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SECTION 1.0 - INTRODUCTION

This document details **= nlan for the marine transportation of 33 shipments of fuel from Long
Island Power Autho: ©.  IPA) Shoreham Nuclear Power Station at Wading River, NY. The
destination of these fue. shipments, is the Eddystone Power Suation located on the Delaware
River in Eddystone, Pennsylvania.

The fuel is identified as 2 highway route controlled quantty of radicactive material. It will be
moved in Pacific Nuclear [F-300 fuel casks, numbers 301 and 302.

The primary hauling contractor for this project is Williams Crane & Rigging, Inc., Richmond,
Virginia. The water carrier is §.C. Loveland Co., Inc., Pennsville, New Jersey. The engineer
for the work is 2DM Associates, Inc., Houston, Texas. This plan and the associated engineering
have been developed in accordance with ANSI N14.24-1985 American National Standard for
Highway Rowe Comnrolled Quanrities of Radioactive Materials - Domestic Barge Transport
(hereafter referred to as N14.24-1985). Where appropriate, definitions and information from
that Standard have been incorporated into this plan.

This plan is organized in several major sections. Section 2.0 - Marine Transportation Operations
presents a description of the equipment to be used and operations to be executed based on the
anticipated conditions and desired end results. Included in this section is a description of the
required communications activities to be performed throughout the transportation operation.
Section 3.0 - Marine Transportation Emergency Response (Contingency) Plan outlines
appropriate activities to be performed in response to a number of potential emergency situations.
Secton 4.0 Radiological Operations Plan outlines the normal and emergency response activities
that will ensure that fuel shipment radiation levels are below applicable limits and any dose
received is as low as reasonably achievable.

Under Enclosure 15, the Security Plan for Fuel Shipment is being provided. The Security Plan
has been developed in accordance with 10CFR73.67 and has been submitted to the U.S. Nuclear
Regulatory Commission for review and approval. The Security Pian details the in-transit physical
protection and specific notification links that will mobilize response resources in the event of an
incident affecting the shipments.
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SECTION 2.0 - MARINE TRANSPORTATION OPERATION PLAN
2.1 Identty and Responsibility of All Parties Involved

American Bureau of Shipping (ABS) The ABS is a non-profit, nongovernmental,
international ship-classification society that establishes standards for the design,
constructuon, and periodic survey of merchant vessels and other marine structures. The
regulations promulgated by the USCG appoint the ABS as the prime authority for
assigning and issuing load line certificates.

Caprain of the Port (COTP) The COTP is the officer of the U.S. Coast Guard (USCG)
under the command of a district commander, so designated by the commandant for the
purpose of giving immediate direction to USCG law enforcement activities within an
assigned area. This USCG officer also has regulatory authority to supervise and control
the transportation, handling, loading, discharging, stowage, and storage of hazardous
materials. Additionally the COTP designates facilities for hazardous material operations.

These barge shipments will pass through the zones of the COTP Long Island Sound, New
York, and Philadelphia.

Local law enforcemeru agency A local law enforcement agency (i.e., Port Authority
police, state highway patrol, city police, or similar agencies) may assist or support NRC
licensees in the physical protection of spent fuel.

Marine insurer The marine insurer or underwriter provides financial protection to the
shipper or carrier for non-nuclear events that involve the vessel and cargo. Coverage is
available for property damage and loss as well as liability.

Naval architect A naval architect is an individual or firm with the technical expertse to
design or analyze a vessel for the intended service, or to design and analyze the vessel.
The naval architect transforms codes, standards, regulations, and the requirements of the
shipper or carrier into hardware.

2DM Associates, Inc. is providing naval architectural services to the project.

Nuclear insurer The private nuclear insurer or underwriter (or pools thereof) provides
financial protection to the shipper, carrier, and any other directly or indirectly related
party from liability or property damage or loss claims arising from the hazardous
properties of the radicactive materials.

Rigging company (rigger) The loading and unloading of the transport vessel, including
the securing and unsecuring of the cargo, is generally carried out by a rigging company.
The tiedown arrangement, design, fabrication, and installation will be performed by the
rigger, and the remaining unloading or loading operations will follow established
procedures. The rigger for this project is also a specialized heavy hauler and will
provide transport vehicles to move heavy packages for short distances, in addition to the
loading and unloading functions.
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2.2

Williams Crane & Rigging, Inc. is the rigging company for this project.

Shipper The shipper is the party that has the responsibility under Federal regulations for
the radioactive materials being transported. In the commercial sector, the shipper is the
Nuclear Regulatory Commission (NRC) licensee that has been granted permission to
possess, utilize, and transfer the radioactive material. The shipper bears the additional
responsibility for integrating the transport activities, although portions of this
responsibility may be delegated to others. The shipper certifies to the carrier that the
radioactive material being shipped is correctly idenufied; properly packaged, marked,
labeled, and documented; and in proper condition for transportation in accordance with
applicable regulations of the Department of Transporation (DOT). The shipper plays
the principal role in the transfer of materials.

Long Island Power Authority (LIPA) is the shipper for this project.

U.S. Coast Guard (USCG) This military service within the DOT has been delegated the
authority for waterborne safety. It promulgates and enforces rules and regulations that
periain to vessel design and operations, vessel manning, casualty investigation,
navigational aids, and waterfront facilities. It also provides cerain lifesaving and
property protection services. The COTP and the officer-in-charge, Marine Inspection
are the local USCG offices with which a shipper and carrier of radioactive materials will

deal. These offices are often combined under the commanding officer, Marine Safety
Office (MSO).

The USCG office at New Haven is the Captain of the Port for Long Island
Sound, and will coordinate the review and approval of this Operations Plan.

Wazer carrier The water carrier is the organization that supplies the barge, towing
vessel, and crew. In this case, the water carrier will consist of a barge operator and a
subcontracted towing vessel operator. The water carrier provides transportation services
only. Loading and securing of the cargo is the responsibility of the shipper, although the
function may be delegated to a rigging company by the shipper.

S.C. Loveland Co., Inc. is the water carrier for this project.
Description of the Berth at Shoreham, NY

Enclosures 5.1 through 5.4 are drawings that detail the layout and construction of the
intake canal and barge slip. The intake canal was formed by constructing two jetties
(approximately 800") into Long Island Sound and digging a canal (approximately another
900°) from Long Island Sound up to the "screenwell.” The original "channel” of the
canal was designed to be 78’ wide and 12’ deep at mean low water. According to
Enclosure 5.1, the channel is now 7' 10 13’ deep at mean low water. The mean range
of the tide (from low water to high water) is 5.9 feet for the year and 6.8 feet for the
spring. The mean tide level is 3.1 feet. (These values are based on the U.S.
Department of Commerce 1992 tide tables for Herod Point, which is the closest reference
point.)
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The jetties are constructed of concrete structures and 2-ton to 8-ton armor stone over
core stone. The sloping sides of the channel portion of the canal have been stabilized
by a covering of medium sized stones. Enclosure 5.2 (Excavation and Grading of Intake
Canal) indicates that there are no stones in the barge loading area next to the dock.
There is no evidence in Enclosure 5.2 that there is any stone on the flat bottom portion
of the channel. The borings which were taken in 1966 (Enclosure 5.3) indicate the area
of the intake canal is naturally sandy. There is apparently no natural rock in the canal

area 5o the barge operator would only have to be concerned about that rock which was
placed in the canal to stabilize the sioping sides.

The Shoreham facility was constructed with a barge dock in the intake canal. The dock
is constructed of 24 concrete blocks which are 14'0" long x 10'0" wide x 2'-6" deep
each. They are laid to form a dock area approximately 48’ wide (along the bank) and

28’ deep in from the bank. Enclosure 5.4 is a plan of the barge unloading dock and
surrounding area.

This dock area was modified several years ago t0 accommodate the “roll-off® of an
oversized piece of cargo (a ransformer). The modification consisted of the construction
of a “prepared bed". A prepared bed is a mound of small diameter stone which is
dumped at the end of the slip and graded to conform with the shape of the rake plate of
the barge. The barge may then be pushed up onto the prepared bed at high tide and
ballasted with water to keep it in place. The bed is engineered so that the deck of the
barge will be nearly equal in height to the surface of the dock. The cargo can then be
transferred between the barge and the dock by simply rolling it on or off the barge using
an appropriate vehicle. Enclosure 5.2 details the construction of the existing prepared
bed. The prepared bed has been used successfully for roll-off operations numerous times

over the past several years. The current condition has been reviewed and no
modifications are required.

2.3 Description of the Berth at Eddystone, PA

2.4

The barge dock at Eddystone is a part of Philadelphia Electric Company’s (PECO)
Eddystone Station. The dock is located to the west of the waste-water treatment plant
discharge. The top of bulkhead elevation is 12.0 feet above mean low water. Water
depth at low tide is approximately 9 feet at the bulkhead. The mean range of the tide
(from low water to high water) is 5.7 feet for the year and 6.0 feet for the spring. The
mean tice level is 3.0 feet. (These values are based on the U.S. Department of
Commerce 1992 tide tables for Chester, PA, which is the closest reference point.)

Structural and soil analysis of the dock area will determine whether the barge will be
unloaded by a heavy lift rigging crane or a roll-off method. Any structural
improvements necessary will be completed prior to the commencement of shipping
operations.

Marine Transportation Route to Eddystone, PA

The tug and barge shall exit the Shorehai ., fac ity and proceed east in Long Island Sound
until reaching Block Island Sound. An escort tug will accompany the shipment during
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the Long Island Sound portion of the shipment. The tug and barge will then pass
Montauk Point (the eastern tip of Long Island) and then tum south into the Atlantc
Ocean. The tug and barge would proceed south-southwest in the ocean on an essentially
swraght-line course to the Cape May-Delaware Bay buoy, around Cape Mayv, through the
Delaware Bay, ad up the Delaware River. The tug and barge will trave! north in the

Delaware River to Eddystone, PA. There are no scheduled intermediate poris of call on
this tow.

A list of safe harbors is provided in Section 3.4.2. The water depths over wnich the tow
will travel are alsc listed in Sectior 3.4.1.

Enclosure 5.6 is a map of the Eastern Seaboard showing the tow route from Shoreham,
NY, to Eddystone, PA.

2.5  Weather Conditions

Williams Crane & Rigging, Inc. will have the primary input regarding weather conditions
that affect the loading and unloading of the barge. Particular consideration snall be given
to the presence of heavy rain, ice, or snow which will affect the safety or any attempt
10 perform a roll-on or roll-off operation and extremely high winds and/or high currents
that would impair the ability to maintain the barge in a stable condition. If onditions at

Eddystone do not allow immediate unloading, the barge and tug will tie up dockside at
Eddystone.

Weather conditions and forecasts will be monitored by Williams Crane & Rigging and

Loveland on a regular basis during the performance of this project to assure advance
knowledge of changing weather that could adversely affect the work.

Strong winds and high seas are the two principal concerns of the mariner. The water
camer, the towing company, and all parties concerned will verify that the marine
forecast calls for winds below 40 mph, Beaufort Scale #8 during the expected term of
the voyage (estimated to be 50-60 hours). The USCG will be contacted regarding
weather parameters for the trip. Once the tow is underway, the towing vessel Master will
closely monitor the local and long range forecast. The vessel Master always has the sole
authonity to bring the tow to a "safe harbor" for adverse weather or any ouner reason.

2.6 Description of Barge and Barge Gear

The barge will be provided by S.C. Loveland Co., Inc., located in Pennsville, New
Jersey. The nominated barge is the Loveland 1721 series deck barge (numbers 1721
through 1726). These barges are of steel construction with 18 watertight compartments.
The overal length is 172'-6", the beam is 43'-6", and the molded depth is 10'-9". The
bow rake is flat with a slope of about 3.4 : 1. The stern rake is similarly sloped and has
two skegs. The deck is flat with neither sheer nor camber. The bottom be:ween rakes
is flat. A drawing of the barge construction is shown on Enclosure 5.5.

The ANSI N14.24-1985 addresses vessel and equipment requirements. They are as
follows for the barge:
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2.6.1

2.6.2

2.6.3

2.64

2.6.5

2.6.6

Load Line Documer: This voyage will transit areas that are more than 20 miles
offshore, therefore the barge will have a load line certificate for ocean service.
The load line document for the Loveland harge showing its ABS class as A-]
Ocean Service is attached in Enclosure §.5.

USCG Cerrificate of Inspecrion This is a certificate issued by the USCG when
they complete their periodic inspection of the vessel, indicating that the vessel is
still suitable for coastwise (within 20 miles of the coast) or oceangoing (beyond
20 miles) service. The Certificate of Inspection for the Loveland barge is
artached in Enclosure 5.5,

Barge Length Barges used for the transport of RAM packages shall be no less
than 125 feet in length. The nominated barges are 172'-6" in length, thus
meeting this requirement.

Insact Siabiliry Intact stability refers to the behavior of the barge under various
loading conditions in the absence of any hull damage. Intact stability shall be
assessed in accordance with 46 CFR 170 (Subpart E of 46 CFR 172 {6] for a
Type U hull under 46 CFR, Subchapter O3, Intact stability calculations are
contained in 2DM Associates Report Number 9315402 and demonstrate that the
barge meets the requirements. This report is attached in Enclosure $.10.

Damage Stability Damage stability refers to the behavior of the barge under
various loading conditions with defined hull damage. Damage stability shall be
assessed in accordance with the rules for a Type [ barge hull under Subpart E
of 46 CFR 172. These rules specify a one compartment standard, which requires
that, following damage to any one compartment in the barge, the vessel will still
meet specified margins of safety and not sink or capsize. Damage stability
calculations are contained in 2DM Associates Report Number 9315-402 and

demonstrate that the barge meets the requirements. This report is attached in
Enclosure 5.10.

