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Your NZ branch committee wishes all our New 

Zealand members a very Merry Christmas 

and Prosperous New Year. 

May you have fair winds and following seas 

throughout 2008. 

 
 

 
 
 
 

Cruising to Success 
The first Carnival Cruises graduates of the New 
Zealand Maritime School’s Diploma in Nautical 
Science and Second Mate programme received 
their certificates last week from the big boss of 
their future employer, Carnival Australia Chief 
Executive, Ann Sherry.  
Scott Farrand, Andrew Coombridge and Blair 
Skilton are each about to graduate with a Diploma 
in Nautical Science as well as the Second Mate 
certification (the international operating license 
which allows the holder to take charge of 
navigation and deck watch duties).  

The Second Mate certificate has been  made 
possible by Carnival Cruises who have sponsored 
the students through the on-board component of 
the three-year programme, enabling graduates to 
work as deck officers on all ocean going vessels, 
including luxury super liners, tankers and 
container vessels.   
The top students and their parents have been 
invited on board Sun Princess to receive their 
certificate directly from Ann Sherry and New 
Zealand Maritime School Director, Captain Tim 
Wilson.   
Ann Sherry said Carnival was making the biggest 
investment ever made in the Australian and New 
Zealand cruising market with its recent decision to 
base two superliners in the region full time.  
“It therefore makes sense for us to support that 
investment by helping the New Zealand Maritime 
School train outstanding young people as future 
crew members who may one day work on board 
our vessels.” 
Tim Wilson said he was grateful to Carnival for 
making it possible for New Zealanders to access 
the qualifications needed to embark on several 
exceptionally exciting career paths through the 
school.  
 

 
From left: Andrew Coombridge, Captain Peter Russel, Master Sun 
Princess, Scott Farrand, Ann Sharry, CEO Carnival Australia, 
Captain Tim Wilson, Director NZMaritime School, Blair Skilton 

 
In addition to the popularity of the nautical 
science programme, an international shortage of 
qualified marine engineers meant there was now a 
focus on the Diploma in Marine Engineering 
programme, a qualification which enabled young 

AROUND NEW ZEALAND 
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people to work at the cutting edge of international 
engine technology. 
Support from Carnival had meant that demand for 
both programmes was now very strong.  
Tim Wilson said partnerships with industry, such 
as the one achieved with Carnival Cruises, were 
vital in ensuring graduates of the School had the 
relevant practical skills and experience needed to 
be immediately employable.  
“The two diploma programmes mean that these 
young people are now guaranteed  highly paid 
careers  as ship officers, visiting many of the 
world’s most beautiful and interesting places. 
“The programme has been extremely successful 
with nearly 6o students now enrolled. Currently 
14 deck cadets and eight marine engineering 
cadets are being sponsored by Carnival and 
completing sea time onboard Carnival vessels.  

CREO, 10 December 2007 
 

 
 
ms Torea arrives in Pt Chalmers 
Below seen New Zealand’s latest coastal tanker " 
NYATHI " arriving in Dunedin for the first time 
28/11/07 .The name is to be changed to " 
TOREA " and the port of registry from London 
to Wellington. 
 

 
Photo: Ross Walker 
 
The vessel has a gross tonnage of 25400, 
deadweight of 37069 and was built in 
2004.Interesting to note the funnel markings of 
Unicorn Tankships ,a shipping arm of Grindrod 
Ltd is South Africa's largest national shipowner 
its history goes back to the 1860's. 
ed: since her arrival she has changed her livery 
to the familiar silver fern on black funnel. 
 
 

