must be corrected for the vessel’s
draft, unless the draft observation has been set on the
echo sounder.

Observational errors include misinterpreting false
echoes from schools of fish, seaweed, etc., but the most
serious error which commonly occurs is where the
depth is greater than the scale range of the instrument;
a 400—fathom scale indicates 15 fathoms when the
depth is 415 fathoms. Caution in navigation should be
exercised when wide variations from charted depths
are observed.

Electronic Navigational Chart (NOAA ENC,)

The NOAA Electronic Navigational Charts (ENCs)
are vector-based digital files that give information
about individual charted features. NOAA ENCs are
composed of information layers that can be viewed sep-
arately such as aids to navigation, soundings and
shoreline. They are intended for use in electronic
charting systems (ECS) as well as Electronic Chart Dis-
play and Information Systems (ECDIS). NOAA ENCs
are available free of charge on the NOAA internet
website,  http://nauticalcharts.noaa.gov/mcd/enc/in-
dex.htm, as well as additional NOAA ENC information.

NOTICES TO MARINERS

(98)

Notices to Mariners are published by Federal agen-
cies to advise operators of vessels of marine informa-
tion affecting the safety of navigation. The notices
include changes in aids to navigation, depths in chan-
nels, bridge and overhead cable clearances, reported
dangers, and other useful marine information. They
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should be used routinely for updating the latest edi-
tions of nautical charts and related publications.

Local Notice to Mariners is issued by each Coast
Guard District Commander for the waters under his ju-
risdiction. (See Appendix A for Coast Guard district(s)
covered by this volume.) These notices are usually pub-
lished weekly and may be obtained without cost by
making application to the appropriate District Com-
mander, or by contacting the Coast Guard internet
website address, http://www.navcen.uscg.gov/Inm.

Notice to Mariners, published weekly by the Na-
tional Geospatial-Intelligence Agency, is prepared
jointly with NOAA and the Coast Guard. These notices
contain selected items from the Local Notices to Mari-
ners and other reported marine information required
by oceangoing vessels operating in both foreign and
domestic waters. Special items covering a variety of
subjects and generally not discussed in the Coast Pilot
or shown on nautical charts are published annually in
Notice to Mariners No. 1. These items are important to
the mariner and should be read for future reference.
These notices may be obtained by operators or ocean-
going vessels, without cost by making application to
National Geospatial-Intelligence Agency (NGA) (see
National Geospatial-Intelligence Agency Procurement
Information in Appendix A).

All active Notice to Mariners affecting Tide and/or
Tidal Current Predictions at the date of printing are
published in the Tide Table and the Tidal Current Ta-
bles annually.

Notices and reports of improved channel depths
are also published by district offices of the U.S. Army
Corps of Engineers (see Appendix A for districts cov-
ered by this volume). Although information from these
notices/reports affecting NOAA charts and related pub-
lications is usually published in the Notices to Mari-
ners, the local district engineer office should be
consulted where depth information is critical.

Marine Broadcast Notices to Mariners are made by
the Coast Guard through Coast Guard, Navy, and some
commercial radio stations to report deficiencies and
important changes in aids to navigation. (See Radio
Navigation Warnings and Weather, this chapter.)

Vessels operating within the limits of the Coast
Guard districts can obtain information affecting NOAA
charts and related publications from the Local Notices
to Mariners. Small craft using the Intracoastal Water-
way and other waterways and small harbors within the
United States that are not normally used by oceangoing
vessels will require the Local Notices to Mariners to
keep charts and related publications up-to-date.

AIDS TO NAVIGATION

Reporting of defects in aids to navigation

Promptly notify the nearest Coast Guard District
Commander if an aid to navigation is observed to be
missing, sunk, capsized, out of position, damaged, ex-
tinguished, or showing improper characteristics.

Radio messages should be prefixed “Coast Guard”
and transmitted directly to any U.S. Government shore
radio station for relay to the Coast Guard District Com-
mander. Merchant ships may send messages relating to
defects noted in aids to navigation through commercial
facilities only when they are unable to contact a U.S.
Government shore radio station. Charges for these
messages will be accepted “collect” by the Coast Guard.

