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MEETING NOTES 
 

Project: Honolulu Harbor Master Plan (HHMP) 

Date/Time: Thursday, October 18, 2018; 8:30 a.m. HST 

Location: Marine Education & Training Center (METC) 
10 Sand Island Parkway 

Purpose: Vessel Operations & Maritime Support Sub-TAC, Meeting #2 

Attendees: See attached sign-in sheet  

 
A. Recap of Meeting #1 

1. Issues and opportunities discussion from Meeting #1: 
See Meeting #1 Notes for additional discussion and detail. 

a. Additional/enhanced navigational aids: 
i. Install monitoring devices in strategic locations at different 

points in the harbor to capture accurate, real-time environmental 
information (wind speed and direction, currents, tides) to aid 
navigation. [Note: A study will be needed to determine the types 
of monitoring equipment that will be needed and where in the 
harbor and surrounding waters they should be deployed.] 

ii. Install Automatic Identification System (AIS) on Aids to 
Navigation (AtoN) in the harbor and nearby waters.[Note: AIS 
transmitters can be affixed to a floating or fixed AtoN, such as a 
buoy, beacon, or light. The AIS broadcast provides the position 
and purpose of an aid, such as a port or starboard lateral buoy, 
even before it is close enough to be visible from a ship or to 
provide a radar return. This can help mariners confirm their 
ship's position or to prepare to make a turn that is based on 
passing a particular aid.(NOAA website)] 

b. Bathymetric surveys should be done more frequently to establish a 
data-based guide for maintenance dredging: 

i. Conduct routine surveys of sedimentation (every 2 to 3 years) to 
determine sedimentation rates at various locations in the harbor. 

c. Larger size vessels (Neo-Panamax) in harbor channel 
i. Deepen the operational draft in Honolulu Harbor to 

accommodate deeper draft vessels, including the ability to 
accommodate deep draft vessels in need of emergency fueling 
or repairs. 

d. Vessel scheduling / lack of berthing 
i. Upgrade all piers to a consistent standard for height and 

minimum yard strength, which will allow flexible, multi-use 
operations to occur at all piers. 

e. Fire protection service capabilities 
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i. Develop capacity at Honolulu Harbor for maritime firefighting, 
including specialized training and equipment for maritime 
firefighters. Tug boats were mentioned as possibly being part of 
a fire fighting solution in the harbor, but the tug operators 
objected and pointed out that, for many different reasons, they 
are not able to provide this capability. Reasons cited by tug 
operators include: tug operators are not trained to fight large 
fires, only small fires on board their own vessels; maritime 
firefighting may involve chemical or petroleum fires, which 
require special training to fight; and equipping tugs for maritime 
firefighting requires expensive overhauls. [Note: Under the Oil 
Pollution Act of 1990, 33 U.S.C. 2701-2761, firefighting is the 
responsibility of the commercial maritime operator.]  

f. Pier utilities and infrastructure conditions 
i. Routinely inspect and upgrade bollards to meet current 

operational standards. Consult with operators about bollard 
design (strength, location and spacing). 

ii. Strengthen piers and aprons to accommodate service trucks, 
e.g., fuel, cable, provisions (minimum rating of 1,000 lbs per 
square foot (PSF), ideal rating of 1,500 PSF), and to support 
heavy lift cranes. 

iii. Develop dedicated sewer connections to allow vessels to 
discharge wastewater (black/gray water) to the municipal sewer 
system. [Note: Facility connections to the City and County of 
Honolulu (CCH) municipal sewer collection system must be 
approved by the CCH Department of Environmental Services 
(ENV). In addition, the quantity of effluent discharge into the City 
system is regulated and limited by ENV through a temporary 
sewer connection permit process. Individual vessel operators 
are responsible for obtaining permission to discharge 
wastewater to the system of a case-by-case basis.] 

iv. Install pier-side ballast water exchange tanks to facilitate cargo 
vessel loading/discharge operations. Cargo vessels need to be 
able to discharge and take on ballast water in the harbor to 
facilitate cargo loading/offloading operations. [Note: Ballast 
exchange tanks would be considered maritime operators’ 
equipment to be paid for by the operators. DOT-H would be 
involved by issuing permits or entering into lease arrangements 
for the tank locations.]  

g. Biofouling poses a threat to Hawai‘i’s ocean environment and removal 
and disposal of biofouling is not permitted in Honolulu Harbor. 

i. Create facilities for containment, removal and disposal of 
biofouling, or consider accommodating new methods of in-water 
biofouling cleaning in Honolulu Harbor. 