NZ to help dismantle Russian nuclear 
submarines�
New Zealand will help fund a Japan-led project to 
dismantle decommissioned nuclear submarines in 
the Russian Far East, Disarmament and Arms 
Control Minister Phil Goff announced. “New 
Zealand values this opportunity to support Japan 
in ensuring that the deteriorating submarines no 
longer pose a danger to international security and 
to the environment,” Mr Goff said. “Dozens of 
these submarines remain in existence today, and 
about half of these still have nuclear fuel on 
board. Due to poor maintenance and inadequate 
protection, the large quantities of highly 
radioactive materials within each submarine offer 
a target for theft or sabotage.”   
New Zealand’s funding of around $680,000 will 
be used towards the handling and processing of 
radioactive wastes that result from the de-fuelling 
and dismantlement of a nuclear submarine, Mr 
Goff said. “This is a key step in the dismantlement 
process. “New Zealand’s funding will go towards 
dismantling a submarine in Vladivostok on 
Russia’s Pacific coast under Japan's 'Star of Hope' 
programme. "Cooperation on this project 
demonstrates our shared commitment with Japan 
with respect to disarmament and non proliferation. 
It is a tangible example of working together to 
safeguard security in the Pacific region,” Mr Goff 
said. New Zealand’s contribution is part of the G8 
Global Partnership against the Spread of Weapons 
and Materials of Mass Destruction, which was 
launched in 2002. Dismantlement of old nuclear 
submarines was identified as one of the priorities 
of the G8 Global Partnership.  
“As a contributor to the G8 Global Partnership, 
New Zealand has previously worked with the 
United Kingdom on the destruction of chemical 
weapons stockpiles in Russia.  
“Last year we co-operated with a United States 
project working to shut down the last plutonium-
producing nuclear reactor in Russia, in 
Zheleznogorsk. We worked with the US again 
earlier this year on a project in the Ukraine on 
improving detection capability for smuggled 
nuclear and radioactive materials at the Russian 
border. “Including the submarines project, New 
Zealand has contributed over $3.7 million to the 
G8 Global Partnership programme.” Source : 
Press Release: New Zealand Government 
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Huge ship tests the limits of Port Taranaki  
John Ireland had a grandstand view of a ship almost 
three rugby fields long on Saturday. He was the Port 
Taranaki pilot responsible for guiding into port the 
Maersk Duffield, the 45,803 gross tonne container 
carrier that, at 289 metres, broke the record for the 
longest vessel ever to berth at New Plymouth. "It was 
pretty long, that's for sure - it stretched way out in 
front of the bridge," Captain Ireland said yesterday. 
"But it all went very smoothly. As they say, a boring 
pilotage is a good pilotage. About the only unusual 
thing that happened was the captain was so chuffed to 
see people lining the Lee Breakwater to see the ship 
enter port, that he gave several long blasts on the horn 
to celebrate."  
Because of the potential challenges presented by the 
sheer size of the big ship, Port Taranaki operational 
staff went great lengths to prepare for its arrival, said 
Captain Ireland. "We all had training in a simulator at 
the Royal New Zealand Navy in Auckland, and then 
we actually went on board the Maersk Duffield when 
it berthed in Auckland last week and observed how 
things were handled under real life conditions.  
"Based on all of that, we made some changes to our 
berthing procedure. We boarded her further out to sea, 
made a different approach through the port entrance, 
and used two tugs to spin her around before berthing. 
"And everything just fell into place. It all went very 
well," he said. Port Taranaki this year added itself to 
the list of New Zealand ports able to handle ships with 
the size and draught of the Maersk Duffield.  
Taranaki Daily News, 29 November 2007 

 
 
Port of Tauranga wins grain store 
Plans have been unveiled for a big grain store at the 
Port of Tauranga, New Zealand's key entry point for 
grain and protein imports. Australian company, ABB 
Grain Limited has committed to a 35 year lease with 
the port company and will construct an 8,000 square 
metre bulk storage facility that will be able to store 
more than 30,000 tonnes of grain and protein product. 
Port Chief Executive Mark Cairns has welcomed the 
firm's commitment to Tauranga. He says the facility 
will enable ABB Grain to distribute product into the 
Auckland market due to the port's road and rail links. 
Source tvnz.co.nz 

 
 
 
 
 

 
 

 
 

Cunard takes delivery of their latest liner QUEEN 
VICTORIA 
Another 90,000 tons added to the British Merchant 
Navy! ... 
On Thursday, on board the new 90,000-ton vessel at the 
Fincantieri Marghera shipyard, Cunard took delivery of 
the magnificent QUEEN VICTORIA, marking the 
completion of a ship noted for striking interiors on a par  
with the ‘floating palaces’ of the twenties and thirties. 
Just after 1100 hours, following speeches by Romano 
Prodi, the Prime Minister of Italy, and Jim Fitzpatrick, 
MP, Under Secretary of State, Department for 
Transport, the Italian flag was ceremonially lowered 
and the Red Ensign raised. And so another magnificent 
Cunard liner will enter the Register of British Shipping. 
The event, attended by an invited audience, was given a 
British emphasis by the presence of the Band of the 
Scots Guards, flown out specially to perform on board 
throughout the day.  
Carol Marlow, Cunard’s President and Managing 
Director, said: “This ceremony to mark the completion 
of the ship, and our acceptance of delivery, is just the 
first of a number of significant events over the next few 
weeks – including the ship’s official naming by HRH 
The Duchess of Cornwall, in the presence of HRH The 
Prince of Wales, in Southampton on Monday 10 
December. I’m certain the British will take this truly 
magnificent ship to their hearts, as they have all the 
Cunard Queens”.  
Queen Victoria is due to leave the shipyard on 30 
November, and sail to Southampton – where she will 
berth at the City Cruise Terminal at 0930 hours on 
Friday 7 December. She will depart on her Maiden 
Voyage, to a splendid firework display, at 1700 hours, 
on Tuesday 11 December.  