Stowage All casks (excluding the vehicle used to transport the cask by truck if
same is transported with the cask on the barge) must be located a minimum of
B/5 inboard from the side of the barge, where B is equal to the beam of the
barge. On the Loveland 1721, this equates to the cargo being stowed at least §'-
8" from each side. 2DM Associates Drawing Number 9315401 “barge Loading
Arrangement” Enclosure 5.11, shows the set-back of the cask, including its
support frame, to be in excess of 15 feet from the side.

The casks, excluding vehicle, shall also be stowed abaft the forward perpendicular
and foreword of the stern a minimum of 0.495 L*® where L is the length of the
barge. For the Loveland 1721, the cargo must be stowed at least 15'~4* aft of
the forward perpendicular and 154" forward of the stern. 2DM  Associates
Drawing Number 9315-401 "Barge Loading Arrangement® shows the position of
the cask, including its support frame, to be in excess of 67 feet abaft the forward
perpendicular and 45 feet forward of the stemn.
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The cask shall be loaded on board in accordance with the positoning shown on
2DM Associates Drawing Number 9315-401 "Barge Loading Arrangement”
Enclosure 5.12. The deck strength, stability, and static analyses in 2DM
Associates Report Number 9315-402 zre all based on this position. The sea-
fastening requirements noted in N14.24-1985 are addressed by the design
calculauors in 2DM Associates Report Number 9315-402. The barge shall be
exclusively used for the shipment of the cask and associated equipment.

Manning Barges which transport oversized Cargo are unmanned. Radiological
health personnel shall accompany the Cargo on the primary towing vessel.

ANSI N14.24-1985 also details "required” and "suggested” equipment for the
barge. Required equipment shall be provided without exception. The suggested
equipment is not considered applicable and will not be provided for this shipment
for the reasons stated in section 2.6.8.2.

2.6.8.1 Required Equipment

Emergency Posirion Indicating Radio Beacon (EPIRB) The EPIRB is a
vessel-mounted, radio-signal-transmitting device that is water actuated and aids
in the location of a barge that has sunk. The Class A EPIRB floats free from the
sunken vessel (i.e., it is untethered), thus its ability to precisely locate the barge
strongly depends on ocean conditions and emergency response time. For this
standard, an EPIRB shall be a Class A unit having a minimum operating time of
10 days. Design, location, stowage, operation, maintenance, and approval of this
device shall be in accordance with 46 CFR 161.011 and 46 CFR 94 .6C.

Radar Reflector This barge mounted passive device amplifies the return signal
to impinging radar. Such a reflector wiil make the barge more “visible" to other
traffic during normal operations and will aid in the location of the barge should
it come adrift. The radar reflector shall be mounted on the barge or package no
less than 20 feet above the waterline. Mounting shall be designed to withstand
the collision and wave action accelerations of N14.24-1985.

Emergency Towing Wire A suitably sized emergency towing wire fastened to
towing bitts or pads, shall be carried aboard a barge that is towed offshore. This
wire runs aft, being affixed to the breakable tiedown points on the port or
starboard deck edge. A small buoy or length of floatable line (such as
polypropylene), attached to the end of the wire trails behind the barge. If the
main towing wire breaks, the towing vessel can fall behind the barge and retrieve
the end of the emergency towing wire breaking the tiedowns holding it to the
deck. This emergency towing wire can then be used to bring the tow to a safe
harbor. The emergency towing wire should be approximately 300 feet long.

Sonic Signaling Device A sonic signaling device, or "pinger," is an underwater
locating transmitter that remains with the sunken barge. The signals emitted by
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2.6.9

this equipment permit accurate location but are limited in range (i.e.,
approximately | mile). Special receiving equipment is required on the search
vessel. For this project, the sonic signaling device shall have a2 minimum
operating time of 30 days.

2.6.8.2 Suggested Equipment

Bow Mounted Breakwater The breakwater is a Structure that is used for
oceangoing tows to deflect waves coming over the bow, thus offering some
degree of cargo protection. Abmkwa(erisnotneeamyfonhaewmand,n

avoid the possibility of wave damage to the cargo.

Redundar: Tow This technique uses two towing cables instead of one so that the
barge will not come adrift in the event of the failure of a single tow line. A
double tow cable (hawser) is not common practice on the East Coast and is not
necessary or desirable for a tow of this relatively short distance. The barge will
be fitted with an emergency towing wire (paragraph 2.6.8.1, above).

Remote Controlled Anchor msdeviceallmmelo\vingveudomwrto
releueananchonndlinemounwdonmebargeintheevmtoftheflﬂumoﬂhe
tow line. The remote contreiled anchor is only effective in waters less deep than
this tow will be traversing. Thus, this is not an effective tool for this movement.

Air ldensificarion A distinct marking on the deck of sufficient size that it can be
identified from low flying aircraft. This is redundant in view of the requirement
for a radar reflector.

Real Time Morion Monitoring This involves specialized equipment that is
installed on the barge to measure the forces, motions, or accelerations to which
the barge is subjected. The data is recorded and analyzed in the wheel-house of
the towing vessel. Anhetewillbenoﬁuﬂeequipmtonmew;eduﬂnuhe
M,Mbummemwmmkanfehuborinu\eevmtofhavywwher.
motion monitoring is not necessary.

WmnmsCm&mmnngmmmengmdmnmebuge
upon completion of shipment operations.
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2.7

Description of Towing Vessel and Towing Gear

Towing Vessel - The towing vessels shall be supplied by S.C. Loveland Co.. inc. There
will be an additional tug of at least 200 horsepower used for shiftirg at Shoreham and/or
escort in Long Island Sound. ANSI N14.24-198%5, Section 6.4, dewmils several
requirements for the towing vessels. These requirements will apply to the *principal
towing tug”.

a.7.1

Mortive Power Towing vessels will be of suitable size and horsepower to
maneuver the barge under the most adverse weather, tidal, and current conditions.
The principal towing vessel shall be twin screw and have at least two propulsion
engines, each capable of powering the towing vessel. Vessels with 2 minimum

of l.SOOhWWiUbeuwdmordawmmsuinblepowerintbecvmt
of heavy weather.

Cerifications and Inspecrions The principal tug shall have a current ABS load
line cerufication.

Towing Gear The towing gear and cable shall be inspected by the vessel Master
pﬁmwdeparmuofthelondedbugemdshaubefreeofdefemnmmm
impair their functioning. There are several methods of connecting the tug to the
barge. The method used will be at the discretion of the tugboat vesse] Master
based on whether the tow will proceed inland, in calm seas, where the tug can
make up directly to the barge, or offshore, where seas are high and a hawser
must be used.

2.7.3.1 Ccean The tug will run a metal cable, or a nylon hawser, from
the tug to a “fishplate”. The fishplate is a steel plate which
connects the main tow hawser 10 a pair of “bridles”. The two
bridles are made of chain or wire and run from the fishplate to a
bitt at each corner of the barge. A 9" nylon hawser (1,200 feet in
length) or 2" diameter steel cable (1,500 feet in length) will be
used for the main towing hawser. The shackle size is 35-ton to
S50-ton capacity and the fishplate will be 2" thick steel plate.
Bridles will be 1 1/4" to 1 1/2" chain or wire strength equivalent.
The tug will carry a spare hawser equal in size to the original.

133 Inland On the inland portion of a tow, the tug will make up to the
barge by either:

laying alongside the barge and tightly tying ropes between the tug
and barge so that they act as one unit when underway; or,

butting the nose of the tug against the stern of the barge and tying
lines or cables from the port and starboard after barge bitts to the
after quarter bitts on the tug. The lines or cables will be secured
s0 ughtly that the tug and barge will maneuver as one unit.
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2.8

2.7.4

2.7.5

2.7.6

2.7.7

Navigarional Aids The principal towing vessel shall be equipped with radar,
LORAN C or SATNAV, magretic compass with deviation table, gyrocompass,
charts and publications specified in 33 CFR 164.33 (corrected charts of areas w0
be transinied, U . Coast Pilot, USCG Light List, tide tables, and current tables).

Communicanions The principal towing vessel and its dispatching office shall have
appropriate communications equipment with the proper frequencies. For the tug,
this shall include, but not be limited to, at least two permanently mounted VHF
radios, a cellular telepione, and an HF radio, all of which are capable of inland
and coastal communications. Such communications redundancy will be provided
o compensate for equipment failure.

Manning Thecrewofmetowingvenelshnﬂbeinmdmcewizhthe
regulations contained in 46 CFR 156 and 157 and applicable USCG and vessel
inspection circulars. As a minimum, the tug shall be manned by a master and
mate (licensed for near coastal route and the tonnage of the tug in accordance
with USCG regulations), an engineer, and two deckhands.

Health Physics Technician An individual trained in the principles of heaith
physics and equipped with appropriate radiation detection instruments shall be
present during barge loading and unloading. A health physics technician shall
accompany the shipment and shall ride aboard the primary towing tug.

Marine Personnel Training The crew of the principal towing tug, and a
representative from the tower’s operations staff will be trained in Security Plan
and Operations Plan details. Such training should take approximately four hours
and is described in Section 3.7.

Regulatory Certificates and Licenses

2.8.1

2.8.2

283

Barge All barges used have a current ABS load line certificate for ocean service
(paragraph 2.6.1) and a current USCG inspection certificate for ocean service
(paragraph 2.6.2).

Tug The primary towing vessels have a current ABS load line certificate
(paragraph 2.7.2). Tugs are not required to be USCG inspected unless they
exceed 300 gross tons.

Licenses Marine licenses are issued by the USCG after the mariner has served
a lengthy period of apprenticeship and passed a series of tests and a physical
examination. mmwmdmwﬁngveudswinthispmjectwm
beﬁwnsedbytheUSCGinmordanawithtbemssmmeofthemundfor
the route which the tug will follow. (For instance, if the tug is 125 gross tons
and the track of the voyage will take it up to 100 miles offshore, then the licenses
ofmemwnmdmmwbeforwwingveuelsinuceuoflhntonnuemd
distance offshore.) The deckhands are unlicensed personnel. The engineer is not
raquiradmbeﬁmwdummemgismzm;roums.
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2.9

2.8.4

2.8.5

2.8.6

2.8.7

ICC Operaring Awhority and Tariff Part 3 of the Interstate Commerce Act vests
the ICC with the authority to regulate water carriers with respect 10 operating
jurisdiction and rates. Water carriers who move Cargo between states must
possess a valid ICC Certificate granting operating authority for the cargo and the
route intended. S.C. Loveland Co., Inc. holds such an ICC Certificate.

Pﬁorwaspecianzadmovesuchuthoaewvuadbyﬁﬁzphn.them
MM)MﬁleawiffmmmeICCormmwtof
affreightment in advance of the shipment. Upon approval, the tariff or agreement
binds the carrier to the rates and conditions contained therein.

Norificarions Pre-shipment notification by Loveland will be sent to the Captain
of the Port, Long Island Sound. As this shipment will be defined as "highway
route controlled,” this notification shall include the date of the proposed loading
so that the COTP may have the option of having his representative present during
the loading process.

Loveland will also notify the COTP Long Island Sound 4 hours in advance of
departure in accordance with 33 CFR 160.213.

Pre-arrival notification will be made to the COTP, Philadelphia. Prior to
departure, Loveland will also notify the USCG Port Safety Officers in the USCG
Districts enroute. (see Enclosure 5.7 to this report for a listing). They will be
provided with the name of the principal towing tug and dates during which the
tow is anticipated to be in the waters of their District.

There are various notifications which will be made by LIPA. Federal regulations
prescribe specific notification requirements in advance of shipment of certain
radioactive materials. In accordance with 10 CFR 71.97, the NRC and the
governor (or governor's designee) of the states entered or passed through in the
course of transport of certain quantities of RAM by NRC licensees shall be
notified in advance of the shipment. The shipment's consignee shall also receive
advance notification in accordance with DOT regulations.

Fuel Cask - The [F-300 fuel shipment cask has a Certificate of Compliance issued
by the U.S. Nuclear Regulatory Commission. (See Enclosure 5.13)

State Regularions - The barge will be passing through the waters of New York,
New Jersey, Delaware and Pennsyivania. A Certificate of Handling will be
obtained as necessary for the State of New Jarsey in accordance with Title 7,

Chapter 28 of the New Jersey Administrative Code. The other states do not have
an equivalent requirement.

Marine Operations Checklists

Prior to each voyage and prior to leaving port during the voyage, the towing vessel
Master shall inspect the barge and the towing vessel. The inspection shall be
documented using a checklist that requires reviewing the condition of all marine safety
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2.10

related items and indicating whether the conditions are deficient or satisfactory.
Deficient conditions shall be resolved before leaving port. Separate checklists shall be
used for the barge and towing vessel. Each checklist shall identify the barge or the
towing vessel, the crew, the location and date of the inspection, and it shall be signed
by the operator. Copies of the completed checklists shall be provided to the COTP (in
the port that the tug is departing), as required. A copy of each completed checklist shall
be maintained on the towing vessel for the entire voyage. LIPA shall retain a copy of

each inspection report in the shipment record file. Operations Checklists for the tug and
the barge are attached in Enclosure 5.8.

Communications Plan

In accordance with ANSI N14.24-1985, communications shall be made between the

towing vessel and predetermined shore installations at frequent intervals established by
LIPA and Loveland, but not exceeding 6 hours.

There are two types of marine radios generally used by towing vessels. The VHF set
is used for short distance communication (often referred to as “line of sight®).
Communications between the bridges of two vessels which are passing one another are
made on a VHF radio. The effective distance for 2 VHF set varies according to the
height of the antenna (of both the sending and receiving sets), the weather conditions,
and the presence of obstructions (skyscrapers, hills etc.) between the sender and the
receiver. Even between two vessels on the open ocean, in good weather, the signal will
not go over the honzon, limiting the effective range to about 20 miles.