 
A. Presentation: Berth Utilization Analysis (R.M. Towill Corporation [RMTC])  
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The following is a record of the discussion that accompanied RMTC’s 
PowerPoint slide presentation regarding berth utilization analysis (see attached 
presentation and handout). 
1. Background for berth utilization presentation: 

a. Berthing utilization analysis uses eCIDS data from DOT-H for FY2017 
and FY2018 to determine utilization based on annual berth foot days 
(BFD). BFD is a function of the vessel length and its duration at a 
specific berth as a percentage of the berth length multiplied by 365 
days in a year.  

b. The eCIDS data was reviewed and modified as follows: 
i. corrected errors in the data inputs,  
ii. refined the vessel types and vessel designations to be more 

accurate,  
iii. added mooring allowances based on vessel type,  
iv. created new records to capture vessel shifts from RO-RO piers 
to container cargo piers (e.g., from Pier 32 to Pier 52), and 
designated vessel calls as “lay” or “active” based on select vessel 
types and pier locations. 
[Note: A detailed description of the methodology is provided in a 
separate Berth Utilization Analysis document available on the 
project website: www.honoluluharbormp.com/subtac.] 

c. The analysis is for all piers in the harbor. Cargo Sub-TAC Meeting #2 
focused on cargo berths. 

d. Berth utilization forecasts are based on State DBEDT average annual 
GSP growth projections of 1.7% to 2050.  

e. Berth utilization rates and projections don’t account for: 
i. Future improvements to the piers that would increase capacity; 
ii. Changes in future berth operations, e.g., when Pasha moves to 

KCT and related adjustments to vessel operations and berth 
assignments in the harbor;  

iii. Active versus lay status. All reported berthing at the cargo piers 
is considered “active” berthing, with the exception of Pier 60 
which assumes the sand barge is in “lay” status approximately 
90% of the time. 

f. Industry standard is that utilization rates over 50% for unscheduled and 
60% for scheduled berths are considered to be at capacity. Beyond 
that percentage, the berth is experiencing congestion and the need for 
additional berth capacity is indicated. 

2. Findings 
a. The current overall berth utilization for Honolulu Harbor based on the 

refined eCIDS data is calculated to be 57.6%, which supports what the 
Project Team has been hearing from nearly all of the operators, that 
there is a need for additional berthing in the harbor. The aggregate 
number doesn’t differentiate utilization based on the type of operations 
at a specific pier.  

http://www.honoluluharbormp.com/subtac
http://www.honoluluharbormp.com/subtac
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b. The utilization analysis for cargo operations indicates many of the 
cargo piers are operating near capacity, particularly at the major cargo 
terminals (i.e., Young Brothers, Matson and Pasha), but there is still 
capacity at some of the berths used by other cargo operations, such as 
Piers 1 and 2, 29 and 31 to 33. The calculated berth utilization rates for 
these piers ranges from 25% to 35%. The 2050 projections based on 
straight GSP average annual growth show that berths with a current 
utilization rate of 30% will be at 50% utilization rate by 2050, which 
indicates maximum capacity.  

c. Calculated current utilization rates, based on eCIDS data from FY 
2017 and FY2018 combined, are as follows: 

i. Pier 1 = 30%  
ii. Pier 2 = 25%  
iii. Pier 19 = 22% (This utilization rate would be higher if the pier 

was not constrained by sediment build-up.) 
iv. Pier 20 = 50% 
v. Pier 29 = 28%  
vi. Pier 31 = 29% 
vii. Pier 32 = 35% 
viii. Pier 33 = 17% 
ix. Piers 39-40 = 50% 
x. Pier 51A = 77% (This higher utilization rate can be explained in 

part by vessels that overhang the makai end of the berth.) 
xi. Piers 51B-51C = 33% 
xii. Piers 52-53 = 81% 
xiii. Pier 60 = 31% (Active utilization is estimated at 6% while the 

remaining berth utilization is considered lay berth.) 
3. Questions / Discussion 

a. Question: How do you determine the actual vessel usage at a given 
location?  