Gross Tonnage abt 89,500 tonnes 
Length overall abt 294.0 m 
Length between perpendiculars 265.36 m 
Breadth moulded 32.25 m 
Numbers of decks 16 
Height to bulkhead deck 10.8 m 
Height to deck 3 19.81 m 
Design draft mld 7.90 m 
Corresponding deadweight 7,685 tonnes 
Scantling draft 8.0 m 
Maximum air draft from waterline 54.5 m 
Max speed Abt. 23.7 knots 
Service Speed (at 90% diesel MCR, 25% Sea 
Margin, one engine off) 21.7 knots 

AROUND THE GLOBE 
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Last month Fincantieri and Cunard agreed the building 
of a new QUEEN ELIZABETH , which at 92000 tons 
will be the second largest in the Cunard fleet after 
QUEEN MARY 2. Source : shippingtimes.co.uk 
 
 
Wellington has declared 17 February 2008 Queen 
Victoria day 
'Wellington's Mayor Kerry Prendergast has declared 
the 17th 'Queen Victoria Day' in honour of one the 
most luxurious liners in the world. For one day only, 
Wellington plays host to the Queen Victoria on her 
maiden voyage. The cruise liner is 294 metres in 
length, 54.5 metres high, weighs 90,000 tons and 
carries 2014 passengers. The waterfront will be abuzz 
with excitement and entertainment as Wellington rolls 
out the red carpet for the international guests on this 
historic visit'.  
The Sun Princess will be in port on the same day - 
both vessels will be berthed at the Aotea Quay Cruise 
Terminal.   

 
 
Misgivings Rise Along With Antarctican Tourism 
By IAN AUSTEN 
From its beginning until its demise, the Explorer was 
an Antarctic pioneer. Launched in 1969 under the 
name Lindblad Explorer , it was the first ship built 
specifically to ferry tourists to Antarctica. When it 
disappeared beneath the polar region’s waters last 
week, it became the first commercial passenger ship to 
sink there.  
But with the rapid rise of ship tourism in Antarctica — 
perhaps the last major ungoverned territory on earth 
— the sinking was not unanticipated. Both the United 
States and Britain warned a conference of Antarctic 
treaty nations in May that the tourism situation in the 
region was a potential disaster in the making.  
The treaty countries, the United States said in a paper 
presented at the meeting, “should take a hard look at 
tourism issues now, especially those related to vessel 
safety, and not await more serious events to spur them 
to action.” More than 35,000 tourists are expected to 
visit Antarctica this spring and summer, compared 
with just 6,750 during 1992-93, according to the 
Antarctic Treaty Secretariat. And rather than just ships 
like the Explorer that carry 100 passengers, the flotilla 
has included such behemoths of the cruise ship 
industry as the Golden Princess, which arrived with 
2,500 passengers and 1,200 crew members last season. 
Relatively calm seas, the slow pace of the Explorer’s 
sinking and its proximity to other ships and military 
rescue forces all helped ensure that the episode was 
not a disaster, at least in human terms. On Sunday, the 

