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EEN NIEUW BOEK VAN WILLEM EERLAND 

  

Dit jaar brengen we een boek uit. In 

navolging van de eerder genoemde 

ƪŀƭŜƴŘŜǊǎ ǿƻǊŘǘ ŘŜ ǘƛǘŜƭ ΨSeaworthy lVΩ 

marine art by Willem Eerland. Het 
formaat is Oblong 27 X 23 cm en 144 

ǇŀƎƛƴŀΩǎ ŘƛƪΦ 5Ŝ ǘŜƪǎǘ ƛǎ ƛƴ ƘŜǘ 

bŜŘŜǊƭŀƴŘǎ Ŝƴ 9ƴƎŜƭǎΦ 5Ŝ ǇǊƛƧǎ ƛǎ ϵ мфΣфл 
incl. BTW excl. verzendkosten. In het 

boek, met Nederlands/Engelse tekst, 

staan ca. 140 olieverfschilderijen, 

aquarellen en schetjes van verschillende 
scheepstypen. natuurlijk ook veel 

sleepboten. In het verleden exposeerde 

Willem Eerland regelmatig, o.m. in 
Denemarken, Katwijk en Vlaardingen. 

bƛŜǘ Ǿŀƴ ŀƭ ȊƛƧƴ ǿŜǊƪ ǿŀǊŜƴ ŦƻǘƻΩǎ ƻŦ ŘƛŀΩǎ ōŜǎŎƘƛƪōŀŀǊΦ aŀŀǊ ŜǊ ōƭŜŜŦ ƴƻƎ ǾƻƭŘƻŜƴŘŜ ƻǾŜǊ ƻƳ ŜŜƴ 

keuze te kunnen maken. Soms is, om de diversiteit te laten zien, bewust gekozen voor wat minder 

belangrijke schilderijen. Met dit fraai uitgevoerde boek is een vrij compleet beeld van het uitgebreide 
werk van deze zeeschilder samengebracht.  

Het boek kan medio november geleverd worden. Dus op tijd om het te gebruiken als een passend 

relatiegeschenk. U kunt het boek alleen in Nederland verkrijgen door storting van ϵ нпΣул όϵ мфΣфл Ҍ 

ϵ пΣфл ǾŜǊȊŜƴŘƪƻǎǘŜƴύ ƻǇ ōŀƴƪƴǳƳƳŜǊ осмтмртср ǘΦƴΦǾΦ Tableau Maritime Cards in Nieuw-

Lekkerland onder vermelding van uw naam en adres. Zie ook www.tableau-maritimecards.nl This 
beautiful designed and printed book contains the most important work of Willem, and the story of 

his maritime life. The book is printed in English and Dutch.  

See also www.tableau-maritimecards.nl 
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Seafarers deserve fairer lives at sea 
by Fredrik Larsson, Marine Manager, INTERTANKO 

 I was delighted when asked by IFSMA's President, Captain Christer Lindvall, to give a presentation at 
the 2010 Annual General Assembly in Manila on the subject of either tanker recruitment or 

criminalisation of seafarers. Both subjects are not only close to my heart but also high on the agenda 

for the organisation I represent. They are also closely related and I therefore suggested that I cover 
both in this paper. 

With the huge growth in the tanker fleet over the last couple of years, it is inevitable that an increase 
in demand for tanker officers and ratings will follow. This growth, despite the economic downturn 

and recession, will continue although probably at a slower pace than projected before the recession. 

http://www.tableau-maritimecards.nl/


Various reports and studies conducted over the last couple of years have been forecasting a shortfall 

of officers in the region of 2-10 per cent. 

Before the recession hit the industry, the shortage of officers in particular was causing shipowners 

and shipmanagers to allocate huge amounts of money in either salaries or training to secure the 

people they needed. Shipowners and shipmanagers who had invested in in-house training schemes 
and cadet berths saw poaching as a major threat. It caused salaries to hit new record levels several 

times a year. One chief executive of a major shipmanager avent on record to say that Filipino second 

officers were earning more than their president. 

Mindful of the Jack of officers before the recession, the shipping industry in general and the tanker 

industry in particular have been keen not to scale back on recruitment campaigns or training 
programmes during the recent economic downturn. I am confident that the industry has been acting 

responsibly in this regard although many companies no doubt have had difficulties in keeping their 

training budgets intact. 

Recruitment to the tanker industry is not a standalone issue. It's a question of attracting people to 

the industry as a whole. Most importantly it's about retaining the officers we already have. The 
existing pool of competent tanker officers is the heart of our industry. Without them no tanker can 

operate. We therefore need the existing officers to pass on experience and knowledge to the 

younger generation and to mentor it, just as they have always done and hopefully always will do, as 
in any profession. 

Learning by doing is a great concept that was introduced thousands of years ago. No university or 
simulator can fully replace it although, of course, simulator training is now playing an important role 

and will continue to do 

so in the future. 

When the recession hit 

the world's economies 
in 2008 it hit global 

trade hard and as a 

result the shipping 

industry suffered. 
Anchorages were 

bursting at the seams 

with skips lying idle. 
This meant that 

demand for seafarers 

of ail ranks was 

decreasing. Those who 
kept their jobs became 

reluctant to leave 

what they hoped were 
safe companies, hence 

poaching suddenly wasn't an issue anymore. Various signs show that the recession conserved the 

existing pool of seafarers, and in fact shortages of career opportunities onshore prompted an influx 
of people to the industry, mainly on the ratings side. On the officer side it is far too early to tell as we 

have to factor in the time they spend at university before joining up and becoming a statistic in this 

context. 

The big question now is how big the shortfall of seafarers will be, particularly the shortage of 

competent officers, once the economy recovers enough to employ the merchant fleet more fully. 

And what impact will this have? Which sectors of the industry will be able to compete with higher 
salaries? Your guess is as good as mine, perhaps better. 



However, putting recessions and salaries aside, what attracts people to go to sea today? It is 

probably not the opportunity to see the world, which it used to be back in the good old days. My 

personal view is that recruitment at a company level today is all about creating a positive and 
professional atmosphere. This means engaging and recognising seafarers as the key-employees they 

are, trusting them, listening to them and honouring them as professional ship's officers and ratings. It 

also means treating them as human beings, as someone's husband, father, wife or mother and 
providing them with a meaningful, challenging and satisfying working environment. They should have 

a proper and stimulating home from home, one that includes the kind of amenities you might expect 

to find in someone's home ashore, such as a gym, a treadmill, a bike, Internet access and, of course, 

their own toilet and wash room facilities. 

On a global level, industry associations, governments and others either in their own capacity or 

through collective efforts via bodies such as IMO, continue to campaign for youngsters to go to sea. 
They are conscious that without seafarers of the right calibre the industry will face a difficult and 

painful future. Let's face it, there are fantastic opportunities out there now. Never before have there 

been so many different sectors in the industry to choose between, such as cruise ships, offshore 
vessels, tankers, exploration ships and others. On the tanker side alone you can specialise in gas, oil 

or chemicals. It's like a ladder. The more skills you acquire the more attractive you become and, of 

course, your bank account will reflect this. Take into account the shortage of officers and the climb 
up the ranks is going to go even faster, no matter whether this is considered a good or a bad thing. 

Despite the excellent prospects and salaries, the fact is that the industry at large has difficulty in 
attracting the younger generation. Depending on whom you ask you will get different answers on 

why this is the case. It seems that everyone has their own idea about why but nobody has the 

immediate solution to the problem. 

Clearly, high salaries attract some entrants to the tanker industry but not in sufficient numbers. Is it 

therefore reasonable to assume that perhaps there are too many deterrent factors weighing.  

What attracts people to go to sea today? Probably not the opportunity to see the world, which it 

used to be in? Deterrents such as multiple inspections by charterers (vetting) and port states (PSC), 
long working hours, limited shore leave, low manning levels, fatigue, being away from family and 

friends, minimal accommodation standards, difficulties with visas, poor communication facilities, 

being subject to drug and alcohol tests, excessive amounts of paperwork, strict and constantly 
changed regulations and criminalisation. These are more than enough! 

Actually the key to recruiting and retaining young seafarers is to sort out the deterrent issues 
mentioned above, at least if we are to believe - and we have no reason not to - what was pointed out 

by 20 young people in a focus group that INTERTANKO and ITF arranged and organised last year for 

young seafarers of seven nationalities. They expressed their views on a career at sea and on what 

attracted young people to the shipping industry in 2009. They pointed out every deterrent item 
above as a negative factor. Note, however, that those 20 still had chosen a career at sea but to 

remain there they asserted that almost all of these things must improve, especially the lack of shore 

leave and the feeling of being suspected of being a terrorist under the ISPS code. 

INTERTANKO believes that all the negative factors should be assessed and, if possible, eliminated. 

The organisation is looking into how to provide better accommodation space, to improve and make 
available crew communication facilities, including Internet access, to ensure adequate shoreleave, to 

minimise the number of inspections, to limit unnecessary paperwork, to harmonise port entry 

requirements, to overcome burdensome visa requirements and more besides. 

This is a process that we wish could be advanced easier and quicker. But we are not alone on this and 

we need to cooperate with all stakeholders, such as regulators, classification societies, shipbuilders, 
flag states, port states and human-element experts, among others, to achieve success. These are 

issues that will not go away overnight.At IMO's Maritime Safety Committee (MSC 87) in May 2010, 

INTERTANKO and the ITF will introduce two submissions as an immediate follow up on the Young 



Seafarers Focus Group. One is seeking a change in the ISPS code so as not to restrict shore leave for 

seafarers; the other is seeking an increase in the frequency and in the power of consideration of the 

human element whenever new requirements are developed or existing requirements are reviewed 
by IMO. These two submissions are bold, coming from non-governmental organisations, but we 

nevertheless feel strongly enough about the issues not to hesitate for a moment in submitting them. 

As I have tried to explain, INTERTANKO and our fellow shipping associations are also working on 

improving the image of shipping and increasing the attractiveness of the industry to encourage 

youngsters to choose a career at sea. 

I am sure you all agree the industry is already a great one to be in and has ample opportunities 

although there is still room for improvement. However, no matter how hard we try to raise its profile 
just one ship accident generates negative headlines and images in every imaginable medium, which, 

of course, young, potential seafarers are exposed too. The general public's outrage often makes this 

negative image stronger, which forces politicians to find scapegoats. This is devastating for the 
industry and its efforts in attracting and recruiting young seafarers. I am, of course, thinking of cases 

such as the Hebei Spirit and its officers, who, through no fault of their own, were penalised and 

criminalised. 

How can we expect youngsters to go to sea when facing imprisonment due to accidents like that? 

The last couple of years have seen many similar cases. 

Another utterly ridiculous example of how negative the world has become is the story of Captain 

Laptalo, master of the Coral Sea, who was jailed in Greece when drugs were found stashed among 
the thousands of boxes of bananas his vessel was carrying from Ecuador. Or the master of Full City in 

Norway, or Captain Mangouras of Prestige or... well, the list can go on, for far too long, but I guess 

you get the point. 

Criminalisation of innocent seafarers is of course just as unacceptable to INTERTANKO as it is to 

IFSMA and every professional seafarer, company, industry organisation and, I would hope, 
government. 

We all have to stand up for our seafarers and protect our industry from this menace, something the 
industry has proved able to do when it has been necessary, although admittedly with limited success. 

Take, for example, the case of Captain Chawla and Chief Officer Chetan of the MT Hebei Spirit. There 

wasn't an association or organisation that didn't stand up for these two good officers. A plethora of 
alphabetical associations co-sponsored a submission to the recent MEPC 60 on this matter, a 

submission that was based on an expert witnessstatement made by INTERTANKO to the Korean 

Supreme Court. It highlighted that these officers had followed international and industry-established 

good practice but were nevertheless penalised and imprisoned. This proves that the world is not 
perfect and that scapegoats apparently still have to be found. In this case the Korean public and the 

Korean legal system held the two senior deck officers responsible. 

However, what cannot be misinterpreted is that the whole industry backed the two officers 100 per 

cent and made that abundantly clear, as numerous demonstrations on behalf of the two officers, 

campaigns, letters and submissions to IMO showed. The message is that the criminalisation of 
seafarers who are simply doing their jobs is not and never will be acceptable. 

However, being reactive is not good enough. We need to be proactive. 

So INTERTANKO has been and is still challenging new legislation in the EU, the US and elsewhere that 
we see as a threat to our industry and, not least, to our seafarers. Together with a few other industry 

stakeholders INTERTANKO took the European Commission to the European High Court in 2006 

because it felt that the EU Directive on ship-source pollution conflicted with international law 

(Marpol) and prejudiced the rights of seafarers and others in the shipping industry. 

INTERTANKO has also been active in the courts in the US, where it has initiated litigation in response 

to the state of Washington's regulation that imposed requirements for watch practices, towing and 



navigation equipment and reporting requirements, and other rules that differed from the controlling 

federal and international rules. INTERTANKO has also been active in a case involving the state of 

Massachusetts regarding oil spills and fines. 

Furthermore, in an appeal to governments, we have been urging the practice of reasonable and fair 

treatment following an accident. In the year of the seafarer surely this cannot be asking too much? In 
fact we are suggesting that the `Guidelines on fair treatment of seafarers in the event of a maritime 

accident' are made mandatory. 

The message that I would like to convey to future and existing members of IFSMA and seafarers ail 

over the world is that should you by any account be subject to unjustified unfair treatment or 

criminalisation, INTERTANKO and the rest of the shipping community care about it and will always be 
standing behind you. 

 

 

 

Inséré le 08/10/13  Dossier  Enlevé le 08/11/13 
 

 

Recently, the Marine Environmental Protection Committee (MEPC) of the International Maritime 

Organization (IMO) took a major step toward bringing order out of the current chaos surrounding the 

regulation of air emissions from ships by provisionally adopting amendments to MARPOL Annex VI. In 
1997, the IMO adopted the initial version of Annex VI to the International Convention for the 

Prevention of Pollution from Ships (MARPOL). This Annex is entitled "Regulations for the Prevention 

of Air Pollution from Ships". It addresses ozone-depleting substances, nitrogen oxides, sulfur oxides, 
volatile organic compounds, and shipboard incineration, among other things. While acknowledged as 

comprehensive, this first step by the IMO in the area of control of harmful air emissions was per-

ceived by many as weak. 

Various states of the United States staked out independent paths regarding control of air emissions 

from ships. Alaska was one of the first to act, adopting standards for stack emissions based on 
opacitity. In other words, if the smoke from the ship's stack blocked the view for more than a limited 

period, the ship was subject to a fine. The methodology was crude, but did encourage several cruise 

lines to adopt procedures for utilizing shore-side power (ie. cold ironing), particularly in Juneau. 



Not surprisingly, California has been the most active state with regard to air emissions from ships. 

Regulations have been adopted prohibiting on-board incineration when the ship is within three 

nautical miles of the California coast. Regulations have been drafted that would, if adopted, phase in 
a requirement for large commercial ships calling in the major ports of California to utilize shore 

power. Most controversially, the state adopted regulations requiring most large commercial ships 

operating within 24 nautical miles of the California coast to utilize ultra-low sulfur fuel. After this 
regulation was struck down (first by the federal district court and then by the US Court of Appeals for 

the Ninth Circuit), California announced that it would continue enforcing the regulation while the 

matter is on appeal. The US Environmental Protection Agency (EPA) has adopted regulations 

regarding air emissions from marine engines for use on ships and boats. These regulations address 
both spark-ignition (gasoline powered) engines and compression-ignition (diesel powered) engines. 

For marine diesel engines with 30 liters or more displacement per cylinder, the EPA basically adopted 

the MARPOL Annex VI standards. This was done in recognition that no marine engines of this size are 
manufactured in the United States. At the same time, though, the EPA brought pressure to bear on 

the IMO to raise the standards. Those efforts (as well as similar efforts by others) bore fruit with the 

recent development of more stringent air emission requirements by the MEPC. MARPOL Annex VI 

was adopted in September 1997 and came into effect in May 2005. It has been ratified by 49 
countries, representing over 74% of the gross tonnage of the world's commercial shipping fleet. In 

the United States, the Senate gave its advice and consent to Annex VI, but the provisions cannot 

come into effect (and the government cannot formally accede to the Annex) until the implementing 
legislation is enacted into law. Implementing legislation has been passed by the House of 

Representatives, but is stalled in the Senate. Meanwhile, a bill has been introduced in the Senate 

that would, if adopted, establish unilateral air emission standards for ships operating in US waters, 

thus barring the United States from implementing Annex VI. 

The amendments to Annex VI, provisionally approved by the MEPC session ending on April 4, 2008, 
will when formally adopted at the upcoming MEPC session in October, largely adopt the position 

espoused by the U.S. and other stakeholders, such as the International Association of Independent 

Tanker Owners (INTERTANKO). 

The main changes to the international regulation of air emissions from ships would see a progressive 

reduction in sulfur oxide (SOx) emissions, with the 4.5% global sulfur cap reduced initially to 3.5% 
effective from 1 January 2012; then progressively to 0.5 %, effective from 1 January 2020, subject to 

a feasibility review to be completed no later than 2018. 

The limits applicable in Sulfur Emission Control Areas (SECAs) would be reduced from the current 

1.5% to 1.0%, beginning on 1 March 2010; and would be further reduced to 0.1 % , with effect from 1 

January 2015. 

Progressive reductions in nitrogen oxide (NOx) emissions from marine engines were also agreed, 

with the most stringent controls on so-called "Tier III" engines (those installed on ships constructed 
on or after 1 January 2016) operating in Emission Control Areas. The revised Annex VI will allow for 

an Emission Control Area to be designated for SOx and particulate matter, or NOx, or all three types 

of emissions from ships, subject to a proposal from a Party or Parties to the Annex that would be 

considered for adoption by the IMO, if supported by a demonstrated need to prevent, reduce, and 
control one or all three of those emissions from ships. Currently there are two designated SECAs: the 

Baltic Sea and the North Sea area, which also includes the English Channel. It is expected that, once 

the United States accedes to Annex VI, it will rapidly move for designation of one or more SECAs in 
U.S. waters. Nations that are party to MARPOL Annex VI would be obligated to take reasonable steps 

to ensure a proper supply of compliant fuel is available. This may prove interesting in a country, such 

as the United States, with many international ports. 



If a ship is able to demonstrate that, despite reasonable efforts on its part, it has been unable to 

purchase compliant fuel, the ship would not be subject to penalty measures, but must notify both its 

flag administration and the relevant port. 

As a result of reports of inconsistencies between data contained in Bunker Delivery Notes and 

commercial test results, revisions to Annex VI also tighten the verification procedures for fuel 
samples. With its recent action to strengthen the international regulation of air emissions from ships, 

the IMO has taken steps to meet the stated objectives of the United States. 

It is now time for the US Congress to reciprocate by enacting legislation to implement MARPOL 

Annex VI. This will allow the United States to be an effective part of the solution to this world-wide 

issue, rather than just wringing its hands and allowing individual states to adopt unilateral, and 
counterproductive, regimes 
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Preventing propulsion loss after switching fuels 
The California Air Resources Board (ARB) has laid down regulations for vessel emissions' reductions in 

California waters, as part of its continuel mission to improve air quality around the state*. 

The new requirements came into effect in July 2009, under California Code of Regulations (CCR), 

Section 2299.2, Fuel Sulfur and Other Operational Requirements for Ocean Going Vessels within 

California Waters and 24 Nautical Miles of the California Baseline. 

The regulations require that vessels burn either marine gas oil (MGO) with maximum 1.5% sulphur, 

or marine diesel oil (MDO) with maximum 0.5% sulphur, in their main and auxiliary engines. 

However, following the implementation of the regulations, California witnessed a 100% increase in 

loss of propulsion (LOP) incidents within state waters during 2009. In 2010, California saw 54 LOP 
incidents compared to 24 in 2008 (the last full year before ARB regulations took effect). 

The LOPs can be loosely categorised into six groups for ease of discussion. 

Group 1 

In this group, engine failures resulting in the LOP are due to the inability of the main engine, 

operating with MGO/MDO, to overcome the forces on the propeller from the forward momentum of 
the ship. The engine may turn over at higher rev/min and initiate combustion; however, as the 

engine reduces speed to come to dead slow, or slow astern, there is not enough BTUs in the fuel to 

maintain engine inertia. The engine stalls with the subsequent loss of propulsion. 

Similarly, ships not getting engine starts while anchoring when an astern order is given, typically 

initiates a `Failure to Store scenario. The remedy, due to the lack of BTUs, is to adjust the fuel rack to 
allow more fuel into the cylinder. This procedure cannot be done from most ship bridges but only 

from the engine control room or from the engine ride (manual). 

Group 2 

In Group 2, failures resulting in the LOP are due to problems with controlling the temperature of the 

MGO/MDO. Each engine has specifications as to the temperature range required to operate using 

either heavy fuels or lighter fuels. For example, the optimal temperature range for an engine might 

be 135 deg C for a heavy fuel oil (HFO) and 40 deg C for the MGO. 

Because heavy fuels must be heated (for the right viscosity to burn) and lighter fuels may not need to 
be heated, there are problems associated during the fuel oil switch over in both heating and cooling 

the different fuel oil systems (since the fuel oil is supplied through the same auxiliary systems). 

Heating an MGO/MDO may cause `flashing' of the lighter fuel oil to vapour. The fuel injectors would 



not work when the fuel flashes causing a loss of power in that cylinder. Multiple cylinder flashes 

could result in LOP. 

Group 3 

In the third group, failures resulting in a LOP are associated with the loss of fuel oil pressure to either 

the fuel pumps or fuel injectors. The loss of pressure could be a result of many factors including 

wrong control set points, use of bypass valves, in-operable equipment, inattention to operating 
conditions, or excessive leakage through '0' rings and seals. 

The problem lies with physics. Metal expands when heated and contracts when cooled. Ships were 
evolved to burn the heaviest and cheapest fuel available - HFO. To utilise the HFO, the fuel is heated 

to as much as 150 deg C to get it to flow. In comparison, MGO/MDO fuel is burned at ambient engine 

room temperature or 40 deg C and no heating is required. Once the cooler MGO is introduced into 

the fuel pumps and injectors, they contract causing a loss of fuel pressure at the pump with marginal 
spray pattern and leaks at the injector. 

One of the other issues using MGO in an engine that has successfully mn HFO for some time is 

viscosity. Typically, the engine manufacturer's recommended minimum viscosity is 2 cst. Fuel 

viscosity specifications at 40 deg C temperature for MGO/MDO range from 1.5 cst to 6.5 cst. The 

MGO loaded in California has a viscosity of 2 cst to 3 cst at 40 deg C. When the temperature of the 
MGO is increased into an already warm engine that just operated on HFO, the heat lowers the 

viscosity causing the fuel machinery parts to bind or break. Bearing in mind that the cylinder 

temperature is usually maintained at 80 deg C and this heat migrates into the fuel lines as well. 
Unsurprisingly, the introduction of distillate fuel into the fuel system causes leaks, sometimes 

excessive leaks. With MGO/MDO there is a very real risk of external combustion or fire. The replacing 

of '0' rings at the manufacturer's recommended intervals has proved to be inadequate. For example, 

in the case of injector '0' rings on a ship, the manufacturer suggested interval for replacing fuel 
injector '0' rings is 10,000 hours. The vessel's engineers found an interval of 2,000 hours was more 

appropriate to change the rings to prevent potential fire hazards. These fuel leaks tend to disappear 

when engines are switched back to the heavier fuel oil. 

Group 4 

In the fourth group, failures resulting in LOP are associated with the loss of fuel oil pressure, or the 

loss of flow in sufficient quantities to maintain operation. Strainers and filters, or the lack of a 
strainer and filter, contribute to clogging or restrictions in the fuel oil supply system. 

The MGO/MDO acts as a solvent causing a de-coking effect, clogging fuel filters. This is due to 
burning a lower grade of HFO that has excessive amounts of asphaltenes. These asphaltenes adhere 

to the inside of the fuel lines and assorted other fuel components. When MGO is introduced the 

asphaltenes are released, collecting in the fuel filters/strainers.  

Group 5 

In Group 5, failures resulting in the LOP appear to be associated with problems in either the starting 

air system, or the control air systems. Problems with starting air systems are not fuel related and 

only need to be mentioned as a cause of LOPs. 

Group 6 

In the final group, failures resulting in the LOP appear to be associated with mechanical failure not 

associated with other groups. 

Having defined the groups of LOPs, the intent of this guide is to reduce LOP incidents occurring 

within the state of California boundaries. The time to deal with problems on board ship is either 
miles out at sea, or alongside the dock. Not in manoeuvring/ pilotage waters! 

Many of the LOP incidents that occurred in 2010 involved ships making their first entry into California 
waters since July 2009. Since California sees between one to two first time callers per week, the 



Office of Spill Prevention and Response (OSPR) decided to provide suggestions for ships working with 

low sulphur distillate fuel oil (LSDFO). 

Operations 

For vessels intending to enter the emissions control area for the first time since July 2009, it is 

recommended and California advises the crew should conduct a trial (actual) fuel switching within 45 

days prior to entering California waters. Run main and auxiliary engines no less than four hours on 
low sulphur distillate fuel (LSDFO). This will help identify any specific change over or operational 

issues or problems. 

If ships perform a trial fuel switch, the operators will be more prone to avoid problems that could 

occur versus learning underway upon entering California waters and not knowing the sundry issues. 
Forty five days was chosen based upon an understanding of containership operations where 

schedule is everything. Somewhere within that schedule there is always time to perform a trial 

manoeuvre and 45 days should allow the ship's personnel to experience the fuel switchover and 
document remedial fixes, if any, mitigating Groups 1,2,3,4. 