Many VHF channels are assigned by the FCC. There are "working channels” reserved
for use by tug operators, commercial fisherman, and other workboat and passenger boat
operators. There are also VHF channels reserved for the USCG (channel 22), marine
telephone operators, traffic service, search and rescue, and continuous weather broadcasts
(among others). Channel 13, for example, is the channel used for initiating "bridge to
brnidge" communications with another vessel and channel 16 is used for "calling and
distress” (emergencies). Most tug companies use a local "house channel® with which
they continually communicate with their tugs. The actual VHF frequencies used between
the tug and its office will be determined by the towing company which is selected to tow
the barge.

The VHF signal can be "extended” by use of the marine operator. When near the coast
or on an inland waterway, the tug can call a2 marine operator who will patch the call
through telephone lines to the desired party. Marine operators are located at intervals
along the coast and near large tributaries such as the Delaware Bay. The tug must still
be within about 20 miles of the coast to reach a marine operator.

The HF radio is for long distance communications. The HF signal bounces off the upper
atmosphere, retums to earth and bounces back to the atmosphere in a continuing cycle
(*AWVA*). HF signals can be picked up for hundreds (or even thousands) of miles.
Reception of HF signals is not absolutely reliable, however. Atmospherics such as
sunset, solar flares, and lightning can make an HF signal unreadable. The strength of
-@ signal is also relative w the proximity of the receiving station to the location where
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the signal returns to earth. HF transmissions are usually made at a predetsrmined time,
and on a predetermined frequency, so that the receiving station will be listening for the
sender. Experience with long range HF transmissions indicates that the signal is
successfully sent and received about 75% to 30% of the time.

The primary towing tug will have a cellular phone. This system is very reliable when
in range of a cellular station. The available celiular systems cover a great deal of the
metropolitan area, but have very little coverage over the water (particularly in the ocean).
It therefore suffers from the same problem as VHF: the tug must be in close proximity
(abcut 24 miles) to the coastline or transmission will not be received.

There will be three types of communications taking place during these vovages:

1. Communications with the tug's office (dispatcher) on 6 hour intervals (or less)
giving the tow’s position, speed, and estimated time of arrival (ETA). The tug's
office has the equipment and experience to maintain contact with the tug. The
tug's office shall then telephone the LIPA Notification Point at set umes with a
progress report.

o

When in VHF range, the tug shall advise each USCG COTP when he enters or
leaves, or at such other times prescribed by the USCG COTP. The VHF
channels used by each Group are listed in Enclosure 5.7. When the tug is out of
range, the tug’s office will make the USCG notifications by phone based on HF

radio contact with the tug or the best ETA of the tug's arrival into or departure
from the COTP zone.

3 Bridge to bridge communications when in ciose proximity to other vessels as
required by law.

The tug wiil contact his office and the local COTP immediately if anv emergency
situation arises which could affect the safety of the vessels or the cargo. These
communications are covered in more detail in the Security Plan for Fuel Shipment.

Insurance

ANSI N14.24-1985, Section 6.7, provides a discussion of the insurance coverage
required of a prudent shipper and water carrier. The Loveland Company or the tower
will provide the following insurance coverage (as described in N14.24-1985) with limits
satisfactory to the Loveland Company and the LIPA: hull insurance on the barge and
tug, including primary collision liability; primary Protection and Indemnity; tower's
liability; cargo legal liability; and wreck and removal (salvage insurance).
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SECTION 3.0 - MARINE TRANSPORTATION EMERGENCY RESPONSE

3.1

3.2

(CONTINGENCY) PLAN
Barge Documentation and Intact and Damages Stability Studies

ANSIN14.24-1985 requires that stability analyses for both intact and damaged conditions
be performed and that the barge meet certain acceptance criteria. These requirements
are more fully discussed in paragraphs 2.6.4 (intact stability) and 2.6.§ (damage
stability), above. The required calculations, which show satisfactory results, are
contained in 2DM Associates Report Number 9315-402, Enclosure 5. 10.

The shipping papers shall be kept aboard the towing vessel, including the bill of lading,
dangerous cargo manifest, and emergency response guidance. In the event the barge
needs 1o be moored or tied-up, the tugboat will remain near-by. In addition, all shipping
papers and package documents including those of the sea-fastenings, shall be available
at the LIPA Notification Point.

In the event of an emergency involving structural damage to the barge, information about
the vessel's construction will be immediately required. A drawing of the Loveland 172
series barges is included in this plan in Enclosure 5.5.

U.S. Coast Guard

During early planning for this project, contact was made with the Captain of the Port for
Long Island Sound, who has authority over the loading site at Shoreham and the transit
through Long Island Sound. The COTP Long Island Sound shall coordinate the review

of this Operations Plan. Subsequent contacts have been made with the COTPs listed
below:

Office Contact Phone 24 Hr Phone VHF Station

Station

LI Sound Ledr. Skewss 203-468-4464 | 203-468-4464 | 16

(Lt. Schroder) (Group
Moriches
CH 23)

New York Capt. Larabie 212-668-7932 | 212-668-7936 | 13 and 16

(Lt. Shatinsky)

Philadelphia | Capt. Guldenschuh 215-271-4940 | 215-271-4940 13 and 16

(Lt. Kuhaneck)

The USCG shall ~lwa - have the final input in matters of weather, navigation and
emErgency response.
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3.3  Salvage Operations

Two separate types of marine salvage may be required in the event of a casualty.

3.3.1

3.3.2

Salvage Towing

If the tug had 3 dual engine failure, or the barge broke away from the tug
and could not be located, additional towing power will be needed.
Depending on the position of the casualty, the owner of the principal
towing tug may have one or more tugs ready to respond to the emergency,
particularly in the case of engine failure of the tug. If the barge has
broker away and cannot be located, or if the owner of the principal
towing tug is not in a position to respond, a tower experienced in towing
salvage will be called.

Moran Towing is a well located and equipped salvage tower that is
situated to handle 2 towing emergency. Moran was a partner in Ocean
Salvors, a salvage company with operations in many areas of the U.S.
Although that venture was closed several years ago, their personnel are
familiar with ocean and inland recovery and salvage techniques. They
have recovered many tugs and barges adrift in the North Atlantic and
brought them saizly to port. They have large tugs stationed in New York
and Philadelphia. A list of their equipment and the 24-hour phone
numbers of each office is attached as Enclosure 5.7.

Traditional Salvage Operations

Any casuaity which affects the watertight integrity of the hull of either the
tug or the barge will require the assistance of a full service salvage
company. A traditional salvage company has large pumps, floating
cranes, air compressors, gear for removing beached vessels, large
winches, and many other types of salvage gear. This gear is kept on hand
so that the salvage company is ready to immediately respond to many
types of emergencies. More importantly, they have personnel on staff
who are experienced with salvage operations including divers, crane
operators, engineers, and salvage masters.

DonJon Marine, based in New York, has held the U.S. Navy Salvage
contract for the Great Lakes, Atlantic Ocean, Gulf of Mexico, «nd other
areas since 1979. They have two heavy lift cranes (220-ton and 1,000-ton
capacity) and three tugs (1,200, 1,800 and 7,000 HP) in New York. They
also have heavy winches, various oceangoing barges, beach gear, and
other related salvage equipment ready to be moved to the site of a casualty
upon notice. This firm has experience in virtually every rype of salvage
(raising sunken vessels, removal from a beach, bridge collisions, pumping
sinking vessels, etc.) Their New York base is not a serious disadvantage
if a casualty should occur further south. Much of their equipment is
portable (by t uck’ nd they have working relationships with owners of
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barges, cranes, and other equipment which cannot be trucked. They also
own a hazardous materials pollution control firm (Cycle Chem) with
offices in Cartaret and Elizabeth, NJ, and in Swedesboro which is in
southern New Jersey.

Salvage companies have various ways of charging for their services but
) in the case of this movement, DonJon would consuit with the underwriters
and barge company representatives and the local office of the USCG, and
then respond to the casualty with all the equipment that they, the USCG,
and the surveyor felt was needed to resolve the emergency. After the
emergency was concluded Don'on would negotiate a rate for the services
performed. The rate would be loosely based on manhours and equipment
utilized, but DonJon (or any other salvage company) would be catitled to
a premium over and above the rates charged for manpower and equipment
in a normal operating environment. This premium is eamned as & result
of the risks they take in the performance of their job and the cost of
equipment and manpower which must be kept on idle standby waiting for
the next emergency. There is no fee unless a casualty occurs (salvage
companies are not put on "retainer”) but the fees charged if they do have
to respond will vary according to the location of the job and the
manpower and equipment needed to conclude the emergency.

In the event of an emergency where the hull integrity of the barge and the
tug are not threatened, such as barge breakaway or mechanical failure on
the principal towing tug, Moran may be called for towing assistance. For
any other type of marine casualty, DonJon may be called to manage the
salvage effort.

Telephone numbers of secondary towers, salvage companes, and USCG
Group contacts are also listed in Enclosure 5.7.

3.4  Water Depths and Safe Harbors
3.4.1 Water Depths Along the Route

The IF-300 cask has been calculated to maintain its integrity 10 a depth of
400 feet. The water depths (at mean low water) along the tow route are

| as follows:

Approach to Shoreham Jetties 6 - 15
Long Island Sound, East of She . “am 75" - 150
Plum Gut 190
Block Island Sound 80' - 100’
Montauk Point 30" - &0
Montauk Point 1o Delaware Bay Entrance 60° - 200°
Delaware Bay 40' - 128"

Delaware River (channel) 39 - 43
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342 Safe Harbors

New York is the safe harbor along the intended route. The vessel Master
will contact the COTP New York to identify an anchorage should the need
anise to use this safe harbor.

Responses 10 Emergency Situations

The responses outlined below are those which are recommended for consideration
afier consultation with towers and others. It is noted that this list of responses
is principally for the benefit and education of non-marine personnel. The actual
action taken at the time of the casualty will depend on many factors such as
weather, USCG input, salvage equipment available, location of the tow, stc. The
variables are too numerous to analyze individually and this plan lists only the
single response that is assumed to be most appropriate in a majority of the
potental situations. This ist is not intended to limit the parties involved in the
every of an acrual incidens.

In the event of an emergency during barge movement, the carrier shall notify the
nearest salvage (or towing) company, the nearest COTP, the COTP Philadelphia
and the Coast Guard National Response Center and the LIPA Notfication Point
using the Incident Notification Form Enclosure 5.14. Personnel at the LIPA
Notification Point will venify that the Coast Guard has been noufied and will
notify other government agencies. Based on the details of the incident, LIPA will
mubilize response personnel in coordination with the Carrier.

3.5.1  Broken Hawser If the weather is good (calm seas), the tug will retrieve
the broken hawser, back up under the bridles and rearach the spare
hawser which will be carried aboard the tug. In this event, the tow
would continue directly to the destination. If the weather is bad, the tug
would fall behind the barge and retrieve the floating line which trails
behind the barge and is attached to the end of the emergency towing
wire. The emergency pickup wire is attached to breakable points on the
side of the barge. As the tug pulls the end of the wire, from aft to
foreword, it releases from the attachment points and the end is left
artached to the towing bitts on the bow of the barge. This wire or rope
is much shorter than a normal hawser and the tug should proceed to the
nearest port of refuge unless he is able to reattach his spare full-sized
hawser while underway.

If the tug is unable to immediately reconnect the hawser to the barge, the
master shall keep a constant log of the barge's position and notify the
USCG and LIPA. It is possible that contact will be lost with the barge
in heavy weather or darkness. The salvage tower will be ordered to the
scene immediately.

3.5.2  Lisring of the Barge The barge will be .~wed with a slight amount of
"aft drag" (e.g., the cargo should b stowed as shown on 2DM
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3.5.3

354

355

Associates Drawing No. 9315-401 "Barge Loading Arrangement® so as
to produce a trim to the stemn). This drag allows the stern of the barge
to act as a fixed rudder, making the barge more controilable while being
towed on a hawser,

Othenhan'mdn;.'thebargeshouldnothnveanyrypeoflintopon
or starboard or any change in draft. The Barge checklist (Enclosure 5.8)
requbuthemgmummchxkthednﬁspﬁmwdmwupon
entering port to seek safe refuge. When pushing the barge, the tug will
be next to the barge and a change in draft will be easily observable.
When the barge is being towed on a hawser, however, it will be
hundreds of feet behind the tug and constantly moving up and down with
the wave action. (Part of the tow will also be at night.) Changes in
draft will be extremely difficult to detect until the change in draft is
extreme enough to be visible from the tug or the Master begins to notice
changes in the way the barge is handling on the hawser.

If 2 change in draft is suspected, the tug will pull in enough hawser to
examine the barge at close range. If the Master believes a change in
dnﬁhuoocumd.heshouldhadformemponofrdh;emd
notify the salvage company immediately. Pumps and assist tugs should
be made immediately available if there is any sign of a change in draft.
Ifmebmelppanwbeinimnunmldmgaofxinh'ng.rhetu;will
disconnect the hawser, and the Coast Guard and/or the salvage
contractor can fly pumps to the site of the incident. Two 2* pumps will
be carried by the principal towing tug in the event of an emergency.

Failure of One or Both Tug Engines If one tug engine fails, the tug will
proceed 10 the nearest port of refuge. If failure of both engines occurs,
the tug will standby the barge. If the owner of the primary towing tug
has a nearby replacement tug of suitable power and classification
available, he should be allowed to provide same. If these replacement
tugs are 100 far away or are otherwise unsuitable, the salvage company
must be called to bring the principal towing tug and the barge to the
nearest port of refuge.

Heavy Weather  1f winds and seas are permissible upon departure but
increase during the voyage, it would normally be up to the Master of the
tug to determine when the tow should be brought to a safe harbor. In
the case of this cargo, the tower will set the maximum wind and sea
conditions under which the tow can proceed at sea. It should be
undersiood that the Master of the tug always has the sole authority to
bring the tow 10 a safe harbor for adverse weather or any other reason.