It is unlawful to establish or maintain any aid simi-
lar to those maintained by the U.S. Coast Guard with-
out first obtaining permission from the Coast Guard
District Commander. In the Great Lakes, applications
should be submitted through the Cleveland District Of-
fice. The licensed officer in command of a vessel which
collides with any aid must report the fact promptly to
the nearest Marine Safety Office or Marine Inspection
Office, U.S. Coast Guard.

Lights

The range of visibility of lights as given in the Light
Lists and as shown on the charts is the Nominal range,
which is the maximum distance at which a light may be
seen in clear weather (meteorological visibility of 10
nautical miles) expressed in nautical miles. The Light
Lists give the Nominal ranges for all Coast Guard
lighted aids except range and directional lights. Lumi-
nous range is the maximum distance at which a light
may be seen under the existing visibility conditions. By
use of the diagram in the Light Lists, Luminous range
may be determined from the known Nominal range,
and the existing visibility conditions. Both the Nominal
and Luminous ranges do not take into account eleva-
tion, observer’s height of eye, or the curvature of the
earth. Geographic range is a function of only the curva-
ture of the earth and is determined solely from the
heights above sea level of the light and the observer’s
eye; therefore, to determine the actual Geographic
range for a height of eye, the Geographic range must be
corrected by a distance corresponding to the height dif-
ference, the distance correction being determined
from a table of “distances of visibility for various
heights above sea level.” (See Light List or Coast Pilot
table following Appendix A.) The maximum distances
at which lights can be seen may at times be increased
by abnormal atmospheric refraction and may be greatly
decreased by unfavorable weather conditions such as
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fog, rain, haze, or smoke. All except the most powerful
lights are easily obscured by such conditions. In some
conditions of the atmosphere white lights may have a
reddish hue. During weather conditions which tend to
reduce visibility, colored lights are more quickly lost to
sight than are white lights. Navigational lights should
be used with caution because of the following
conditions that may exist;

(o9 A light may be extinguished and the fact not re-
ported to the Coast Guard for correction, or a light may
be located in an isolated area where it will take time to
correct.

(110) In regions where ice conditions prevail the lantern
panes of unattended lights may become covered with
ice or snow, which will greatly reduce the visibility and
may also cause colored lights to appear white.

(1 Brilliant shore lights used for advertising and other
purposes, particularly those in densely populated areas,
make it difficult to identify a navigational light.

(12) At short distances flashing lights may show a faint
continuous light between flashes.

(113) The distance of an observer from a light cannot be
estimated by its apparent intensity. The characteristics
of lights in an area should always be checked in order
that powerful lights visible in the distance will not be
mistaken for nearby lights showing similar character-
istics at low intensity such as those on lighted buoys.

(114) The apparent characteristic of a complex light may
change with the distance of the observer, due to color
and intensity variations among the different lights of
the group. The characteristic as charted and shown in
the Light List may not be recognized until nearer the
light.

(115) Motion of a vessel in a heavy sea may cause a light
to alternately appear and disappear, and thus give a
false characteristic.

a6 Where lights have different colored sectors, be
guided by the correct bearing of the light; do not rely
on being able to accurately observe the point at which
the color changes. On either side of the line of demar-
cation of colored sectors there is always a small arc of
uncertain color.

(117) On some bearings from the light, the range of visi-
bility of the light may be reduced by obstructions. In
such cases, the obstructed arc might differ with height
of eye and distance. When a light is cut off by adjoining
land and the arc of visibility is given, the bearing on
which the light disappears may vary with the distance
of the vessel from which observed and with the height
of eye. When the light is cut off by a sloping hill or point
of land, the light may be seen over a wider arc by a ship
far off than by one close to.

(118) Arcs of circles drawn on charts around a light are
not intended to give information as to the distance at

which it can be seen, but solely to indicate, in the case
of lights which do not show equally in all directions,
the bearings between which the variation of visibility
or obscuration of the light occurs.

(119) Lights of equal candlepower but of different colors
may be seen at different distances. This fact should be
considered not only in predicting the distance at which
a light can be seen, but also in identifying it.

(120) Lights should not be passed close aboard, because
in many cases riprap mounds are maintained to protect
the structure against ice damage and scouring action.

(121) Many prominent towers, tanks, smokestacks,
buildings, and other similar structures, charted as
landmarks, display flashing and/or fixed red aircraft ob-
struction lights. Lights shown from landmarks are
charted only when they have distinctive characteristics
to enable the mariner to positively identify the location
of the charted structure.