Repeat and initial entry  

Part One-TRAINING: 

¶ Within 45 days prior to entering the waters of California it is strongly advised ship engineers 

should exercise: 

¶ Operating main engine from the engine control room. 

¶ Operating main engine from engine side (local). 

¶ Crew should become familiar with Failure to Start' procedures while manoeuvring and 

establish corrective protocols for `Failure to Start' incidents. 

Following, the "Perfect practice ensures proper performance" creed, if the bridge and engineering 

crew is practiced in the event of a `Failure to Start' scenario, they will perform satisfactorily when 

called upon in the event of a real failure. This is especially important in manoeuvring/pilotage waters. 

The air and fuel in the start sequence can be adjusted in the engine control room and at engine side. 

These items cannot be adjusted from the bridge on most ships; hence, the provision of the 
advisory/guide establishes protocols for dealing with the Failure to Start' scenario as outlined in LOP 

groups 1 and 2. 

Too many ships run out of `start air' because they continue to initiate starts from the bridge where 

control of the fuel rack and amount of air for starting cannot be adjusted.  

Part Two: While underway after fuel switching completed (HFO to LSDFO): 

Ships should ensure one of the senior engineering officers is in the engine control room while the 

ship is in pilotage waters to be able: 

¶ To operate the main engine from the engine control room. 

¶ To operate the main engine from engine side (local). 

Special attention should be given to the STCW rest requirements. While interviewing Chief Engineers 
(CE), the author of this guide found that they were putting in excessive hours. CE's are not subject to 

the STCW rest requirements as they are non-watchkeepers. However, the CE is human and subject to 

fatigue just as junior officers. It kas been proven too many times that fatigue can cause errors in 

judgment and which could contribute to a LOP incident. 

Usually the senior engineers consist of the CE and Second Engineer on internationally flagged ships, 
while CE and First Assistant Engineer (on US flag ships) have the most experience with the ship 

engine operation. If the CE is comfortable with anyone substituting on duty, it is usually the other 

senior engineer. 



Hopefully, a substitution will allow the CE some rest. Some ships have the CE down in the engine 

room for the fuel switchover, then the CE retires for rest while assigning the other senior engineer to 

standby in the engine room, mitigating all the groups. 

The following Engine Advisory Guidelines were taken from the US Coast Guard MSA 03-09 with 

additions and clarifications from industry partners. 

Part Three-engine guidelines: Consult engine and boiler manufacturers for fuel switching guidance. 

¶ Consult fuel suppliers for proper fuel selection. Exercise strict control when possible over the 

quality of the fuel oils received. 

¶ Re Consult manufacturers to determine if system modifications, or additional safeguards are 

necessary for intended fuels. 

¶ Develop detailed fuel switching procedures. 

¶ Establish a fuel system inspection and maintenance schedule. 

¶ Ensure system pressure and temperature alarms, flow indicators, filter differential pressure 

transmitters, etc, are all operational. 

¶ Ensure system purifiers, filters and strainers are maintained. 

¶ Ensure system seals, gaskets, flanges, fittings, brackets and supports are maintained. 

¶ Ensure that the steam isolation valves on fuel lines, filters, heaters etc are fully tight in closed 
position while running LSDFO. 

¶ Ensure that the fuel oil viscosity and temperature control equipment is accurate and 

operational. 

¶ Ensure detailed system diagrams are available and engineers are familiar with systems and 

troubleshooting techniques.  

¶ Ensure senior engineers know the location and fonction of all automation components 

associated with starting the main engine. 

* This article was written by Capt Jeff Cowan of the State of California, office of spill prevention and 

response.Industry generated categories 
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De schrik van Tobermory 
Dat de geallieerden na jarenlange beproevingen de slag om de Atlantische Oceaan wonnen, was het 

resultaat van talloze factoren. Maar één ervan was ongetwijfeld de inzet van duizenden matrozen en 
officieren. Tussen hen bevonden zich een aantal mannen van wie het dynamisme en vakmanschap 

bepalend waren voor de afloop van de oorlog. Zo iemand was de Britse commodore Gilbert Owen 

Stephenson (1878-1972). Hij had tijdens de Eerste Wereldoorlog op de Middellandse Zee op Duitse 

en Oostenrijkse onderzeeërs gejaagd en kreeg dankzij zijn ervaring in 1940 de leiding over het 
centrum voor duikbootbestrijding in het Schotse Tobermory. Vijf jaar lang zou Stephenson in HMS 

Western Isles, zoals het trainingscentrum officieel heette, de bemanningen van honderden 

escorteschepen opleiden tot professionele duikbootjagers. 

5Ŝ ŎǳǊǎǳǎ ŘǳǳǊŘŜ ŜŜƴ ǘǿŜŜǘŀƭ ǿŜƪŜƴ Ŝƴ ƛƴ ŘƛŜ ƪƻǊǘŜ ǘƛƧŘ ōǊŀŎƘǘ {ǘŜǇƘŜƴǎƻƴ ȊƛƧƴ ΨƭŜŜǊƭƛƴƎŜƴΩ Ǿŀŀƪ ƛƴ 

de meest onmogelijke situaties. Zijn onorthodoxe aanpak en al dan niet gespeelde 
ƻƴǾƻƻǊǎǇŜƭōŀŀǊƘŜƛŘ ƭŜǾŜǊŘŜƴ ŘŜ ƻǳŘŜ ƳŀǊƛƴŜƻŦŦƛŎƛŜǊ ŘŜ ōƛƧƴŀŀƳ Ψ¢ŜǊǊƻǊ ƻŦ ¢ƻōŜǊƳƻǊȅΩ ƻǇΦ .ŜƪŜƴŘ ƛǎ 

het voorval waarbij Stephenson zijn kepie op het dek van een schip gooide met de mededeling dat 

ƘŜǘ ŜŜƴ ōƻƳ ǿŀǎΦ ¢ƻŜƴ ŜŜƴ ΨƭŜŜǊƭƛƴƎΩ ƘŜǘ ƘƻƻŦŘŘŜƪǎŜƭ ƛƴ ȊŜŜ ǎŎƘƻǇǘŜΣ ƪǊŜŜƎ ƘƛƧ Şƴ ŦŜƭƛŎƛǘŀǘƛŜǎ Ǿŀƴ ŘŜ 
commandant én het bevel de kepie achterna te duiken. De fantasierijke Stephenson had het ding 

ƛƳƳŜǊǎ Ǉƭƻǘǎ ΨƻƳƎŜǘƻǾŜǊŘΩ ǘƻǘ ŜŜƴ ŘǊŜƴƪŜƭƛƴƎ ŘƛŜ ƳƻŜǎǘ ǿƻǊŘŜƴ ƎŜǊŜŘΦ ¢ƻŜƴ {ǘŜǇƘŜƴǎƻƴ ŘƛŜȊŜƭŦŘŜ 



truc een keer uithaalde met een reddingsboei, merkte een officier in opleiding op dat het wel 

degelijk om een boei ging en niet om iets of iemand anders. Daarop trok Stephenson meteen zijn 

vest uit en zette zijn kepie af. Hij sprong in het water en toen hij weer bovenkwam, riep hij uit: 
Ψ¢ƘŜǊŜΩǎ ŀ Ƴŀƴ ƻǾŜǊōƻŀǊŘ ƴƻǿΗΩ 

Hoewel hij een officier van de oude stempel was, stelde Stephenson zich vrij onafhankelijk op 
tegenover de machtige Lords van de Admiraliteit. Die luxe kon hij zich veroorloven, omdat de marine 

hem uitdrukkelijk gevraagd had weer in dienst te treden, nadat hij in 1934 op pensioen was gesteld. 

5Ŝ ƳŀǊƛƴŜǘƻǇ ƭƛŜǘ ƘŜƳ ǎƛƴŘǎŘƛŜƴ ŘŜ ǾǊƛƧŜ ƘŀƴŘ ƛƴ ΨȊƛƧƴΩ ¢ƻōŜǊƳƻǊȅΦ {ǘŜǇƘŜƴǎƻƴǎ ōƛƧȊondere positie en 
autoriteit verklaren het respect dat hij afdwong en de vrees die hij inboezemde, ook bij de officieren. 

Een aantal van hen ontnam hij het bevel omdat ze om een of andere reden niet voldeden. In pure 

ΨbŜƭǎƻƴǎǘƛƧƭΩ ǿƛƭŘŜ {ǘŜǇƘŜƴǎƻƴ ŜŜƴ ǎƻƻǊt broederschap van marineofficieren creëren, met 

bevelhebbers die hun job toegewijd waren en die gerespecteerd werden door hun manschappen. Zo 
zou hij een Britse officier weggestuurd hebben omdat hij de Belgische zeelui op de korrel had 

genomen over de houding van koning Leopold III. 

9ǊƎ ƎŜƭƛŜŦŘ ǿŀǎ ΨaƻƴƪŜȅ {ǘŜǇƘŜƴǎƻƴΩ ƴƛŜǘ Ŝƴ ǾƻƻǊ ǾŜƭŜƴ ǿŀǎ ŘŜ ǘƻŜǎǘŜƳƳƛƴƎ ƻƳ ¢ƻōŜǊƳƻǊȅ ǘŜ 

mogen verlaten een ware opluchting. Toch bleken de lessen van HMS Western Isles in oorlogstijd van 

onschatbare waarde. Alertheid, koelbloŜŘƛƎƘŜƛŘΣ ŦƭŜȄƛōƛƭƛǘŜƛǘΣ Ȋƛƴ ǾƻƻǊ ƛƴƛǘƛŀǘƛŜŦΧ ƘŜǘ ǿŀǊŜƴ 
ƻƴƻƴǘōŜŜǊƭƛƧƪŜ ŜƛƎŜƴǎŎƘŀǇǇŜƴ ƛƴ ΨǘƘŜ ƘŜŀǘ ƻŦ ǘƘŜ ŦƛƎƘǘΩΦ 5Ŝ ΨƭŜŜǊƭƛƴƎŜƴΩ Ǿŀƴ {ǘŜǇƘŜƴǎƻƴ ȊƻǳŘŜƴ ŀƭƭŜǎ 

bij elkaar meer dan 130 U-boten en 40 vliegtuigen vernietigen en zo maakten zij de trans-Atlantische 

route een flink stuk veiliger voor de geallieerde konvooien. 

Wie ook kennismaakte met de legendarische commandant van Tobermory was voormalig BBC-

nieuwsanker Richard Baker, geboren in 1925. Hij diende tijdens de Tweede Wereldoorlog bij de Royal 
Navy en kwam ook in HMS Western Isles terecht. In 1972, het jaar van Stephensons overlijden, 

publiceerde Baker het boek The Terror of Tobermory en daarmee bezorgde hij de legendarische U-

bootjager een plaatsje in de rij van grote Britse zeelui. 
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Port of Antwerp and EXMAR announce strategic alliance for LNG 

bunkering in Antwerp 
As a result of a European public tender, the Antwerp Port Authority appointed ship owning company 

EXMAR as its strategic partner for LNG bunkering in the port of Antwerp. Both partners have teamed 

up for the development of an LNG bunkership as well as for the execution of several further required 
studies.  

LNG as a fuel is an excellent solution for ship owners to meet the various emission regulations that 
will come into force as from 2015. Compared to traditional ship fuels such as heavy fuel oil and 

diesel, the use of LNG significantly reduces the emission of sulphur oxides, nitrogen oxides, CO2 and 

particulate matter. LNG is therefore considered as the ship fuel of the future. Through their strategic 

alliance, the Port Authority and EXMAR want to facilitate the use of LNG as ship fuel. Both partners 
plan to start with the actual construction of the LNG bunkership early 2014.  

Mr. Eddy Bruyninckx, CEO of the port of AƴǘǿŜǊǇΣ ǎǘŀǘŜǎΥ άǘƘŜ tƻǊǘ !ǳǘƘƻǊƛǘȅ ǿƛǎƘŜǎ ǘƻ ƴƻǘ ƻƴƭȅ 

encourage but also to facilitate the use of LNG as ship fuel because of the associated environmental- 

and sustainable benefits. The Port Authority therefore wants to ensure that ships calling the port of 

Antwerp are able to bunker LNG as ship fuel as from 2015. By calling on the LNG expertise of EXMAR, 
[bD ǎƘŀƭƭ ōŜ ƻŦŦŜǊŜŘ ŀǎ ŀ ǎƘƛǇ ŦǳŜƭ ƛƴ ŀ ǎŀŦŜ ŀƴŘ ŜŦŦƛŎƛŜƴǘ ƳŀƴƴŜǊΦ ¢ƘŜ tƻǊǘ !ǳǘƘƻǊƛǘȅΩǎ ŀƳōƛǘƛƻƴ ǘƻ 

position itself as a sustainable port is herewith puǘ ƛƴǘƻ ŀŎǘƛƻƴΦέ  

aǊΦ bƛŎƻƭŀǎ {ŀǾŜǊȅǎΣ /9h ƻŦ 9·a!wΣ ŀŘŘǎΥ ά9·a!w ƛǎ ǾŜǊȅ ǇƭŜŀǎŜŘ ǘƻ ǿƻǊƪ ǘƻƎŜǘƘŜǊ ǿƛǘƘ ǘƘŜ tƻǊǘ 

Authority on developing LNG bunkering in Antwerp. EXMAR considers LNG bunkering as a strategic 

target market for the coming years. Independent studies indicate that the LNG bunkering market has 
a worldwide potential of an additional tens of millions of tonnes of LNG per year by 2020. Given its 

unique LNG expertise in i.a. the transfer of LNG via flexible hoses, EXMAR is perfectly placed to 

position itself in this new LNG bunkering market and thus substantially contribute to the further 
reduction of ship emissions. 
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Piracy and maritime terrorism: a two-headed Hydra? 

  

by Dave Mugridge, independent maritime security  consultant, research fellow, Dalhousie University 

  

Questions about possible maritime links between terrorist and criminal groups have resurfaced 

following the rise of Somali piracy and the unconnected Mumbai attacks in December 2008. Within 

the context of a growing criminal exploitation of the world's oceans, this paper will attempt to 
ascertain the nature of this strengthening and apparently symbiotic relationship. 

The evident and well documented deterioration in maritime security reflects a general malaise in 

society's appreciation of its importance to both the global economy and strategic environment, 



particularly at a time when terrorism could be said to have entered a new phase of methodology in 

its attacks on noncombatants. The potential solution to these multifaceted problems would appear 

to lie in developing a co-ordinated, coherent and comprehensive approach (C3) rather than the 
standard myopic military jerk of the knee. Gaining political acceptance is essential if operational 

cross-pollination from related fields such as counter-insurgency, international development and law 

enforcement can be brought together to aid the restoration of good order. 

In terms of methods of operation the practitioners of maritime criminality and terrorism share many 

common characteristics. Analysis of this should in turn aid the international response but, to date, 
what we have witnessed has been misdirected and avoids the many lessons learnt from fighting 

irregular opponents in modern-day counter-insurgency. These disparate terrorist and criminal forces 

are unconventional in their organisation, financing1 and campaigning. They are small in number and, 

with the exception of the likes of Al-Qaeda or large-scale narco-terrorist organisations, focus on local 
or regional issues. The singular and fundamental issue that separates their political and criminal 

activities is the presence of ideology. 

The maritime economy's multifaceted vulnerability to both terrorism and criminality should not 

come as a surprise to the readers of this journal. After all, sea going vessels carry 80 per cent of world 

trade by value and 92-96 per cent of trade by volume. This compares with less than 1 per cent by air. 
Since the end of the cold war we have seen the seemingly irresistible development of 

commercialism's greatest revolution - globalisation. This has in turn fuelled an incredible rise in both 

the volume and value of maritime trade, which allows terrorists and criminals to operate with virtual 
impunity as mere background noise.2 

This environment has seen the rise of both piracy and maritime terrorism. Our collective failure to 
deal effectively with either should be the concern of all because, unless enduring solutions can be 

implemented, we are likely to witness their proliferation across the globe. Their spread will be based 

on growing global poverty, failures in national governance and a constant stream of targets of 
opportunity. The obdurate incidences of piracy off the Horn of Africa and into the Indian Ocean 

suggests the limited success of the conventional military response, the increased sophistication of 

these organised criminals and the growing recognition that piracy will continue unless outside 

authorities impose some degree of stability and effective security over Somalia and Yemen. 

Tangible and enduring improvements in security and stability off the Horn of Africa are far from likely 
in the immediate term. The region reflects the ravages of civil war and the failure of the international 

community to intervene to stop this travesty from getting out of hand. Islamist and Al-Qaeda 

franchisee group Al-Shabab has enjoyed a successful military campaign but lacks widespread 

indigenous support for its political and religious agenda. On the coast, fishing clans are reluctant to 
turn their backs on the spoils of piracy and kidnap to follow a rule of law established by a transitional 

government of diaspora academics and domestic warlords who would undoubtedly return them to 

grinding poverty. As of March 2010 they held over 700 hostages and 30 ships, an unimaginable 



scenario in any other global industry. 

             

My contention is that as time has progressed we are now on the cusp of seeing a strengthening of 
these links and a potential nexus is either upon us or is imminent. There seems little more to divide 

these groups than the very radical ideology that separates a terrorist from the rest of mankind. Yet 

the factors that could unite them are being fused at an alarming rate by current world events and 
demonstrate little sign of abating. Terrorists are no strangers to criminality, and criminals are not 

strangers to the use of terror. So I suggest neither side has far to walk on their respective 

philosophical rendezvous. The current situation is in fact a time in which the "mutation" that 

Charters wrote of could in fact commence the final descent towards the "revolution in terrorist 
affairs".3 

Now is not the time to turn our collective backs on maritime-based terrorism or criminality which 
threaten to interrupt the vital circulation of goods or raw materials, or their exploitation of the 

inability of failing nation states to police their territorial waters at a time of global weakness. What is 

required is comprehensive, coherent and co-ordinated (3C) activity that transcends both nation state 
and international body.4 

Tackling the source socio-economic problems in concert with direct military and judicial delivery is 
reflective of the 'comprehensive approach' being pursued hesitantly in both Iraq and Afghanistan. 

With perhaps the exception of the forward-leaning examples of the US Navy (USN) and Royal 

Australian Navy (RAN) few maritime security organisations have taken advantage of learning from 
other people's mistakes, particularly in looking towards their land-based military cousins for divine 

inspiration in solving these problems.5 Even in the USA and Canada the pace of security co-operation 

in the maritime domain lags behind other well established aspects of mutual defence and protection. 

As I have argued publicly, the multitude of modem international laws and conventions which were 

designed to support maritime security has proved to be incoherent in the face of modern security 
challenges.6 Based upon outdated concepts, a lack of international co-operation over their 

enactment and outright failure on the part of the international community to deal effectively with 

failed or rogue states, it has left many commentators questioning their validity.? These problems 

have forced some states like the UK to establish bilateral agreements with similarly minded countries 
in problem regions to prosecute those involved in piracy. The International Ship & Port Facility 

Security Code (ISPS) (2002) was supposed to provide the maritime world with a comprehensive legal 

framework to combat both terrorism and criminality upon the high seas.8 Its stringent obligations 
are designed to guarantee the safety of crew, cargo and society from terrorist or criminal acts. Yet 

this stove-piped bureaucratic response will not address the many root causes of maritime criminality 

or deter radical non-state terrorism upon the high seas. 

Somali piracy's pre-eminent position as the most newsworthy maritime security issue has come 

about because of the recent number of 'spectacular' attacks aimed at Western merchant shipping. 
Despite the efforts of the UN and a number of maritime powers they have continued to attack, seize 

and ransom vessels in the glare of the media spotlight. The IISS published an excellent article which 

examined the root causes behind its rise and its growing sophistication.9 There are a number of 

socio-economic and political reasons _ behind this, not least the failed nature of the Somali state, the 
loss of lucrative fishing grounds and the rise of warlord-ism. What is unclear is the level of co-

operation that exists between the pirates who operate from Somali ports and the terrorists who 

have found sanctuary there.10 What is clear is the growing sophistication of their operational 
methodology that now includes money laundering, swarm tactics, encrypted communications, 

developing competence in weapons handling and an ability to operate from mother ships well into 

international waters. Western intelligence sources within Somalia are questionable at best. Despite 

ideological and religious differences the potential scenario of Al-Qaeda or Al-Shabab assisting pirates 
and vice-versa cannot be discounted. 



Any new multidimensional approach will require additional political capital if it is to stand a chance of 

being successful. The western world is now vulnerable to any escalation in terrorist violence, and its 

ability to combat serious criminal activity remains questionable. Throughout history global financial 
crises have always seen a deterioration in national and personal security, and today is no exception. 

The need for flexibility in our response to security challenges has never been greater. Our ability to 

respond conventionally is overstretched and becoming less politically appealing, whereas a more 
comprehensive policy could offer politicians the ability to bring together the full force and legitimacy 

of whole government with new-found civilian partners within the shipping industry. The ability to 

learn lessons from the Iraq and Afghan campaigns would pay dividends in the arena of maritime 

security and certainly be more appropriate than looking for inspiration in a reincarnation of Lord 
Palmerston's gunboat diplomacy. IFSMA 
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The Myth of Arctic Shipping 

        Why the Northern Sea Route is Still of Limited Geo-Economic Importance  

   

With the Chinese YONG SHENG which recently transited the Northern Sea Route (NSR), the potential 

ƻŦ !ǊŎǘƛŎ ǎƘƛǇǇƛƴƎ ƛǎ ōŜƛƴƎ ŘƛǎŎǳǎǎŜŘ ōȅ ǘƘŜ ǿƻǊƭŘΩǎ ƳŜŘƛŀΦ ¢ƘŜ YONG SHENG is the first Chinese cargo 

vessel to transport container goods (steel and heavy equipment) from Dalian, China to Rotterdam, 
Europe.  

Researchers and public media have often cited the development of Arctic shipping routes as the 
ŘǊƛǾƛƴƎ ŦŀŎǘƻǊ ƻŦ /ƘƛƴŀΩǎ ǊŜƎƛƻƴŀƭ ƛƴǘŜǊŜǎǘǎΣ ŀƴŘΣ ǾƛŎŜ ǾŜǊǎŀΣ /ƘƛƴŀΩǎ ƛƴǘŜǊŜǎǘ ƛƴ !ǊŎǘƛŎ ǎƘƛǇǇƛƴƎ ƛǎ ǘŀƪŜƴ 

as an important factor in the development of the NSR. Consequently, the NSR is identified as the 

most promising Arctic seaway with a considerable potential to shorten sailing distances from Europe 
to Asia (and, to a lesser extent, vice versa). A closer look at the actual NSR statistics tells a more 

differentiated story about the future outlook of the route.  

As of September 5, 2013 the NSR Administration has issued 495 permits to navigate and operate on 

the NSR so far this year. However, most of these permits are for only parts of the route, 

predominantly the western part of Russian waters, i.e. the southwestern Kara Sea. As of 31 July 
2013, of the 296 permits granted only 18% (58 permits) are for actual transits and 45% (133 permits) 

are approved for voyages only in the southwestern Kara Sea, primarily shipping goods within the 

region or bringing them south-westwards to Europe.  



This is just one example of how current discussions on the NSR generally remain superficial, drawing 

an undifferentiated picture of current and future Arctic shipping. Discussions tend to ignore the 

complexity of global shipping and its immediate repercussions on the potential of Arctic shipping. 
Relevant questions such as for which goods the northern routes will be relevant and which markets 

can be sensibly served need to be asked. Shipping types of many kinds, including fishing, tourism, 

cargo, container, destinational, transit, and intra trade and supply, are lumped together, despite the 
tremendous differences in the economics, conditions and potential of different types of ship traffic.  

Reliability and viability are key factors in global shipping operations that are often not taken into 
account when discussing the economic feasibility of Arctic shipping. That these factors are usually 

ignored is a major issue given that predictability, punctuality, and economy-of-scale of Arctic shipping 

are currently afflicted with many challenges and uncertainties, and will continue to be for some time 

to come.  

Thus, public discussions regarding the future of Arctic shipping must begin to include the economic 
considerations given to global shipping in general. Additionally, going into more detail concerning the 

many particularities and subtleties that are decisive when aiming to evaluate the potential of Arctic 

maritime routes, would be equally important. In this regard, several essential questions arise:  

1.Which kinds of shipping are relevant for northern routes? Will intra- and destination shipping 
remain the predominant shipping activity or will transit take over the leading role?  

2.What are relevant goods for northern maritime transport?  

3.What are the relevant import and export markets for these goods and what are their respective 
routes?  

4.What do the major, global trading routes currently look like? How will they develop in the years 

ahead and how do northern routes fit into the general maritime trade picture? 

From a less economic perspective, debates about the future of Arctic shipping also need to include 

the evaluation and acceptance of risks, including environmental and human risks, linked to 
navigation in Arctic areas. Important questions include: How safe is safe enough? What kind of risks 

can be accepted?  