Shifting Cargo or Damage 10 the Package The barge checklist
(Enclosure 5.8) requires the Master of the tug to inspect the cargo and
the lashings prior 0 departure form Shoreham 2n~ at each pom of
refuge. When pushing the barge, the tug will be ne & the barge and
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3.5.7

358

3.5.9

3.5.10

3.5.11

a change in the cargo will be easily observable. When the barge is
being towed on a hawser, however, it will be hundreds of feet behind
the tug and changes in the sea-fastenings or radiological condition of the
cargo will be extremely difficult to detect. (Part of the tow will also be
at night.) If a change in the cargo package or the lashings is suspected,
the tug should pull in enough hawser to examine the barge and the cask
at close range.

Securiry Threa Security response details are contained in the Security
Plan

Damage to the Hull of the Barge Refer to paragraph 3.5.2 above
(Lisung of the Barge) for the appropriate response actions.

Fire or Damage to the Huil of the Tug or Barge The Master of the tug
shall noufy the USCG immediately. A replacement tug, either from the
owner of the pnncipal towing tug or the salvage contractor, shall be
ordered. The services of the salvage contractor may be required
dcpending on the extent of damage to the tug. Note: All tugs have fire-
fighting equipment and the crews are trained in fighting fires.

Fire aboard the barge is extremely unlikely as there will be no
combustble material aboard.

Sinking of the Barge When the barge is in imminent danger of sinking,
the tug will release the hawser and remove any men aboard the barge.
After the barge sinks the tug will record the location where the barge

contractor. The salvage contractor shall handle underwater location of
the barge (using the signals emanated by the “sonic signaling device" and
the EPIRB) and the efforts to raise the vessel. The sea-fastening
requirements in ANSI N14.24-1985 and as applied to the sea-fasteniny
dedgnforthisprojectstmﬂmt!uurgoudnbemndinsucha
manner that the cargo will not separate from the barge in the event of

sinking. The cargo will, therefore, be salvaged with the barge.

Grounding or Beaching of the Barge If the barge is put aground or
breaks away from the tug and runs up on a shoreline, the salvage
contractor and the nearest USCG Group shall be notified by the master
of the tug. The salvage contractor shall be contacted by the principal
towing contractor and shall coordinate all efforts to free the barge
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3.5.12 Death, Injury or Sickness of Personnel on the Tug If any personnel
aboarc the tug becomes injured or sick (or dies), the tug shall head for

3.5.13 Radiological Emergency See Radiological Operations Plan, Section 4.0

3.6  Radio Failure and Emergency Communications

Gan transmut over very long distances.
3.6.1 Emergency Communications

3.6.2 Procedures in the Event of Radio Failure

Onaﬁemghmmﬂnn?smﬂaﬁommmm,vmmdmuulu
Mnnolpngabeeﬂacﬁvem!-!Pudiowillbethepﬁmarymmof

If the tug loses HF communications due to radio failure or atmospherics,
it shall try 1 establish communications with a ship or any passing vesse|
on VHF channel 13 or 16. mvuxlshnlbenkdtocmwthe
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principal towing tug's dispatch office with the tug's position and
estimated time of arrival.

Due to the long distances to a port of refuge, the tow should not seek
refuge for HF radio failure unless some other emergency exists.
Alternatively, the tow should turn toward shore (weather permitting) and
continue the voyage within 20 miles of the coast 50 that VHF or cellular
communications can be established.

The tower's office shall contact the LIPA Notification Point any time the
shipment is unaccounted-for. The tower’s office shall contact the USCG
if contact with the tug, either directly or through another vessel, has not
been possible for 12 hours or more. At that point, the USCG could
decide whether to initiate an air search for the tow based on the last
: reported position.
1
3.7 Emergency Response Training
Emergency response training is discussed in detail in Section 2.7.9 (Marine

Personnel Training). Subjects to be covered and estimated time of instruction are
as follows:

Radiological nature of the cargo and associated risks
Construction of the cask and sea-fastening system

Role of the water carrier, the health
physics technician, the rigger, and the USCG.

List of USCG Groups, salvage companies,
and towers enroute

Checklists and paperwork

Discuss suggested responses for various types of
emergencies as noted in Section 3.5

Safe harbors

Communications plan, emergency communications, and
importance of maintaining contact at 6~hour intervals

Proposed schedule of operations
Question and answers

Total training time 3.5 to 4.0 hours
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SECTION 4.0 - RADIOLOGICAL CONTROLS

The Long [sland Power Authority will conduct operaticns to ensure that fuel shipment radiation
ievels are below applicable limits. In addition, all activities will be accomplished with the goal
of keeping radiation exposures As Low As Reasonsbly Achievable (ALARA). The LIPA Health
Physics Engineer is the designated radiation protection officer for the shipping operations.

There will be a Health Physics Technician (HP Tech) on the primary towing tugboat.
4.1  Pre-Operational Activities

Prior to the shipment of the fuel, the LIPA Health Physics Engineer shall have
the barge loading plan reviewed and esumates made of the radiation dose that will
be received by carner and rigging personnel during barge loading, ransport and
unloading operations. This review will ensure that the training and radiation
exposure limit requirements of 10 CFR 19 and 20, respectively, are adhered to.
The results of this evaluation shall be documented and retained during the entire
shipment period and for a two year period thereafter.

4.2 Normal Operations

The following activities will be accomplished routinely during the fuel shipment.
Records will be maintained during the entire shipment period and for a two year
period thereafter.

4.2.1 While in transit the fuel cask will be enclosed in a tarp over a retractable
metal grate enclosure. Prior to the fuel shipment leaving the Shoreham
Reactor Building a radiological survey will be made outside of the
retractable enclosure o ensure that there are no radiation levels greater
than acceptable levels. These readings shall be recorded on the shipping
papers.

DOT/NRC Radiation limits for the fuel shipment are:
200 mR/hr on surface of the enclosure
10 mR/hr at 2 meters from vertical plane of enclosure

4.2.2 A HP Technician will be present during loading operations. This HP
Tech will perform surveys around the fuel shipment enclosure upon
completion of barge loading operations to ensure that radiation levels are
consistent with those previously taken.

4.2.3 The barge carrying the fuel shipment will be unmanned during the
transit. There will not be any routine radiological sureys made during
the barge transit.

42.4 Upon arrival of the barge at the unloading site an HP Tech will board
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42.5

42.6

427

the barge and ensure that radiation levels outside of the enclosure are
consistent with the readings on the shipping papers.

The HP Technician will be present during unloading operations and wili
take another survey of the cask enclosure when uniocading operations are
complete.

The HP Technician will survey the barge after each shipment to assure
that radioactive contaminaticn levels are below 49 CFR 173.443 and
176.715 limits. These readings wil! be provided to the carrier.

In the event any of the routine surveys done by the Health Physics
Technician show dose rates or contamination levels above regulatory
limits, the HP Tech will contact the LIPA Notification Point and inform
them of the situation.

4.3 Incident Operztions

Upon notification of an emergency, the tugboat office will contact the 24 hour
LIPA Notfication Point and the Coast Guard National Response Center in
accordance with 49 CFR 171.15. The LIPA Notification Point will contact the
appropriate State Agency and the Nuclear Regulatory Commission.

The LIPA On-Call Manager will mobilize support in coordination with the
Carrier. The personnel mobilized will be based upon the nature of the incident.
If a significant radiological hazard is present, the Federal Radiological Monitoring
Assessment Plan (FRMAP) Team may be mobilized. This team is located at
U.S. Department of Energy Brookhaven Area Office in Upton, New York.

43.1

43.2

Collision or Grounding

Given the structural design of the cask and skid it is implausible that any
grounding or collision involving the barge will affect the radiological
integrity of the cask. Therefore the tugboat crew may board the barge
to perform necessary response actions without being accompanied by a
Health Physics Technician.

If the vessel Master determines there is a potential for a breech in cask
integrity, the HP Technician will perform a survey once conditions are
safe enough to allow access to the barge.

Sinking
Upon noufication that the fuel shipment is in danger of sinking or has

sunk, LIPA personnel will work with the tugboat and salvage company
to provide radiological support for salvage operations.
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4.3.3

Safe Harbor

If due 1o weather or equipment problems the tug and barge seek safe
harbor, the vessel Master will contact the U.S. Coast Guard Captain of
the Port and the tugboat office. The Coast Guard will specify an
anchorage location. The tugboat office will notify the LIPA Notification
Point. The HP Technician will support U.S. Coast Guard and Local
Law Enforcement requests for information concerning the radiological
status of the cask.



Enclosure 5.6 - Map of Route

Nautical Chart with (Approximate) Tow Route [llustrated - 1 sheet




T
L RP@Sive

Do wmme AN »

.
™
- .

;,.fs- '
?\..

LORAN | INEAR INTERPOLATOR

b B

L
Lt PASA TE B e

e

Chae t 17300




JB-18-1393 .% %8 SR8 387 8230 DEPE RADIATION N

hp a0 =1 LT3R HiPRE LPCD ZeUREMN .8
Long Shoreram Nuclear POwer Station
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August 9, 1993
LRM~-923~-079

state of New Jerssy

Departnent of Environmental
Protaction and Energy

CN 415

Trenteon, New Jersey 08625-0418

ATTN: Mr. John Fesnay
Burcau of Environmental Radiaticn
pivision of Environmantal safety, Health
and Analytical Programs

Application for cartificata of Handling

Dear Mr. Feeney:

Frnclosed is Leng Island Power Authority’s (LIPA'S) applicaticn
tor a Certificats of Handling (COH) for the first shipuent
consisting of seventeen slightly irradiated fuel assenblies from
the Shorsham Nuclear Power Station to the Limarick Cenerating
station owned and cperated by philadelphia Electric Compeny. in
accordsnce with the Nuclear Ragulatory commission (NRC)
regulations (10 CFR Section 73.2), the shipment is classiflied as
"special Nuclear Material of Low Strategic significance.”

There are a total of five hundred and sixty Shorsham fuel
assemblies including natural sranium and enriched uranium fuel

assenblies. Accordingly, 33 shipments will be required to
complete the fuel transfer campaign.

“
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The first shipment will net contain any enriched fuel assenmtllies,
and will consist entirely of nactural uranium ossenbliea.
consequently, the radionuclide content will e bealow the
threshold values for highway routs contrelled quantities of
redicsctive materisl. Most of the folloving 32 shipments are
expected to contain highway route contrelled quantities.

rhe Shorsham-Limerick fuel shipments will comply with all NRC and
Federal DOT regquirenents, thereby aseuring the radiclogical
safaty of the shipment. We note in that regard that LIPA has
been advised that, due to the applicable federal regulations, New
Jersey regqulation ot spent fuel shipments may be presupted by
elther the Atomic Energy Act oF the Hazardous Materials
Transportation Act and LIFA reserves its rights in that respect.
Please be assured, however, of our desire to provide all
information that you might deem appropriste and to ceoperate in
every other way as well vith New Jersey officials to ensure that
the shipments proceed safely and promptly. We are submitting
chig letter &nd the attached application in that spirit and look
forward to conferring with you as appropriate.

should you have any questions or require any additional .
{nformation, please do not hesitate to contact Sive Kumar of my
staff. He can be rsached at £16~929-4177.

Very truly yours,

4l<}5?7 Jrthur
) nw 4‘;’%;'70”/

&7
A. n. w1l ﬁnr[ White 4
Resident Manager A e ¥

anr
8K/ab /
Enclosure

b |
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STATE CT NEW JERSEY
SEPARTMENT OF ENVIRONMENTAL PROTECTION
BURIAU OF ENVIPONMENTAL RADIATION
CN 418, TRENTON, NEW JERSEY 0423

609-207-2132 or Fax 509=-987-239"

(ntormaticn

s this Lew Specific Activiey

(*&A) as per 9 CFPR
123.4012 Yne e X

ts this shipment & Highway Rcucta contrnllisd Cuanctity &€
per 49 CFR 171.4037 fen”* Ne X

ts this & shipment of Trradiaced Maacenr Fuml?
Yes* _X No

‘g this 4 snipmant of Nuclaarl 'asca?

ree___ Ne tf Yem, ‘cee TNLS
shipment reguire advance hotificacion of the Geavernor
as per 10 crr 71.997 Yag* Ne

List characterigtics of Radicactive Materials.
Igsotopas ¥ Cuantity

Physical Torm fore
(Curies)

(liouid. selid, Special/Mcrmal
encapsulated, et&.) Al ez A2

4070 (Max) Nocwal

Slightly
lezadiated
Pu.lff
soacial
NUGLear
YALEL AL
of Low

oxi Ceramic

z!tealoy Cladding)

x;v Jersey Reterencs No. *

Stzategis .
Significance
LSas Nanifes

t.f

tor Details)

nees vehicle reguire plAacarding as per 49 CPR 172.5047
Yes y Ne

Peckaging Typeis) » B_x

taform Covernor's contacr person
v For spent fuel shirnsente, enter "Spent Fuel”

v To'be forwvarded with advance notification

o Governor's designee.

page | ot °
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e
. “ransportation [~fagmaticn:

% Caily Carsificace Information - Complete Secticn A
Annusl Certificscte [nformaticn - Cemplete sSaceticn 8

) A. Saily CerciZicace
‘. Shipper: Long lsland Pover Authority
a. Name

5. *Sduﬂww A 11932
e. Telephone ! &1g ' _929-A300

I Carrier:
4. Name _ 5.C. Laveiand C0.s A0S,

B rddress_p. o, Box 166, SUQAWDA. gd. . Pannsyille, Lol Q8070

e Telephone (_E0Q 3358100
34 ngiveri(s):
‘l

Name _Chaclis Bladick [Tughoar CAGLALLL

*ranspere '‘anicle: Loveland 1721 (ox sistecship)**

a. Yeayr 197
- I ““ake ﬁm.gcr gquipment (-
e, Colee
S, Seess W
.. LoxaasBbixe Ne.
- Shipment:

8. Date and time entering r:..'jcv”n 9/23/93_ang ® 3
B. fate and time leaving N.J. wween 9/23/93 and. 9 3
e. origin:

(1) faeility Name_ghorehal Nuclear owar Ziatian
{2) Siraet

13 ity

(4y Ceounty
() sScacte_ New YOGk

4. Cegtinacion:
(1) Ceonsagnee_Lipgrick Censraring. SEALIOD. . —=
(2)  Street_pusrgraen i SADALOSA HOAS... -
(3) City
(41 county _soraopecy..
(81 Stacs__ panoayluanie...

e. scredule Route in New Jersay (lisc all rosde/hiahwave 1if
asrdey trsvellead).