i. Response: The Project Team will consult vessel operators and 
maritime users for their qualitative input regarding actual vessel 
usage for a specific berth. Without that input, the Project Team 
has only the eCIDS data. eCIDS data is collected for accounting 
purposes, not for operational analysis, we will supplement it with 
qualitative information from operator input and field 
observations. 

ii. For the lay berth utilization analysis, the Project Team is starting 
with the assumption that berths used for cargo operations, 
commercial fishing vessels, and other uses, such as the Pier 21 
tug boat berths and PSI’s dry docks, are 100% active piers and 
unavailable for lay berthing. 

b. Question: How do you account for atypical berth utilization caused out 
of necessity, e.g. the Japanese military vessel that was berthed in front 
of Gordon Biersch.  
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i. Response: The Project Team recognizes that there are a lot of 
exceptions to the rules; however, these exceptions are not well-
defined yet. Qualitative information about berth use from the 
operators will help with this assessment.  

c. Comments 
i. The berthing utilization analysis should be studied in conjunction 

with the shore side operations because the ability to use a berth 
can be limited by the shore side operations, e.g. non-cargo 
operators cannot use a berth if the pier is full of containers.  

 
B. Facilitated Group Discussion – Issues and Ideas (Vessel Operations & 

Maritime Support) 
1. Pier-by-pier Input 

a. Piers 1/2  
i. There are seasonal surge conditions in the summer and fall that 

affect navigation in the entrance channel and can damage 
vessels berthed at Piers 1 and 2. The piers have blow-out plates 
in the deck to release pressure and minimize pier damage in 
extreme surge conditions, and they have been effective. Surge 
conditions also increase the risk of bollard failure; bollards 
should be upgraded and strengthened. 

a. Consider measures to protect the harbor entrance from 
southerly surge conditions, such as breakwater walls. 
[Note: DOT-H requested USACE to restart a study to 
improve navigational conditions within Honolulu Harbor. If 
the project is funded, DOT-H will request the study to 
evaluate options to attenuate surge conditions.]  

b. Pier 12 
i. The pier is well suited for a single vessel berth; however, the 

area needs dredging. The Pier 12 landside area is currently 
vacant, but may not be useful for maritime operations that 
require shore side space, vehicle access and staging, because 
of the limited land area and intense traffic conditions along 
Nimitz Highway. It is a good berth for mid-sized and large 
visiting vessels and private yachts. 

c. Pier 14 
i. There are existing issues with homeless people coming onto 

harbor property at Pier 14 to scavenge and for shelter, which 
creates safety and security issues for harbor users. This is a 
common occurrence for all harbor properties along Nimitz 
Highway that aren’t within the fenced security areas. 

d. Piers 16 – 18 
i. Consider relocating the commercial fishing vessels to Pier 60. 

Honolulu Harbor is best suited for use by deep draft commercial 
vessels. As cargo demand grows in the future, it will be more 
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costly and difficult to develop deep draft industrial port facilities 
than to develop shallow-draft pier facilities. 

a. The total number of commercial fishing vessels in 
Honolulu Harbor, berthed at Piers 16 – 18 and the Pier 
38 fishing village, is not expected to increase because 
the number of commercial vessels is limited by permit. 
The Hawaii longline fishery is a limited entry fishery with 
a maximum of 164 permits. At present, about 150 permits 
are issued. However, annual changes/restrictions in 
permitted fishery species and catch quotas could result in 
fewer fishing days and more fishing vessels spending 
time at berth.  

ii. Consider replacing and/or extending the existing piers with 
strengthened finger piers, capable of accommodating greater 
loads, such as heavy equipment, for commercial utility vessel 
berthing. The method of construction would be determined 
during design. 

iii. Runoff and sediment from the Nu‘uanu Stream channel affects 
navigation and related maintenance requirements at these 
piers. 

e. Piers 19/20 
i. The berthing utilization is low due to sedimentation and related 

draft reduction. When the sediment is removed, the berthing 
utilization rate will increase. [Note: Maintenance dredging at Pier 
19 is scheduled to be completed by February 2019. 
Unconstrained use of the berth will be factored into the berth 
utilization analysis.] 

ii. The operations that occur at Piers 19/20 are dependent on 
future improvements / standard upgrades to strengthen that 
yard. The yard should be improved to support cargo operations 
and an active berth, not lay berth.  