To shed some light on these questions, the following maps illustrate the regional distribution of 

/ƘƛƴŀΩǎ ƛƳǇƻrts and exports. China is often highlighted as the driving force of potential Arctic 

ǎƘƛǇǇƛƴƎ ŘŜǾŜƭƻǇƳŜƴǘǎΦ IƻǿŜǾŜǊΣ ǘƘŜ ŀƴŀƭȅǎƛǎ ƻŦ Ǝƭƻōŀƭ ǘǊŀŘŜ ǇŀǘǘŜǊƴǎ ŜȄŜƳǇƭƛŦƛŜŘ ōȅ /ƘƛƴŀΩǎ ŎǳǊǊŜƴǘ 
imports and exports and its future outlook show a different picture. China conducts half of its trade 

ǿƛǘƘ ƛǘǎ ƴŜƛƎƘōƻǊǎ ƛƴ ǘƘŜ tŀŎƛŦƛŎ ǊŜƎƛƻƴΦ 9ǳǊƻǇŜΩǎ ǎƘŀǊŜ - which would be relevant for Arctic shipping - 

ƛǎ ǎǳōǎǘŀƴǘƛŀƭƭȅ ǎƳŀƭƭŜǊΦ [Ŝǎǎ ǘƘŀƴ нл҈ ƻŦ /ƘƛƴŀΩǎ ǘǊŀŘŜ ƛǎ ōƻǳƴŘ ŦƻǊ ƻǊ ƻǊƛƎƛƴŀǘŜǎ ƛƴ 9ǳǊƻǇŜΦ CǳǊǘƘŜǊΣ 

the majority of trade between China and Europe is of a containerized nature, which, most experts 
agree, will not be routed through the Arctic Ocean, due to the seasonality of Arctic transit routes, 

limited reliability and predictability, and the lack of infrastructure.  

In addition to these geo-economic considerations, national deliberations and interests have to be 

kept in mind. With regard to the NSR, it is essential to discuss the immediate relevance of this 

ǎŜŀǿŀȅ ŦƻǊ ǘƘŜ wǳǎǎƛŀƴ CŜŘŜǊŀǘƛƻƴΥ ²Ƙŀǘ ƛǎ wǳǎǎƛŀΩǎ ƛƴŎŜƴǘƛǾŜ to develop the NSR? Is it intended to 
be a national waterway or an internationally used sea route? Is it meant to transport regional goods, 

i.e. energy resources to Asian and/or European markets, or considered as a transiting route 

transporting goods from markets outside the Russian Federation navigating through Russian water? 
What is the strategic value of the NSR for Russia?  

Several on-going developments in regard to the administration of the NSR currently influence the 
deliberation of these questions, ǿƛǘƘ ǘƘŜ άƛŎŜōǊŜŀƪŜǊ ǇŀǊŀŘƻȄέ ŀǎ ǘƘŜ Ƴƻǎǘ ǇǊƻƳƛƴŜƴǘΦ ²ƛǘƘ ǘƘŜ 

recently implemented Rules of navigation on the water area of the NSR[7], icebreaker assistance is 

no longer compulsory for each voyage through NSR straits, but now it depends on the ice class of the 

vessel and the ice conditions in the area in which the vessel will be traveling. Icebreaker fees will 



depend on the capacity of the respective ship, its ice class, the distance of the escort and the time of 

navigation.  

However, while the legal framework is now established, a detailed mechanism for the calculation of 

the fees still needs to be developed. Until this mechanism is in place, shipping fees for using the NSR 

will continue to be determined by the old rules from 1990, meaning fee determination through 
individual negotiations. According to the rules, the Russian authorities only demand fees for 

icebreaker assistance (not only for breaking ice but also for search and rescue and other functions) 

and pilotage for using the NSR, which constitute the only revenue sources from the NSR. As these 
sources are not enough to maintain and develop the necessary infrastructure assets for safe 

navigation on the NSR, the Russian government has to provide significant subsidies.  

One begins to question the economic viability of the NSR for the Russian Federation. And also the 

question remains about who will bring about the vast investments needed to modernise, maintain, 

and (potentially) expand the existing icebreaker fleet. The potential lack of sufficient icebreaker 
capabilities in the NSR will likely lead to a delay in shipping traffic and has immediate negative effects 

on the development of the NSR as a transit route used for international navigation. For several 

maritime trading sectors, time savings are crucial for any economic feasibility considerations of 

transiting the NSR, especially in the case of seismic and liquefied natural gas (LNG) vessels, which 
have very high time-charter costs per day. Waiting times of a few days due to icebreaker delays may 

destroy any pre-calculated cost benefits in comparison to southern routes. Based on these 

considerations, it may be possible that an agreement between the Russian Federation and user 
ǎǘŀǘŜǎ ƻŦ ǘƘŜ b{w ƛƴŎǊŜŀǎƛƴƎ ǘƘŜ ƭŀǘǘŜǊΩǎ ŦƛƴŀƴŎƛŀƭ ŎƻƴǘǊƛōǳǘƛƻƴ ǘƻ ǘƘŜ ƳŀƛƴǘŜnance of the NSR is a 

reasonable option to improve and safeguard NSR usage. This is especially relevant if Russia is 

seriously interested in the NSR not only being a national waterway, but also a route for international 

transits.  

Conclusion  

Development in the Arctic is happening and shipping numbers are indeed increasing. But both 

scientific and public debates and reporting need to be directed into a more nuanced and 
ŘƛŦŦŜǊŜƴǘƛŀǘŜŘ ŘƛǎŎǳǎǎƛƻƴ ŀōƻǳǘ ǘƘŜ ǊŜƎƛƻƴΩǎ ƎŜƴŜǊŀƭ ŦǳǘǳǊŜ ŀƴŘ ǘƘŜ ǇƻǘŜƴǘƛŀƭ ƻŦ ǎƘƛǇǇƛƴƎ along 

northern routes. A realistic perspective suggests that currently the NSR is intended as a Russian sea 

route. International shipping and potential revenues derived from the NSR are generally welcome 
but most likely Arctic shipping will not change major global trading routes. Consequently, while it is 

ƻŦ ǊŜƎƛƻƴŀƭ ǊŜƭŜǾŀƴŎŜ ŀƴŘ ǇƻǘŜƴǘƛŀƭ ƛƳǇƻǊǘŀƴŎŜ ŀǎ ŀ ƴƛŎƘŜ ǊƻǳǘŜ ŦƻǊ ŀ ƴǳƳōŜǊ ƻŦ ƎƻƻŘǎΣ ǘƘŜ b{wΩǎ 

geopolitical and geo-economic relevance, especially in the sense of global trade patterns, is rather 

limited.  
¢Ƙƛǎ ŀǊǘƛŎƭŜ ƛǎ ǇŀǊǘ ƻŦ ŀ ƭŀǊƎŜǊ ǎǘǳŘȅ ǿƘƛŎƘ ǘŀƪŜǎ ŀ ƭƻƻƪ ŀǘ /ƘƛƴŀΩǎ ƎŜƻ-economic interests in Arctic 

shipping and the future of Arctic shipping generally. The study will be released by The Arctic Institute 

later this year. Source : The Arctic Institute 

  

Norwegian LNG to Japan via Arctic route  

Just few weeks after it rolled out 

from a Korean shipyard, the 

ά!w/¢L/ !¦whw!έ [bD ŎŀǊǊƛŜǊ ƛǎ 
on its Arctic maiden trip from the 

Norwegian terminal of Melkøya 

to Japan.  

The brand new 155,000 ton ship 

has left the port of Melkøya with 

the Japanese port of Futtsu as its 



end destination. The ship is the second ever LNG carrier sailing from the Statoil-operated Arctic 

terminal to Japan over the Northern Sea Route. 

As previousƭȅ ǊŜǇƻǊǘŜŘΣ ǘƘŜ άOb Riverέ ƛƴ hŎǘƻōŜǊ нлмн ǘƻƻƪ ǘƘŜ ǎŀƳŜ ǊƻǳǘŜ ŦǊƻƳ bƻǊǿŀȅ ǘƻ WŀǇŀƴΦ 

¢ƘŜ άARCTIC AURORA έ ƛǎ ǎŎƘŜŘǳƭŜŘ ǘƻ ŀǊǊƛǾŜ ƻƴ hŎǘƻōŜǊ мс ŀǘ ǘƘŜ !ǎƛŀƴ [bD ǘŜǊƳƛƴŀƭΣ .ƭƻƻƳōŜǊƎ 

reports. The LNG carrier is operated by Dynagas, the liquefied natural gas (LNG) shipping arm of the 
George Prokopiou shipping enterprises. The ship is the second of two ice-class membrane LNG 

tankers which was taken over by Dynagas from the Hyundai Heavy Industry (HHI) in late July this 

year, Lloyd´s Register informs. Source : Barents Observer  

{/C DǊƻǳǇΩǎ b{ ¸ŀƪǳǘƛŀ ŎƻƳǇƭŜǘŜǎ ƘŜǊ b{w ǾƻȅŀƎŜ  

hƴ hŎǘƻōŜǊ сΣ нлмоΣ {ƻǾŎƻƳŦƭƻǘΩǎ ŘǊȅ ŎŀǊƎƻ ŎŀǊǊƛŜǊ NS Yakutia completed her voyage along the 

bƻǊǘƘŜǊƴ {Ŝŀ wƻǳǘŜΦ Lǘ ǿŀǎ ǘƘŜ ǎƛȄǘƘ ǾƻȅŀƎŜ ƻŦ ǘƘŜ DǊƻǳǇΩǎ ǾŜǎǎŜƭǎ ǳƴŘŜǊ ǘƘŜ ǇǊƻƎǊŀƳƳŜ ƻƴ 

developing high-latitude routes from the Atlantic and Pacific Oceans, Sovcomflot press center says. 
NS Yakutia loaded with 67,000 tonnes of iron ore concentrate of Eurochem Trading is on her way 

from port Murmansk to port Lanshan (China). 2,294 miles from Cape Zhelaniya (Novaya Zemlya 

archipelago) in the Kara Sea to Cape Dezhnev in the Bering Strait were covered in 14 days. Average 
speed of NS Yakutia at NSR was 9 knots. So it saved over 18 days as compared with the conventional 

route via the Suez Canal, the statement says. NS Yakutia used the new deepwater route to the north 

from New Siberian Islands, named Tikhonov Route after the company founder. The icebreaking 
assistance was provided by nuclear icebreakers Yamal, Taimyr and Vaygach of FSUE Atomflot. 

Technical support of the voyage is provided by SCF technical manager - Novoship OJSC in conjunction 

with the experts of Sovcomflot headquaters and the state structures. The vessel is expected to arrive 

ƛƴ ǘƘŜ ǇƻǊǘ ƻŦ ŘŜǎǘƛƴŀǘƛƻƴ ƻƴ hŎǘƻōŜǊ мнΦ ±ŜǎǎŜƭΩǎ ǘŜŎƘƴƛŎŀƭ ŎƘaracteristics: built in 2013, deadweight 
ς 74.559 t, ice class ς 1B, length ς 225 m, width ς 32 m, draught ς мп ƳΦ {ƻǾŎƻƳŦƭƻǘ DǊƻǳǇ ƛǎ wǳǎǎƛŀΩǎ 

ƭŀǊƎŜǎǘ ǎƘƛǇǇƛƴƎ ŎƻƳǇŀƴȅ ŀƴŘ ƻƴŜ ƻŦ ǘƘŜ ǿƻǊƭŘΩǎ ƭŜŀŘƛƴƎ ǎƘƛǇǇƛƴƎ ŎƻƳǇŀƴƛŜǎ ǎǇŜŎƛŀƭƛȊƛƴƎ ƛƴ ǘƘŜ 

maritime hydrocarbons transportation and supporting continental shelf exploration and oil & gas 
production. The SCF fleet includes 156 vessels with a combined deadweight of around 12 million 

tonnes. One third of them have a high ice class. The Group specialises in hydrocarbon transportation 

from regions with challenging ice conditions. Sovcomflot supports large-scale offshore energy 

projects in Russia and the rest of the world, including: Sakhalin-I, Sakhalin-II, Varandey, 
Prirazlomnoye, Tangguh, Escobar, and Peregrino. The company is registered in Saint-Petersburg and 

has representative offices in Moscow, Novorossiysk, Murmansk, Vladivostok, London, Limassol, 

Madrid, Singapore and Dubai. 

  

            

  



The shipping forecast - ƛǘΩƭƭ ōŜ ŎƻƭŘŜǊ ōǳǘ ƳǳŎƘΣ ƳǳŎƘ ǉǳƛŎƪŜǊΥ bŜǿ !ǊŎtic shipping route saves up 

ǘƻ ǘǿƻ ǿŜŜƪǎΩ ǘǊŀǾŜƭ ōŜǘǿŜŜƴ !ǎƛŀ ŀƴŘ 9ǳǊƻǇŜ  

   

Its cargo was unremarkable: 

dismantled cranes to be used to hoist 

containers on to ships. But when the 
Yong Sheng sailed into Rotterdam 

this week, the boat and its crew were 

greeted with bouquets of roses, 

Chinese television crews, and the 
cheers of company officials who say 

they have made history. 

While sailing from Dalian, in China, to 

the Dutch port of Rotterdam is one of 

the most plied routes in the world, 
the Yong Sheng has become the first 

commercial Chinese container vessel to make the journey through the icy waters of the Arctic, rather 

than south via the Indian Ocean and the Suez Canal.  

As global warming leads to a decline in Arctic ice, shipping-company officials are rubbing their hands 

ŀǘ ǘƘŜ ǇǊƻǎǇŜŎǘ ƻŦ ŀ άDƻƭŘŜƴ ²ŀǘŜǊǿŀȅέ ǿƘƛŎƘ ŎƻǳƭŘ Ŏǳǘ ƧƻǳǊƴŜȅ ǘƛƳŜǎ ŀƴŘ ǊŜŘǳŎŜ ǘƘŜ Ŏƻǎǘ ƻŦ 
ǘǊŀƴǎǇƻǊǘƛƴƎ ƎƻƻŘǎ ŦǊƻƳ !ǎƛŀ ǘƻ 9ǳǊƻǇŜΦ άLǘ ǎŀǾŜǎ ōŜǘǿŜŜƴ мн ŀƴŘ мп Řŀȅǎ ƻŦ ǘǊŀƴǎƛǘΣέ ǎŀƛŘ wƻƴ {ŀƭƭŜǘΣ 

a manager in Rotterdam for the state-owned Cosco Group, which operates the Yong Sheng.  

Although there was much fanfare on Tuesday afternoon when the ship finally docked, she was not 

the first vessel to use that route: Russian authorities said that 46 permits were granted last year for 

ships to sail through its Arctic waters. What makes the Yong Sheng unique is that she was the first 
Chinese merchant vessel to make the journey, demonstrating its commercial potential for the 

ǿƻǊƭŘΩǎ ōƛƎƎŜǎǘ ŜȄǇƻǊǘŜǊΦ 

Via the Northern Sea Route (NSR), ships can make the 8,100-nautical-mile journey in about 35 days, 

instead of 48 through the southern route, saving fuel and therefore money. But there is at least one 

snag: right now, ships can make the journey for only about 10 weeks a year, during a window 
between July and November, when summer temperatures thaw the ice.  

And the Arctic Institute, an independent think-tank, said in an analysis on its website that ships still 
run the risk of getting stuck in ice, which would then incur delays and the cost of calling out a Russian 

ice-breaking vessel to free them. Although ship owners see the potential of the route, many believe it 

will be years before it will be commercially viable.  

ά[ŀǊƎŜ-ǎŎŀƭŜ ǘǊŀƴǎŀǊŎǘƛŎ ǎƘƛǇǇƛƴƎ ŀƴŘ ŀ ǎƘƛŦǘ ƛƴ Ǝƭƻōŀƭ ǘǊŀŘŜ ǇŀǘǘŜǊƴǎ ǘƻǿŀǊŘǎ ǘƘŜ !ǊŎǘƛŎΧ ŀǊŜ ŦŀǊ ŦǊƻƳ 

ōŜŎƻƳƛƴƎ ŀ ǊŜŀƭƛǘȅΣέ ǿǊƻǘŜ !ƴŘǊŜŀǎ wŀǎǇƻǘƴƛƪΣ ŀƴ ŀƴŀƭȅǎǘ ŀǘ ǘƘŜ ƛƴǎǘƛǘǳǘŜΦ ά¢ǊŀŦŦƛŎ ŀƭƻƴƎ ǘƘŜ b{w ǿƛƭƭ 
continue to be dominated by regional ς primarily Russian ς traffic and remain a seasonal and niche 

ǘǊŀŘŜ ǊƻǳǘŜΦέ  



But decades ago, such journeys were not possible at all. Now, as scientists blame climate change for 
heating up the oceans, the level of ice in the Arctic has reduced by about 25 per cent over the past 30 

ȅŜŀǊǎΦ wŜǎǳƭǘǎ ƻŦ ŀ ǎǘǳŘȅ ōȅ ǘƘŜ 9ǳǊƻǇŜŀƴ {ǇŀŎŜ !ƎŜƴŎȅΩǎ /Ǌȅƻ{ŀǘ Ƴƛǎǎƛƻƴ ǊŜƭŜŀǎŜŘ ǘƻŘŀȅ ŦƻǳƴŘ ǘƘŀǘ 

the volume of sea ice in the Arctic hit a new low this year, and some scientists predict that the Arctic 

could experience ice-free summers by 2030.  

               

¢Ƙƛǎ ƛǎ ǿƻǊǊȅƛƴƎ ŜƴǾƛǊƻƴƳŜƴǘŀƭƛǎǘǎΣ ǿƘƻ ŀǊŜ ŎŀƭƭƛƴƎ ŦƻǊ ƳƻǊŜ ǊŜǎŜŀǊŎƘ ƛƴǘƻ ǘƘŜ !ǊŎǘƛŎΩǎ ŘŜƭƛŎŀǘŜ 

ecosystems before 20,000-tonne vessels carrying heavy fuel oil start chugging through the pristine 
waters every summer. 

άLŦ ǿŜ ŀǊŜ ŎƻƴŎŜǊned about the potential for oil spills in this region and we know that we do not have 
sufficient resources to clean up a potential oil spill, then the best way to avoid that would be to only 

ƭŜǘ ǎƘƛǇǎ ǿƛǘƘ ŎƭŜŀƴ ŦǳŜƭ ǎŀƛƭ ǘƘǊƻǳƎƘ ǘƘƛǎ ǊŜƎƛƻƴΣέ ǎŀƛŘ bƛƴŀ WŜnsen, the head of WWF Norway. Source 

: the Independent 

High safety requirements for ships in the North-East Passage  

The Stena Polaris is one of the tankers in Stena Bulk's fleet with the necessary technology, equipment 

and crew competence for a safe voyage via the Arctic. This is the ninth time that one of Stena's ships 

will have sailed through the 
North-East Passage since 

2011. 

The Russian authorities 

responsible for administering 

the North East Passage have 
exacting requirements on 

technology and equipment. 

Additionally, only during a few 
months every year does the 

ice situation allow ships to 

pass through the North-East 

Passage. Even then, they are 
escorted, often in convoys, 

through the most difficult sections and the Stena Polaris has been assisted by the Russian nuclear-

powered icebreaker Taymyr with a crew of 110. Also, throughout the voyage there are so-called "ice 
advisors" on board Stena Polaris who are used to navigating in Arctic waters. 

The Stena Polaris has been built to ice class 1 A specifications in accordance with Det Norske Veritas 
(DNV), which means that it is well equipped to sail in ice-covered waters where broken ice can be up 

to 0.8 m thick. In addition to an ice-strengthened hull, her rudder and propellers are technically 



adapted for operation in icy waters and her main engines have been modified to deliver greater 

power. In order to raise competence on board still further, Stena has been collaborating for some 

years now with Russian Makarov State University in St. Petersburg, which specialises in navigation in 
icy waters. 25% of the officers on board Stena Bulk's tankers are Russian, and most of them were 

educated and trained at Makarov. Patrik Svahn, Manager Commercial Operations in Stena Bulk's 

office in Gothenburg, is now on board the Stena Polaris and blogs directly from the ship. "As always, 
Saturday is drill day and today was no exception. On the menu was a safety drill with helicopter 

launching, an abandon ship drill and again a fire drill but this time it was time for fire in the paint 

store. At 15:30 the alarm sounded and all crew and passengers went the to their respective muster 

station. We started off with the helicopter launch drill which today consisted of the 3rd Officer 
verbally going through the different scenarios where helicopter launching could be necessary such as 

during a medical emergency, so called helivac, and what to think of if this would come into reality. 

Past experiences were shared and those who had questions had the opportunity to ask them. Before 
we were finished with this drill the 3rd Officer advised that after the remaining drills we will all meet 

inside in the ships office where we will watch an educational movie about helicopter launching". 

Source: Stena Bulk 

  

Vitol Brings Asian Diesel to Europe via !ǊŎǘƛŎΩǎ bƻǊǘƘŜǊƴ {Ŝŀ wƻǳǘŜ 

By Ron Bousso 

LONDON, Oct 10 (Reuters) ς ¢ƘŜ ǿƻǊƭŘΩǎ 
top oil trader Vitol has brought tankers 

with Asian diesel to Europe via the Arctic 

Ocean, a journey rarely used for oil, in yet 

another evidence the route is wide open 
for commercial trade due to thawing sea 

ice. 

The Swiss-based trader booked two 

90,000-tonne ice-class tankers to ship 

gasoil and diesel from South Korea to the 
Rotterdam area, traders said. 

Propontis sailed out on August 20 and is 

currently in the North Sea, while Zaliv 

Amurskiy left South Korea on September 

12 and is now in Laptev Sea, according to 
Reuters AIS Live ship tracking. 

According to shipping data, Vitol booked 
the 30,000-tonne tanker to unload the 

product from the Propontis mid-sea outside the Rotterdam port, in what is known as ship-to-ship 

transfers. 

Vitol declined to comment on the shipments. 

Diesel, gasoil and jet fuel regularly flow from South Korea to Europe on the traditional route passing 

through the Suez Canal which lasts around 40 days. 

Traders have in recent weeks wanted to capitalize on the growing demand for diesel in Europe as a 

result of a drop in local production due to seasonal refinery maintenance. 

And while naphtha cargoes often move in the reverse direction from Russia to Asia, few tankers have 

been used on the west-bound route, traders said. 



The Arctic route through the Baring Strait could take as little as 22 days, according to traders, 

potentially saving hundreds of thousands of dollars. 

It nevertheless also entails higher costs and risks of delays due to ice. 

The route, opened for commercial trading only in recent years as a result of thawing sea ice, is open 

for no more than four months a year. 
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Advancing e -Navigation  
 

LahΩǎ vision of e-Navigation is advancing towards real action, but without coordinated effort 
involving the range of stakeholders that will be affected by its impact, the project will struggle to 
reach its potential, writes Capt R. G. Moore 

Folk sayings have a way of encapsulating basic truths. This is why for many among us the old saw 
"Can't see the forest because of the trees" applies to e-navigation. 

People get wrapped up in the minutia of its shipboard building blocks - AIS, ECDIS, etc. - and lose 
sight of what's being created, and with the SOLAS carriage requirements for those basic tools now in 
place there are some who consider implementation of enavigation essentially complete. 

While we may all be aware that e-ƴŀǾƛƎŀǘƛƻƴ ƛǎ άΦΦΦǘƘŜ ƘŀǊƳƻƴƛȊŜŘ ŎƻƭƭŜŎǘƛƻƴΣ ƛƴtegration, exchange, 
presentation and analysis of maritime information onboard and ashore by electronic means to 
enhance berth to berth navigation and related services, for safety and security at sea and protection 
ƻŦ ǘƘŜ ƳŀǊƛƴŜ ŜƴǾƛǊƻƴƳŜƴǘέΣ ǿƘŀǘϥǎ ōǳǊƛŜŘ in that statement is not necessarily apparent. 

To that end, examination of the Preliminary Gap Analysis submitted to NAV 57 by the E-Navigation 
Correspondence Group is particularly instructive [1]. 

That 47 page summary highlights the barriers - or Gaps - which must be addressed during e-
navigation's implementation and in the process conveys a real sense of the intended scope of e-
navigation. Unfortunately, the intended scope remains a mystery to a substantial portion of the 
World's maritime community. 

This is why, among the documents emerging from NAV 57, two sentences spoke directly to that 
ƛǎǎǳŜΥ ά!ǘ ǘƘŜ ƻǳǘǎŜǘ ǘƘŜ ƪƴƻǿƭŜŘƎŜ ƻŦ Ŝ-navigation as an international effort is low or absent among 
the practical users. Throughout the development the promotion of e-navigation has been difficult, as 
ƛǘ ǿŀǎ ƘŀǊŘ ǘƻ ŘŜƳƻƴǎǘǊŀǘŜ ǘƘŜ ǇǊŀŎǘƛŎŀƭ ŎƻƴǎŜǉǳŜƴŎŜǎ ǘƻ ǳǎŜǊǎ ŀƴŘ ǎǘŀƪŜƘƻƭŘŜǊǎέΦ 

When that lack of knowledge is combined with the goal that e-navigation is to be "User Driven" the 
resulting problem becomes self-evident. If the impetus for development is to be "pull" from the 
users, how will that happen if those users don't know what it's all about? 

This returns us to the issue of how to advance e-navigation. Unless e-navigation is explained, and 
explained in terms that persuade the users of its benefits, progress is going to be difficult and - 
beyond a certain point - impossible. 

The task appears daunting, particularly considering the various constituencies which must be 
convinced not just of what e-navigation will become but of its benefits. 

It is also well to remember that e-navigation will be a public-private partnership, requiring real 
commitment from governments, quasi-governmental bodies such as leading NGO's and the private 
sector. And e-navigation will be made up of many different "bits and pieces", each of which must be 
employed correctly if the final system is to be greater than the sum of its parts. 

Mr John Murray of the International Chamber of Shipping touched on this aspect when he discussed 
"competencies" at the January 2012 conference E-Navigation Underway 2012[2]. 
Marketing plan 



A prerequisite for e-navigation's success, or at least implementation at a reasonable rate, is an 
educational campaign that, in reality, amounts to a marketing plan. 

Development of that plan falls to the IMO. This is recognised by that organisation and is embodied, 
for example, in an output from NAV 54 in June 2008. 