Articulated lights

(122 Anarticulated light is a vertical pipe structure sup-
ported by a submerged buoyancy chamber and at-
tached by a universal coupling to a weighted sinker on
the seafloor. The light, allowed to move about by the
universal coupling, is not as precise as a fixed aid. How-
ever, it has a much smaller watch circle than a conven-
tional buoy, because the buoyancy chamber tends to
force the pipe back to a vertical position when it heels
over under the effects of wind, wave, or current.

(123 Articulated lights are primarily designed to mark
narrow channels with greater precision than conven-
tional buoys.

Daybeacons

(124) Daybeacons are unlighted aids affixed to stationary
structures. They are marked with dayboards for day-
time identification. The dayboards aid navigation by
presenting one of several standard shapes and colors
which have navigational significance. Dayboards are
sometimes referred to as daymarks.

(125) Daybeacons are found on-shore and in shallow wa-
ter. They are frequently used to mark channel edges.

Articulated daybeacons
(126) Articulated daybeacons are similar to articulated
lights, described above, except they are unlighted.

Buoys

(127) The aids to navigation depicted on charts comprise
a system consisting of fixed and floating aids with vary-
ing degrees of reliability. Therefore, prudent mariners
will not rely solely on any single aid to navigation, par-
ticularly a floating aid.
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The approximate position of a buoy is represented
by the dot or circle associated with the buoy symbol.
The approximate position is used because of practical
limitations in positioning and maintaining buoys and
their sinkers in precise geographical locations. These
limitations include, but are not limited to, inherent
imprecisions in position fixing methods, prevailing at-
mospheric and sea conditions, the slope of and the ma-
terial making up the seabed, the fact that buoys are
moored to sinkers by varying lengths of chain, and the
fact that buoy body and/or sinker positions are not un-
der continuous surveillance, but are normally checked
only during periodic maintenance visits which often
occur more than a year apart. The position of the buoy
body can be expected to shift inside and outside of the
charting symbol due to the forces of nature. The mari-
ner is also cautioned that buoys are liable to be carried
away, shifted, capsized, sunk, etc. Lighted buoys may be
extinguished or sound signals may not function as a
result of ice, running ice or other natural causes,
collisions, or other accidents.

For the foregoing reasons, a prudent mariner must
not rely completely upon the charted position or opera-
tion of floating aids to navigation, but will also utilize
bearings from fixed objects and aids to navigation on
shore. Further, a vessel attempting to pass close aboard
always risks collision with a yawing buoy or with the
obstruction the buoy marks.

Buoys may not always properly mark shoals or
other obstructions due to shifting of the shoals or of
the buoys. Buoys marking wrecks or other obstruc-
tions are usually placed on the seaward or channelward
side and not directly over a wreck. Since buoys may be
located some distance from a wreck they are intended
to mark, and since sunken wrecks are not always static,
extreme caution should be exercised when operating in
the vicinity of such buoys.

Large navigational buoys (LNB)

Courses should invariably be set to pass these aids
with sufficient clearance to avoid the possibility of col-
lision from any cause. Errors of observation, current
and wind effects, other vessels in the vicinity, and de-
fects in steering gear may be, and have been the cause
of actual collisions, or imminent danger thereof, need-
lessly jeopardizing the safety of these facilities and
their crews, and of all navigation dependent on these
important aids to navigation.

Experience shows that offshore light stations can-
not be safely used as leading marks to be passed close
aboard, but should always be left broad off the course,
whenever sea room permits. When approaching fixed
offshore light structures and large navigational buoys
(LNB) on radio bearings, the risk of collision will be

avoided by ensuring that radio bearing does not remain
constant.

It should be borne in mind that most large buoys
are anchored to a very long scope of chain and, as a re-
sult, the radius of their swinging circle is considerable.
The charted position is the location of the anchor. Fur-
thermore under certain conditions of wind and cur-
rent, they are subject to sudden and unexpected sheers
which are certain to hazard a vessel attempting to pass
close aboard.