iii. After the high spots are dredged, consider using Piers 19/20 for 
bunkering activities, as an alternative to conducting bunkering 
activities at Piers 1/2 or Piers 31 to 33 where there is a greater 
impact on navigation. 

f. Pier 21 
i. Pier 21 is in poor condition as the bulkhead is deteriorating and 

the yard has sinkholes.  
ii. Consider renovating Pier 21 and creating additional berthing 

capacity by cutting into the pier and creating a notch or 
developing finger piers off the end.  

a. Finger piers extended off the end of Pier 21 will encroach 
into the turning basin, which could affect navigation. 
[Note: Structures can extend into the federal project area, 
but any encroachments require Rivers and Harbors Act 
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of 1899, Section 408 (33 USC 408) approval from the 
USACE]. 

iii. Consider development of a multi-use maritime center with 
administrative offices, high cube ground level, storage, parking, 
and retail shops mauka of Pier 21 adjacent to Nimitz Highway.   

iv. Improve and strengthen Pier 21 to accommodate trucks and 
mobile cranes to service the tug vessels. 

g. Piers 22/23 
i. Currently, Pier 23 is essentially unusable due to a coral/rock 

outcropping, the poor condition of the apron and fendering, and 
the adjacent dry dock operations, which limit vessel movements 
in the slipway.  

ii. This is one of the few areas in the harbor that can be 
redeveloped to support additional berthing. 

a. Consider cutting back the Pier 22/23 face to widen the 
slipway. Cutting back the pier will involve significant 
excavation and cost.  

i. If Piers 22/23 were cut back, PSI could reposition 
their two dry docks side-by-side at the mauka end 
of the slipway, which would open up additional 
berthing space at the makai ends of Piers 22/23 
and 24/25. 

b. A reconstructed pier could be used for additional 
berthing; however, the types of vessels that could use the 
space would be limited by the operational depth in the 
slipway.  

c. The existing grain silos and sheds should be removed to 
open the area up for maritime operations. Don’t consider 
Piers 22-23 for cargo; the slipway is too tight for cargo 
vessel maneuvering. 

h. Piers 26/27 
i. Sometimes multiple vessels are rafted together in the slipway; 

however, this is not desirable or an acceptable practice as it 
creates safety issues by limiting the maneuvering space.  

ii. Kewalo Basin would have been a better location for Atlantis; 
however, they have already made a large investment to develop 
specialized electric power infrastructure for their vessels and 
have a long-term lease. Expect them to stay in their current 
location through the 2050 master plan horizon. 

i. Piers 27DL 
i. Sea Engineering is considering plans to relocate their landside 

and waterside operations to Pier 27DL. 
j. Piers 21-28 

i. Currently, only utility work vessels are located at these piers.  
ii. All this of the area is committed.  Is there anything that warrants 

changes to this area? 
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k. Piers 28 – 34 
i. Consider improving navigation through the Kapālama Channel 

by one or more of the following options: 
a. Cut back Piers 28 through 34 to widen the channel by 50 

to 75 feet. As an alternative, consider widening only a 
segment of the channel, such as at Piers 32-34 to create 
a notch that can accommodate an auto/RO-RO vessel 
berth. This would free channel space for navigation. The 
Harbor Pilots expressed concern about the increasingly 
constrained conditions in the channel as vessel sizes 
increase over time. It’s reasonable to expect that with 
larger vessels there will also be an increase in the 
number of episodes where conditions would prevent 
navigating the channel (large vessel size, harbor 
congestion, and wind and current conditions).  

b. Add navigational aids, such as range day boards at the 
Diamond Head and ‘Ewa ends of the harbor aligned with 
straight line-of-sight through Kapalama Channel.  

c. Consider improving operational protocols instead of 
expensive port infrastructure changes. For example, 
prohibit vessels from berthing at Piers 28 – 33 when neo-
Panamax class vessels are navigating through the 
channel. 

l. Pier 30 
i. Relocate the IES and Aloha Gas fuel tanks (both of which are 

privately owned) from Pier 30 to Sand Island. Acquire the land 
for future expansion of cargo yard and berthing. 

m. Piers 36 – 38 
i. Consider relocating the entire commercial fishing fleet out of the 

deep draft commercial harbor to a new fishing village at or near 
Pier 60. See discussion regarding Piers 16 – 18 above. 