!ƳƻƴƎ ǘƘŜ ŜƴǳƳŜǊŀǘŜŘ άDŜƴŜǊŀƭ tǊƛƴŎƛǇƭŜǎ ŦƻǊ ǘƘŜ 5ŜǾŜƭƻǇƳŜƴǘ ƻŦ 9-ƴŀǾƛƎŀǘƛƻƴέώоϐ ƛǎ ƻƴŜ ŜƴǘƛǘƭŜŘ 
ά/ƭŜŀǊ hǿƴŜǊǎƘƛǇ ŀƴŘ /ƻƴǘǊƻƭέΦ 

¢ƘŜ ŘŜǎŎǊƛǇǘƛǾŜ ǇŀǊŀƎǊŀǇƘ ŦƻǊ ǘƘŀǘ ǇǊƛƴŎƛǇƭŜ ƭŜŘ ƻŦŦ ǿƛǘƘ ǘƘŜ ǿƻǊŘǎ άwŜŀƭƛȊŀǘƛƻƴ ƻŦ ǘƘŜ Ŝ-navigation 
vision requires a clear, global commitment, articulated through a viable and coherent framework 
which sets out a migration plan to guide Governments and industry. E-navigation is a global concept 
ǘƘŀǘ ǿƛƭƭ ōŜ ƛƳǇƭŜƳŜƴǘŜŘ ŀƴŘ ƻǇŜǊŀǘŜŘ ŀǘ ƎƭƻōŀƭΣ ǊŜƎƛƻƴŀƭ ŀƴŘ ƭƻŎŀƭ ƭŜǾŜƭǎ ŀŎǊƻǎǎ ŀƭƭ ǳǎŜǊ ƎǊƻǳǇǎΦέ 

Lǘ ǿŜƴǘ ƻƴ ǘƻ ǎŀȅ ǘƘŀǘΣ ŀǘ ǘƘŜ Ǝƭƻōŀƭ ƭŜǾŜƭ άΦΦΦΦώǘƘŜϐ Lah ƛǎ ǘƘŜ ƻƴƭȅ ƻǊƎŀƴƛȊŀǘƛƻƴ ǘƘŀǘ ƛǎ ŎŀǇŀōƭŜ ƻŦ 
meeǘƛƴƎ ǘƘŜ ƻǾŜǊŀƭƭ ƎƻǾŜǊƴŀƴŎŜ ǊŜǉǳƛǊŜƳŜƴǘΦέ 

Having thus acknowledged its ownership and control the MSC made clear that the IMO is responsible 
ŦƻǊ άƭŜŀŘƛƴƎ ŀƴŘ ŎƻƻǊŘƛƴŀǘƛƴƎ ǘƘŜ ŜȄǘŜǊƴŀƭ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎ ŜŦŦƻǊǘ ƴŜŎŜǎǎŀǊȅ ǘƻ ǎǳǇǇƻǊǘ ǘƘŜ ŎŀǎŜ ŦƻǊ 
ŜƴŀǾƛƎŀǘƛƻƴέ ώпϐΦ 

The first step may well be to recognise that the term "e-navigation" and the single phrase that 
currently defines it do not speak clearly to the intent, scope and importance of the undertaking. 

This suggests that a more complete definition must be advanced, and since the current name "e-
navigation" may of itself suggest a narrow interpretation perhaps it's time to migrate to a more 
descriptive one. 

With an expanded definition as a base it should be possible to develop a "Marketing Plan" that 
includes identification of the various constituencies, their concerns, how e-navigation will impact 
them and the priority with which specific concerns should to be addressed. 

The Draft Strategy for the Development and Implementation of E-Navigation set forth in Annex 12 of 
NAV 54's Report to the Maritime Safety Committee could serve as the basis for development of the 
plan, and for general instruction outside the framework of the IMO and its participants the Plan 
should connect the dots in a way making clear the long term implications. 

In this case the "dots" are such things as the ISM code, Maritime Domain Awareness (MDA) and the 
various industry-government information exchanges so essential to the movement of marine 
transportation. 

"Success" for the plan will be achieved when e-navigation reaches that tipping point where - as was 
the case with the internet - user demands promote wider and wider applications. 
It is expected that the IMO will execute such a plan through the Member States and its consultative 
organisations. 
Necessarily complex, there are several points which should be considered in its development. 

Since e-navigation will only develop as a public-private partnership, governmental agencies must be 
convinced about the value of their participation. 

In fact, it is government that may pose a greater challenge than the private sector. There is already a 
governmental school of thought that considers that e-navigation will be "revenue-neutral', 
developed and implemented with expenditures offset by savings to be achieved. 

Lack of understanding thus raises enormous problems on several levels. A real danger is that some 
governments will view e-navigation as a substitute for their existing maritime safety infrastructure, 
using it as a reason to reduce, for example, its system of aids to navigation. 

While such choices may ultimately become available, any changes must be made carefully and in 
keeping with the pace of e-navigation's implementation. 

It must be recognised that upfront costs will accrue to National authorities incidental to 
implementing e-navigation, with savings coming some time in the future, and then perhaps only as 
"avoided costs". Unfortunately, avoided costs weigh little in the minds of those charged with the 
allocation of governmental funds. 



Public awareness 

The role of Member States in informing and educating their nationals about e-navigation is less clear, 
but certainly must be part of the overall effort. 

Perhaps the most effective means of doing so would be to ensure information about e-navigation, 
whether IMO documents or reports of test bed results, is readily available. 

One potential model is the actions taken by Norway, as illustrated by visiting one of that country's e-
navigation web sites[5]. 

The Marketing Plan must recognise that public tolerance of maritime incidents has diminished, as 
reflected by the trend to criminalise actions previously considered errors in judgment or functions of 
circumstance. 

The litany of incidents giving rise to this - TORREY CANYON, AMOCO CADIZ, EXXON VALDEZ, BRAER, 
ERIKA, PRESTIGE, etc. - goes on and on. 

The plan should reinforce the words that the IMO's Secretary-General used in his 2007 World 
Maritime Day speech: 

άL Řƻ ƴƻǘ ǿƛǎƘ ǘƻ ǎŜŜ ǘƘŜ ƳŀǊƛǘƛƳŜ ŎƻƳƳǳnity stand accused of failing in its duty towards the 
protection and preservation of this beautiful planet, which, it seems to me, we have neglected for 
ǘƻƻ ƭƻƴƎΦέ 

Promoting e-navigation as a significant step toward protecting the environment and encouraging 
nations to move away from punitive measures to the preventative ones inherent in e-navigation 
should be primary goals. 

This is made easier by the success of several e-navigation "Test Beds" that, among other things, 
address environmental concerns and marine resource management. 

Two of the most successful, HELCOM and EfficienSea, focus on the Baltic and its approaches, and 
provide many examples of what can be done. 

As a more general comment, the marketing plan should provide the means to report upon and 
publicise the results of the various e-navigation test beds. These provide examples of actual 
applications and demonstrate measurable benefits, and are thus critical tools for the advancement of 
e-navigation. 

Demonstrating benefits 

Considering the private sector, owners and operators of ships must find answers to the question of 
"What's in it for my company?" 

If the private maritime sector is to accept e-navigation as an important and necessary tool it must see 
the benefits couched not in terms of rhetoric but of demonstrable additions to their bottom line or 
as the solution to real problems. Several things make this a challenging sale. 

First, companies have only limited ability to affect operating costs but will find many e-navigation 
expenses come up front, before significant benefits can be realised. These start before many of the 
future benefits from e-navigation kick in, and are thus a negative element. 

Secondly, e-navigation may ultimately impact manning requirements in as yet unspecified ways. 

Take as an example the Maritime Services Portfolio (MSP) concept. Defined as something which 
άΦΦΦŘŜŦƛƴŜǎ ŀƴŘ ŘŜǎŎǊƛōŜǎ ǘƘŜ ǎŜǘ ƻŦ ƻǇŜǊŀǘƛƻƴŀƭ ŀƴŘ ǘŜŎƘƴƛŎŀƭ ǎŜǊǾƛŎŜǎ ŀƴŘ ǘƘŜƛǊ ƭŜǾŜƭ ƻŦ ǎŜǊǾƛŎŜ 
ǇǊƻǾƛŘŜŘ ōȅ ŀ ǎǘŀƪŜƘƻƭŘŜǊ ƛƴ ŀ ƎƛǾŜƴ ǎŜŀ ŀǊŜŀΣ ǿŀǘŜǊǿŀȅΣ ƻǊ ǇƻǊǘΣ ŀǎ ŀǇǇǊƻǇǊƛŀǘŜέώсϐ ǘƘŜ ƻǘƘŜǊ ǎƛŘŜ ƻŦ 
the coin requires a rigorous examination of the tasks which must be accomplished by Bridge 
Management Teams when operating within the various areas. 

That exercise concludes with a determination of the personnel, equipment and procedures needed 
when operating in those areas. 

An example of such practice was provided by Princess Cruise Lines in a presentation by Captain David 
Christie, Senior Vice President, Professional Marine Standards at eNavigation 2010, a conference held 
in Seattle on 17 November, 2010. 



Such realistic assessments could well lead to requirements for additional people, with offsetting 
benefits difficult to quantify in fiscal terms. The practice would however be an important step in risk 
reduction and have a positive effect upon personnel satisfaction, recruitment and retention. 

On the equipment front, those determining standards and designing equipment must be included 
among the marketing targets. 

When e-navigation is fully implemented it will represent a data-intensive system which unless 
appropriately designed will overwhelm those it is designed to serve, particularly those on the bridges 
of ships. 

Unless development takes into consideration the users, their capabilities, needs and limitations - in 
short, the human element - the results may incorporate every feature of which the technology is 
capable rather than what is actually needed. 

Examples of such overextension are legion; compare what's built into the word processing program 
Word to what the average user actually needs in his or her daily endeavours. 

This problem has generated discussion of a so-called "S-Mode", providing a means to configure 
bridge displays to a common standard. 

The marketing of e-navigation will not be simple but it is one of the keys to successful 
implementation and we need to get on with the job.           

DigitalShip  Sept 2012 
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28 /11/13  

1798, L'expédition d'Egypte partie 2 
La traversée 

Avant l'appareillage, Bonaparte a minutieusement organisé la vie quotidienne durant la traversée. A 

bord des navires, l'heure est réglée depuis le départ sur la pendule de l'observatoire de Marseille, qui 

servira de référence pendant toute la durée de l'expédition. Des signaux horaires sont prévus pour se 

recaler sur l'heure de l'Orient. Quatre montres Berthoud, les plus modernes et les plus exactes qui 
soient, doivent garder l'heure de Marseille et servir pour le calcul des longitudes. Plus tard, elles 

seront utilisées pour cartographier l'Egypte. 

Le réveil a lieu chaque matin vers 6 heures. A 7 heures, c'est le branle-bas de combat, et le début des 

exercices. Chacun doit rallier son poste et s'entraîner au tir du canon. Le rôle de chaque marin ou 

soldat est parfaitement réglé et connu pour l'armement et la manoeuvre des pièces de 36 ou de 24. 
L'installation des savants n'a pas été laissée au hasard. Ainsi les chimistes, tel Berthollet sur l'Orient, 

veillent-ils les poudres entreposées à la "sainte-barbe". Avec leur lunette, les astronomes surveillent 

l'horizon, les ingénieurs sont à la manoeuvre. 

http://e-nav.no/media.php?file=96
http://delivery.kundelink.dk/kunder/efficiensea/index.php
http://bit.ly/MRXOUg
http://www.kystverket.no/Documents/Konferanser/Nordisk%2520ekspertm%25C3%25B8te%25
http://e-nav.no/media.php?file=96


En fin de matinée, marins et soldats s'entraînent à la transmission des messages. Tout un réseau 

signalétique a été mis en place, avec des navires émetteurs, récepteurs et répétiteurs. Les ordres et 

les informations se transmettent par signaux flottants ou pavillons, signaux à bras, signaux sonores et 
lumineux pour la nuit. Les messages longs et confidentiels sont pris par les avisos à bord de l'Orient 

et portés sur le navire désigné. 

Parfois, pour plus de discrétion encore, les capitaines sont convoqués à bord du navire amiral pour 

recevoir des instructions orales. Ainsi, le commandant de la Junon est-il appelé quelques jours avant 

d'atteindre les côtes d'Afrique pour faire voile au plus vite vers Alexandrie. Il doit s'y informer de 
l'état de la ville et de ses défenses, de l'éventuel passage des Anglais et ramener le consul de France 

à bord de l'Orient. Ce sera chose facile, car les frégates ont une bonne marche, alors que l'ensemble 

du convoi se déplace au mieux à quatre noeuds, vitesse du navire le plus lent. Mais aucun traînard ne 

sera abandonné, non plus qu'aucun homme tombé à la mer. 

La marche du convoi est aussi ralentie par la rencontre avec des voiliers inconnus. Des frégates sont 
dépêchées pour reconnaître le moindre navire repéré à l'horizon et amener son capitaine à bord de 

l'Orient, où Bonaparte en personne va s'enquérir de sa route, de sa provenance, de sa destination et 

surtout lui demander s'il a croisé des Anglais. 

Plusieurs capitaines de pays neutres, ainsi interpellés, loueront plus tard la magnanimité de 
Bonaparte qui reçoit ses hôtes du moment avec beaucoup d'égards, les faisant raccompagner à leur 

bord après les avoir interrogés, en leur demandant simplement de ne jamais révéler ce qu'ils ont vu. 

L'interrogatoire des officiers des navires rencontrés était à l'époque la meilleure source 

d'information sur la présence des flottes ennemies. 

L'après-midi, les vaisseaux deviennent de véritables universités flottantes. Des livres ont été 
embarqués τ plus de cinq cents sur l'Orient τ et les passagers travaillent. Les interprètes 

enseignent les langues étrangères, en particulier l'arabe. Bonaparte se documente sur l'Egypte et les 

pays environnants, étudie les cartes du père Sicard et de d'Anville, lit la traduction du Coran et tous 

les ouvrages touchant à la civilisation, aux moeurs et aux lois de ces contrées. Il crée des petites 
académies maritimes où l'on discute de sujets divers. Les généraux s'intéressent aux connaissances 



des amiraux et réciproquement. La Marine et les armées de terre sympathisent, délaissant leur 

coutumière rivalité. 

Sur les différents navires, les savants participent activement à tous les travaux. Les astronomes 

observent le ciel, se passionnent pour la navigation et les problèmes d'heure. Les zoologistes 

demandent aux marins de leur pêcher des poissons afin de les observer, les disséquer et les dessiner. 
Les artistes, tel Vivant Denon, croquent tout ce qu'ils voient : la mer, le convoi, les îlots rencontrés, 

les îles longées, donnant pour la première fois de magnifiques représentations de la Corse, de 

Capraia, de l'île d'Elbe, de la Sardaigne, de la Sicile, de Malte, vues du large. 

Souvent, les orchestres embarqués sur les gros vaisseaux jouent des marches militaires ou des airs 

d'opéra. Le convoi se resserre alors pour les écouter. A la nuit, les chanteurs, comme Villoteau ou 
Rigel, engagés au Conservatoire de Paris, entonnent le Chant du départ ou le Chant des victoires, 

composés par Méhul pour l'expédition. Plus tard, chaque navire fait entendre ses flageolets, violons 

et tambours et ses plus belles voix.  

Des conteurs racontent des histoires 

merveilleuses dont les marins et les soldats sont 
les héros, qui délivrent des esclaves et les femmes 

des harems soumises au pouvoir et aux caprices 

des mamelouks... Chacun commence à nourrir son 

rêve d'Orient, qui influencera tout le XIXe siècle, 
aussi bien en peinture, en poésie qu'en 

littérature. Les Orientales de Victor Hugo ont pris 

leurs racines sur l'Orient de Bonaparte, entouré 
d'une génération de jeunes gens τ il n'a lui-même que 29 ans τ qui donnera le jour au Romantisme. 

Chateaubriand, alors en exil à Londres, regrettera toute sa vie de ne pas avoir été du voyage. Il y 

aurait côtoyé des figures extraordinaires comme Kléber, architecte de formation devenu général, ou 

Dumas, né d'une mère africaine et futur père d'Alexandre. 

Mais les soldats ne vivent pas seulement de gloire et de contes des "Mille et une nuits". Certains 
jouent aux cartes, aux dés et s'y ruinent. D'autres organisent des loteries où ils perdent leur argent et 

les quelques objets précieux qu'ils ont emportés. Le moral des troupes est bon et le beau temps 

épargne à la plupart les affres du mal de mer. Comme l'écrit Vivant Denon, "chacun apprécie de faire 

autant de kilomètres sans avoir à marcher". Habitués aux mers du Sud, les marins ne se plaignent pas 
de la forte chaleur de la mi-juin. En revanche, sous leurs effets de laine, les soldats de l'armée du 

Rhin commencent à en souffrir. 

Au début, la nourriture est correcte. On avait embarqué des animaux vivants, du lard, des légumes 

secs, des tonnes de bis cuit ainsi qu'un million de pintes de vin et 120 000 pintes d'eau-de-vie ! Mais 

Vivant Denon, qui vante à diverses reprises la bonne santé des hommes, écrit vers la fin du voyage : 
"Nos provisions s'achevaient, notre eau fétide ne pouvait plus être chauffée, les animaux utiles 

disparaissaient et ceux qui nous mangeaient centuplaient." 

L'escale de Malte 

Après avoir longé la côte orientale de la Sardaigne puis le Sud de la Sicile, le convoi se présente à 

l'aube du 9 juin devant l'archipel maltais. Partout, la vue de ces voiles innombrables inspire 

l'admiration ou sème l'épouvante. A Malte, Vivant Denon dit que ce fut "la stupeur". Ce jour-là, les 

Français connaîtront aussi un moment d'inquiétude, lorsqu'ils verront apparaître une quarantaine de 



voiles à l'horizon. Ils pensent aussitôt à la flotte anglaise, mais c'est le convoi de Desaix parti de Civita 

Vecchia qui, ayant fait route par le détroit de Messine, attend le gros de l'armada au large de Malte, 

passage obligé des navires. Bonaparte retrouve ainsi son ami Monge qui était allé récupérer au 
Vatican des imprimeries en langues copte et syriaque. Les escadres se saluent et l'on tire cinq cents 

coups de canon dans la liesse générale. 

Le soir même, Bonaparte envoie une délégation menée par le savant Dolomieu, ancien chevalier de 

l'ordre de Malte, pour négocier avec le prieur Hornpesch la possibilité pour la flotte de faire le plein 
d'eau. Dolomieu n'obtient l'autorisation d'entrer dans le port de La Valette que pour quatre navires à 

la fois, ce qui rend impossible un ravitaillement rapide. Considérant cette réponse comme une 

déclaration de guerre, Bonaparte décide de débarquer sur les trois îles de Gozzo, Comino et Malte ! 

Le 10 juin au petit jour, des soldats mettent pied à terre simultanément en sept points des îles, et 

marchent sur les forts qu'ils occupent rapidement. Le soir même, les Français ont investi tout le 
territoire. Le débarquement a été si rapide que les défenseurs n'ont tiré qu'un petit nombre de 

volées qui n'ont touché aucun navire. Bonaparte s'installe pour quelques jours dans le palais du 

grand maître de l'Ordre et fait libérer tous les prisonniers arabes et les galériens turcs. 

Tandis que les savants commencent leurs travaux, Bonaparte, pour disposer d'un petit trésor de 

guerre en Egypte, confisque dans les couvents tout l'or et l'argent ne servant pas directement au 
culte, une mesure qui choquera un grand nombre de Maltais. Par ailleurs, il fait saisir des canons, des 

fusils, 1 500 sacs de poudre et, pour transporter tout ce matériel, deux petits bricks et quatre galères 

pouvant marcher à la voile. 

Tous les bâtiments du convoi se ravitaillent en eau, les plus démunis en hommes d'équipage 

embarquent des Turcs libérés et des marins maltais, tous volontaires. Pour administrer et assurer la 
défense de l'île contre les Anglais, Bonaparte laisse à La Valette le général Vanbois et trois mille 

hommes. Le 18 juin, la flotte reçoit l'ordre d'appareiller. 

Une frégate, la Sensible, est dépêchée sur Toulon pour informer le Directoire de la prise de Malte. 

Alors que le convoi se reforme, un vaisseau et plusieurs frégates évitent de justesse un abordage 



grâce aux Turcs nouvellement embarqués qui se précipitent pour les écarter. Ces actes de courage 

impressionnent les Français et marqueront le début de l'enrôlement en nombre de soldats étrangers 

dans l'armée de Bonaparte. Le 19 juin, le convoi reformé est en mesure de reprendre sa route. Dès 
lors, chacun comprend qu'il fait cap sur Alexandrie. 

Débarquer à Alexandrie 

Désormais, le convoi est rôdé à la navigation en escadre. La vie reprend son rythme avec deux 
exercices par jour, matin 

et soir. Le vent est 

favorable, l'armada quitte 

le Sud de la Crète le 25 juin 
et met le cap sur l'Egypte. 

Deux jours plus tard, la 

Junon part rejoindre 
Alexandrie au plus vite, 

avec mission d'en ramener 

des informations et le 

consul de France dans la 
place. Le 29 juin, les vigies 

signalent la terre et 

bientôt la côte d'Afrique 
apparaît à tous. Les plages 

blanches et nues, longs 

rubans de sable jetés entre 

ciel et mer, l'absence 
totale de végétation, causent aux soldats "un saisissement indicible". Certains sont pris de terreur, 

mais il semble que très vite l'humour l'emporte et, en quelques heures, les hommes vont retrouver le 

sourire et le goût des plaisanteries. 

A son retour, la Junon rapporte que Nelson a quitté Alexandrie deux jours plus tôt. L'amiral anglais 

s'était lancé début juin à la poursuite de la flotte française, mais en raison de la route et de la lenteur 
de cette dernière, l'avait devancée ! Ne trouvant aucun bâtiment ennemi et à court d'informations, 

Nelson était reparti vers Chypre. Craignant son retour, Bonaparte précipite les opérations de 

débarquement. Le 1er juillet, malgré le mauvais temps de Nord-Est et le crépuscule naissant, l'ordre 
est donné aux navires de s'approcher du rivage dans l'anse du Marabout et de commencer la mise à 

terre des soldats avec les chaloupes. De l'une des petites galères saisies à Malte, Bonaparte dirige lui-

même la difficile 

progression des 
embarcations. 

Au milieu de la 

nuit, cinq mille 

soldats foulent 

déjà le sable. A 
l'aube, Bonaparte 

se lance vers 

Alexandrie, qui 
est prise dans la 

matinée. Les 

soldats 

embarqués sur 
les vaisseaux 



arrivent toujours par la plage, tandis que les navires marchands, qui calent moins, débarquent à tour 

de rôle leurs hommes et le matériel sur les quais du port. Une fois cette opération achevée, les 

bâtiments marchands chargeront des vivres achetés sur place et reprendront la mer vers leurs ports 
d'attache. Certains petits navires seront néanmoins réquisitionnés pour remonter le Nil jusqu'au 

Caire et au-delà. 

Au cours de sa ƳŀƴǆǳǾǊŜΣ ƭŜ tŀǘǊƛƻǘŜΣ ƭŀ Ǉƭǳǎ ƎǊƻǎǎŜ ǳƴƛǘŞ ŘŜ ƭŀ ŦƭƻǘǘŜ ƳŀǊŎƘŀƴŘŜΣ ƘŜǳǊǘŜ ǳƴ Ƙŀǳǘ-

fond et coule avec une bonne partie du matériel scientifique embarqué. A cause de ce naufrage 

traumatisant et du fait de l'incertitude des sondes, Brueys et Bonaparte renoncent à faire entrer les 
vaisseaux dans le port. Une décision qui, quelques semaines plus tard, sera l'une des causes de la 

bataille d'Aboukir, particulièrement meurtrière pour la flotte française (lire encadré ci-contre). 

Une réussite scientifique 

Les soldats, les marins et les savants de l'expédition vont accomplir en Egypte un travail considérable, 
à tel point qu'aujourd'hui, les opérations militaires s'estompent τ en France τ pour laisser la place 

aux seuls souvenirs des découvertes scientifiques. Le 22 août, soit moins de deux mois après le 

débarquement, Bonaparte crée l'Institut d'Egypte qui entreprend des recherches dans tous les 
domaines du savoir, aussi bien en mathématiques, physique, chimie, botanique, zoologie, médecine, 

astronomie, qu'en archéologie, musique, littérature arabe et ethnologie. 

C'est ainsi que sous la direction de Larrey et de Desgenettes, les médecins étdient les maladies 
locales comme la dysenterie, la peste, les ophtalmies et introduisent pour la première fois des 

statistiques de mortalité. De leur côté, les ingénieurs et les géomètres réalisent des opérations de 

nivellement pour étudier la possibilité d'un canal reliant la mer Rouge à la Méditerranée. 

L'archéologie devient pour beaucoup de membres de l'expédition, même chez les soldats, une 

véritable passion. Les "savants" font des relevés des obélisques, des pyramides, des hiéroglyphes, 

des sculptures, des peintures, des momies. En juillet 1799, l'officier Bouchard découvre au cours de 
travaux de fortifications la fameuse "pierre de Rosette" qui permettra à Champollion de percer le 

mystère des hiéroglyphes. 

Au retour de l'expédition, la commission des arts et sciences publiera la fameuse Description de 

l'Egypte, en vingt-trois volumes, dont dix de planches, la plus belle encyclopédie jamais réalisée. En 

France et en Europe, le style "retour d'Egypte" va tout envahir : l'architecture, le mobilier urbain, la 
décoration. L'égyptomanie bat son plein, la mode orientaliste investit les arts. Quelques années plus 

tard, les saint-simoniens partiront en Egypte pour réaliser leur rêve et l'obélisque de Louxor sera 

transporté jusqu'à Paris à bord du Louxor, un navire construit spécialement, avec l'arrière 
démontable. Enfin, le fabuleux projet du canal de Suez se concrétisera sous le Second Empire... 