B e S : —

Page : of § -
*altecnaces: W.E. Landers, 0.E. Riddick, W.A. Jones, D.W. Dl

** )5S Class Ccean Deck Barge
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3. Annual Cerctificace

Shipper: :
ds tame

B. Addresa

da Telepnone | )

~arriert

a. Name

b. Address

c. Telepnone | )

Driver(s) (inelude attachment [IIR3] Llisting the name cf all
drivers!

$a Name

Transpert Vehicle (include an atetachment (IIBZ]
following infozmacion for all vehicles)
Year

Make
Color
State of legistraticn
License Plate ''umbers

Listing of the

AU

Shipment:

3. Days an times (include an actachment [(IZ2I] [ sting the davs

of the week and times shipment should be traveling in New
Jarsey)

b. Crigin:
a, Facility Name
D. Streat
S. City
d. Councv
.. State

5 Cestination
4. cConsignee
.. Strees
€. City
d. County e
e, State $

Scheduled rouse in Ymw Jersey (list all rmads/highways :n
orcer travelled),




CEPE RAC!ATION

L)
I111. Storage Informasion
-
Is this shipment of radicaceiva material z0ing to Se stored
in transit as defined in NIAC 7:28-12.2.
- X e, preoceed to Itam v.
Yas, complete the foilowing section.

Y Location of Storage Sita:
Addregs!
city:
3. owner of storage Site:
Name !
Telephone Numpar: | ) -
- Typels) and Maximum auantity of Zach Radicactive Material
Stored!
“sotcopes Quantity Physical Form Form
(Curies) (ligquid, snlid Special Normal
€.9. encapsulacted Al nr A2
ate.)

- Maximum Tima of Storace

~egcr:peicn of Storage Loeation, ‘fanner and Securit'

)

fage 4 of °
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4 lames., addresses and Telephone Numbers cf ‘uthorities :n the
qunicipalities having Jurisdiction over Storaqe Site
Proparty:

(1) Pelice Chief:! Nama .
il Addzress
Telephone umbeg | ) -
(2) Fire Chief: Name
Address
Telephone Number | ) -

-, Centact Persen(s):
Foutine (business hours)t

Name N H

Telaphone Numpaer ! ) = BI00 Ext. K{
“mergency (24 Hours/dav: diys/veer 7ot -adiclogical
ispesEmant) :

Name  Shor pPower Station Contpsl Room
Telapnone r;mort 516 ) !E - m:

2 rnsurance Infermation:

rme following informaticn relaces o insurance e ccmpensate for
indury, loss and damage due to radiclegical emergencies involving
this shipment,

vame of Insurance Company_ Apgpican Nuclear Ineur3ty (ANT)
Ccunt ‘]umc.t: ”x‘cy NN. "'.2“5 m-lls

“iminws of Liabalicy: 200, 000, 000.00 Dellars.

.
--—-.-.-.--c----ﬁ--‘--------‘.-.---&--—-------u-----------—---‘---‘----.--..

~eretofore known as the CCM Holder, hereby svear that «he ‘nfcrmaticn
s1ven 1S COCZEGt 9 the begt of nmy knowledoe, And that this shipment
-omclies with 4ll appliceble rules and regulations.

e j;!bJr ¢ /54
i‘ﬂ. (print Qr type! OCato

a/djé- . LO

Tiignatucs

PR1138

bt}
~3
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)q 71-9001

- Pacific Nuclaar
ATTM: Me, Robert D, Quinn
6203 San lguto Avenue, Suite 100
v San Joie, 11381

Dear Mr. Quinn:

ke mmun'a your spplication dated July 28, 1993, o5 ctupplemented

August 10, 1993, anclosed 18 Certificate of Compliance Me. 9001, Revision Ne.
88, for the Medel Ne. 1F.300 package. This certificats suparsedes, in its
srtirety, Cartificats of Com (ance Ne. 9001, Reviston We. 27, dated May 11,

199,

changes made to the enclosed cartificate are indicated by vertica) 1ines in
the sargin.

Those o the sttached 113t have been {gtered 43 users of the packs
the general 1icense provistons of 19 CF §71.12 or 4% CFR nn.q’x. » o

The approval constitutes authority to use the package for shipment of
radioactive material and for the ackige to be ahi in sccord
’ provisions of &8 CFR §173.471, g L ki

Stncorsly, Qrigheal Signed by
Case R Chappell

~Cass K. Chappell, Section Leader
o7 lirage ond Trandpert Syitems druh
9 Bivision of Inqustrisl end
N medical Nuclear Safety, WSS

1y

Enclosuras:
1. c.rmm}c of Comp!iance

. 1 ] . L]

g. Approvel Racord

cc w/enel:

Kr. Jamss K. O'5teen
Department of Transportation

flecistared Users

43082 708¢7
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T SETCATE 8 Sl S T AL G L Y LA T TS e e i o R 4 A arn
Pacific Muclear Systems, Inc. | General [lectric Uranfum Managament Corporation
1010 South 316tk Street | application datad September 14, 1964, as
Fedaral Way, WA 98003 supplemented.
71-8001

et & sonerions upn NI (W FURAAAEOm® O 0 G PUA 1. B4 MORABABE. I N6 SIS bonistios haiom.

“(0) Packaging
(1) Mode) Na.: [F-300
(1) COesscription

A steinless steel encased, depleted uranius shielded cask. The cask
{s cylindrical in shape; h-inhn in diemeter end & maxioun of 210
inches Tong with saxioum cavity ¢imensions of 37-1/2 inches {n dismeter
by 180«1/4 iaches Tong, Shielding {s provided by 4 nchas of depletec
urantum, 2-1/8 inchas of stafnless steq) and & minfmm of 6-1/2 inches
(680 nhcno) of & watar- ethylena giycsl mixture.

Two closure heads are provided for the thi t of BWR and PWR fusl
assesblies, The heads are 304 stainless ttee!l hrm’s and end plates
which encase the I~tnch thick depleted urantum enfeiding. Cithar
closure head may be ysed for packaging solid (rradiated hardwars.

The clesure hends are secured wtnnn”w by maans of 32, 1-3/4
{neh studs and nuts. The cask 1 sealed with & metallfe ring gasket.

The cavity 1STRllltfltl¢ by & vent 1ine at the top and & drain 1ine at
the bettom. sse 1ines are sealed by Dellows statnless 1teel

globe valves and valved quick-disconnect couplings. Stainless steel
pipe caps may be used in 1leu of the quick-disconnect couplings. The
vent 11ne s also equipped with & 380-400 patg reted rupture disk.

A1l valver are housed in protected bexes on cask rier.

— e —— ——— NI O, S . . -~
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Page 2 - Cert!ficate Nz, 5001 - Revision No. 28 - Docket Neo. 71-5001

§.(8)

Packaging (continued)

(1) Oeseription (contirued)

()

Neutron shielding 14 provided by & 1 1d-f111ed, thin-valled, corrugated
containmant on the case extarior. This eylindrical structure 15 separated
twe longitudina] compartments, esch squipped with twe expansion tanks, fi
re)fef valves, The f{11 Tine from ssch compartment {s terminated by & tta!
less steel globe valve fn & protected box (separate from cavity boxes) on t
cask sxterior. The stainlese stesl globe valves may be replaced by 1tainle
stee) Blingd fanges. The veat line from SAch compartmant goes t0 LR eXpans
tank which 1g provided with a pressurs relief valve set at 200 psiq.

The cask has four types of fusl baskets which cen ba {rterchanged to accon-
modate various fuels. The PWR Daaket holds zeven assemolies, the unchannel
BWR baskst holds eightesn assemdlies the channello® Gk Basket holds sever
assemblies, snd the Shorgham BWR mi basket helds seventsen Shoreham BWR |
assemdlies. The channelled and unchannelled BMR fuel baskets may be provic
with supplemantery shielding (depleted uranium) neer the cask clesure.

The cask {8 shipped horizontally with the bettom supported in & tipping cr
petween two pedestais und the ond resting in o seecircular saddle;
upper end 18 pinned to the saddle. The cask supperts ire walded to the fr
of & 37-1/8-foot long by §-foot wide structurel stedl thid. The skid may

have inetalled on 1t am m\m:‘ cooling system, consistiing of two diesel
enginas driving twe blowers whi dncnrn :uﬂu air to the corrugeted

surface of the cask vie comnen ducting, {ther {nstailstion nor operatic

all or gut of this suxt!iery cosling system {5 & recuiremsnt of this pack
sppreval. _

The entire cisk and coeling system 18 coversd by u.ritﬁcttbh sluminum
enclosure, Accass to the enclosure 18 via locked panels {n the side and 3
locksd door in ene end. Although the Medel Ke. 1F=300 cask can b transpe

for shert distances on the highway, its principal pode of transportation !
refiresd.

The gross waight of the cask 1§ approzimataly 140,000 pounde. The skid v
other extarnal components weigh approximately 48,000 pounds.

Drawings

The Mode! Ko, 1F-300 shipping cask 18 described by the following Genersl
flectric Company Drawing Nos.: 160C5238 - Sheet 1, Rev. 91 Sheet 2, Rev.
Sheet 3, Rav. §1 Sheet 4, Rav. € Sheet §, Rev. §; Shest 6, Rav. §; Sheet
Rev. &; Sheat 8, Rav. §; Sheet 8, Rev. 8; Sheet 10, Rev. §; and Sheat 11,
2, and Pacific Nuclear s{um. inc. Drawing Nos.: 410-11-3000, Sheets |
threugh 9, Rev. 0&,6!0-1 <3001, Sheet 1, Rev. C§ 420-:1-3002, Sheats | an
Rev. O; ¢20-11-3003, Sheets | and I, Rev. 0; 430-11-5004, Sheats 1 and !‘
0; 420-11-3008, Sheets | and 2, Rev. 6; 420-11-3008, Sheet 1, Rev 0; 204
Sheats | %6 ¢, Rev. 1; 2045.3001, Sheets ! and 1, Rev. 1; 2048.3002, het
Bev. 1. and 2048.3003, Shaet 1, Rev. O,
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(1)

5.(a)(4) Basic Components

The basic components of the Medal No. IF-300 shipping cask that ars
important to nuclaar safety dre listed in Section IX, Table [Xel.

(b) Contants
(1) Type and form of satarial

trradiated PR and BWR uranius oxide fuel assembd) fes. PR
assembl fae say be shipped with or without control rods, Partial
fus) assesblies, thet 1s, assemblies from which fuel pins are
nisaing, muet be ahipped unless dummy fuel pins are used to
displace an of water eoua) to thet ¢isplaced x the
original pins. Tha specific gnor of each fuel assemdly must
not excesd &0 kw/ and the burnup of each fuel assembly must
not sxceed 35,000 MWD/MTU. The minfeum coeling Aime of sach
assembly sust be ne less than 120 days. Prior o irradiation,
the BWR and PYR fusl sssembliss must heve the following
dimencions and specifications: ./ >

Group | fuesl escemblies

-

Fuel form Clad U0, pallets Clad Uy pellate
Cladding materisl Iror 58 . Ir or §8
Maximum fnftial U ' .

cutom/upu\y. kg Wi . 158
Maximum fnistal U-238 2

enrichment, w/e 4.0 4.0
Mex{mus bundle cross :

section, ia .7 §.78
Fusl pin array 14x) 4/ 018 727
Fue! dismeter, n 0.380-0.460 0.500-5.600
Fuel {n pitch range,

in ’ 0.508-0.082 0.647-0.809

Maximum active fual
iength, in 148 146
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L (8) Contents (continued)

Group 11 fusl assemblies

41} R

Fuel form Clad U0y pallets Clad VO, pellets
Cladding material Ir or $3 Ir or §S
Maxioum initfal U

contant/assembly, kg 78 198
Maximum initie) U-238

errichmant, w/e 4.0 4.0
Maximum bundie cross ‘

section, in §.7% §.78
Fuel pin array 16xig/imly (37
Fus! diamater, in 0.376-6.400 A 0.478-0.508
Fuel pin pitch ringes, in 0. 4940, K7 0.630-0.648
Maximus active fuel -

Tength, 1A 18 150

(11) Irradiated Shorehan BWR fuel essemblies compesed of US, fuel
vode in an 8 x § square arvay. Eeeh fusl atsomdly has & meximum
avareges enrichment of 1.1% w/e U-238. The fuel rods have the
following nominal dimensions! 0.610«10ch fual pellet ditmeter,
0.033-1nch thick zircailoy cladding, O.84«inch rod pitch, and
1§0=1nch sctivesfusl Tength.. The Baximum esseably burnup 13
§7.0 MO/KTU, and the minimuw coo! time {3 thres years. Fus!
sssemblies may be shipped with protective muu 88 dascribm
in Section 1.2.3.1 of ?nmm dated February 15, 1983. Fusl
assemb) {as must be positioned within stainiass cm{ channels
which have & noming) thickness of 0.0888 inch wnd & neming!
Tongth of 167 inches. For neturel uranius fuel assemblies,
zircalloy channels, hmn‘ s nominel thickness of 0.1 IACh and &
e of aopreximately 187 inches, mey be used in Heu of
stainlese steel channals.
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§.(b) Contents (continued)

(111) SeVid irradiated hardware, which say include fissile esaterial,
rovides the quantity of fissile material does not excesd
;r A quantity and coes not axceed the mass )imits of 10 CFR
1.8, As nomé{ ippropriste componant spscere must be used
when loading irradiated hardware 1nte the cask cavity te 1imit
rovemant 6f the comtents during sccident conditions of
tranpsert. Use of & steal liner 13 authorized provided: (1)
{ts outside dimensions are tgmmuuly those of the cask
cavity inside dimensions, (1) comstructed of single thickness of
steel plate with full panetration welds, (3) thickmess of steel
plate doas not sxceed one inch, and (4) the !iner 18 provided
with & drain and vent t2 insure witer removal,

(8) Maxioum guantity ef material per package..