n. Kapālama Container Terminal (KCT) 
i. Once KCT is completed, new gantry cranes will be located on 

the pier apron.  
ii. During dredging in KCT Phase II, approximately 5,000 coral 

colonies will be relocated to Piers 5/6. 
o. Pier 60  

i. Consider developing a new fishing village at Pier 60. See 
discussion regarding Piers 16 – 18 and 36 – 38 above. 

ii. The Ke‘ehi Lagoon channel to Pier 60 is difficult to navigate due 
to its narrow width, relatively shallow draft, and the presence of 
private recreational vessels moored in the channel. 

p. Ke‘ehi Lagoon 
i. Various areas within Ke‘ehi Lagoon could be used as mooring 

areas for barges or other idle or inactive vessels. The channels 
and mooring areas will require dredging.  



 HONOLULU HARBOR 2050 MASTER PLAN 
VESSEL OPERATIONS  AND MARITIME SUPPORT SUB-TAC, MEETING #2  

 

 

 
MEETING NOTES (OCTOBER 18, 2018)  Page 9 

ii. There's concern about mooring vessels in the seaplane runways 
in Ke‘ehi Lagoon; in the event of a hurricane or tsunami, storm 
surge could push vessels onto the airport runway and render it 
inoperable.  

q. Former-Tyco Pier 
i. DOT-H will acquire the former-Tyco Pier and develop it as 

additional lay berth. 
a. Consider adding additional dolphins to increase the 

berthing capacity. 
ii. Consider options for developing landside access and port 

facilities at the former-Tyco Pier to expand its function from lay 
berth to active pier facility.  

r. Sand Island 
i. Consider developing the sea plane runway channel along the 

‘Ewa side of Sand Island for bunkering facilities.  
a. Move the Pier 30 fuel tanks to Sand Island. 

ii. Consider developing a shallow draft vessel marina in the sea 
plane runway channel along the ‘Ewa side of Sand Island. 

iii. Consider widening the harbor entrance/exit channel by 100 feet 
by acquiring land from the Sand Island State Recreation Area 
(SRA) along the Diamond Head side of Sand Island. If the 
channel is widened, construct break walls at various intervals 
along the entrance channel to protect operations inside the 
harbor from wave swells and surge. 

2. Improve port infrastructure 
a. Take into consideration sea level rise (SLR) when improving piers. 

When improving/reconstructing piers, set new pier elevations at a 
standard height of 10 feet above the waterline. Barge cargo operators 
can operate with up to 12 feet of freeboard at the piers, but it requires 
special handling due to increased slopes on ramps. [Note: Barge cargo 
operators can operate normally with a pier freeboard ranging from 
approximately 6 feet minimum to 10 feet maximum.] 

b. Bollard standards (size and location) should be enhanced to support 
the increasing size of vessels under varying environmental conditions, 
e.g., during Kona winds and a south shore swell, a 40-ton bollard 
pulled out of the dock. Look statewide at bollard standards and apply 
same standard in all ports. 

c. Different users have different size and spacing requirements for 
bollards. Consult with users when design and locating bollards.  

d. Cargo operators won’t put their barges on anchorage between 
shipments because that’s when the operators do their general 
maintenance. For maintenance, operators need landside space with a 
strengthened pier that can support a service trucks and mobile cranes. 

3. Vessel scheduling / lack of berthing 
a. There are numerous non-operational vessels that occupy berthing 

space. This adversely affects the harbor function in number of ways: (i) 
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limits overall harbor capacity, (ii) hinders vessel movements and 
operations by limiting the berths available to accommodate various 
vessel activities, and (iii) occupies valuable pier space that could be 
generating greater amounts of revenue to support harbor operations 
and maintenance and facility improvements. Non-operational vessels 
should be repaired and brought into active use or removed from the 
harbor.  DOT-H does not have space to store these non-operational 
vessels.  [Note:  As of mid-November, three (3) derelict fishing boats 
were taken possession by HAR, removed from Pier 17, and are 
currently being actioned.] 

b. Consider coordinating with the Department of Land and Natural 
Resources (DLNR), Division of State Parks (DSP) to acquire portions 
of the Sand Island SRA to create additional berthing or pier space. 
Potential locations include: 

i. The mauka side of Sand Island near the SRA entrance. This 
area faces the harbor interior and is generally protected by 
Sand Island. It is a natural extension of the USCG facility and 
the former-Tyco Pier.  