La bataille d'Aboukir 

Une semaine après leur arrivée, tous les navires de l'expédition ont achevé les opérations de 

débarquement. Brueys et Bonaparte avaient étudié plusieurs possibilités concernant les treize 
vaisseaux et les frégates : les renvoyer à Toulon ou à Malte, les placer en attente dans les parages de 

Corfou, ou encore près d'Alexandrie pour, en cas d'échec des opérations terrestres, pouvoir procéder 

à un réembarquement en urgence. Compte tenu du faible nombre de marins disponibles τ d'autant 
qu'une partie d'entre eux assuraient l'armement des forts et des redoutes en prévision d'une 

éventuelle attaque anglaise ou turque τ et des difficultés rencontrées pour l'avitaillement 

nécessaire à un retour, c'est la troisième solution qui sera retenue. 

L'idéal serait d'abriter la flotte dans le port, bien défendu. Mais au cours de sa manoeuvre d'entrée, 

le Patriote, calant environ 5 mètres, sombre sur un haut-fond. Un relevé de sondes met en évidence 
de nombreux obstacles dans les passes d'accès au port, qui s'avèrent dangereuses pour des vaisseaux 

ayant au moins 6 mètres de tirant d'eau, même lèges. 

 

 



 

 

Etant parti à la conquête du Caire, Bonparte laisse à l'amiral Brueys le soin de résoudre ce problème. 

Celui-ci prend alors la décision qui lui semble la plus sage : faire mouiller dans la rade d'Aboukir les 
navires en ligne, suivant les dispositions habituelles des combats d'escadre. Ainsi peut-il espérer l'abri 

d'un petit fort et s'estimer suffisamment à terre pour que des vaisseaux ennemis ne puissent 

s'infiltrer entre le rivage et sa flotte. Cette solution a l'avantage de garder les navires proches de 
l'armée, de permettre des liens avec la terre et de résoudre les problèmes de ravitaillement au 

quotidien. Mais elle présente le risque d'une foǊǘŜ ŎƻƴŎŜƴǘǊŀǘƛƻƴΣ ǎŀƴǎ ǇƻǎǎƛōƛƭƛǘŞ ŘŜ ƳŀƴǆǳǾǊŜ 

rapide de l'ensemble des bâtiments. 

La flotte anglaise offre des caractéristiques totalement différentes. Nelson a quitté Alexandrie le 28 

juin, deux jours avant l'arrivée des Français. Il a fait voile vers Chypre, puis vers la Crète. Ensuite, 

entre le 20 et le 25 juillet, il s'est ravitaillé à Syracuse, où il apprend le débarquement français. 

Au soir du 1er août 1798, au coeur de Ia bataille d'Aboukir, Ie vaisseau amiral Orient est Ia proie des 
flammes et finit par exploser. Ce magnifique tabIeau de George ArnaId (1763-1841) intituIé The 

battle of the Nile, est conservé au Musée de Greenwich. L'épave de I'Orient et celles de deux frégates 

ayant sombré au cours de cette bataille viennent d'être découvertes cette année (1998), reposant 



par douze mètres de fond, grâce à une équipe franco-égyptienne dirigée par l'archéologue Franck 

Goddio. 

Humilié d'avoir parcouru toute la Méditerranée avec quatorze vaisseaux de premier rang sans avoir 

intercepté l'immense convoi de Bonaparte, Nelson découvre la flotte française au mouillage dans 

l'après-midi du 1er août. Averti de la présence des voiles ennemies, Brueys rassemble ses adjoints, 
les contre-amiraux Blanquet du Chayla, Perrée, Ganteaume, Villeneuve et Decrès, tous d'acord pour 

combattre au mouillage parce qu'ils craignent de n'avoir pas assez d'hommes pour assurer à la fois 

les manoeuvres et le service d'artillerie. Pensant que Nelson n'attaquera que le lendemain, car il 
n'est pas habituel de combattre la nuit τ surtout quand les fonds sont malsains et la navigation 

difficile τ, ils envoient des messagers à terre pour que les marins rallient leur bord. 

Mais Nelson va débuter les hostilités immédiatement. Vers six heures du soir, alors que le soleil 

décline, il place son escadre sur une double file, l'une devant contourner l'îlot d'Aboukir et s'avancer 

entre la côte et la ligne française, l'autre devant attaquer les navires du côté du large. Le premier 
navire aglais, le Culloden, qui tente de s'infiltrer entre le rivage et le Guerrier, s'échoue sur un haut-

fond et devient inopérant. Mais les suivants passent et rapidement les premiers vaisseaux français 

sont pris entre deux feux, leurs équipages étant trop peu nombreux pour riposter des deux bords. 

Les combats se poursuivent toute la nuit. Touché par un boulet, Brueys meurt à bord de l'Orient. 

Vers 23 heures, le feu atteint la réserve de poudre de ce navire, qui explose. Peu avant la 
déflagration, son commandant, Luce de Casabianca venait de mourir dans les bras de son jeune fils. 

Le 2 août, alors que le combat continue, le Guillaume Tell, le Généreux et trois frégates réussissent à 

gagner la haute mer, mais tous les autres navires sont détruits ou saisis. 

Les Français perdent ainsi onze vaisseaux et près de deux mille marins. De son côté, la flotte anglaise 
a beaucoup souffert et part entreprendre des réparations à Chypre. Les liaisons maritimes entre la 

France et l'Egypte deviennent difficiles. Néanmoins, l'année suivante, Bonaparte va rejeter à la mer 

un débarquement anglo-turc dans cette même baie d'Aboukir. Et le 23 août 1799, il appareillera pour 
la Corse et la Provence à bord de la frégate Muiron. J-M. H. 
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Drifting cruise ship moves closer to oil platform  

An empty Russian cruise ship was drifting toward the open sea off Newfoundland as questions 

mounted about its safety and why a tugboat was allowed to haul it out of the St. John's harbour in 

the middle of winter.  

The Lyubov Orlova, a 237-passenger vessel about 100 metres in length, has been adrift since its tow 

line snapped in rough weather last week as it was pulled to the Dominican Republic for scrap.  

Transport Canada says it ordered the tugboat Charlene Hunt back to St. John's over safety concerns 

and was inspecting it.  

Department spokesman Steve Bone said Transport Canada, the coast guard, the Natural Resources 

Department and the Canada-Newfoundland and Labrador Offshore Petroleum Board were working 

together on the Lyubov Orlova. In an email, he said operators of offshore oil rigs in the area have 

implemented contingency plans to deal with potential collisions from floating objects, such as 



icebergs and vessels that have lost power. He did not elaborate on what actions those contingency 

plans include. 

Bone said the Lyubov Orlova was about 270 kilometres southeast of St. John's on Tuesday night. 

About 40 km from Hibernia platform  

A source said Tuesday evening that the ship had drifted about 40 kilometres from the Hibernia 

offshore oil platform, which is about 315 kilometres southeast of St. John's, and a supply boat was 

headed to the Lyubov Orlova to keep watch.  

ExxonMobil Canada could not be reached for comment on the Hibernia platform. Bone also played 

down the environmental risk posed by the drifting ship, saying the coast guard "advises that there is 

virtually no risk of pollution from the Lyubov Orlova." The owner of a vessel "is always responsible 

for its movements," he added.  

The ill-fated Lyubov Orlova was named for the beloved Russian actress best known for the 1934 

comedy "Jolly Fellows." It was a popular Arctic cruise ship before Canadian authorities seized it in St. 

John's in September 2010 as part of a lawsuit by Cruise North Expeditions against its Russian owners. 

The company was trying to recoup cash for the cost of a trip it cancelled due to technical problems.  

The ship's mostly Russian crew, who hadn't been paid for months, was stranded in St. John's for six 

weeks as local residents offered everything from food to cigarettes to Internet access. The Russian 

government eventually helped fly most of the workers home.  

The increasingly derelict, listing ship sat in the harbour for more than two years. She was bought last 

year by Iranian scrap merchant Hussein Humayuni for $275,000 in a Federal Court process in 

Montreal.  

The St. John's Port Authority confirmed that Humayuni hired the Charlene Hunt to tow his ship to a 

scrapyard in the Dominican Republic. He was in the capital of Santo Domingo on Tuesday and could 

not be reached. 

The long journey started last Wednesday but halted the next day when the tug cable snapped. 

Efforts to reattach it failed, and Transport Canada ordered the Charlene Hunt back to St. John's on 

Sunday. It isn't clear if it will return to try again. Mac Mackay, a longtime ship watcher and marine 

blogger in Halifax, questions why the Charlene Hunt was tasked with pulling the Lyubov Orlova τ 

especially in January's turbulent seas. Mackay cites another major incident 17 months ago in the 

waters off Nova Scotia. The MV Miner ran aground on Scaterie Island off Cape Breton on Sept. 20, 

2011, while being towed to a scrapyard in Turkey. Federal and provincial officials have since pointed 

fingers at each other over who should pay for the cleanup.  

"If the Lyubov Orlova does pile up on the shore, it'll be interesting to know whose responsibility it is 

to clean it up," Mackay said. "If it sinks in the ocean ... there's bound to be some pollution. "It really is 

a drifting accident waiting to happen." Jacqueline Savitz is deputy vice-president of U.S. campaigns 

for Oceana, billed as the largest international group focused solely on ocean conservation. She called 

for quick action by Canada if the ship's owner won't step up.  

Besides the risk of collision if the vessel drifts into shipping lanes, there's significant environmental 

risk if it sinks, she said. "This ship probably still contains lots of toxic chemicals, electronics, oil 

probably. Those are all things we want to keep out of the ocean." Source : CBC 



Irish lambast Canada for letting óbiohazardô derelict 

cruise ship MV Lyubov Orlova bob toward Emerald 
Isle  

The chief of the Irish Coast Guard is expressing frustration with Canadian authorities for their 

February decision to send a derelict, rat-ƛƴŦŜǎǘŜŘ άōƛƻƘŀȊŀǊŘέ ōƻōōƛƴƎ ǘƻǿŀǊŘ ǘƘŜ 9ƳŜǊŀƭŘ LǎƭŜΦ άLǘ 

was over 10 days from when it went missing to when we were ǘƻƭŘ ŀōƻǳǘ ƛǘΣέ LǊƛǎƘ /ƻŀǎǘ DǳŀǊŘ 

ŘƛǊŜŎǘƻǊ /ƘǊƛǎ wŜȅƴƻƭŘǎ ǘƻƭŘ ǘƘŜ LǊƛǎƘ LƴŘŜǇŜƴŘŜƴǘ ǘƘƛǎ ǿŜŜƪΦ ά²Ŝ ǿƻǳƭŘ ƘŀǾŜ ōŜŜƴ ƳǳŎƘ ƘŀǇǇƛŜǊ ƛŦ 

ǘƘŜȅ ǘƻƭŘ ǳǎ ƳǳŎƘ ŜŀǊƭƛŜǊΦέ ά²Ŝ ŎƻǳƭŘ ƘŀǾŜ ǎŀƴƪ ƛǘ ƻǊ ǘƻǿŜŘ ƛǘ ƛƴ ŦƻǊ ǎŀƭǾŀƎŜΦέ ¢ƘŜ ōƛƻƘŀȊŀǊŘ ƛƴ 

question is the , a former Arctic cruise ship that broke free from its tow line eight months ago while 

ōŜƛƴƎ ǇǳƭƭŜŘ ƻǳǘ ƻŦ {ǘΦ WƻƘƴΩǎ ƘŀǊōƻǳǊ ƛƴ bŜǿŦƻǳƴŘƭŀƴŘΦ Lǘ ǿŀǎ ŘŜǎǘƛƴŜŘ ŦƻǊ ŀ ǎŎǊŀǇȅŀǊŘ ƛƴ ǘƘŜ 

Dominican Republic. Although briefly corralled, the Orlova was cut loose into international waters as 

soon as it was clear of Canadian offshore oil platforms. 

¢ǊŀƴǎǇƻǊǘ /ŀƴŀŘŀ ǘƘŜƴ ŀƴƴƻǳƴŎŜŘ ƛǘ ƘŀŘ άŘŜŎƛŘŜŘ ƴƻǘ ǘƻ ǇǳǊǎǳŜ ǘƘŜ ŘǊƛŦǘƛƴƎ ǾŜǎǎŜƭΣέ ŘǳŜ ǘƻ ǎŀŦŜǘȅ 

concerns.  

.ŜǎƛŘŜǎΣ άƎƛǾŜƴ ŎǳǊǊŜƴǘ ǇŀǘǘŜǊƴǎ ŀƴŘ ǇǊŜŘƻƳƛƴŀƴǘ ǿƛƴŘǎΣέ ǘƘŜ ŀƎŜƴŎȅ ǎŀƛŘΣ άƛǘ ƛǎ ǾŜǊȅ ǳƴƭƛƪŜƭȅ ǘƘŀǘ 

the vessel will re-ŜƴǘŜǊ ǿŀǘŜǊǎ ǳƴŘŜǊ /ŀƴŀŘƛŀƴ ƧǳǊƛǎŘƛŎǘƛƻƴΦέ LƴǎǘŜŀŘ ǘƘŜ ¸ǳƎƻǎƭŀǾƛŀ-built cruise ship 

became a logistical nightmare for Irish maritime authorities.  

In a February statement to the National Post, the Irish Department of Transport detailed the 

unprecedented regime of computer modelling and satellite data they quickly marshalled to figure out 

if, and when the rusty hulk would come smashing into Galway harbour. s of Wednesday, however, 

the MV Lyubov Orlova is still miǎǎƛƴƎΦ ά²Ŝ ŎŀƴΩǘ ōŜ ŎŜǊǘŀƛƴ ƛǘΩǎ ǎǳƴƪΣ ōǳǘ ǿŜ ŎŀƴΩǘ ōŜ ŎŜǊǘŀƛƴ ƛǘΩǎ ƴƻǘ 

ǎǳƴƪΣέ aǊΦ wŜȅƴƻƭŘǎ ǘƻƭŘ ǘƘŜ ../Φ 

As the liner was enroute to a scrapyard, the Lyubov Orlova had no transponders on board. Speaking 

ǘƻ ǘƘŜ ../ ƻƴ aƻƴŘŀȅΣ aǊΦ wŜȅƴƻƭŘǎ ŎŀƭƭŜŘ ƛǘ άŜǎǎŜƴǘƛŀƭƭȅΣ пΣллл ǘƻƴƴŜǎ ƻŦ ƳŜǘŀƭΦέ  

That, and untold swarms of rats. Before its ill-advised tow into the North Atlantic, the Lyubov Orlova 

ǎǇŜƴǘ ǘǿƻ ȅŜŀǊǎ ǘƛŜŘ ǳǇ ƛƴ {ǘΦ WƻƘƴΩǎ ƘŀǊōƻǳǊΣ ǾƛǊǘǳŀƭƭȅ ƎǳŀǊŀƴǘŜŜƛƴƎ ƛǘǎ ǎǘŀǘǳǎ ŀǎ ŀ ŦƭƻŀǘƛƴƎ Ǌŀǘ ŎƻƭƻƴȅΦ  

Or, as Mr. ReȅƴƻƭŘǎ ŎŀƭƭŜŘ ƛǘΣ ŀ άōƛƻƘŀȊŀǊŘΦέ 

ά²Ŝ ŘƻƴΩǘ ǿŀƴǘ Ǌŀǘǎ ŦǊƻƳ ŦƻǊŜƛƎƴ ǎƘƛǇǎ ŎƻƳƛƴƎ ƻƴǘƻ LǊƛǎƘ ǎƻƛƭΦ LŦ ƛǘ ŎŀƳŜ ŀƴŘ ōǊƻƪŜ ǳǇ ƻƴ ǎƘƻǊŜΣ LΩƳ 

ǎǳǊŜ ƭƻŎŀƭ ǇŜƻǇƭŜ ǿƻǳƭŘƴΩǘ ōŜ ǾŜǊȅ ƘŀǇǇȅ ŀōƻǳǘ ƛǘΣέ aǊΦ wŜȅƴƻƭŘǎ ǘƻƭŘ ǘƘŜ LǊƛǎƘ LƴŘŜǇŜƴŘŜƴǘΦ ! ƳǳŎƘ 

greater danger than Newfoundland rats, however, is the prospect of the Lyubov Orlova looming out 

of the fog and obliterating an Irish freighter or fishing vessel.  

άCƻǊ ǳǎΣ ǘƘŜ ōƛƎ ŘŀƴƎŜǊ ƛǎ ǎƻƳŜǘƘƛƴƎ ƘƛǘǘƛƴƎ ƛǘΣέ aǊΦ wŜȅƴƻƭŘǎǘƻƭŘ ǘƘŜ ../Φ άLǘ Ŏŀƴ ōǳƳǇ ƛƴǘƻ 

something, or more lƛƪŜƭȅΣ ǎƻƳŜǘƘƛƴƎ Ŏŀƴ ōǳƳǇ ƛƴǘƻ ƛǘ ƛƴ ǘƘŜ ƳƛŘŘƭŜ ƻŦ ǘƘŜ ƴƛƎƘǘ ƛƴ ǘƘŜ !ǘƭŀƴǘƛŎΦέ  

Built in communist Yugoslavia in the 1970s, the MV Lyubov Orlova was serving as a luxury Arctic 

ŎǊǳƛǎŜ ǎƘƛǇ ǿƘŜƴΣ ƛƴ нлмлΣ /ŀƴŀŘƛŀƴ ŀǳǘƘƻǊƛǘƛŜǎ ǎŜƛȊŜŘ ǘƘŜ ǎƘƛǇ ŘǳǊƛƴƎ ŀ ǎǘƻǇƻǾŜǊ ƛƴ {ǘΦ WƻƘƴΩǎ ŀǎ ǇŀǊǘ 

ƻŦ ŀ ƭŀǿǎǳƛǘ ƭŜŘ ōȅ /ǊǳƛǎŜ bƻǊǘƘ 9ȄǇŜŘƛǘƛƻƴǎ ŀƎŀƛƴǎǘ ǘƘŜ ǾŜǎǎŜƭΩǎ wǳǎǎƛŀƴ ƻǿƴŜǊǎΦ  

There it stayed for two years before a scrap merchant picked up the ship for $275,000, hooked it up 

to an underpowered tug and set it on a course for the Dominican Republic. To the surprise of few 

veteran Newfoundland mariners, the tow line snapped after only 24 hours. Last month, NDP 



transporǘ ŎǊƛǘƛŎ hƭƛǾƛŀ /Ƙƻǿ ǎŀƛŘ ǘƘŜ ǊƻƎǳŜ ǎƘƛǇ ƘŀŘ ōŜŜƴ Ŏǳǘ ƭƻƻǎŜ ōȅ ǘƘŜ άōŜƴƛƎƴ ƴŜƎƭŜŎǘέ ƻŦ 

Canadian authorities.  

ά¢ǊŀƴǎǇƻǊǘ /ŀƴŀŘŀ ǎƘƻǳƭŘ ƴŜǾŜǊ ƘŀǾŜ ŀƭƭƻǿŜŘ ƛǘ ǘƻ ōŜ ǘƻǿŜŘ ƻǳǘ ƻŦ ǇƻǊǘ ƛƴ ǘƘŜ ŘŜŀŘ ƻŦ ǿƛƴǘŜǊΣέ ǎƘŜ 

ǘƻƭŘ bŜǿŦƻǳƴŘƭŀƴŘΩǎ ¢ƘŜ ¢ŜƭŜƎǊŀƳΦ ά9ǾŜƴ ŦƻǊ ŀ Ŏity-slicker like me, I can tell you that in winter in the 

aŀǊƛǘƛƳŜǎΣ ǘƘŀǘΩǎ ǘƘŜ ǿƻǊǎǘ ǘƛƳŜ ŦƻǊ ŀ ǎƘƛǇ ǘƻ ōŜ ǘƻǿŜŘΣέ ǎƘŜ ŀŘŘŜŘΣ ǳƴǿƛǘǘƛƴƎƭȅ ǇǊƻǾƛƴƎ ƘŜǊ Ŏƛǘȅ-

slicker status by confusing Newfoundland with the Maritimes. Source: National Post 
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John Lillie* considers what marine 

surveyors should do to protect 
themselves against the mega-lawsuit. 

In a leader to my company newsletter I 
wrote this It is sad to report that a law 

suit launched by a giant insurance 

company against one of the largest 
international survey companies, the 

successor to perhaps the oldest such 

company, has led to the survey 

company entering administration. It 
seems that when an accident 

happened and an underwriter was 

forced to pay a large claim, the 
underwriter decided to attack his 

surveyor. The lawsuit, for many 

thousand times the size of the survey 

fee, was not against the person who 
caused the damage with a welding 

torch, but against a surveyor who was 

perceived to have deep PII (Profes-
sional Indemnity Insurance) cover. The 

outcome was to seek the protection of 

administration and what amounts to a 

forced sale.' 

Since the Newsletter went out, I have 
been contacted by a number of survey 

companies who are also being sued by 

various parties, most of which are 

fortunately minor suits and should be 
defensible. So what can marine 

surveyors do to protect themselves 

from the mega-suit? 
Firstly, we need to review a bit of 

background. Warranty surveyors are 

appointed to approve various aspects 

of a maritime venture to make sure 
that the specific provisions of an 



insurance policy have been complied with and, while they are often paid by the assured, their 

appointment must be agreed by the insurer. The surveyor's recommendations must be complied 

with if the policy is to attach and underwriters rely on their expertise when considering placing the 
business. Of course an underwriter's reliance does not stop them finding the cheapest surveyor 

available, often without knowing anything about his experience! And despite providing this essential 

service, getting paid at all is one of the surveyor's problems τ especially if they do not finally give 
their approval to the project. 

In the cargo insurance field, especially if a loss occurs during a voyage or a towage, cargo insurers τ 
who usually have only a short term interest τsometimes take the view that the surveyor must have 

done something wrong and can therefore be sued for negligence. Many of you reading this will 

probably say: `Quite right too!' And if the surveyor was clearly negligent you would be correct; but 

things are seldom black and white and as values of vessels, cargoes and shipyard risk projects spiral, 
this vulnerability to the mega-suit becomes untenable. 

MUSICAL CHAIRS 

Many times the surveyor's voyage recommendations are ignored or at best circumvented by the 
assured giving underwriters an escape clause if something goes wrong; but it can be more expedient 

for underwriters to pay the claim and then pursue the surveyor than it is to fight the claim directly. 

Sometimes there are hold-harmless or co-insurance arrangements between the parties, which the 
surveyor knows nothing about, and it leaves him as the one without a chair when the music stops. 

Sometimes too, it is the reinsurance underwriter, with whom the surveyor has no contact 

whatsoever, who pursues a claim, as in the case cited above. 

When the size of the claim or suit is manageable and proportionate, then perhaps a suit can be 

defended, but when a fee of few thousand dollars attracts a multi-million dollar claim then there is 

clearly something wrong with the system, and no amount of PII will be sufficient. In these 
circumstances the question of immunity, à la tugs and pilots, should be considered. 

Almost any warranty survey can involve high values: high value machinery; high value vessels under 

tow; very large business interruption attached to the transport of equipment for a project and very 

large shipyard projects; but if the underwriter trusts the surveyor not to be grossly negligent, then he 

should consider backing his judgement with a hold-harmless agreement. There should certainly be 
no recourse for a re-insurer to pursue a service provider and this should be spelt out by surveyors in 

their terms and conditions. 

HOLD-HARMLESS 

So what can surveyors do to protect themselves? Firstly of course, the surveyor must be diligent and 

do the best job he can. Actual negligence deserves censure, but taking into account that everyone 

makes mistakes. Secondly, surveyors must make sure that there is insurance in place for the project 

or he may find the venture relying on his PII if something goes wrong! Thirdly, surveyors must try to 
get the contracting parties, underwriters and assureds, to agree to a `request for survey' form which 

should clearly set out why the surveyor is attending and 

under what terms and conditions. 

The purpose of the warranty survey is to enable the assured 

to obtain coverage by complying with the surveyor's 
recommendations; if something then goes wrong and the 

insurance pays, then the surveyor has clearly discharged his 

duty. What possible claim can an insurer have in those 
circumstances? If the assured paid for the survey (as they 

often do) and the assured obtained insurance, there can 

surely be no action against the surveyor. 



The recent case cited at the start of this article happened when a re-insurer tried to recover his loss 

by suing the survey company and if this goes on surveyors become very vulnerable: they cannot 

possibly pay for sufficient PII and they can seldom afford to pay for their defence. To make matters 
worse, until the suit arrives surveyors have no idea who these predators might be. 

I have discussed this matter with a solicitor who thinks that some form of hold-harmless could be 
achieved for surveyors within their terms and conditions, provided they have all parties to the 

venture sign up to it. But is that practical? Someone should certainly try. 

Lastly, surveyors should never be tempted to exceed their role or their field of expertise: never 

design anything, always review the work of others; never `take over' the job of the superintendent 

no matter how inept he may appear; never leave anyone in any doubt what your recommendations 
are; never approve anything unless you are absolutely sure that the maritime risks are understood, 

managed and would fall within an underwriter's expected comfort zone; and never, never, never, be 

rushed into starting an assignment without all your paperwork in place!         

SIM 

*John Lillie  is a marine surveyor with more than 30-years' experience. From 2001 to 2007 he was the 

Managing Director of The Salvage Association and has been instrumental in the development of 

Marine Risk Assessment. His company JSL Marine Associates Limited offers a wide ran and general 
consultancy to the marine markets. 