last of the passengers and crew members evacuated 
from the Explorer were airlifted from Antarctica to 
Punta Arenas, Chile. No one, according to the ship’s 
owner, G.A.P. Adventures of Toronto, was injured, 
although many survivors said their five hours aboard 
open lifeboats in choppy seas were harrowing.  
While the rescue may have been a success, the 
consequences for the Antarctic’s fragile environment 
of having a submerged ship that is estimated to be 
holding 48,000 gallons of marine diesel fuel sitting off 
its coast are unclear. And while the frontier nature of 
Antarctica is a large part of its tourist appeal, it also 
means that the region is a legal muddle. There are no 
obvious answers about who is responsible for dealing 
with any environmental damage the Explorer may 
cause or how methods can be created to prevent future 
sinkings. “There’s been kind of an explosion of 
tourism in Antarctica,” said Jim Barnes, executive 
director of the Antarctic and Southern Ocean 
Coalition, an association of environmental 
organizations that participates in Antarctic treaty 
meetings. “Do we want this to become Disneyland or 
do we want some controls?” Mr. Barnes, like many 
Antarctic experts, was surprised to learn that the 
Explorer , which was purchased by G.A.P. in 2004, 
had sunk. While not an icebreaker — a hull design 
impractical for passenger ships — the Explorer was 
specially reinforced to withstand blows from ice.  
The company says it was certified at the highest rating 
given by Finland and Sweden for non-icebreakers. If 
its hull was breached, watertight compartments were 
supposed to contain the water and allow it to remain 
afloat. Leif Skog, who captained the ship while it was 
owned by Lindblad Expeditions of Seattle, said, 
however, that the Explorer was designed to withstand 
the flooding of just one compartment. Any leakage of 
water into adjoining compartments, he said, would be 
sufficient to sink the ship. “The compartment must be 
completely watertight,” said Captain Skog, Lindblad’s 
vice president of marine operations. “If you have a 
crack between two compartments, you have a 
problem.” G.A.P. initially attributed the sinking to a 
fist-size hole in the hull created by ice. But in an e-
mail message on Sunday, Susan Hayes, its vice 
president of marketing, said that there was also a crack 
that, like the hole, could not be effectively sealed by 
the crew. It was not clear if the crack spanned 
compartments.  
Many of the large cruise ships now visiting Antarctica 
have little or no ice reinforcement in their designs. 
Such ships generally stay well offshore and only come 
to the continent at the height of summer. Avoiding ice 
near the South Pole, however, may not always be 
possible. Some areas act as ice bottlenecks and can 
rapidly swing from being open water to being clogged 
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with heavy concentrations of ice. Commercial 
considerations from the tourist rush may also push 
vessels into dangerous situations. “The increasing 
number of ships operating in Antarctica — especially 
in the peninsula region — means that ships are under 
greater pressures to meet the time slots for visiting key 
sites,” the British government wrote in a paper at the 
meeting of treaty nations. The Antarctic Peninsula is 
the part of the continent that reaches toward South 
America.  
Seven nations, including Argentina and Britain, claim 
to control portions of Antarctica, although those 
claims are not recognized under international law. 
That has left the alliance of treaty nations as the 
closest thing the region has to a government. 
Developing consensus among the treaty nations is a 
slow-moving process, and the resulting resolutions are 
not binding, particularly on non-treaty countries like 
Liberia, where the Explorer was registered. “At the 
end of the day, there’s no military or coast guard for 
Antarctica,” Mr. Barnes said. “It’s a difficult 
enforcement situation.”  
Nevertheless, Mr. Barnes said he was heartened last 
month when the treaty group adopted a resolution 
asking its members to discourage or ban ships under 
their control with more than 500 passengers from 
landing on the continent. Mr. Barnes said tourism in 
Antarctica will only be effectively controlled if 
nations like Canada are willing to enforce rules on 
companies based in their territory such as G.A.P., 
whose ships are registered elsewhere under flags of 
convenience. “Governments have the potential to 
exercise more control,” he said.  
Source : nytimes.com   
DAILY COLLECTION OF MARITIME PRESS 
CLIPPINGS 2007 – 272 

 
The new Corporate Manslaughter legislation (for 

UK) has been in the pipeline since the Herald Free 
Enterprise disaster. 

Although the original intent of company director 
serving jail sentences for gross negligence has 
been omitted, the company still faces massive 
fines and this increased culpability may well 
spread outside the UK(in the current focus on 

maritime issues.  In  addition it has huge 
implications for insurance cover for senior 

officers. 
Manslaughter law puts managers under the 
spotlight 
Sandra Speares 
ALTHOUGH corporate killing legislation in the 
UK will not come into force until April 6 next 