(1) Meximm don; heat u;wguu« not to excesd 40,000 Btu/he.
nu::n‘ §, 728 Btu/hr/ assasmbly, Ilm-.t.th Btu/hr/Buk
pssembly. ;

(115 Seven PR fua} assemblies, ceventaen channellad VR assemdfes,
etghtess unchannelled BWR fus) assemblies, ov seventeen Shorenae
fual assamblies. i

(111) Abeve fus! sssemblies to be comtained in their respective fuel
paskats as shown. im Gf Orawing Moo 159CE228 - Shaet 6
”'l ‘9 m‘ W ”o ‘.b 1[-“ ““‘ 1 th
9, Rev. O, or PNS] Drawing No. 2048.3002, Sheed 1, Rev, 1.

(¢) Unloaded package - contents and BAximm qiutux _cl natarial

Greater than & Type A guantity of residus! nlﬁl&tivo saterial
consisting of mixed-fission and activation products adhering to
interier cavity and fusl basket surfeces.

(d) Fissile Class : : o

6. The end of 1ife tota) caleculated residual gas that could become svailable
from the fusl pine sust not exceed 0.50 1b soles fer content §.(b).

7. The maximus gross weight of the cavity contents msust not exceed 21,000
pounds .

8. For the shipment of irradiatad fue) assamblies, the cask cavit
(containmen vomll must be promptly inerted following removal of the
water from the cavity. The cask cavity must be purged 4t Teast three
times with argen, nitrogen, or helfus. Esch volume must be
squivelent to or greatar tfm the cask cavity velums. After the final
purge, the cavity sust ba promptly fi11ed with argen, nitrogem, or helium
At 1.0 ate pressurs.

§. Known or suspected failed fual assemdlies (reds) and fuel with cladding
I defects grester than pin holes and hafrline cracks are Aot authorized.
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Prior to esch shipment, the 1icensec must confirm that the cask contains
ne more than | cubiz feot of water in the cavity ana the 1icensee sust
prepare the cask for shipment, fn sccordance with Subsection 10.1 of the

appl fcatien,

The cask contents shall be so )imited that under normal conditions prier
to tnmrﬂ. 61 times the neutren dose rats plus 6.3 timee the gumsa dose

rate wil

not axcesd 560 mrea/hr at & distance of £ix fest from the side

of the cask (tan feat from the cask centar<iine).

The neutron shialding tanks must be filled with a»nnuto\{.a §0/80

volume percent mixture of athylene glycol and water during t

October through Kay.

months of

aouaemt globe valvaes othar then the valve specified on Drawing No.
159CH238-Shaat 4, Rev. &, must be tested as stated in Subsection 8.3.1

of the application.

4

The packaging sust be maintained n accordance with th frements of
Subsection 10.2 of the application, og:ln fnactive peviods, the
s

paintenance end testing freauency may

{ul
he next use of the package.

provided that the

/

age 18 breught fats full compliance with these requirenents prior to

The cask cavity must be equi

vﬂh “ mtun disk devtes with & burst

ressure within tha range of JB0-400 piig (“I‘" {ncluding all

olerancss.

The ursnium shielding meterial sust b unuui from m' steel surfaces

with & sinimue copper thickasss

of é-il1g, axeept that the stus bolts

sttaching the shield assesdiies te top of the unchanneiled BWR basket mus'
be coated with o minimum of 1/8-811 of copper. At

) &
A shuteff velve muat not be installed between ench neutron sh’ald tank an
118 respective thermal axpansion tank.

™he cask say be wrapped with re

{nferced p\iat\c during cMm"t‘ provided

that the decay haat ef the comtants does not sxcaed .5 K,

reinforced plastic used te wrap

the cask must not be greater than 0.015

inches thick or have & therma! conductivity less thea 0.0848 Btu/hreft-'f

The reinferced plastic -rn’m!
purposes of comsplying with 10

cannot be used as the cask surface for
FR §71.07.

For tmmo;t of Sherahas BWR fuel csembiias, the peckige may be covered

with & tarpauiin, The tarpauli
for purposes of complying with

[ u; not be used as the package surfice
10 CFR §71.87.

The package tutherized by the certificate is hereby wpproved for use unde

the genera! 1icense provisions
Expiration date: May 31, 1996,

of 10 CFR §71.12.
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ARLERENCES

Genara) Electric Uranium Management Corperation consolidated application dated
Septomber 14, 1904,

Gonere! Eisctric supplements dated: February 8, April 4, and May 10, 1988, and
Mareh 12, 1996,

Pacific Nuc\ur Systems, Inc. supplements dated: Ju;‘ 26, 1990; March 28,
Apri) 12, July 18, and August 30, 1981: January 3, 1982; and February 15,
April 8, July 89, and Mun 10, 1991,

FOR THE U.§. mw IIGULATOIV COMMISSION

n /7
Isb“ A ‘ M
Cass R, Chappell, Sectios Leader

Cask umm; iu Section

fte rt Systems Branch
Divisien omun rul e umen
Mtur mm

N TH R

| -

Date:
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UNITED §TATSS
NUCLEAR REQULATORY COMMISSION
WASHINGTOR. §.C.

APPROVAL AECORD
Mode! No. [F.300 Package
Certificate of Compliance Me. 900!
Revigion Ne. 28

fy appiication dated July 29, 1993, as supplomsnted st 10, 1903, Pecific
Nuclear im nrum sn amendmsnt to Certificats of 11ance Me. 0001, fer
the Mode! No. 1F-300 packags. PN requested sutherizatien to ship naturs!
uranium Shoreham BWR fusl essesblies with thetr tircalioy fow chamnels, in
11eu of the statnless steel Cversited channels which will D@ used for cther
Shorehans SVR fus) assembiies. In addition, PN requastad authorization for the
package to be covered with a tarpaulin for sifpments of 211 Shersham BWR fus)
etseablies. The tarpaulin may be used to pretect the package frem salt spray
for barge thipments.

Previously tppreved $horenam BWR 7uel tssesblies were to be trennported in
protective p u'. which inciuded oversized stainless steel channels. The
nature) ursaiud fual cssemdliies may be shipped with gircallay chunnals, which
have beex s1ightly irradiated and which have a greater thicknass than the
stainloss steel 1e. The burnug of the maturs! uranius fuel assembiies
{5 consideradly Yower than the maxfoum assembly burnup used previously, which
offsets the increase in source term dus te the {rradiated channalys.

™e anmm showed that motm 17 naturs] urantum fuel ssseablies with
zircalley channels instesd of the stainiess stae! channels would net result in
higher external doss rates. The applicant used & unit seurce of

one pheten/secend and performed dese rete caleulatione for the basket with
both stainiess steel and zircalley channels., The dose rate with the 2ircalley
channels was 1ower tham with the stainiess steal channelis.

The HAC staff agrees with the applicant’s conclusion that the natural ursnics
assesblies and 2irealloy channele will net affect tha ability of the package
tc meet the externa) rediation standerds of 10 CFR Part 1.

CRITICALITY

Yo dementtrate that the aaturs! uranium assesb)ies %ith the girealloy channelt
are 1088 resctive than the caafiguretion fously anslyzed, the applicant
gerformed & crititality analystis using ¥.» cﬂr . The spslicant
used fue! assead)ies eariched to 1.3 w/e U-13%, ins of naturs) urantum,
with full density moderation and with the pircalloy chanmels, The Beximum
was 0.76134, comperad to 0.81708 whick was previcusly calculated for 2.15

e U-238 enriched fue! sssemdlise with stainless steel chansals. T
applicant conciuded that shipment of raturs) uranius BWR fus) esseshlies with
m::uey channels will not affect the criticality safety of the 1F-300
package.
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The NAC staff agrees with the applicant’s conclusion that the shipment of
natural uraniul fuel astemdlies with gircalloy channels will not affect the
:gié}:y’of t';: packige to meet the criticality safety reguirements of

art 71,

PR requested cuthorization to cover the § ¢ with & tarpaulin for transport
of Shoreham BMR fuel assemblies, To show that the tarpaulin weuld not
sdversaly affect the tesparatures {n the package, the ?mm performed &
tharma) analysis based on & decay heat lead of 31.9 wetts per ‘uuu or less
thes § watts per assambly. TRis hest 1oad was based on 17 fus aasemd! fas
with the highest burn ng loaded in the nm. The analysis was
parformed using the HEATING7.Z code, Afuil section of the cask and
tarpaulin was oneu podeled. The applicant erwed 4 thermal anaiysis
for noras! conditions of tramspert, since the pac {s assumed O separate
from the skid under accident conditions.

The results indicate that covering the package with o tarpaul in mun {ower

cask cnml m : lug:o. de: .:: m:( ‘:m 1uuut1u';‘ - lﬁ ':u“
s w cant’s ceae ceve P witn
?!"'m by tu“:muu caleulations for the m fuel.

The Certificate of Compliance has been amended to specify that natural uranium
Shoreham BUR fuel assesblies may be shipped with :mm% channels 1 "“;ﬂ'
stainless stee! channels, and to spocify the dimensiGns (thickness end length)
of the tws types of chennels. The Certificate has beek amanded to include &
condition that the sty be coversd with o tarpeulin for shi § of
Shorehas BYR fusl sssasdliies. Thase chenges de net effect the ebility of the
puckage to meet the requirements of 10 CFR Part 71.

. P "
o - .
-’ -"' “ .’4 . Vﬁ{‘/’w((-
cass R. Chappsll, Section Leader
Cask Cartification Section
sunr and Trane Systess Branch
tion

Divi of Industrial and

Hedice) Nuclear Safety, NMSS
TRIR ’ ud

Date
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State of New |ersey
Department of Environmental Protecdon and Energy
Office of tne Commussicner

) CN 402
Trenton. N| 086250402

jeanne M Fox
Acting Commussioner

Frank Maloney, Acting Director

U.S. Department of Commerce

National QOceanic and Atmospheric
Administration

Office of Ocean and Coastal Resource
‘lanagement

1205 East-West Highway, l11th Floor

Silver Spring, MD 20910

Re: New Jersey Consistency Review of
_ Long Island Power Authority's U.S.
’ Coast Guard Approval to Ttransport
-Irradiated Nuclear Fuel From
Shereham Nuclear Power Station

Through New Jersey Territorial
W £ -

Dear Mr. Maloney:

This letter shall serve to notify you that the lew

Jersey [lepartment bof Envircnmental Protection and Energy
("NJDE?E"),d.nlnds consistency review of the above-referencess

act;vity.'pursuant to the provisions of the Coastal I=ne

Management Act, 16 U.5.C. §1451 et seg. ("CZMA"), and lew

.Jersey's approved coastal :zorne management plan. NJDEPE '.s
entitled to review this Qctivity, which ,Will <take place

directly within New Jersey's coastal zone, pursuant to the

=

New lensey s an Loua Ocpormuruty Empioyer
Recycieo Paver



explicit requirements of the CZMA regarding applications fcor
federal approvals which affect a state's coastal zore. 16
U.S.C. SI4S€/c)(3)(A). .

The applicant in this case has sought a feders.
agency approval which is listed in New Jersey's guidelines for
federal consistency in New Jersey's coastal zone, which
guidelines have bpeen submifted to the Office of O2cegn and
Coastal Resource Management ("OCRM") for approval pursuant tc
15 S.E.R. §920.53. Thus, pursuant to 15 C.F.R. §930.53(e), no
final federal agency approval of the proposed activity may ce
issued until NJDEPE completes its consistency review of this
ac;;vxty. Even Lf the subject approval were not listed
pursuant to 15 C.F.R. §930+53, OCRM must approve NJDEPE's.
request for a consistency review in this case pursuant to 13
C.E.R. §930.54(c) because the proposed activity will take place
directly within New Jersey's coastal :zone, thereby affecting
New Jersey's coastal zone and implicating the enforceable
policies of New Jersgy's approved coastal zone management plan.

This matter involves the Long Island Power
Authority's ("LIPA's") plans to transfer radiocactive nuclear
fuel from the abandoned Shoreham Nucioar Power Station In
Suffolk County, New York, through New Jersey's territorial
waters, to Philadelphia Electric Company's (“PECo's") Limerick
Generating Staticn in Limerick, Pennsylvania. LIPA has applied

3 the L.S. Coast Guard for approval to transport the

rajiocactive nuclear fuel by barge from the Shoreham facility =n



.