 

 

Inséré le 03/11/13  BOEKEN LIVRES  Enlevé le 03/12/13 
5Ŝ ƭŀŀǘǎǘŜ ǘǊŀŀƴέ 

B O E K B E S P R E K I N G door : Frank NEYTS 

wŜŎŜƴǘ ǾŜǊǎŎƘŜŜƴ ōƛƧ ²ŀƭōǳǊƎ tŜǊǎ ƘŜǘ ōǳƛǘŜƴƎŜǿƻƻƴ ƛƴǘŜǊŜǎǎŀƴǘŜ ōƻŜƪ άDe laatste traan. 
Walvisvangst met de Willem Barendsz, 1946-1964έΦ Jaap R. Bruijn en Joost C.A.Schokkenbroek 

tekenden als auteurs Traan heeft niks te maken met de beruchte levertraan van vroeger. Walvistraan 

werd voor margarine gebruikt. Nederland had in 1945 voor zijn bevolking een levensgrote behoefte 
aan vetten, maar had bijna geen deviezen om ze te kopen. Eigen walvisvangst bracht traan, kostte 

geen deviezen en leverde werkgelegenheid op. Een Amsterdams initiatief werd door Haagse 

ministriële instanties omarmd. De Nederlandse Maatschappij voor de Walvisvaart onder directie 
van Vinke & Co stuurde achttien keer achtereen tussen 1946 en 1964 het fabrieksschip de Willem 

Barendsz I en II, vergezeld van vangstboten, naar het Zuidpoolgebied om de grootste baleinwalvissen 

te vangen. Er is veel traan aangevoerd en tot margarine verwerkt, maar miljoenen aan staatsteun 

was daarbij onmisbaar. Toen die steun in 1961 wegviel, was het gauw gedaan met de Nederlandse 
walvisvangst. De walvispopulaties waren veel kleiner geworden. Ook andere landen moesten 

stoppen. In de International Whaling Commission nam Nederland vaak een heel eigen plaats in. In 

totaal zijn er door de Willem Barendsz, het bekende schip met een gat achterin, 24.000 baleinvissen 
en 3.500 potvissen gevangen. Het schieten van deze dieren door Noorse gunners, de verwerking in 

de fabriek en de uiteindelijke financiële baten komen in dit boek uitgebreid aan de orde. En 

daarnaast de samenstelling van de bemanningen en het scheepsleven in Antarctische wateren.  

άDe laatste traanέ όL{.b фту-90-5730-844-пύ ǘŜƭǘ нтн ǇŀƎƛƴŀΩǎ Ŝƴ ǿŜǊŘ ŀƭǎ ƘŀǊŘōŀŎƪ ǳƛǘƎŜƎŜǾŜƴΣ Ŝƴ 

kost 29.95 euro. Aankopen kan via de boekhandel of rechtstreeks bij Uitgeversmaatschappij 
Walburg Pers, Postbus 4159, 7200BD Zutphen. Tel. +32(0)575.510522, Fax +31(0)575.542289. . In 

België wordt het boek verdeeld door Agora Uitgeverscentrum, Aalst/Erembodegem. Tel. 

053/76.72.26, Fax 053/78.26.91, E-mail: info@agorabooks.com 
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Inséré le 05/11/13  NIEUWS  NOUVELLES  Enlevé le 05/12/13 
Why size matters 

aŀŜǊǎƪ [ƛƴŜΩǎ ŦƛǊǎǘ муΣллл ǘŜǳ ǾŜǎǎŜƭΣ ǘƘŜ Maersk Mc-Kinney Moller, which was doing the rounds on 
her maiden voyage in Northern Europe last week, has prompted much speculation on her economies 

of scale, particularly as HHI has just confirmed that it is negotiating an order for five slightly larger 

ships with UASC. The ecƻƴƻƳƛŜǎ ƻŦ ǎŎŀƭŜ ƻŦŦŜǊŜŘ ōȅ aŀŜǊǎƪ [ƛƴŜΩǎ муΣллл ǘŜǳ ǾŜǎǎŜƭǎ ŀǊŜ ǎƻ ƎǊŜŀǘ 
ǘƘŀǘ ŦŜǿ Ŏŀƴ ƛƎƴƻǊŜ ǘƘŜƳΦ !ǎǎǳƳƛƴƎ ǘƘŜ ¢ǊƛǇƭŜ 9Ωǎ ŎƻƴǎǳƳŜ мсп ǘƻƴƴŜǎ ƻŦ ŦǳŜƭ ŀ Řŀȅ όŜȄŎƭǳŘƛƴƎ 

diesel), the estimated IFO bunker cost of the Maersk Mc-Kinney Moller (18,270 teu) would already 

be 35% lower than a typical 13,100 teu vessel on a per teu carried basis ς $218/teu versus $333/teu. 

Apart from the fact that the ships are bigger, their hulls are reported to be designed around an 
average ship speed of only 23 knots, compared to over 24 knots for the first 13,000 teu vessels, 

enabling them to glide through the water more efficiently.  

The unit cost comparison is based on an average westbound ship speed of 20 knots for both sizes of 

vessel, and an eastbound ship speed of 14.6 knotsΦ ǿƘƛŎƘ ƛǎ ǘƘŜ ŀǾŜǊŀƎŜ ƻŦ aŀŜǊǎƪΩǎ ǎŜǊǾƛŎŜǎ 

ōŜǘǿŜŜƴ !ǎƛŀ ŀƴŘ 9ǳǊƻǇŜ ŀŎŎƻǊŘƛƴƎ ǘƻ 5ǊŜǿǊȅΩǎ /ŀǊǊƛŜǊ tŜǊŦƻǊƳŀƴŎŜ LƴǎƛƎƘǘΦ ¢ƘŜ ǎƘƛǇǎ ŀǊŜ ŀƭǎƻ 
assumed to be 85% full westbound, and 55% full eastbound, which may only be achieved in steady 

state conditions, when all of the vessels deployed in the AE10 service are Triple Es.  

As bunker consumption tables for 18,000 teu vessels are not readily available, and Maersk does not 

disclose such information, the daily consumption has had to be extrapolated from those of vessels 

ranging between 10,000 teu and 16,000 teu, but they do more-or-less tie in with public 
announcements from Maersk and national press reports. Maersk claims the vessels to be 35% more 

fuel efficient per container carried than the first 13,100 teu ships, and the Daily Telegraph has 

reported that their westbound fuel consumption is approximately 150 tons/day, compared to normal 

consumption of over 214 tons/day. Ship operating costs, including manning, insurance, stores/lubes, 
R&M and Admin, are also an impressive 11% cheaper ς $76/teu carried versus $85/teu carried, 

ŀƭǘƘƻǳƎƘ ƘŜǊŜ ŀƎŀƛƴΣ ǘƘŜ ǊŜǎǳƭǘ Ƙŀǎ ƘŀŘ ǘƻ ōŜ ŜȄǘǊŀǇƻƭŀǘŜŘ ŦǊƻƳ 5ǊŜǿǊȅΩǎ ŀƴŀƭȅǎƛǎ ƻŦ ǾŜǎǎŜƭ ǎƛȊŜǎ 

ǊŀƴƎƛƴƎ ōŜǘǿŜŜƴ оΣллл ǘŜǳ ŀƴŘ мнΣллл ǘŜǳ ƛƴ ƛǘǎ ǊŜǇƻǊǘ ŜƴǘƛǘƭŜŘ Ψ{ƘƛǇ hǇŜǊŀǘƛƴƎ /ƻǎǘǎ нлмн-нлмоΩ. It 
ƛǎ ōŀǎŜŘ ƻƴ нлмм ŎƻǎǘǎΣ ǿƘƛŎƘ ŀǊŜ ŎǳǊǊŜƴǘƭȅ ōŜƛƴƎ ǳǇŘŀǘŜŘ ŦƻǊ ǘƘƛǎ ȅŜŀǊΩǎ ŜŘƛǘƛƻƴΦ ¢ƘŜ Maersk 

McKinney Moller is manned with a crew of just 21, which is not unusual these days, but it is possible 

to run her with just 13 crew.  

Putting both IFO bunker ŀƴŘ ǎƘƛǇ ƻǇŜǊŀǘƛƴƎ Ŏƻǎǘ ǎŀǾƛƴƎǎ ǘƻƎŜǘƘŜǊ ǊŜǾŜŀƭǎ ǘƘŀǘ aŀŜǊƪΩǎ муΣллл ǘŜǳ 

ships are a massive 30% cheaper than 13,100 teu ships on a round voyage basis ς $294/teu carried 
versus $418/teu carried. This does not include Suez Canal and port costs, however, so is not a total 

slot cost, but the differential in ship operating cost is clear. Drilling down into this result in more 

detail, the westbound saving amounted to $121/teu, which is equivalent to approximately 9% of last 

ǿŜŜƪΩǎ ŀǾŜǊŀƎŜ ǎǇƻǘ ŦǊŜƛƎƘǘ ǊŀǘŜ ŦǊƻƳ Shanghai to Rotterdam, according to the World Container 
LƴŘŜȄΦ ¢ƘŜ ŜŀǎǘōƻǳƴŘ ǎŀǾƛƴƎ ǿŀǎ ŀƴ ŜǾŜƴ ƘƛƎƘŜǊ ϷмнуκǘŜǳΣ ǿƘƛŎƘ ƛǎ ŜǉǳƛǾŀƭŜƴǘ ǘƻ ол҈ ƻŦ ƭŀǎǘ ǿŜŜƪΩǎ 

spot rate from Rotterdam to Shanghai. Other savings include faster cargo handling. According to 

APM Terminals, berth and crane productivity of the Maersk Mc-Kinney Moller (18,270 teu) last week 
already reached a record 215 and 37.1 gross moves per hour respectively in Rotterdam. This 

ŎƻƳǇŀǊŜǎ ǿƛǘƘ ŀ ΨƴƻǊƳŀƭΩ ōŜǊǘƘ ǇǊƻŘǳŎǘƛǾƛǘȅ ŀǾŜǊŀƎŜ ƻŦ ōŜǘǿŜŜƴ мпл ŀƴŘ м50 moves per hour and a 

crane productivity average of between 32 and 33 moves per hour for a well stowed 14,000 teu 
vessel. Because of its greater size, an average of seven cranes could be worked on the Maersk Mc-

Kinney Moller, with the maximum going up to eight, whereas only six can usually be worked on a 

14,000 teu size vessel.  

9ǎǘƛƳŀǘŜŘ 9ŎƻƴƻƳƛŜǎ ƻŦ {ŎŀƭŜ ƻŦ aŀŜǊǎƪΩǎ ¢ǊƛǇŜ-9Ωǎ .ŜǘǿŜŜƴ !ǎƛŀ ŀƴŘ b 9ǳǊƻǇŜ  

The rush to order vessels over 16,000 teu for deployment between Asia and Northern Europe will 

gain momentum, despite the fact that they will be too big for the new Panama Canal locks that are 

due to open in mid-2015 



Source: Drewry Maritime Research 

 

Inséré le 07/11/13  Dossier  Enlevé le 07/12/13 
Can't buy me love? 

By Felicity Landon 

ά¢Ŝƭƭ ƳŜ ǘƘŀǘ ȅƻǳ ǿŀƴǘ ǘƘƻǎŜ ƪƛƴŘ ƻŦ ǘƘƛƴƎǎ ǘƘŀǘ ƳƻƴŜȅ Ƨǳǎǘ ŎŀƴΩǘ ōǳȅΦΦΦŦƻǊ ƳƻƴŜȅ ŎŀƴΩǘ ōǳȅ ƳŜ ƭƻǾŜΦέ 

tŀǳƭ aŎ/ŀǊǘƴŜȅΩǎ ǿƻǊŘǎ ǎŜŜƳ ǊŜƳŀǊƪŀōƭȅ ŀƭƛƎƴŜŘ ǘƻ ǘƘŜ ŜŦŦƻǊǘǎ ƻŦ ǎƘƛǇ ƻǿƴŜǊǎ ŀƴŘ ŎǊŜǿ ƳŀƴŀƎŜǊǎ 

to attract ς and keep ς sufficiently, well-qualified, experienced seafarers. 

Of course money is important ς ǿƘȅ ǿƻǳƭŘƴΩǘ ƛǘ ōŜΚ .ǳǘ ŀǎƪ ŀǊƻǳƴŘ ŀƴŘ ȅƻǳΩƭƭ ŦƛƴŘ ǘƘŜ ǎŀƳŜ ǘƘŜƳŜǎ 

cropping up again and again: loyalty, a sense of belonging, career prospects, communication and, 
overwhelmingly, respect. Seafarers want to feel appreciated and recognised. 

On the other side of the scales, of course qualifications and experience are important for the 
ŜƳǇƭƻȅŜǊΦ .ǳǘ ǘƘŀǘΩǎ ƴƻǘ ǘƘŜ ǿƘƻƭŜ ǎǘƻǊȅ ς increasingly, they are focusing on finding officers and 

crew with the right attitude and the ability to Ŧƛǘ ƛƴ ǿƛǘƘ ǘƘŜ ŎƻƳǇŀƴȅΩǎ ǇƘƛƭƻǎƻǇƘȅ ŀƴŘΣ ŀǘ ǘƘŜ Ǌƛǎƪ ƻŦ 

sounding old-fashioned, people who are nice to work with. 

Anglo-9ŀǎǘŜǊƴ ǘŀƪŜǎ ǘƘŜ ǾƛŜǿ ǘƘŀǘ άǘƘŜ ōŜǎǘ ǘǊŀƛƴƛƴƎ ƛǎ ȅƻǳǊ ƻǿƴ ǘǊŀƛƴƛƴƎέ ŀŎŎƻǊŘƛƴƎ ǘƻ tŜǘŜǊ 

/ǊŜƳŜǊǎΣ /ƘƛŜŦ 9ȄŜŎǳǘƛǾŜ hŦŦƛŎŜǊΦ άIƻǿŜǾŜǊΣ ǿŜ also need to recruit from the market ς with its own 
pitfalls. We are at lengths to try to have more strict recruitment processes in place and very 

comprehensive management systems, so that we interview in a very scientific way. That means 

trying to find out their competence before they join the group, and in this connection we have some 
mandatory simulator training, which we believe will give us the edge in the interview process and in 

contracting the right people. There is not a lack of seafarers in the world ς but they are not all of the 

ǊƛƎƘǘ ŎƻƳǇŜǘŜƴŎŜΦ {ƻ ƛƴŘŜŜŘ ƻƴŜ Ƙŀǎ ǘƻ ōŜ ŎŀǊŜŦǳƭ ŀƴŘ ŘŜƳŀƴŘƛƴƎΦέ 

Anglo-9ŀǎǘŜǊƴ Ƙŀǎ ǊŜǘŜƴǘƛƻƴ ǊŀǘŜǎ άǿƘƛŎƘ ŀǊŜ ǘƘŜ ŜƴǾȅ ƻŦ ǘƘŜ ƛƴŘǳǎǘǊȅέ ƘŜ ǎŀƛŘΣ ŎƛǘƛƴƎ ŀ ƴǳƳōŜǊ ƻŦ 

ŦŀŎǘƻǊǎΦ άCƛǊǎǘƭȅΣ ǿŜ ƘŀǾŜ ōŜŜƴ ǾŜǊȅ ƭƻȅŀƭ ǘƻ ǇŜƻǇƭŜΦ ²Ŝ are not shopping around every five minutes 
for nationalities, and people know that. We try to take proper care of our crew and their families, 

and support them. And safety is an important issue. If they feel that the company is doing everything 

to maintain the ship to a high standard, with a high respect for environmental issues and with high 

consideration for safety, then they feel as if it is a safe company to work for ς and that will also help a 
ƭƻǘΦέ 

¢ǊŀƛƴƛƴƎ ƛǎ ŀƴƻǘƘŜǊ ŎǊƛǘƛŎŀƭ ƛǎǎǳŜΣ ƘŜ ŀŘŘŜŘΦ άLŦ ȅƻu train people, they feel that through working for 

you, they can improve their skills. Training not only increases competence but also makes people like 

ǘƻ ǿƻǊƪ ŦƻǊ ȅƻǳ ŀƴŘ ǎŜŜ ǘƘŀǘ ǘƘŜǊŜ ŀǊŜ ƻǇǇƻǊǘǳƴƛǘƛŜǎ ǘƻ ƭŜŀǊƴΦέ 

Are crew and officers sufficiently valuŜŘΣ ōƻǘƘ ƛƴǎƛŘŜ ŀƴŘ ƻǳǘǎƛŘŜ ǘƘŜ ƛƴŘǳǎǘǊȅΚ ¢Ƙƛǎ ƛǎƴΩǘ ŀƴ Ŝŀǎȅ 

ǉǳŜǎǘƛƻƴΣ ǎŀƛŘ aǊ /ǊŜƳŜǊǎΦ άaȅ ǊŜŀŎǘƛƻƴ ƛǎ ǘƘŀǘ ƳŀȅōŜ ǿŜ ŘƻƴΩǘ ŀƭǿŀȅǎ ǎƘƻǿ ǊŜǎǇŜŎǘ ŦƻǊ ǘƘŜ ǇŜƻǇƭŜ 

ς but it has become a hard world. Our industry has become very professional now and it is all 
performance-driven. I get a lot of pressure on me. The people in the offices ς superintendents, etc., 

have a lot of pressure. And obviously some of that is translated to pressure onboard ships, something 

which is not always appreciated. At the same time, one has to hope that in the push for performance 
there is also respect for performance ς ŀƴŘ ǘƘŜǎŜ ǘǿƻ ŀǊŜ ƴƻǘ ŀƭǿŀȅǎ ǇƻǎǎƛōƭŜ ƛƴ ǘƘŜ ǎŀƳŜ ƳŜŀǎǳǊŜΦέ 

Retaining good seafarers requires a combination of pay and other benefits, said Dirk Fry, Managing 
Director of /ƻƭǳƳōƛŀ {ƘƛǇƳŀƴŀƎŜƳŜƴǘΦ άIƻǿŜǾŜǊΣ ǘƘŜ Ƴƻǎǘ ƛƳǇƻǊǘŀƴǘ ǘƘƛƴƎ ƛǎ ŦƻǊ ǘƘŜ ŎƻƳǇŀƴȅ ǘƻ 

be able to build a culture among its crew so that they remain loyal through good but also tough 

times. When a company manages to recruit second and third generation seafarers from the same 
ŦŀƳƛƭȅΣ ǘƘŜƴ Ǉƻǎǎƛōƭȅ ǘƘŀǘ ŎƻƳǇŀƴȅ Ƙŀǎ ƳŀƴŀƎŜŘ ǘƻ ŦƛƴŘ ǘƘŜ ǊƛƎƘǘ ǊŜŎƛǇŜ ŦƻǊ ǊŜǘŜƴǘƛƻƴΦέ 



/{aΩǎ ŎǳƭǘǳǊŜ ƛǎ ǎǳŎƘ ǘƘŀǘ ƻŦŦƛŎŜǊǎ ŀƴŘ ŎǊŜǿ ŀǊŜ ǊŜǎǇŜŎǘŜŘ ŀƴŘ ǘƘŜƛǊ ǇǊƻōƭŜƳǎ ŀǊŜ ōŜƛƴƎ ƘŜŀǊŘΣ ǎŀƛŘ 

/ŀǇǘ CǊȅΦ ¢ƘŜ ŎƻƳǇŀƴȅ ƘƻƭŘǎ ŀƴƴǳŀƭ ǎŜƴƛƻǊ ƻŦŦƛŎŜǊǎΩ Ƴeetings, where CSM is represented by a senior 

person from each department with the aim of discussing issues arising onboard and other concerns. 

It is important to have the right manning agencies in situ, with the right attitude and ability to source 

the right people and assist in their training and retention at a later stage, he said. CSM has opened a 
number of subsidiary offices in the countries where it recruits seafarers, to make sure that the issue 

of recruitment is under control. 

Recruiting and retaining seafarers is not simply a matter of wages but of company philosophy and 

ǘƘŜ ƻǾŜǊŀƭƭ ǇŀŎƪŀƎŜ ǘƘŀǘ ŀ ǎŜŀŦŀǊŜǊ ǊŜŎŜƛǾŜǎΣ ƘŜ ŜƳǇƘŀǎƛǎŜŘΦ άLƴ ŀŘŘƛǘƛƻƴΣ ǿƘŜƴ ǘƘŜǊŜ ƛǎ ŀ ǇǊƻōƭŜƳΣ 

ƘƻǿŜǾŜǊ ŎƘŀƭƭŜƴƎƛƴƎ ǘƘƛǎ Ƴŀȅ ōŜΣ ǘƘŜǊŜ Ƴǳǎǘ ōŜ ŀ ǎƻƭǳǘƛƻƴΦέ 

It would be naïve to ǎǳƎƎŜǎǘ ǘƘŀǘ Ǉŀȅ ŘƻŜǎƴΩǘ ƳŀǘǘŜǊ ς but based 

on the assumption that most shipping companies are paying a 
market rate, the choice for the seafarer often comes down to 

non-pay related issues, said Marc Nuytemans, Chief Executive 

Officer, Exmar Shipmanagement. 

wŜŦŜǊǊƛƴƎ ǘƻ ŀ ƳŜǎǎŀƎŜ ŦǊƻƳ bƛŎƪ IŀǎǘƛǊΣ ƻƴŜ ƻŦ 9ȄƳŀǊΩǎ ŎǊŜǿƛƴƎ 

ƳŀƴŀƎŜǊǎΣ ƘŜ ǎŀƛŘΥ άhƴŜ ƻŦ ƻǳǊ ǎŜŀŦŀǊŜǊǎ ǘƻƭŘ ǳǎ ǘƘŀǘ ƘŜ ǿŀǎ 
getting offers of a higher salary elsewhere, but wished to remain 

with us. For him, the fact that we take care of our employees 

was more important. He started with us as a cadet and had 
climbed the ladder since then. He was grateful for all the 

chances he had received ς and, furthermore, he mentioned that 

we allowed him to sign off early in order to be home for the 

birth of his firsǘ ŎƘƛƭŘΦ Lƴ Ƙƛǎ ǿƻǊŘǎΥ ά²ƘŀǘΩǎ ƳƻǊŜ ƛƳǇƻǊǘŀƴǘΚ 9ŀǊƴƛƴƎ ϷнΣллл ƳƻǊŜ ƻǊ ōŜƛƴƎ ǇǊŜǎŜƴǘ 
ŀǘ ǘƘŜ ōƛǊǘƘ ƻŦ ȅƻǳǊ ŦƛǊǎǘ ŎƘƛƭŘΚέ IŜƭǇƛƴƎ ǎŜŀŦŀǊŜǊǎ ƛƴ ŦƛƴŘƛƴƎ ŀ ōŀƭŀƴŎŜ ōŜǘǿŜŜƴ ǘƘŜƛǊ ǇǊƻŦŜǎǎƛƻƴŀƭ ƭƛŦŜ 

and their family life is one of our key strengths and one of the rŜŀǎƻƴǎ ǿƘȅ ǇŜƻǇƭŜ ŘƻƴΩǘ ƭŜŀǾŜ ǳǎΦέ  

/ŀǇǘ bǳȅǘŜƳŀƴǎ ǎŀƛŘ ǇǊƻƳƻǘƛƻƴ ǇǊƻǎǇŜŎǘǎ ŀǊŜ ǾƛǘŀƭΥ άLŦ ȅƻǳ Ŏŀƴ ǎƘƻǿ ǘƘŀǘ ȅƻǳ ŀǊŜ ŀŎǘƛǾŜƭȅ ǿƻǊƪƛƴƎ 

on their career path and that there will be promotion prospects open to them ς even if they 

sometimes have to wait ς you cŀƴ ǿƛƴ ǘƘŜƛǊ ƭƻȅŀƭǘȅΦέ 

Quite apart from the challenge of finding suitable replacements if officers leave, focusing on 
retention makes clear financial sense, said Erik Toft, Vice President Marine Personnel, Wilhelmsen 

{ƘƛǇ aŀƴŀƎŜƳŜƴǘ ό²{aύΦ ά¢ƻ ǊŜǇƭŀŎŜ ƻƴŜ very good seafarer represents a huge cost. You have to 

train the new person, including in company procedures, and it takes some time to get people up to 

ǎǇŜŜŘ ŎƻƳǇŀǊŜŘ ǘƻ ŀ ƎƻƻŘ ƻŦŦƛŎŜǊ ȅƻǳ ƘŀǾŜ Ƨǳǎǘ ƭƻǎǘΣέ ƘŜ ǎŀƛŘΦ 

He puts the real cost of replacing just one officer ς admin costs, recruitment costs, supernumerary 

wages, travelling costs, flag state courses, familiarisation at office, and so on ς at $14,300. Waving 
goodbye to a large number of officers could add up to a staggering sum. 