year, shipowners and operators should not waste 
time considering the potential exposure of their 
companies, according to ISM Code magazine 
ReportISM, writes Sandra Speares. 
Although owners and chief executives will not 
personally serve prison sentences if their company 
is found guilty of corporate manslaughter, the 
activities of senior management and the ISM 
Designated Persons will be under the spotlight. 
“It is likely to be the management activities, 
particularly the management of health and safety 
activities, that will determine whether the company 
is or is not found guilty of corporate manslaughter. 
That in turn will depend upon how well the safety 
management system of the ISM Code has been 
developed, implemented and is working in 
practice”. 
Under the new legislation, companies or 
organisations could face unlimited fines if found to 
have caused death through gross corporate or 
safety failures, according to the newsletter, 
produced by ConsultISM. In addition to 
prosecution, they could also face loss of liability 
cover. 
Under Section 1 (1) of the Corporate Manslaughter 
and Corporate Homicide Act 2007 Act, reference 
is made to the way in which activities are managed 
or organised. From a shipping perspective, such 
activities should be set out in the safety 
management system manuals and supporting 
documents, the newsletter explains. 
Every company should be considering how well 
they really manage health and safety issues, 
whether they can prove it and whether 
improvements should be made. 
Section 1.2 of the ISM Code outlines its objectives, 
which include prevention of injury or loss of life, 
avoidance of damage to the environment, the 
implementation of safe working practices and 
safety management skills as well as compliance 
with applicable rules and regulations. It is not 
sufficient to have procedures and manuals in place, 
but companies remain responsible for ensuring 
their safety management system is being properly 
implemented on an ongoing basis. 
The newsletter advises companies to contact their 
insurers to clarify the liability insurance issue. “An 
insured will not be permitted to recover under a 
policy of insurance for his or her own criminal or 
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tortious act, although this may require proof of 
intent. 
“The ISM Code will be the greatest friend you 
could ever wish for, or the worst enemy you could 
ever imagine. It will all depend upon the way in 
which the SMS has been developed and 
implemented in practice”. 
Consult ISM conducts reviews of safety 
management systems on behalf of companies. 
Fairplay, Wednesday 21 November 2007 
 
Sexy’ sea seduces Brussels    
BRUSSELS 28 November – People need to be 
better informed about the vital role the sea plays in 
their daily lives and the EU needs to get a grip on 
climate change. Those were the hot topics at the 
opening of the Blue Planet Forum in Brussels 
yesterday. The conference, organised by the 
Committee of the Regions and the European 
Commission, aims to raise the profile of 
sustainable management of the sea. It offers a 
platform for 65 maritime experts from 20 EU 
nations to submit their contributions to the Blue 
Paper “An Integrated Maritime Policy for the 
European Union,” published on Monday. In his 
opening speech, president of the CoR Michel 
Delebarre said: “We have identified the major 
challenges we have to face – [first of all] we have 
to bring awareness to EU citizens.” Patrick 
Tabone, head of cabinet DG Fisheries and 
Maritime Affairs at the EC, added that there is 
great potential for increasing sea-related activities 
to raise new income and create new jobs. But 
speakers also warned of the dire state of the 
world’s oceans and coasts because of pollution, 
over-fishing and ill-conceived development. 
Saskia Richartz, EU marine policy director at 
Greenpeace’s European Unit, blasted both the 
Blue Paper and its Green predecessor, insisting 
they did not make enough solid commitments to 
protect the environment. Brad Watson, vice 
president of the Arc Manche Assembly, told 
Fairplay that any contributions are a good sign, 
because “now that it’s become the sexy subject to 
talk about here, everyone wants in on it. I mean 
can you imagine a conference like this 10 years 
ago?” 
Lloyd's Register - Fairplay web links 
 

 