ii. The Ewa side of Sand Island adjacent to the sea plane runway 
channel. This area would need to be dredged and hardened or 
armored to protect against storm surges.  

iii. Sand Island SRA used federal Land and Water Conservation 
Fund Act (LWCFA) funds. [Note:  These funds are administered 
by the U.S. Department of the Interior. Use of LWCF funds 
restricts the land use to recreational only unless compensatory 
recreational facilities are developed elsewhere.] 

c. Cargo ships take priority over fuel tankers. As a general practice, fuel 
tankers and barges schedule their deliveries between the cargo ships’ 
schedule. However, sometimes fuel tankers and barges have to leave 
the berth in mid-operation to make way for a cargo ship arrival. It is 
rare for a fuel tanker/barge to get bumped, but it does happen.  This is 
costly due to additional labor, port fees and schedule delays.  

d. Routine maintenance dredging is critical to keep berths available for 
active or lay use. Sedimentation impacts harbor operations and 
capacity, e.g., the Pier 19 high spot has restricted its use for a variety 
of vessels.   

4. Long-term, critical maritime support service operators in the harbor lack 
secure, long-term tenure, which disincentives investment in facility 
improvements. 

a. There is a lack of equity in securing operational space to support vital 
functions of the harbor. Many key, long-term maritime operators have 
been occupying harbor land for many years (in some cases a decade 
or more) under 30-day revocable permits. Maritime uses cannot 
compete with other highest and best use land values, such as 
residential or commercial development. Maritime operators need DOT-
H to support critical harbor operations and services by negotiating 
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long-term leases (minimum 30 years) that will incentivize investment 
and allow operators to secure financing for facility improvements. DOT-
H should prioritize the importance of maritime operations as a 
statewide security issue that supports the livelihood of the islands.  

b. There needs to be adequate space for maritime support services and 
their equipment to provide regular maintenance or emergency repair 
services to the cargo and vessel operators. Maritime services and 
equipment are specialized to the type of operations. Each major 
operator needs to determine the operational area required for the 
specific maritime support services and equipment that they need. 

c. As cargo yards expand, area available for maritime support services 
will be reduced. This will displace important maritime support services 
or result in special equipment encroaching on cargo yard space. If 
equipment is displaced, the cost to maintain or repair ships will 
increase due to increased costs associated with transporting 
specialized machinery. Much of the required equipment is large and 
heavy; it is not permitted to be transported on public streets and 
highways without special provisions, including permits from the City 
and/or State, and special preparation along the transportation corridor 
to ensure there are no hazards or encumbrances such as inadequate 
vertical clearances, weight restrictions on bridges and culverts, or 
narrow intersections where obstructions such as light poles or 
electrical boxes restrict turns and may need to be moved. Transporting 
large specialized machinery can require a police escort, special 
trailers, and disassembly/assembly for transport, all of which add time 
and cost.    

5. Other 
a. Nimitz Highway should be maintained as a commercial and industrial 

thoroughfare. Improvements should not encourage pedestrian and/or 
bicycle use, which would conflict with the movement of container 
trucks. The Nimitz Highway corridor should be constructed to carry 
heavier loads. 

 
C. Closing / Next Steps 

1. For Vessel Operations, Julie Edsall / Kirby Offshore Marine was selected as 
the primary PAC representative. [Note: Julie Edsall is no longer with Kirby 
Offshore Marine. She has been replaced with Captain Tom Heberle or Ed 
Enos / Hawai‘i Pilots Association (HPA). Whit Olson / FOSS Maritime 
Company was selected as the back-up representative.] 

2. For Maritime Support, Randy Grune / Hawai‘i Stevedores, Inc. was selected 
as the primary PAC representative. Tiffanie Whitworth / Young Brothers was 
selected as the back-up PAC representative.  [Note: Randy Grune / Hawai‘i 
Stevedores and Pasha has been reassigned to represent the Cargo Sub-
TAC. A new representative for the Vessel Operations and Maritime Support 
Sub-TAC seat on the PAC will be selected from the Sub-TAC participants]. 
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3. The HHMP website will be updated with the agenda and meeting notes 
(www.honoluluharbormp.com/subtac). 

http://www.honoluluharbormp.com/
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