άCƛǊǎǘ ƻŦ ŀƭƭΣ ²{a ƛǎ ŀ ǇŜƻǇƭŜ ōǳǎƛƴŜǎǎΣέ ǎŀƛŘ aǊ ¢ƻŦǘΦ ά²ƘŜƴ ȅƻǳ ƎƛǾŜ ƻŦŦƛŎŜǊǎ ŀƴŘ ŎǊŜǿ 

responsibility, operating 24/7 onboard a valuable asset owned by someone else, you must, as a ship 

manager, recruit the best people ς that is job number one. Because of our significant growth, that 

does give us a challenge and requires us to have a strong retention strategy ς something I am very 
ŦƻŎǳǎŜŘ ƻƴΦέ 

²{a ƛǎ ǘǊȅƛƴƎ ǘƻ ΨōǊŀƴŘΩ ƛǘǎŜƭŦΣ ǎŀƛŘ aǊ ¢ƻŦǘΦ ά²Ƙŀǘ ƛǎ ƛƴ ƛǘ ŦƻǊ ǘƘŜƳΚ ²Ƙȅ ǎƘƻǳƭŘ ǘƘŜȅ ŎƘƻƻǎŜ ǳǎΣ Ƙƻǿ 

do we identify ourselves as an employer of choice? We focus on having good leaders, on regular 

performance appraisals and on dialogue about ongoing career opportunities. We do a lot of good 

ǘƘƛƴƎǎ ōǳǘ ǿŜ ǎǘƛƭƭ ƴŜŜŘ ǘƻ Řƻ ƳƻǊŜΦέ 



/ǊŜŀǘƛƴƎ ŀ άǇƻǎƛǘƛǾŜ ǊŜƭŀǘƛƻƴǎƘƛǇέ ōŜǘǿŜŜƴ ²{a ŀƴŘ ǘƘŜ ƛƴŘƛǾƛŘǳŀƭ ǎŜŀŦŀǊŜǊǎ ƛǎ ŎǊǳŎƛŀƭΣ ƘŜ ǎŀƛŘΦ ά²Ŝ 

need to create this sense of belonging ς so our good seafarers know, particularly in this competitive 

ǿƻǊƭŘΣ ǘƘŀǘ ǿŜ ǊŜŎƻƎƴƛǎŜ ǘƘŜƛǊ ǘŀƭŜƴǘΦ ά 

WSM is about to implement a three-year strategy in which it will seek more feedback from its 

ǎŜŀŦŀǊŜǊǎ ƻƴ ǿƘŀǘ ƛǎ Ƴƻǎǘ ƛƳǇƻǊǘŀƴǘ ŦƻǊ ǘƘŜƳΦ ! ŎŀǇǘŀƛƴǎΩ ŦƻǊǳƳ ǘǿƛŎŜ ŀ ȅŜŀǊ ƛǎ ǇŀǊǘ ƻŦ ǘƘƛǎΦ ¢ƘŜ 
company employs 10,000 seafarers and has 19 manning centres around the world, with obvious 

challenges of time zone and cultural differences; communication is really important, he added. 

ά¢ƘŜ ƻǾŜǊŀƭƭ ǇǳǊǇƻǎŜ ƻŦ ƻǳǊ Iw ǎǘǊŀǘŜƎȅ ƛǎ ǘƻ ŘŜǾŜƭƻǇ ƛƴƛǘƛŀǘƛǾŜǎ ǿƘƛŎƘ ǿƛƭƭ ƛƳǇǊƻǾŜ ŀǘǘǊŀŎǘƛƻƴ ƻŦ ƴŜǿ 
ŎǊŜǿΣ ŎǊŜǿ ƳƻǘƛǾŀǘƛƻƴΣ Ƨƻō ǎŀǘƛǎŦŀŎǘƛƻƴ ŀƴŘΣ ƛƴ ǘƘŜ ƭƻƴƎ ǊǳƴΣ ǊŜǘŜƴǘƛƻƴ ƻŦ ŀƭƭ ƻǳǊ ŎǊŜǿΦέ 

Mr Toft, who joined WSM in April this year and is based at global headquarters in Kuala Lumpur, has 
been in the shipping industry for eight years. He believes that his previous extensive experience in 

shore-ōŀǎŜŘ Iw ƛǎ ǾŀƭǳŀōƭŜΥ ά¢ƘŜ ǎƘƛǇǇƛƴƎ ƛƴŘǳǎǘǊȅ Ŏŀƴ ƭŜŀǊƴ ŦǊƻƳ ƻƴshore HR. Seafarers are no 

different to anyone else ς they want to feel appreciated and recognised and they want to work in 
ǇǊƻŦŜǎǎƛƻƴŀƭ ƻǊƎŀƴƛǎŀǘƛƻƴǎ ǿƘŜǊŜ ǘƘŜƛǊ ŎŀǊŜŜǊ ŘŜǾŜƭƻǇƳŜƴǘ ƛǎ ǘŀƪŜƴ ǎŜǊƛƻǳǎƭȅΦέ 

Recruiting the right people is a growing challenge, aŎŎƻǊŘƛƴƎ ǘƻ /a! /DaΦ άwŜƎŀǊŘƭŜǎǎ ƻŦ ǿƘŜǘƘŜǊ 
you are recruiting for a shore-based or seagoing position, our industry often demands a high degree 

ƻŦ ǘŜŎƘƴƛŎŀƭ ƪƴƻǿƭŜŘƎŜ ŀƴŘ ǉǳƛǘŜ ǎǇŜŎƛŦƛŎ ǇǊŜǾƛƻǳǎ ŜȄǇŜǊƛŜƴŎŜ ŀƴŘ ǘƘŀǘΩǎ ōŜŦƻǊŜ ǿŜ ŜǾŜƴ ǎǘŀǊǘ ǘƻ 

consider the human elements which are equally important ς after all, they are joining our team and it 
ƛǎ ƛƳǇƻǊǘŀƴǘ ǘƘŀǘ ǘƘŜȅ ǿƛƭƭ Ŧƛǘ ƛƴΣέ ǎŀƛŘ [ǳŘƻǾƛŎ DŜǊŀǊŘΣ ±ƛŎŜ tǊŜǎƛŘŜƴǘ ƻŦ /a! {ƘƛǇǎΦ 

Retention is always going to be an issue, particularly for a serious company that really invests in its 
ǇŜƻǇƭŜΣ ƘŜ ŀŘŘŜŘΦ άIƻǿŜǾŜǊΣ ǘƘƛǎ ƛƴǾŜǎǘƳŜƴǘ ƛǎ ƛƴ ƛǘǎŜƭŦ ŀ ƪŜȅ ǘƻ ǎǳŎŎŜǎǎΦ ²ŀƎŜǎ ǿƛƭƭ ŀƭǿŀȅǎ ǊŜƳŀƛƴ ŀ 

key motivator, this is fact, but more important than the money is the feeling of being respected, 

valued and appreciated for the job that you do ς and in this respect our industry is no different to 

ŀƴȅ ƻǘƘŜǊΦέ 

Good working conditions, a pleasant comfortable working and living environment, a good overall 
package of pay and conditions, and fair honest treatment are all vital, said Mr DŜǊŀǊŘΦ άCƻǊ ŜȄŀƳǇƭŜΣ 

the value of simply ensuring that your seafarers are relieved on time in a well-organised manner and 

that they leave the vessel in the knowledge of when and on what vessel they are wanted back cannot 

be underestimated ς ŀƴŘ ƛǘΩǎ ŦǊŜŜΗέ 

Quality owners and managers do not really have crew retention problems, said Simon Spacey, 
5ƛǊŜŎǘƻǊ ƻŦ /a! {ƘƛǇǎ ¦YΦ ά¢ƘŜǊŜ ǿƛƭƭ ŀƭǿŀȅǎ ōŜ ŀ ǎƳŀƭƭ ǘǳǊƴƻǾŜǊ ŀƴŘ ǘƘŀǘΩǎ ŀ ƘŜŀƭǘƘȅ ǘƘƛƴƎ ǘƻ ƘŀǾŜΦ 

The key issue is replenishing your team with the right quality of person with the right experience and 

skills ς and in that respect, yes, it is getting harder every year, particularly for officers. The solution is 

a strong officer cadet programme supported by a well-structured ongoing training programme to 
support these young people as they move up through the ranks. If you make this longterm 

investment and sustain it even through the toughest financial periods, you will almost certainly 

ensure that you have a well- trained, loyal and dedicated pool of quality officeǊǎ ƛƴǘƻ ǘƘŜ ŦǳǘǳǊŜΦέ 

        

The respect and admiration for seafarers and their work has risen in recent years, according to Marc 

bǳȅǘŜƳŀƴǎ ŀǘ 9ȄƳŀǊΦ ά9ǾŜƴ ǿƛǘƘ ǘƘŜ ƎŜƴŜǊŀƭ ǇǳōƭƛŎΣ ǘƘŜ ƛƳŀƎŜ ƻŦ ŀ ǎŜŀŦŀǊŜǊ Ƙŀǎ ŎƘŀƴƎŜŘ ŦǊƻƳ ǘƘŜ 

red-light district visiting and drunk loud-mouth to a highly educated manager, running a million-
ŘƻƭƭŀǊ ǇƛŜŎŜ ƻŦ ŜǉǳƛǇƳŜƴǘΦέ 

Within the industry, most people do realise the difficult job seafarers do, and the demanding 

circumstances in which they work, said Capt Nuytemans, but an enduring problem in 

ǎƘƛǇƳŀƴŀƎŜƳŜƴǘ Ŏŀƴ ōŜ ǘƘŜ Ψǳǎ ǾŜǊǎǳǎ ǘƘŜƳΩ ŀǘǘƛǘǳŘŜΦ 

άtŜƻǇƭŜ ŀǘ ǎŜŀ ƻŦǘŜƴ ŦŜŜƭ ǘƘŀǘ ǘƘŜ ǇŜƻǇƭŜ ƛƴ ǘƘŜ ƻŦŦƛŎŜ ŀǊŜ Ƨǳǎǘ ǘƘŜǊŜ ǘƻ ƘŀǊŀǎǎ ǘƘŜƳ ŀƴŘ ǘƘŀǘ ƛǎ ƻƴŜ ƻŦ 

the biggest things you have to overcome. People in the office must understand thaǘ ǘƘŜȅ ŎŀƴΩǘ ΨōƻǎǎΩ 



ǘƘŜ ǎŜŀŦŀǊŜǊ ƻǊΣ ŜǾŜƴ ǿƻǊǎŜΣ ŘƛǎǇƻǎŜ ƻŦ ǘƘŜƛǊ ǊŜǎǇƻƴǎƛōƛƭƛǘȅ ōȅ Ƨǳǎǘ ǎƘƻǾƛƴƎ ƛǘ ƻƴǘƻ ǘƘŜ ǎƘƛǇΦ LǘΩǎ Ǿƛǘŀƭ ǘƻ 

make sure that both parties are contributing to the same goal ς in the office and on the ship. 

άLǘΩǎ ƭƛƪŜ ǎƻƳŜƻƴŜ ǊǳƴƴƛƴƎ ǘƘŜ млл ƳŜǘǊŜǎ ŀǘ ǘƘŜ hƭȅƳǇƛŎ DŀƳŜǎΤ ȅƻǳ ŘƻƴΩǘ ŀǎƪ ƘƛƳ ǘƻ ŎŀǊǊȅ Ƙƛǎ 

shoes and arrange the transport. Of course our seafarers must perform, but we must enable them to 

Řƻ ǎƻΦέ 

IƻǿŜǾŜǊΣ ƘŜ ǎŀƛŘΣ ƛǘ ŀƭƭ ǎǘŀǊǘǎ ǿƛǘƘ ŎŀǊŜŦǳƭ ǎŜƭŜŎǘƛƻƴΦ άCƻǊ Ƴŀƴȅ ǎƘƛǇǇƛƴƎ ŎƻƳǇŀƴƛŜǎΣ Ǌecruitment is 
based solely on competence and skills ς do they have the right licences and the exact number of 

years in ranks and enough experience, etc.? But that is not the only thing. You have to hire people 

based on attitude. In the famous old days, very successful masters who were absolutely horrible to 

sail with could be found in every port. You must not allow that to happen. You have to ask ς are 
these people you want to work with and do these people share the values you have in your 

company? A key vaƭǳŜ ƛƴ ƻǳǊ ŎƻƳǇŀƴȅ ƛǎ ǊŜǎǇŜŎǘΦ ²Ŝ ŘƻƴΩǘ ǿŀƴǘ ŀ ŎƘƛŜŦ ŜƴƎƛƴŜŜǊ ǘǊŜŀǘƛƴƎ ŎƻƭƭŜŀƎǳŜǎ 

like minions ς ƛǘ Ƨǳǎǘ ŘƻŜǎƴΩǘ ǿƻǊƪΦέ 

!ƴŘΣ ƘŜ ŀŘŘŜŘΣ ƛŦ ȅƻǳ ƘƛǊŜ ŦƻǊ ŀǘǘƛǘǳŘŜΣ ȅƻǳ Ƴǳǎǘ ŀƭǎƻ ōŜ ǇǊŜǇŀǊŜŘ ǘƻ ŦƛǊŜ ŦƻǊ ŀǘǘƛǘǳŘŜΦ άLŦ ȅƻǳ ƘŀǾŜ 

people who are unpleasant to work with, you have to send out a very clear message that you will not 
ǘƻƭŜǊŀǘŜ ōŜƘŀǾƛƻǳǊ ǎǳŎƘ ŀǎ ōǳƭƭȅƛƴƎΦέ 

{ŜŀŦŀǊŜǊǎ ƘŀǾŜ ōŜŜƴ ƻǾŜǊƭƻŀŘŜŘ ǿƛǘƘ ǿƻǊƪ ǿƘƛŎƘ ƛǎ Ψƴƻƴ-ŎƻǊŜΩΣ ŀƴŘ ǊŜǎǇŜŎǘ ŦƻǊ ǘƘŜƳ Ƙŀǎ ƻŦǘŜƴ ōŜŜƴ 
eroded as a result, according to Peter Cremers at Anglo9ŀǎǘŜǊƴΦά!ǘ ǘƘŜ ŜƴŘ ƻŦ ǘƘŜ ŘŀȅΣ ǘƘŜ ΨŎƻǊŜΩ Ƨƻō 

of people onboard is to get safely from A to B with the ship and cargo. Nowadays it is almost as if 

garbage treatment and security are the most important things. The way seafarers are handled by 
Port State CƻƴǘǊƻƭ ƛƴǎǇŜŎǘƻǊǎ ŎƻǳƭŘ ŀƭǎƻ ōŜ ƛƳǇǊƻǾŜŘΦέ 

Some PSC inspectors seem to be trying to score points by finding a certain number of failings and do 

ŀƭǿŀȅǎ ƎƛǾŜ ǘƘŜ ǇŜƻǇƭŜ ƻƴōƻŀǊŘ ǘƘŜ ǊŜǎǇŜŎǘ ǘƘŀǘ ƛǎ ŘǳŜ ǘƻ ǘƘŜƳΣ ǎŀƛŘ aǊ /ǊŜƳŜǊǎΦ ά!ƴŘ ǘƘŀǘ ƛǎ ǘŀƪƛƴƎ 
ǇŜƻǇƭŜΩǎ ŀttention away from the real reason why they are there, i.e. looking after the cargo when 

they are onboard. These are all things which unfortunately, one by one, take away a little bit of the 

ǎǘŀǘǳǎ ŦǊƻƳ ǘƘŜ ǎŜŀŦŀǊŜǊǎΦέ 

He would like to see the unnecessary ΨǇŜǊƛǇƘŜǊŀƭǎΩ ǊŜƳƻǾŜŘ ŦǊƻƳ ǎŜŀŦŀǊŜǊǎΩ ŘǳǘƛŜǎΦ ά²Ŝ ƻǾŜǊƭƻŀŘ 

them with regulations and legislation ς they have to do this and know that and fill in this document 

and have to meet so many inspectors and surveyors, and at the end of the day you risk burying the 
ŎƻǊŜ ǾŀƭǳŜǎ ŀƴŘ ǊŜǉǳƛǊŜƳŜƴǘǎΦέ 

The distance between ship and shore can become a problem, even with the communication 

ǘŜŎƘƴƻƭƻƎȅ ŀǾŀƛƭŀōƭŜ ǘƻŘŀȅΣ ŀŎŎƻǊŘƛƴƎ ǘƻ /a! /DaΦ [ǳŘƻǾƛŎ DŜǊŀǊŘ ǎŀƛŘΥ ά¢ƘŜ ǎƻƭǳǘƛƻƴ ƛǎ ǘƻ ǘŀƪŜ Ŧǳƭƭ 

advantage of any opportunity to get your seafarers involved with your shore-based staff, so they 

really get to know and understand each other. This is achieved using regular meetings, officer 
seminars, ship visits and short voyages by shore-based staff, collective training sessions and so on. 

And, of course, we grab any opportunity to have our senior officers working ashore, even if only for a 

temporary or trial period. In this way you can continually develop and build the mutual respect 
between your shore-based and seagoing staff that is so ƛƳǇƻǊǘŀƴǘ ŦƻǊ ŀƴȅ ǎǳŎŎŜǎǎŦǳƭ ŎƻƳǇŀƴȅΦέ 



The Maritime Labour Convention should help improve respect for seafarers within the industry, 

ŀŎŎƻǊŘƛƴƎ ǘƻ 5ƛǊƪ CǊȅΣ aŀƴŀƎƛƴƎ 5ƛǊŜŎǘƻǊ ƻŦ /ƻƭǳƳōƛŀ {ƘƛǇƳŀƴŀƎŜƳŜƴǘΦ ά²ƘŜǊŜ ǇŜƻǇƭŜ ŀǊŜ ƴƻǘ 

respected, there will be opportuƴƛǘƛŜǎ ŦƻǊ ŎƻƳǇƭŀƛƴǘǎ ǘƘǊƻǳƎƘ ŘƻŎǳƳŜƴǘŜŘ ƎǊƛŜǾŀƴŎŜ ǇǊƻŎŜŘǳǊŜǎΣέ 
ƘŜ ǎŀƛŘΦ ά¢ƘŜ ǇƻƛƴǘΣ ǘƘƻǳƎƘΣ ƛǎ ǘƻ ƳŀƴŀƎŜ ƴƻǘ ǘƻ ǊŜŀŎƘ ǘƘŀǘ ǎǘŀƎŜΦ /ƻƳǇŀƴȅ ό/{aύ ŜƳǇƭƻȅŜŜǎ ŀǊŜ 

being made aware of the importance of respecting their colleagues onboard, and blame culture is 

nƻǘ ǘƻƭŜǊŀǘŜŘΦέ 

Scott Bergeron, Chief Executive Officer, LISCR, the US-based manager of the Liberian Registry, 

believes that the introduction of MLC 2006 will create a better connection between the people at sea 
and their management ashore. 

άLǘ ǿƛƭƭ ōǊƛƴƎ ŀ new level of openness and communication that will help eliminate many of the 
frustrations and insecurities that seafarers experience in their relationships with ship owners, 

ƳŀƴŀƎŜǊǎ ŀƴŘ ŎǊŜǿƛƴƎ ŀƎŜƴǘǎΣέ ƘŜ ǎŀƛŘΦ ά9ǾŜǊȅǘƘƛƴƎ ǎƘƻǳƭŘ ōŜ ǘǊŀƴǎǇŀǊŜƴǘΣ ƻǇŜƴ ŀƴd, ultimately, 

verifiable. The upside for owners and managers is that, when MLC is properly and effectively 
implemented, they will reap the benefits in terms of improved retention of happy and properly 

ƳƻǘƛǾŀǘŜŘ ǎŜŀŦŀǊŜǊǎΦέ 

/ŜŘǊƛŎ 5Ω{ƻǳȊŀΣ ǘƘŜ [ƛōŜǊƛŀƴ wŜƎƛǎǘǊȅΩǎ aŀƴŀƎŜǊΣ aŀǊƛǘƛƳŜ [ŀōƻǳǊ ŀƴŘ tƭŀƴ wŜǾƛŜǿǎΣ ǎŀƛŘΥ ά¦ƴŘŜǊ 

MLC 2006, private crewing agents operating in a country that has ratified the convention must 

operate only in conformity with a standardised system of licensing or certification or other form of 
regulation. Additionally, the convention imposes certain responsibilities on labour-supply states to 

ŜƴǎǳǊŜ ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻŦ ǘƘŜ ŎƻƴǾŜƴǘƛƻƴ ƛƴ ǊŜǎǇŜŎǘ ƻŦ ǘƘŜ ǊŜŎǊǳƛǘƳŜƴǘ ŀƴŘ ǇƭŀŎŜƳŜƴǘ ƻŦ ǎŜŀŦŀǊŜǊǎΦέ 

[ƛōŜǊƛŀΩǎ ŀǳŘƛǘƻǊǎ ǿƛƭƭ Ǉŀȅ ǎǇŜŎƛŀƭ ŀǘǘŜƴǘƛƻƴ ǘƻ Ŝƴǎǳring that employment agreements meet the 

ǊŜǉǳƛǊŜƳŜƴǘǎ ƻŦ a[/ ǿƛǘƘ ǊŜƎŀǊŘ ǘƻ ƘŜŀƭǘƘ ŀƴŘ ƳŜŘƛŎŀƭ ōŜƴŜŦƛǘǎΣ ǎƘƛǇ ƻǿƴŜǊǎΩ ƭƛŀōƛƭƛǘȅ ŀǊƛǎƛƴƎ ŦǊƻƳ 
sickness or injury of seafarers, repatriation of seafarers and social security protection, said Mr 

5Ω{ƻǳȊŀΦ 

Earlier this year, the French classification society Bureau Veritas (BV) launched an e-learning 

ǇǊƻƎǊŀƳƳŜ ŦƻǊ a[/ ǘǊŀƛƴƛƴƎΦ ά¢ƘŜ ǇǊƻƎǊŀƳƳŜ ƛǎ ŀƛƳŜŘ ŀǘ ǇŜƻǇƭŜ ƛƴ ŎǊŜǿ ƳŀƴŀƎŜƳŜƴǘ ŎƻƳǇŀƴƛŜǎ 

but also at people involved in implementation of MLC systems onboard ships and in shore-based 
ǇƻǎƛǘƛƻƴǎΣέ ǎŀƛŘ hŎǘŀǾƛƻ wƛƴŀƭŘƛΣ 5ŜǇǳǘȅ 5ƛǊŜŎǘƻǊΣ .± {ƘƛǇǎ ƛƴ {ŜǊǾƛŎŜ aŀƴŀƎŜƳŜƴǘΦ ά¢Ƙƛǎ ŎƻǳƭŘ 

include shipboard personnel ranging from masters and officers to able-bodied seafarers who their 

employers feel could benefit from the trainingΦέ ¢ƘŜ ǇǊƻƎǊŀƳƳŜΣ ǘƻ ōŜ Ǌǳƴ ōȅ ǘƘŜ .± .ǳǎƛƴŜǎǎ {ŎƘƻƻƭ 
ƛƴ aŀŘǊƛŘΣ ŎƻƳǇǊƛǎŜǎ ŜƛƎƘǘ ƳƻŘǳƭŜǎ ŀƴŘ ǘǊŀƛƴŜŜǎ ŀǊŜ ƎƛǾŜƴ ŀ ΨǇŀǎǎǇƻǊǘΩ ŀƭƭƻǿƛƴƎ ǘƘŜƳ ǘƘǊŜŜ ƳƻƴǘƘǎ 

to complete the course.  

 

Inséré le 09/11/13  HISTORIEK  HISTORIQUE  Enlevé le 09/12/13 
 

Maatschappelijke Zekerheid voor de zeelieden ter koopvaardij 
Het is immers door het koninklijk besluit van 19 september 1845 dat de « Caisse de Secuurs et de 

Prévoyance en faveur des Marins naviguant sous Pavilion belge » werd gesticht. Deze instelling 

bestaat nog steeds onder dezelfde officiële benaming, maar is (in het Nederlands : « Hulp- en 
Voorzorgskas voor Zeevarenden onder Belgische Vlag ») bij de zeelieden beter gekend onder de 

naam van « Zeemanskas ». 

Dit belangrijk koninklijk besluit vindt zijn oorsprong in de wet van 21 juli 1844 op de differentiële 

rechten. Bij de bespreking van dit wetsontwerp stelde M. Rogier, voor het eerst, de gedachte voorop 

van de oprichting van zulke « Kas ». Volgens de Moniteur Belge van 5 juni 1844 zette M. Rogier zijn 
voorstel als volgt uiteen : 

« Ik heb, mijne Heren, een bijkomende maatregel voor te stellen en omdat ik niet wil dat hij slechts 
op het laatste ogenblik zou worden behandeld, meen ik hem te moeten voorleggen vóór de 

bespreking in » het geheim Comité, onder voorbehoud van latere meer uitvoerige toelichting, indien 



de Kamers me dit willen toestaan. Ziehier, in enkele woorden, waarover het gaat : Wij willen aan de 

Belgische reders een bescherming verlenen, welke ze gevraagd hebben in navolging van al de andere 

industrieën. Welnu, mijne Heren, het volstaat niet een bescherming te verlenen aan de reders alleen, 
ook de Belgische zeelieden zouden moeten beschermd en aangemoedigd worden. De maatregel die 

ik met dat doel wil voorstellen zou kunnen opgenomen worden in een reglement van algemeen 

bestuur. Ik bedoel hier een hulp- en voorzorgskas ten voordele van de Belgische zeelieden. Ik ben 
ervan overtuigd dat, wanneer ik er dieper moest op ingaan, mijn voorstel » zonder enig bezwaar zal 

worden aanvaard, onverschillig op welke wijze men het zou realiseren, hetzij door een bijkomend 

artikel, hetzij door een speciale wet. Ziehier, mijne Heren, hoe mijn voorstel zou moeten opgevat 

worden : In het jaar dat zal volgen op de uitvaardiging van deze wet, zal er  worden overgegaan tot 
de oprichting, bij koninklijk besluit, van hulp- en voorzorgskassen ten voordele van alle » zeelieden 

die onder Belgische vlag waren. Het kapitaal van deze kassen zal als volgt worden samengesteld : 

1° een afhouding op de gages van de zeelieden; 
2° een storting door de reders; 

3° giften en legaten; 

4° een subsidie van staatswege, die, voor de verschillende kassen, niet meer mag bedragen dan 

10.000 F per jaar. » 

Gedurende de bespreking van 10 juni, drukte één der leden van de Kamers van 
 Volksvertegenwoordigers zich uit als volgt : « Het voorstel van de achtbare M.Rogier getuigt van 

liefdadigheid, menselijkheid en » vooruitzicht. M. Rogier heeft de oprichting gevraagd van een 

voorzorgskas in het belang van de zeelieden. Wat een verheven en edelmoedige gedachte die voor 

doel heeft de zeelieden, die dagelijks hun leven veil hebben, te waarborgen tegen de wisselvalligheid 
van hun bestaan, tegen de gevaren van hun beroep, en de sociale bescherming uit te breiden tot hun 

weduwen en wezen; dit voorstel is van aard de eenparige sympathie der Kamers weg te dragen. » 

Deze tussenkomsten, zo waardig geformuleerd in de opgesmukte en romantische stijl van die tijd, 

hebben aanleiding gegeven tot de inlassing van artikel 11 in de wet van 21 juli 1844. 