Bridge lights and clearance gages

The Coast Guard regulates marine obstruction
lights and clearance gages on bridges across navigable
waters. Where installed, clearance gages are generally
vertical numerical scales, reading from top to bottom,
and show the actual vertical clearance between the ex-
isting water level and the lowest point of the bridge
over the channel; the gages are normally on the
right-hand pier or abutment of the bridge, on both the
upstream and downstream sides.

Bridge lights are fixed red or green, and are pri-
vately maintained; they are generally not charted or de-
scribed in the text of the Coast Pilot. All bridge piers
(and their protective fenders) and abutments which are
in or adjacent to a navigation channel are marked on all
channel sides by red lights. On each channel span of a
fixed bridge, there is a range of two green lights mark-
ing the center of the channel and a red light marking
both edges of the channel, except that when the mar-
gins of the channel are confined by bridge piers, the red
lights on the span are omitted, since the pier lights
then mark the channel edges; for multiplespan fixed
bridges, the main-channel span may also be marked by
three white lights in a vertical line above the green
range lights.

On all types of drawbridges, one or more red lights
are shown from the drawspan (higher than the pier
lights) when the span is closed; when the span is open,
the higher red lights are obscured and one or two green
lights are shown from the drawspan, higher than the
pier lights. The number and location of the red and
green lights depend upon the type of drawbridge.

Bridges and their lighting, construction and main-
tenance are set forth in 33 CFR 114, 115, 116, and
118, (not carried in this Coast Pilot). Aircraft obstruc-
tion lights prescribed by the Federal Aviation Adminis-
tration may operate at certain bridges.

Fog signals

Caution should be exercised in the use of sound fog
signals for navigation purposes. They should be consid-
ered solely as warning devices.
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(139) Sound travels through the air in a variable manner,
even without the effects of wind; and, therefore, the
hearing of fog signals cannot be implicitly relied upon.

(140) Experience indicates that distances must not be
judged only by the intensity of the sound; that occa-
sionally there may be areas close to a fog signal in
which it is not heard; and that fog may exist not far
from a station, yet not be seen from it, so the signal may
not be operating. It is not always possible to start a fog
signal immediately when fog is observed.

Caution, channel markers

(141) Lights, daybeacons, and buoys along dredged chan-
nels do not always mark the bottom edges. Due to local
conditions, aids may be located inside or outside the
channel limits shown by dashed lines on a chart. The
Light List tabulates the offset distances for these aids in
many instances.

(142) Aids may be moved, discontinued, or replaced by
other types to facilitate dredging operations. Mariners
should exercise caution when navigating areas where
dredges with auxiliary equipment are working.

(143) Temporary changes in aids are not included on the
charts.

Uniform State Waterway Marking System

(49 Many bodies of water used by boatmen are located
entirely within the boundaries of a State. The Uniform
State Waterway Marking System (USWMS) has been
developed to indicate to the small-boat operator haz-
ards, obstructions, restricted or controlled areas, and
to provide directions. Although intended primarily for
waters within the state boundaries, USWMS is suited
for use in all water areas, since it supplements and is
generally compatible with the Coast Guard lateral sys-
tem of aids to navigation. The Coast Guard is gradually
using more aids bearing the USWMS geometric shapes
described below.

(145) Two categories of waterway markers are used. Reg-
ulatory markers, buoys, and signs use distinctive stan-
dard shape marks to show regulatory information. The
signs are white with black letters and have a wide or-
ange border. They signify speed zones, Fish havens,
danger areas, and directions to various places. Aids to
navigation on State waters use red and black buoys to
mark channel limits. Red and black buoys are generally
used in pairs. The boat should pass between the red
buoy and its companion black buoy. If the buoys are not
placed in pairs, the distinctive color of the buoy indi-
cates the direction of dangerous water from the buoy.
White buoys with red tops should be passed to the
south or west, indicating that danger lies to the north
or east of the buoy. White buoys with black tops should
be passed to the north or east. Danger lies to the south

or west. Vertical red and white striped buoys indicate a
boat should not pass between the buoy and the nearest
shore. Danger lies inshore of the buoy.

Light List

(146) Light Lists, published by the Coast Guard, describe
aids to navigation, consisting of lights, fog signals,
buoys, lightships, daybeacons, and electronic aids, in
United States (including Puerto Rico and U.S. Virgin Is-
lands) and contiguous Canadian waters. Light Lists are
for sale by the Governmen