Long Island through the Atlantic Ocean around Cape May, ‘ew
Jersey, through New Jersey's territorial waters in the Delaware

Bay and up the Delaware River to Eddystone, Pennsylvania. Ffronm

m

ddystone, the radicactive nuclear fuel will be transportea
over land to the Limerick Generating Station for use at that

facility. LIPA propcses 13 barge shipments of radiocact.ve

nuclear fuel to take place over a periocd of at least seven

months. LIPA plans to commence the first shipment on or about
September 23, 1993. The radiocactive nuclear fuel constitutes
"dangerous cargec" under applicable U.S. Coast Guara
regulations. see 33 C.F.R. §126.07. Thus, U.S. Coast Guard_

approval is required for the handling of this naterial in
waterfront facilities and on the waters of the United States.
See, generally, 33 C.F.R. Part 6 and Part 126.*

' Accordingly, on or about July 7, 1993, LIPA submitted
its "Operations Plan for Marine Transportation of Fuel Shipment
from Shoreham, NY to Eddystone, Pa" (“Transportatidn Plan") to
the U.S. Coast Guard for approval. (Copy attached as Exhibic:
A). This Transportation Plan identifies the proposed route of

the shipments. Although the exact length of the route which

traverses New Jersey's territorial waters is not specified in

*Various federal Nuclear Regulatory Commission ("NRC"
approvals are also required to transport this radicactive
nuclear fuel. S~ne NRC approvals have already been obtained.
Specifically, the radicactive nuclear fuel will be packaged for
transport at the Shoreham facility in a special cask, the
design of which has been approved by the NRC for the propesec
shipments. The NRC has also amended PECo's operating license

to allow it to receive the proposed shipments at its Limerick
facility.



the Transportaticon Flan, i1t appears from that document that tre
propcsed nuclear-lacen shipments may traverse as much as =0
m.les of New Jersey's coastal: zcone. New Jersey was roe
ngt;f;sd when LIPA submitted its Transportation Plan to the
U.S. Coast Guard.

On July 27, 1993, the U.S. Coast Guard. Captain cof
the Fort Long Island Sound, issued its approval of LIPA's
Transportation Plan, contingent on the satisfactory internal
structural inspection of the barges to be used for the
radicactive nuclear fuel shipments. ("U.S. Ccast Guard's
contingent approval"”, .oy attached as Exhibit B). Again, New
Jersey was not notifled when the U.S. Cocast Guard issued this
approval.

In fact, it was not until on or about August 9, 1993,
when LIPA submitted an application for a Certificate of
Handling ("COH") to the NJDEPE Radiation Protection Progran
pursuant to New Jersey's Radiation Protection 2Act, N.J.S.2A.
26:2D-1 et segqg., that the NJDEPE actually received notice that
the proposed route of the nuclear-laden shipments doces, .-
fact, traverse New Jersey territorial waters in the Delawars
Bay and Delaware ‘River, and will therefore affect New Jersey's
coastal zone. Moreover, it was not until on or about August
26, 1993, as the CCH application waz being reviewed, that New
Jersey learned of the U.S. Coast Guard's contingent approval of

3

the proposed Transpeortation Plan. New Jersey finally receivec

a copy of the Transportation Plan on September 3, 1993.



On Septenmber 3, 1883, the NJDEPE provided written
notice to the U.S5. Ccast Guard, Captain of the Pors ~ong Islarg
scund, and to LIPA, pursuant to 153 Gl R. §930.34(a), =nat
NJCEPE would require a ccnsistency. review of <th:s apprsval
pursuant to the CZMA. (Copy attached aa-Exhibit Cl. ©On that

sare day, a copy of that notice was also provided to thne

Assistant Administrator, National Oceanic and Atmospheric

wm

-~
- -

Administration, U.s. ODepartment of Commerce, pursuant =

C.E.R. §930.54(b). Finally, on September 9, 1993, a copy

.
“

-
-

W

the notice letter that had pPreviously been sent =5 the v.
“oast Guard, Captain of the Port Long Island Sound was also
sent to U.S. Coast Guard Headquarters, Package Cargo Sectisn,
in Washington, D.C., as well as the U.S. Coast Guard, cCaptain
of the Pcrt New York, and Marine safety Office Philadelphia, as
socn as New Jersey was advised by the Captain of thre Port Long
Island Sound, that these other agency offices are also inveolved
in this matter.

LIPA has sough? federal approval of an activity which
*S croposed to take place d;tuctly within New Jersey's coastal
zone, Indeéd,‘ the probosc& nuclear-laden shipménts .Wlll
traverse as much as 50 miles of New Jersey's territorial
wa:cri, and, thcr;toro, may expose a significant area of ‘ew
Jersey's coastal zone to the inherent risks associated with the
shipment o&_:g;h dangerous material. Thus, NJDEPE is entitled
to ::nduét. & consistengy review of the pfoposcd activity

because .t affects New Jersey's coastal zone.



Indeed, pursuant tq applicable law, because the
p;cposcd activity will take place within Yew Jersey's coastal
zone, thereby affecting New Jersey's coastal zone, LIFA should
have submitted its Transportation Plan to the NIDEPE fer
consistency review 1in the first instance when it was applying
to'the U.S. Coast Guard for approval. NJDEPE should not be in
a position now of having to request .OCRM's approval to review
this matter. The CIZIMA explicitly requires that:

(ajfter final approval by the [U.S.) Secretary [of
Commerce] of a state's management program, any
‘ 4 ' : it to
conduct an activity, gutsi co
zone, affecting any land or water use or natural

rescurce of the coastal zone of that state shall
prcvide in the application to the. licensirg or
permitting agency a certification that the proposed
activity complies with the enforceable policies of
the state's approved program and that such activity
will be conducted in a manner consistent with the
program. [16 U.S5.C. §1456(c)(3)(A); emphasis added.)
In fact, Congress amended this particular provisien in 19%0 =
give states broader ability to participate in federa.
permitting decisions which impact the coastal zone. Federal
regulations define "federal license or pormit”'to mean "any
authorization, certification, approval, or other form of
permission which any Federal agency is empoﬁcrcd‘té issue to an
applicant." 15 C.F.R. §930.51 (emphasis added).
New Jersey received federal approval for its coastal
Zone management program in September 1980. New Jersey's
coastal .zdne management plan contains enforceable policies

designed to protect various water and land uses in New Jersey's



cocastal zone, including vari us water and land use goals for

the Delaware Bay. see, genperally, N.J.A.C. 7:7E-1 et seg.

Therefore, pursuvant to the explicit mandate .of the CZMA, LIPA
should have subaitted its consistency certificaticn Ec the U.S.
Coast” Guard and the NJDEPE when it criginally sucmitted its

- . :
Transportaticn Plan t> the U.S. Coast Guard for appreoval. See,

_ -
N - . - . . 1

com'n, 520 F.Supp. 300, 803 (N.D. cCal. 1981) ("it was Congress'
intention to make compliance .with the ‘consistoncy review
Procedure mandatory as to any applicant for a required federal
license or permit").

In addition, tederalﬁrigulationq require states to
de. lop and submit, as piit of -their coastal zone manaqcmcﬁt
programs, a list of those federal approvals which are likely to
affect the coastal zone and which thi state wishes to review
for éonszstency with iEs coastal zone management program. 18
c.F.R. §930.53(b). Federal regulations further provide that
"Injo g;deral license or permit described on an approvgd list
shall be issued by a Federal aQoncx" until stito agency review
of the application is completed. 15 C.E.R. §930.53(e).

In or about January, 1991, the NJDEPE submitted its
guidelines f{or fcd?tal consistency determinations in lNew
Jersey's céastal'zona ("Federal Consistency Guidelines") to the
OCRM. (Copy attached as Exhibit‘b).. The Federal Consistency
Suidelines include a list which idantifioo federal licenses and

permits for which applicants should consult the MNJIDEPE for



consistency review purﬁuant to tpo CZMA. This list
specifically includes U.S. Coast Guard _"j;je}miis and
authorization for the handling of dangarou§ cargd zy véssels in
U.S. ports" (Federal Consistency Suidelfnes, P-35). the type of
approval apparently being sought by LIPA in connection with the
transportation of the radicactive nuclear fuel i~ the present
case. Thus, the U.S. Coast Guard's approva. of LIPA's
Transportation Plan is a "listed" approval in accsrdance with
the Federal Consistency Guidelines that NJDEPE sub-itted to the
OCRM in 1991. Pursuant to 15 C.F.R. §930.53(e), the U.S. Coast
Suard must not issue final approval of LIPA's T:ansporta;zcn

Plan until the NJDEPE's consistency review of tn:.s magter s

completed.

Even i1f the U.S. Coast Guarq approval being sought by
LIPA i1n this case were not determined to be a "listed"
approval, OCRM must approve NJDEPE's refjuest to review LIPA's
Transportation Plan pursuant to 15 C.EF.R. §930.2:(c) because
the proposed activity will take place within and. therefore,
will affect New Jersey's coastal zone.

The préposed nuclear-laden shipments +ill <ravel
through the Atlantic Ocean, outside of but near to ‘ew Jersey's
:crrxtériil waters, for the entire length of lew Jersey's
Atlantic coast and, more significantly, will directly traverse
New Jersey's territorial waters for a significant _ength of the
proposed route through-the Delaware Bay and the Delaware River,

thus directly affecting New Jersey's coastal :one. New



Jersey's coastal 2zcne management plan includes enforceable

policies to protect special areas within New Jersey's coastal

zone. NI A.C. 7:7E-3.1 g%t s8g. Special areas .nclude,
without limitation, shellfish beds (N.J.A.C. 7:7E-3.2). prine

fishing areas (N.J.A.C. 7:7E-3.4), finfish migratory pathways
(M.J.A.C. 7:7E~3.5), wetlands (N.J.A.C. 7:7E-3.27), endangered

or threatened wildlife habitats (N.J.A.C. 7:7E-3.238), critical'

wildlife habitats (N.J.A.C. 7:7E-3.39), and public open space
(N.J.A.C. 7:7E=3.40). All of these special use areas are fourd

in the Delaware Bay regicn. In addition, New Jersey's coastal
zZone management plan specifically protects recreat.onal beaches
(N.J.A.C. 7:7E=3.22) and specifically miko; resort and
recreational uses and commercial fisheries uses the highest
priority uses in Cape May County (N J.A.C. 7:7E-7.2).

Thus, specific impacts that the proposed activity may
have on New Jersey's coastal zone include: (1) potenFlal
adverse effects on all recreational, tourist, and commercial
fishing activities on the Atlantic shore and in the Delaware
Bay and Delaware River; (2) potential adverse eftécts on,
impottant species in prime éommorcial aAd recreaticnal fishing

areas (including shad, herring, striped bass, weakfish,
‘ drumfish,” bluefish, and flounder, as well as ihollfish): (3)
potential adverse effects on endangered species habitat
(including the shortnose sturgeon which 1is an endangered
speclies on both the federal and the State list);-(4)‘potent;al'

adverse effects on marine life thaé supports avian endangered




species (such as the rald eagle and the peregrine falcon, which
are also both listed on the federal agd State lists of
endangered species); and (5) potential adverse effects cn
critical wildlife habitat.

Nevertheless, LIPA has nct magde any attempt *=o
quantify the potential risk of an accidental release <cf
radicactive material in cconnection with the propcsed nuclear
fuel shipments in relation to these unigue characteristics of
New :arseyfs coastal zoﬁci LIPA has also failed to present any
analysis of alternative routes for the proposed shipments.
Such an analysis is critical in this casn_sinéo the proposed
actxviiy may aaversély impact the highest priority uses of lew
Jersey's coastal zone. -See uulhaﬁg; 7:7E-7.3(b)2. NJDEPE 1is
requiring censistency review of the proposed activity to enarcle
it to evaluate this risk. Even if the probability of an
accidental release cof radioactive material occurring 1in
connecticn with the proposed shipments is low, any release at
all will have a dcvaséating impact on the protected uses cf lew
Jersey's coastal zone ;nd thcgcconrmy of the riéicé.ﬁnd the
State. Indeed, any mishap in the shipments even short cf a
release could adversely affect these priority uses.

. )

The Delaware Bay area, in particula:. is one of the
single most important ecological, commercial and recreational
marine resources within New Jersey's coastal zone. Two recent
examdles .llustrate the type of devastating effect that ctne

proposed shipments can have on New Jersey's ccastal zone zand



Ttoastal zone economy. Specifically, in the late 1380's, lew

Jersey's coastal community suffered a significant loss of
income when many of YNew Jersey's beaénes nad %o be closed as
medical waste washed ashore. Communities %*hat survive :2n
income from tourism and recreational activities were cevastated
and have Jjust begun to recover. In another incident, the lew
Jersey fishing industry was s.ignificantly impacted when drums
of arsenic were accidently released in New Jersey's coastal
waters. Despite the fact that the arsenic never escapcd from
the drums, there was an adverse effect on the State's econcny
for several menths. Regardless of whatever actual danger <he

waste on the beaches or the "arsenic spill" posed to those who

would use the beaches or cornsume New Jersey's ocean products,

the public perception cof the danger sufficed %to have an

enormous adverse impact on tourism and the market for produc:s

?

from New Jersey's fisheries.

*

For the foregoing reasons, NJDEPE dcmanda consistency
review of the proposed activity pursuant to the requxremonts of
the CZMA and New Jct:cy's. approved coastal zone management
plan. Putsgant to the CZMA, NJDEPE is entitled %o conduct a
consistency “;;vicw of this actiQity, which will take place
directly within New Jechy's ‘coastal zone. . The federal
approval being sought in connection with the proposedzactiv1ty
is listed in.Ncw chacy's F;dctal Consistency Guidelines and,

therefore, LIPA should have submitted a consistency

certification to the NJDEPE in the first instance when .t



submitted its Transpertation Plan to the U.S. Coast Guard for
approval.