De « Hulp- en Voorzorgskas voor Zeevarenden onder Belgische Vlag », opgericht te Antwerpen in 

1845, had tot doel : 

1° een tijdelijke of blijvende hulp te verlenen aan zeevarenden onder Belgische vlag, die zich, tijdelijk 

of blijvend, in de onmogelijkheid bevonden hun beroep verder uit te oefenen, door ziekte, ongeval of 
ouderdom, alsook aan hen die zonder bestaansmiddelen zouden vallen door schipbreuk of door 

zware en onvoorziene omstandigheden; 

2° in geval van overlijden van de zeeman, hulp te verlenen aan zijn weduwe of aan zijn familie. 

De statuten voorzagen dat de zeelieden van de zeevisserij uitgesloten waren van deze voordelen. 

Deze uitsluiting strekt zich echter niet uit tot de walvisvaarders. 

Het is overbodig er op te wijzen dat de basisprincipes van de Kas, van méér dan een eeuw oud, 

slechts beantwoordden aan de opvattingen van die tijd inzake sociale zekerheid. Deze statuten 
hebben immers belangrijke wijzigingen ondergaan in de loop der tijden en voornamelijk gedurende 

de laatste decennia. 

De wet van 5 juni 1928 op de arbeidsovereenkomst wegens scheepsdienst heeft de vergoedingen, 

verschuldigd aan de zeelieden in geval van verlies van plunje en in geval van werkloosheid ten 

gevolge van schipbreuk, rechtstreeks ten laste gelegd van de reders. De wet van 30 december 1929 
heeft de vergoeding der schade voortspruitende uit arbeidsongevallen geregeld volgens meer 

moderne opvattingen. De Hulp- en Voorzorgskas is aldus kunnen ontlast worden van die 

verschillende verzekeringssectoren. 



Wanneer in 1924 en 1925 twee 

wetten de verplichte verzekering 

tegen ouderdom en vroegtijdig 
overlijden respectievelijk van de 

arbeiders en bedienden invoerden 

wetten die eveneens toepasselijk 
waren op de zeelieden is de Hulp- en 

Voorzorgskas echter voortgegaan met 

het gelijklopend verzekeren van 

dezelfde risico's voor de zeelieden ter 
koopvaardij. Er is slechts een einde 

gemaakt aan deze dubbele 

verzekering door de wet van 6 juli 
1931, tot voorbereiding van het 

inrichten der sociale verzekeringen 

der zeelieden van alle rang der 

koopvaardij. Deze wet bepaalt dat de zeelieden onttrokken zijn aan de toepassing van de algemene 
wetten en dat hun verzekeringsstatuut zal geregeld worden door de Koning, met dien verstande 

evenwel dat dit statuut hun voordelen moet verzekeren die ten minste evenwaardig zijn aan het 

algemeen regime. Ingevolge die wet van 6 juli 1931 werden de statuten van de Hulp- en 
Voorzorgskas volledig omgewerkt door een koninklijk besluit van dezelfde datum. 

Het is dan ook niet te verwonderen dat, wanneer bij het einde van de tweede wereldoorlog, een 
besluitwet van 28 december 1944 de sociale zekerheid voor arbeiders heeft ingericht, de zeelieden 

niet onderworpen werden aan dit algemene regime, maar dat er, in een tweede besluitwet van 7 

februari 1945 ten gunste van hen een speciaal regime van sociale zekerheid werd voorzien. Dit 
nieuwe regime voorzag o.a. de uitbreiding van de verzekering tegen ziekte en invaliditeit die voor de 

zeeman reeds verplichtend was ingevoerd sedert 1845 tot de familieleden van de zeelieden. 

Laten wij er even aan herinneren dat, wat men in België onder de rubriek « Sociale Zekerheid » 

verstaat, betrekking heeft op vijf sectoren : 

¶ verzekering tegen werkloosheid; 

¶ kinderbijslagen; 

¶ jaarlijkse vacantie 

¶ verzekering tegen ziekte en invaliditeit; 

¶ ouderdoms- en overlevingspensioen. 

De besluitwet van 7 februari 1945 zoals ze werd gewijzigd door latere wetten         is de basis 

geworden van de huidige structuur van het regime van de sociale zekerheid voor de zeelieden ter 

koopvaardij. Het is hoogst merkwaardig dat enerzijds deze fundamentele vernieuwing plaats grijpt 
juist één euw na de eerste basiswet en dat anderzijds de Hulp- en Voorzorgskas belast werd, bij 

koninklijk besluit van 12 juli 1956, met het beheer van de dienst voor sociale zekerheid der zeelieden. 

Dit koninklijk besluit was eigenlijk slechts een bevestiging van de bestaande toestand, vermits, reeds 

sedert 1945, de Kas steeds de taken heeft vervuld die waren toevertrouwd aan de Dienst voor 
Sociale Zekerheid. 

In 1945 eveneens, werd door een besluitwet (12-51945) een Pool voor Zeelieden ter koopvaardij 

opgericht te Antwerpen. De beschikkingen, bekrachtigd door die besluitwet, hadden reeds hun 

praktische toepassing sedert 1 november 1944. 

De besluitwet van 12 mei 1945 heeft in de Belgische reglementering op de handelsvaart drie nieuwe 

principes met zeer grote draagwijdte ingevoerd : 



¶ De aanwerving van de staf en van de bemanning der Belgische koopvaardijschepen, alsook 

van de officieren en bemanningsleden benuttigd aan boord van die schepen in de 

thuishavens (aflossingspersoneel) zal verplichtend en uitsluitend geschieden onder de 
ingeschrevenen in de " Pool ". 

¶ Door het feit van hun inschrijving in de Pool gaan de zeelieden de verbintenis aan zich ter 
beschikking te houden van de Belgische reders om de eerst vrijkomende plaats, in 

overeenstemming met hun bekwaamheden, aan boord van een schip te aanvaarden. 

¶ Van zodra zij ingeschreven zijn en gedurende de ganse duur van die inschrijving in de Pool, 

mogen zij geen andere betrekking aanvaarden buiten de koopvaardij. Zij moeten zonder 

onderbreking ter beschikking blijven van de koopvaardij en ontvangen gedurende deze 
terbeschikkingstelling een wachtgeld. 

Deze besluitwet, die te veel gesteund was op de typische toestanden van de naoorlogse scheepvaart, 
werd vervangen door de wet van 25 februari 1964. Deze heeft de Pool georganiseerd in functie van 

de huidige arbeidsvoorwaarden in de koopvaardij. Dezelfde fundamentele principes van 1945 zijn 

bewaard gebleven, maar er werden meerdere maatregelen aan toegevoegd, ingegeven door de 
sociale evolutie inzake de toekenning van de wachtvergoeding en in verband met de 

beroepsvervolmaking. 

Om de uiteenzetting over de maatregelen op sociaal gebied, getroffen ten voordele van de zeeman, 

te voltooien, past het een woord te zeggen over de vergoeding der schade voortspruitend uit 

arbeidsongevallen. 

De eerste algemene wet over de vergoeding der schade voortspruitend uit arbeidsongevallen dateert 

van 1903. 

Ze was niet toepasselijk op de zeelieden, maar zoals we Niervoren hebben gezien was de zeeman ter 

koopvaardij verzekerd, sedert 1845, door toedoen van zijn Hulp- en Voorzorgskas de wellicht 
onvoldoen de vergoeding voor stoffelijke schade ingevolge arbeidsongeval te ontvangen. 

Een wet van 30 december 1929 heeft ten voordele van de zeeman (alsook van de visser) een regime 

ingevoerd van vergoeding der schade voortspruitend uit arbeidsongevallen gelijkend op deze welke 

van toepassing is op de arbeiders aan land maar met zekere afwijkingen. 

Veelvuldige beschikkingen van die wet zijn door latere wetten nog veranderd. De meest substantiële 

wijzigingen werden aangebracht door de wet van 7 april 1953, die met terugwerkende kracht van 
toepassing werd op 15 oktober 1951. Op dat ogenblik immers werd het principe van de gedeelde 

verantwoordelijkheid van de werkgever en het slachtoffer, dat tot uiting kwam door de vergoeding 

op basis van 50 0/o van het loon, opgegeven. De nieuwe wet heeft inderdaad het principe van de 

volledige vergoeding ervoor in de plaats gesteld. Dit principe is gebaseerd op de veronderstelling dat 
de werkgever volledig verantwoordelijk is voor het ongeval, overkomen gedurende de uitvoering van 

het contract. Hij ontsnapt slechts aan deze verantwoordelijkheid indien hij een oorzaak kan bewijzen 

die vreemd is aan deze uitvoering. 

Wij kunnen dit bondig overzicht niet besluiten zonder enkele woorden te wijden aan de 

internationale arbeidsovereenkomsten. Van zodra de « Internationale Arbeidsorganisatie » was 
opgericht in 1919 heeft België er zich bij aangesloten. Van de 17 internationale overeenkomsten die 

betrekking hebben op de arbeidsvoorwaarden, het welzijn en de sociale zekerheid der zeelieden en 

die op huidig ogenblik van kracht zijn, werden er 15 door ons land geratificeerd. Alles schijnt er op te 
wijzen dat tot de goedkeuring van de andere twee overeenkomsten eerlang zal kunnen overgegaan 

worden. 

Zonder vrees voor overdrijving mogen wij besluiten dat ons land een gezaghebbende rol vervult wat 

betreft de opbouw van een volwaardig sociaal statuut voor de zeelieden ter koopvaardij en we zijn er 

van overtuigd dat het deze eervolle vermelding ook in de toekomst zal weten te behouden. 

  



 

 

Inséré le 11/11/13  BOEKEN  BOOKS  Enlevé le 11/12/13 
CUNARD LINE -A fleet history 

By : Peter Newall 

Cunard Line is the most famous shipping company in 

the world. Although many books have been written 

ŀōƻǳǘ /ǳƴŀǊŘΩǎ ǇŀǎǎŜƴƎŜǊ ǎƘƛǇǎ ƛƴ ǘƘŜ нлǘƘ ŎŜƴǘǳǊȅΣ 
few have covered the 19th century fleet in much detail, 

particularly the important Mediterranean services. The 

cargo fleet has also been poorly served, especially with 

the carriage of cargo being as important as passenger 
ŎŀǊǊȅƛƴƎǎ ŘǳǊƛƴƎ ǘƘŜ ŦƛǊǎǘ мрл ȅŜŀǊǎ ƻŦ /ǳƴŀǊŘΩǎ 

existence. Little has also been written about the 

company tenders and the many ships managed by 
Cunard during both World Wars. Using original source 

material, this book redresses this imbalance with the 

most comprehensive history ever written about Cunard 
and its ships. The individual histories of 310 ships from 

Unicorn in 1840 to the current Queen Elizabeth are 

featured plus over 700 illustrations, many of which 

have never been published before, including many in 
colour. Great care has also been taken with the layout 

of the book so that it is easy to follow. Not only is there 

a detailed index, individual ŎƘŀǇǘŜǊǎ ŀƭǎƻ ǘŜƭƭ ǘƘŜ ǎǘƻǊȅ ƻŦ ǘƘŜ ǎƘƛǇǎ ƛƴ ŜŀŎƘ ŀǎǇŜŎǘ ƻŦ ǘƘŜ ŎƻƳǇŀƴȅΩǎ 
operation, including the trans-Atlantic liners, cargo fleet, cruise ships, tankers, bulk carriers, 

container ships, reefers and managed ships. The front cover of the book has a specially-

commissioned painting of the original Queen Elizabeth by the renowned marine artist Stephen Card.  

Written by the author of Mauretania Triumph and Resurrection and the definitive fleet histories of 

the Union Castle and Orient Lines, it is hoped that Cunard Line a fleet history will become the 
standard reference for the 173-year-old Cunard Line. Cunard Line a fleet history is a 304-page, A4 

hardback, available at £39.50 plus £3.50 postage (UK) from J. and M. Clarkson, 18 Franklands, 

Longton, Preston, PR4 5PD, UK tel 01772 612855, or by email from shipsinfocus@btinternet.com  

  

 

 

Inséré le 11/11/13  Nieuws Nouvelles  Enlevé le 11/12/13 
 

Pirate Menace Triggers Special Coverage, Security Measures 
άtƛǊŀǘŜǎ ƻŦ ǘƘŜ /ŀǊƛōōŜŀƴέ ǘƘŜȅ ŀǊŜƴΩǘΦ ¢ƘŜȅ ŀǊŜ ŦƻǊ ǘƘŜ Ƴƻǎǘ ǇŀǊǘ ŘŜǎǇŜǊŀǘŜ ƳŜƴ ŦǊƻƳ ŀ ŦŀƛƭŜŘ ǎǘŀǘŜ 

ǘƘŀǘ ƘŀǾŜ ŘƛǎŎƻǾŜǊŜŘ ǘƘŀǘ ƻƴŜ ƻŦ ǘƘŜ ǿƻǊƭŘΩǎ ƻƭŘŜǎǘ ǇǊƻŦŜǎǎƛƻƴǎ ƻŦŦŜǊǎ ǿŜŀƭǘƘ ŀƴŘ ǇƻǿŜǊΣ ƛŦ ȅƻǳΩǊŜ 

willing to take the risks. In a rather tongue in cheek award the Harvard Business School selected 
ǇƛǊŀŎȅ ŀǎ нлмл ǎ ōŜǎǘ ōǳǎƛƴŜǎǎ ƳƻŘŜƭΦ 

IƻǿŜǾŜǊΣ ŦƻǊ ŜǾŜǊȅ ŀŎǘƛƻƴ ǘƘŜǊŜΩǎ ŀ ǊŜŀŎǘƛƻƴΣ ŀƴŘ [ƻƴŘƻƴΩǎ ƳŀǊƛƴŜ ƛƴǎǳǊŀƴŎŜ ŎƻƳƳǳƴƛǘȅ ƛǎ ƛƴ ǘƘŜ 
forefront of devising strategies to thwart the pirates, who operate mainly from untouchable bases in 

Somalia, from succeeding in their attacks on Indian Ocean shipping.Catlin Group Limited, with 

operational hubs in London, Bermuda, the U.S. Europe and Asia, as well as being the managing agent 

mailto:shipsinfocus@btinternet.com


ƻŦ [ƭƻȅŘΩǎ ƭŀǊƎŜǎǘ ǎȅƴŘƛŎŀǘŜΣ Ƙŀǎ ǘƘŜǊŜŦƻǊŜ ǳǇǇŜŘ ƛǘǎ efforts in the fight. Headed by Peter Dobbs, 

/ŀǘƭƛƴΩǎ !ǎǎŜǘ tǊƻǘŜŎǘƛƻƴ ǎŜǊǾƛŎŜ ƻŦŦŜǊǎ ŎƻǾŜǊŀƎŜ ŘŜǎƛƎƴŜŘ ǘƻ ŘŜŀƭ ǎǇŜŎƛŦƛŎŀƭƭȅ ǿƛǘƘ ǘƘŜ ǘƘǊŜŀǘǎ ŦǊƻƳ 

ǇƛǊŀǘŜǎΦ Lƴ ŀƴ ƛƴǘŜǊǾƛŜǿ ǿƛǘƘ ǘƘŜ LW ƘŜ ŘŜǎŎǊƛōŜŘ ǘƘŜ ƳƻǾŜ ŀǎ ŀ άƴŀǘǳǊŀƭ ŜȄǘŜƴǎƛƻƴέ ƻŦ /ŀǘƭƛƴΩǎ ƳŀǊƛƴŜ 

and [ƭƻȅŘΩǎ ōǳǎƛƴŜǎǎΦ  

         

[ƭƻȅŘΩǎ Ǌƻƻǘǎ Ǝƻ ōŀŎƪ ǘƻ ǘƘŜ ƴŜŜŘ ŦƻǊ ƳŀǊƛƴŜ ƛƴǎǳǊŀƴŎŜ ŀǘ ǘƘŜ ŜƴŘ ƻŦ ǘƘŜ мтǘƘ ŎŜƴǘǳǊȅΣ ŀǎ ǘƘŜ .ǊƛǘƛǎƘ 

9ƳǇƛǊŜ ŜȄǇŀƴŘŜŘ ƛǘǎ Ǝƭƻōŀƭ ǊŜŀŎƘΦ ¦ƴǘƛƭ ǘƘŜ ŜƴŘ ƻŦ ǘƘŜ мфǘƘ ŎŜƴǘǳǊȅ [ƭƻȅŘΩǎ ǿŀǎ ŜǎǎŜƴǘƛŀƭƭȅ ŀ ƳŀǊƛƴŜ 

ƛƴǎǳǊŜǊΦ !ƭǘƘƻǳƎƘ ƛǘΩǎ ŀ lot more than that nowadays, the marine tradition remains strong. But it 
ƴŜŜŘǎ ǘƻ ŎƘŀƴƎŜΦ άL ǘƘƛƴƪ ƛƴ ǘƘŜ ŜƴŘ ǘƘŜ ƳŀǊƛǘƛƳŜ ƛƴŘǳǎǘǊȅ ƛǎ ƎƻƛƴƎ ǘƻ ƘŀǾŜ ǘƻ ǿŀƪŜ ǳǇΣέ 5ƻōōǎ ǎŀƛŘΤ 

άƛƴ ǘƘŜ ǎŀƳŜ ǿŀȅ ǘƘŀǘ ǘƘŜ ŀǾƛŀǘƛƻƴ ƛƴŘǳǎǘǊȅ ƘŀŘ ǘƻ ǿŀƪŜ ǳǇ пл ȅŜŀǊǎ ŀƎƻΦέ IŜ ŎƛǘŜŘ the rash of 

ƘƛƧŀŎƪƛƴƎǎ ǘƘŀǘ ǘƻƻƪ ǇƭŀŎŜ ƛƴ ǘƘŜ сл ǎΣ ǿƘƛŎƘ ƛƳǇƻǎŜŘ άŦŀƛǊƭȅ ŘǊŀŎƻƴƛŀƴΣ ς or at least what we though 
at the time were fairly draconian ς ǎŜŎǳǊƛǘȅ ƳŜŀǎǳǊŜǎ ǘƻ ǇǊŜǾŜƴǘ ƘƛƧŀŎƪƛƴƎΦέ aƻǊŜ ǊŜŎŜƴǘ ŜǾŜƴǘǎ ƘŀǾŜ 

served only to increase those security measures.  

άL ǘƘƛƴƪ ƛǘΩǎ ƴƻ ƭƻƴƎŜǊ ǇƻǎǎƛōƭŜ ƴƻǿ ǘƻ ƘŀǾŜ ŀ ǾŜǎǎŜƭΣ ǾŀƭǳŜŘ ŀǘ ŀ ƘǳƴŘǊŜŘ Ƴƛƭƭƛƻƴ ŘƻƭƭŀǊǎΣ ǿƛǘƘ ŎŀǊƎƻ 

valued at two hundred million dollars, and to allow that vessel through some of the rougher waters 

ƻŦ ǘƘŜ ǿƻǊƭŘ ŎƻƳǇƭŜǘŜƭȅ ǳƴǇǊƻǘŜŎǘŜŘΦέ !ǎ ŀ ǊŜǎǳƭǘ ǘƘŜ ƳŀǊƛǘƛƳŜ ƛƴŘǳǎǘǊȅ Ƙŀǎ ǘƻ ǊŜŎƻƎƴƛȊŜ άǘƘŜ ǿƻǊƭŘ 
Ƙŀǎ ƳƻǾŜŘ ƻƴΤ ǘƘŜ ǿƻǊƭŘ Ƙŀǎ ŎƘŀƴƎŜŘΣ ŀƴŘ L ǘƘƛƴƪ Ǉƻǎǎƛōƭȅ ƛƴ ǘƘŜ ŦǳǘǳǊŜ ǿŜΩǊŜ ƎƻƛƴƎ ǘƻ ƘŀǾŜ ǘƻ ƭƻƻƪ 

ŀǘ ŦƻǊƳǎ ƻŦ ǎŜŎǳǊƛǘȅ ǘƘŀǘ ǘƘŜ ƳŀǊƛǘƛƳŜ ƛƴŘǳǎǘǊȅ ƘŀǾŜƴΩǘ ōŜŜƴ ǳǎŜŘ ǘƻ ƛƴ ǘƘŜ ǇŀǎǘΦέ [ƻƴŘƻƴΩǎ ƭŜŀŘƛƴƎ 

ǊƻƭŜ ƛǎ ŀ ƴŀǘǳǊŀƭ ƻƴŜΣ ŀǎ άǘƘŜ ǿƘƻƭŜ ǇƛǊŀŎȅ ƛǎǎǳŜ ƛǎ ǳƴƛǉǳŜƭȅ .ǊƛǘƛǎƘΣέ ǎŀƛŘ 5ƻōōǎΦ ά¢ƘŜ ƳŀƧƻǊƛǘȅ ƻŦ ǘƘŜ 

insurers involved are British, the majority of the law firms are British, the majority of the better 
guarding firms are British, and the majority of the ransom delivery firms are English. Piracy is very 

ƳǳŎƘ ŀƴ ƛƴǎǳǊŀƴŎŜ ƛǎǎǳŜ ǘƘŀǘΩǎ ŎŜƴǘŜǊŜŘ ƛƴ [ƻƴŘƻƴΣ ŀǎ ƻǇǇƻǎŜŘ ǘƻ ŀƴȅǿƘŜǊŜ ŜƭǎŜ ƛƴ ǘƘŜ ǿƻǊƭŘΦ 

[ƻƴŘƻƴ ƛǎ ǿƘŜǊŜ ƛǘΩǎ ŀǘΣ ŀƴŘ ǿƘŜǊŜ ǇƛǊŀŎȅ Ƙŀǎ ōŜŜƴ ώŀ ŎƻƴŎŜǊƴϐ ŦƻǊ ǘƘǊŜŜ ƘǳƴŘǊŜŘ ȅŜŀǊǎ ŦǊƻƳ ǘƘŜ ŀƎŜ 
of privateeǊǎ ƛƴ ǘƘŜ мтлл ǎΦέ  

Catlin has done a lot of work on the subject, which is summarized in an excellent 20 page booklet 
that sets out the basic facts, figures and potential solutions to the piracy problem. Peter Dobbs was 

one of the principal sources.  

IŜ ŘŜǎŎǊƛōŜŘ ŎƻǾŜǊŀƎŜ ǊŜƭŀǘŜŘ ǘƻ ǇƛǊŀŎȅ ŀǎ άǾŜǊȅ ƳǳŎƘ ŀ ƴƛŎƘŜ ōǳǎƛƴŜǎǎΣ ŀǎ ȅƻǳ ƴŜŜŘ ŀ ŦǳƴŘŀƳŜƴǘŀƭ 

ǳƴŘŜǊǎǘŀƴŘƛƴƎ ƻŦ ǘƘŜ Ǌƛǎƪ ǘƻ ǊŜŀƭƭȅ ōŜ ŀōƭŜ ǘƻ ǳƴŘŜǊǎǘŀƴŘ Ƙƻǿ ƛǘ ǎƘƻǳƭŘ ōŜ ǿǊƛǘǘŜƴΧǇǊƻŦƛǘŀōƭȅΦέ 

Marine insurance is complex, as there are different policies covering different risks. He also noted 
ǘƘŀǘ ǿƘŜƴ ŘŜŀƭƛƴƎ ǿƛǘƘ ǇƛǊŀǘŜǎΣ άǘƘŜǊŜ ŀǊŜ ŀ ƘǳƎŜ ƴǳƳōŜǊ ƻŦ ƻǘƘŜǊ ŦŀŎǘƻǊǎ ǘƘŀǘ ŎƻƳŜ ƛƴǘƻ ǘƘƛǎΦέ 

hǿƴŜǊǎ ƻǊ ŎƘŀǊǘŜǊŜǊǎ ƻŦ ŀ ǾŜǎǎŜƭ ōǳȅ άƘǳƭƭ ƛƴǎǳǊŀƴŎŜΣ ŀƴŘ ǘƘŜȅ ƘŀǾŜ ǘƻ ōǳȅ ǿŀǊ Ǌƛǎƪ ŎƻǾŜǊ ƛŦ ǘƘŜȅΩǊŜ 

going through restriŎǘŜŘ ŀǊŜŀǎΣ ƻŦ ǿƘƛŎƘ ǘƘŜǊŜ ŀǊŜ ŀ ƴǳƳōŜǊ ŀǊƻǳƴŘ ǘƘŜ ǿƻǊƭŘΣέ 5ƻōōǎ ŜȄǇƭŀƛƴŜŘΦ Lƴ 
addition the cargo is insured ς not necessarily by the ship owner ς and it may also be subject to 