Fimally, even if the U.S. Coast Guard approval
involved in this case were not a "listed" approva. pursuant %o
15 C.E.R. §930.53, the OCRM must approve NJDEPE's review of
this matter pursuant to 15 C.F.R. §930.54, as NJDI®E is'seeking
éo.ensure that the established policies and uses set forth Iin
ew Jersey's <coastal :zone management plan are adequately
considered before LIPA is permitted to commenc 'sn}pp;:g
radicactive nuclear fuel through New Jersey's cocastal zone, an
activity affecting land and wvater uses and <-he natural
resources of that coastal zone. Because LIPA ~nas not yet
provided the NJDEPE with sufficient informaticn to enable
NJDEPE to thoroughly ;valuatc the potential risks associated
with the propcsed shipments, NJDEPE reserves tﬁc right to

supplemant its case as NJDEPE learns more about -he proposed

activity.
. ) Very truly yours,

foa -
{ ‘d\’*sL— /j/ ' IL-—L‘?/
Jeamne M. Fox, Acting Comrm.ssicner
NEW JERSEY DEPARTMENT o]
ENVIRONMENTAL PROTEZTION AND
ENERGY

DATE: Cg thiadan 1T 1797

~
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-+S. Coast Guard Captain Thad Allen,
Captain of the Port long Island Sound
(by regular mail)

U.S. Coast Cuard Chief E. Pfersich,
Package Cargo Section, U.S. Ccast Guard
(by regular mail)

Y.S. Coast Guard Chief »f Port Cperations,
Marine Safety Office chiladelphia
(by regular mail) .

J.S5. Coast Guard,

Captain of the Port New York
(by regular mail)

Mr. Arthur Bortz, Resident Manager,
Shoreham Nuclear Power Station
(by regular mail)

Richard P. Bonnifield, Esq.,

General Counsel, Long Island Power Authority
(by fax and regular mail)
Mr. George A. Hunger, Jr.,
Philadelphia Electric Cempany
‘with Exhibits B, C, and D only) -
by fax and regular mail)

(Exhibits by regular mail only)
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UNITED STATES DISTRICT COURT
DISTRICT OF NEW JERSEY
STATE OF NEW JERSEY, et al.,
Plaintiffs,
v. Civil Action No.
LONG ISLAND POWER AUTHORITY, et al.

Defendants.

OFPOSITION OF DEFENDANT PHILADELPHIA ELECTRIC
COMPANY TO PLAINTIFFS’' MOTION FOR A

TEMPORARY RESTRAINING ORDER
EACKGROUND

On the afternoon of September 21, 1993, the day before

this hearing, counsel for plaintiffs notified the undersigned
counsel for defendant Philadelphia Electric Company ("PECo") that
this action was being filed and a temporary restraining order would
be sought. The papers supporting this application were furnished
by facsimile at 6:30 p.m. that evening. Plaintiffs’ belated
request for temporary relief is completely without merit. It
provides no proof of any imminent public health or safety hazard,
and is based purely on speculation as to some unspecified,
hypothetical environmental impacts associated with the transport of
nuclear fuel which has been known to plaintiffs since at least late
June, 1993.

YMoreover, this Court lacks jurisdiction to grant this
request. As demonstrated below, the Court of Appeals has exclusive
jurisdiction to grant stays of actions authorized by a Nuclear

Regulatory Commission ("NRC") license._Indeed, plaintiffs have



completely ignored administrative remedies before the Néc which, if
unsuccessfully pursued, would have led to an appeal to a court of
appeals. Because plaintiffs have not satisfied the criteria for
obtaining interim relief, and have not even provided a basis for
jurisdiction, the temporary restraining order should be denied.

ARGUMENT
I. The Court of Appeals Has Exclusive Jurisdiction

Over An Appeal From the Issuance of an NRC License.

It is important to understand the relief plaintiffs are
actually seeking. On June 23, 1993, the NRC issued PECo an
amendment to Facility Operating License Nos. NPF-39 and NPF-85 for
the Limerick Generating Station, a two-unit nuclear power reactor
located near Pottstown, Pennsylvania. These amendments permit PECo
to receive, possess, and use nuclear fuel originally intended for
use at the Shoreham Nuclear Power Station, but irradiated at
low-power levels to the eguivalent of several full-power days of
operation.

In issuing the license amendment, the NRC performed, as
plaintiffs acknowledge, an evaluation of the environmental impacts
associated with the transportation of this fuel from the Shoreham

to the Limerick facility.! This evaluation was documented in a

¥ By virtue of holding a facility license for a nuclear power
reactor, the Shoreham licensee was already authorized, under
a general license approved by the NRC, "to deliver [the fucl)
to a carrier for transport" in a licensed cask, the mode of
transport here. See 10 C.F.R. § 71.12(a). Therefore, PECo’s
license amendment did not have to_include authority for the
fuel tc be transported, only to receive it.



formal Environmental Assessment, dated May 11, 1993, whicﬁ included
a Finding of No Significant Impact. See 10 C.F.R. § 51.21.%

In the meantime, the NRC had published a Notice of
Opportunity for Hearing in conjunction with the proposed license
amendment. See 58 Fed. Reg. 16867 (March 321, 1993). No requests
for hearing were filed and, following the issuance of the
Environmental Assessment as well as a related Safety Evaluation
(June 23, 1993), the NRC issued the requested license amendment on
that date.

Plaintiffs knew by late June 1993 that Long Island Power
Authorit. (LIPA) was seriously considering shipping the Shoreham
fuel by barge rather than rail. Yet, at no point in the next three
months did plaintiffs take any action before the NRC to protect
their asserted interests in the event the barge option were
adopted.

In effect, plaintiffs seek to enjoin PECo from receiving
Shoreham fuel as authorized by its amended license for the Limerick
facility. It complains that the environmental evaluation performed
by the NRC in conjunction with the issuance of the amendment is
deficient. Accordingly, plaintiffs are, for all practical
purposes, challenging the issuance of the license amendment to

PECo. The Third Circuit has emphatically ruled, however, that the

By contrast, the NRC has categorically defined those proposed
actions "significantly affecting the gquality of the human
environment" which reguire a full environmental impact

statement ("EIS"). See 10 C.F.R. § 51.20. License amendments
do not fall into any of those categories.
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Second, NOAA has not approved the Guidelines for use in
identifying listed activities. Such NOAA approval is required
pefcre the purported listing by the DEPE may be effective.

15 C.F.R. § 930.53(b).

Third, the DEPE reliance on its purported listing set forth
at page 35 of the Guidelines is not applicable in any event. FPl.
Br. at 24. Under the heading of "Permit Description," the
provision is as follows:

Permits and authorization 46 U.S5.C. § 170

for the handling of dangerous

cargo by vessels in U.S. ports
The cited provision, 46 U.S.C. § 170, was repealed on August 26,
1983. P.L. 98-89, § 4(b), 97 Stat. 599. Further, the only ports
which will be entered by the barge are those in New York and
Pennsylvania. The State of New Jersey has no authority to
attempt to exercise jurisdiction over activities that take place
in another state. See Federal Consistency Bulletin, Office of
Coastal Zone Management (August 1993).

The DEPE alsc suggests that certain alleged NRC requiremﬂgts
are "listed® activities requiring consistency certifications znd
review before such activities are permitted. Pl. Br. at 23.
Again, the DEPE misses the mark. The only NRC requirement that
the DEPB can point to is the amendment tO the Limerick Operating
License that PECO obtained to accept delivery of the Fuel. LIPA
was not the "applicant® for this license, and so the CZMA cannot
apply to LIPA based on this conduct. 16 U.S.C. § 1456(a) (3) (A).

More importantly, the DEPE states that the CZMA applies only if

- 20 -



the PECO license amendment authorized the transport of Shoreham
fuel through New Jersey's coastal zome. Pl. Br. at 25. It did
not; it only authorized receipt of the Fuel.

Finally, the bare assertion by the DEPE that CZMA review is
triggered because LIPA was required to amend its license and
decommissioning plan in order to transport the fuel is wrong. Pl
Br. at 25. The DEPE has failed to point to any legal authority
requiring that LIPA cbtain such approval, because no such
authority exists. Moreover, LIPA did not file such an
application, and is therefore not an "applicant" within the
meaning of the CZMA. 16 U.S.C. § 1456 (a) (3) (A) . &/

C. The DEPE has Failed to Demonstrate that Irrepazable
Harm Will, or is even Likely £o. Occur in the Absence
of Preliminary Relief.

The DEPE has failed to demonstrate that irreparable harm
will, or is even likely to occur in the absence of preliminary
relief. Again, the burden is on the DEPE to demonstrate the
immediacy of irreparable harm. The mere allegation of statutory
violations is not enough to meet that burden. Nafural Resources
Defense Council, Inc v, Texaco Refining & Marketing, lnc., 906
F.2d 934 (3d Cir. 1990).

w Previously, the DEPE had argued to NOAA that even if the
Operations Plan was not a "listed activity" within the meaning of
the CZMA, the DEPE was entitled to review it as an "unlisted"
activity pursuant to 15 CFR § 930.54(a) See Complaint, Ex. H, at
2. Under the regulations, such a right to review is waived if
not raised within 30 days of notice of the federal permitting
activity. In apparent recognition that the DEPE has known full
well that the Coast Guard was considering the Operations Plan,
the DEPE has not pursued that argument before the Court.

. 21 -
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that it will take at least seven months to complete the
shipments.

12. On several occasions during July of 1993, NJDEPE
representatives clearly expressed, to both PECo and LIPA
representatives, NJDEPE's objections to and serious concerns
with the proposed shipment of nuclear fuel from Long Island to
Pennsylvania. These concerns were first raised when then
Commissioner Scott A. Weiner requested Richard V. Sinding,
Assistant Commissioner for Policy and Planning, to contact a
representative of PECo to express the State's concerns. Oon
July 8th, 1993, and at least on two other occasions, Assistant
Commissioner Sinding participated in telephone conversations
with PECo's Director of Public Policy, Mr. Jan Freeman. During
these conversations, NJDEPE advised PECo that the State was
having an excellent tourist season at the New Jersey shore due
in part to improved water quality and enhanced public
confidence regarding the safety of the shore. NJDEPE then
expressed its serious concerns that 33 shipments of nuclear
fuel could potentially have a devastating economic and
environmental impact on the State's coastal zone should any one
of the shipments be involved in an accident.

Mr. Freeman advised NJDEPE that the shipments would be
equipped with various safety features which would protect the
State's coastal zone. Mr. Freeman asked whether NJDEPE would
require compliance with any environmental requirements.

Assistant Commissioner Sinding advised him that there were



various requirements regarding water quality and coastal zone

protection which NJIDEPE could impose. In one conversatlon,
Assistant Commissiconer Sinding expressed NJDEPE's concern that
although the barge would be equipped with various safety
measures, the State's coastal community including mayors and
citizen groups had expressed similar concerns to NJDEPE and as
of that time PECo and LIPA had failed to conduct sufficient
public discussion with the coastal community in response to
their fears and concerns in order to explain the need for the
proposed shipment, the reasons why a coastal route was chosen
over an inland route, and the varicus safety measures.
Assistant Commissioner Sinding advised Mr. Freeman that if PECo
and LIPA could neot address NJDEPE's concerns, it would be very
difficult for the State to concur with the proposed shipment at
that time. Mr. Freeman advised NJDEPE that PECo and LIPA would
consider NJDEPE's objection and concerns.

During the July 8th conversation, Dr. Gerald P. Nicholls,
the Director of NJDEPE's Division of Environmental Safety,
Health and Analytical Programs, which includes NJDEPE's
radiation protection program, was with Assistant Commissioner
Sinding as part of a conference call. Directoer Nicholls' staff
had previously met with LIPA and PECo represencaTives,
including Mr. Freeman, to discuss the technical details of the

possible use of a barge and the staff had been briefed on the

safety features.



Upon Mr. Freeman's advice, Assistant Commissioner

Sinding
also contacted a LIPA representative tO similarly  express
NJDEPE's objection and concerrs. When a response from neither
PECo nor LIPA was forthcoming, Assistant Commissioner 3inding
assumed that the rcute through the State's coastal zcne was
abandoned or at least delayed until NJIDEPE's concerns were
addressed. However, upon return from vacation in the middle of
August, 1993, Assistant Commissioner Sinding read in a
newspaper article that PECo and LIPA planned to proceed
irrespective of NJDEPE's cobjections. PECo and LIPA's plan was
confirmed when he was advised by his staff that LIPA had
submitted an application for NJDEPE's Certificate of Handling.
Assistant Commissioner Sinding was very surprised to learn of
PECo and LIPA's plan to proceed absent NJDEPE's concurrence.
(See Certification of Richard V. Sinding and allegation number
20).

13. The proposed barge route {or the 33 shipments is a
route from Long Island, south through the Atlantic Ocean 15
miles off-shore of the State's coast, around Cape May, through
the State's waters in the Delaware Bay and up the Delaware
River, finally docking in Eddystone, Pennsylvania.

14. In February 1993, LIPA filed with NRC an "Updated
Decommissioning Plan" for Shoreham. (Ex. "A" attached to the
Verified Complaint). That plan contained only a brief and
tentative discussion of "fuel disposal alternatives," and LIPA

acknowledged that as those alternatives emerged it would have
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RICHARD V. SINDING, of full age, being duly sworn
according to law, upon his ocath deposes and says:

A I am an Assistant Commissioner employed by the
New Jersey Department of Environmental Protection and Energy
("NJDEPE" ) ;

2. As Assistant Commissioner for Policy and
Planning I have participated in various discussions regarding
the Long Island Power Authority's proposed shipment of nuclear
fuel to Pennsylvania along the New Jersey coast, through the
Delaware Bay, and up the Delaware River;

< I have read allegation number twelve (12) in the
Verified Complaint on behalf of the New Jersey Department of
Environmental Protection and Energy and Jeanne M. Fox attached
hereto. As to allegation number twelve (12), I have knowledge

of the mattess ‘iscussed therein. As to allegation number



twelve (12),
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true.

Richard V./Sinding
Assistant’/ Commissioner
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