Spreading the careers word 
There is some notably positive work taking place 
with the UK Merchant Navy Training Board, the 
organisation which ‘does what it says on the tin’ 
and is responsible for the next generation of UK 
officers. Numbers of trainees entering the system 
are rapidly climbing, while there is no apparent 
shortage of young people interested in a sea career. 
But it certainly does not happen by accident. 
Captain Nigel Palmer, the MNTB chairman, spoke 
to Maritime London this week and enumerated 
some of the developments which have led to the 
increase in numbers. For a start, it has been 
necessary to make connections with a population 
which does not understand very much about the 
sea and its continued importance to the nation. 
School career advisers, who have no more clue 
than anyone else, have to be empowered with the 
right information. The right sort of promotional 
material has to be made available to attract the 
interest of young people who have plenty of 
choices. 
There are some interesting changes in attitude that 
are notable in the industry. There is no longer a 
hostility to the notion of a maritime industry career 
which can take in a world beyond that of the job 
afloat. 
The MNTB now contacts, with maritime career 
information, every secondary school in the land, 
and there is an effort to follow up any expressions 
of interest. There is a good deal of online activity 
and the careers at sea website now generates an 
average of 10,000 hits per month. People are 
assuredly looking, which was not always the case. 
If there is one major development which has 
encouraged this surge in interest, it is tempting to 
suggest that it is the Foundation Degree, something 
that has moved seafaring from a career requiring 
exceedingly modest academic achievements to one 
that offers a genuine pathway to a recognised 
vocational degree that is of proven worth. 
This year, for instance, it is anticipated that some 
750 UK cadets will sign on, and of that number 
nearly one third will opt for the graduate 
programmes. Which is what the industry badly 
needs as it attempts to rejuvenate itself. 
Fairplay, Wednesday 21 November 2007 
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Revitalised Redefined Rebranded 
Janet Porter 
 “All members of the crew were rescued. No 
injuries were reported.” 
On hearing those few words, or something 
similar, most people following news of a shipping 
accident will breathe a small sigh of relief, and 
then quickly turn their attention to something 
else. 
Just take the case of the MSC Napoli which 
almost broke up in a storm in the English Channel 
last January, and was eventually deliberately 
grounded. 
How many gave much thought to those on board 
who had almost died as the vessel started to 
crack, once it was known they were safe? 
The ship has barely been out of the news ever 
since, first because of the looting that took place 
as containers crashed onto Devon beaches, and 
then the dramatic efforts to refloat the wreck. The 
stern of the MSC Napoli probably won’t be 
moved until next spring, after the accommodation 
block has been cut off to lighten the remaining 
section. 
But what of the 26 crew members who were 
forced to abandon ship in terrible weather, and 
were trapped in cramped and claustrophobic 
conditions in the lifeboat until they were winched 
onto a helicopter and flown to Culdrose in 
Cornwall? 
The Bulgarian master and his mixed nationality of 
Indian, Romanian, Scottish, Turkish, Filipino and 
Ukrainian crew had lost everything. Left behind 
on the ship were their identity papers, clothes, 
personal possessions and other belongings. 
One of the cadets on board who was about to 
qualify as a junior office had lost all his study 
papers and preparation work for his final exams. 
Behind every rescue is a small human drama that 
barely makes the headlines. 
Neither do the charitable organisations that swing 
into action when seafarers are in trouble and cut 
off from their friends and families in a strange 
country often thousands of miles from home. 
When the MSC Napoli almost sank, it was the 
British & International Sailors’ Society that 
immediately dispatched personnel to Cornwall to 
attend to the needs of the shocked and 
traumatised crew. 

The society’s auxiliary port chaplain in Falmouth, 
Rev Bill Robertson, working with a representative 
from the Mission to Seafarers, made sure each one 
of the rescued crew was able to call home to 
reassure anxious relatives that they were safe, 
distributing free phone cards, and then helping the 
ship’s agent to find local accommodation for the 
night. 
When the seafarers were transferred the next day 
to a hotel near Heathrow Airport, members of the 
charity were again on call to help with language 
difficulties, buy new clothes and lend them mobile 
phones, before flights home were arranged. 
As Robert Adams, general secretary of the 
society, later recalled: “For a fleeting moment, in 
recounting the dramatic story that unfolded in just 
a few hours, the hazardous existence of seafarers 
was brought into sharp focus. The world was 
briefly reminded by reporters about those sailors, 
who come together from many parts of the world 
to do a job often faced with danger, and peoples’ 
consciousness was awoken to the unpredictable 
and insecure nature of their profession.“ 
But then, just as suddenly, “the drama of that 
moment passed and any significant awareness of 
the seafarers’ life and general interest in the fate 
of the crew of the MSC Napoli faded with it.” 
As containers from the vessel washed ashore, the 
eyes of the world turned to the scavengers 
descending on the beaches from all over Britain, 
and the horrific ordeal of the those rescued from 
the ships thanks to the heroic efforts on the 
helicopter crew was quickly forgotten by all but a 
very few. 
For charitable organisations who look after the 
pastoral needs of seafarers, however, such events 
are not uncommon. Yet they struggle to make 
ends meet. 
The British & International Sailors’ Society is the 
oldest, but perhaps least known of the main 
Christian charities, possibly because it is not 
linked directly to either the Anglican or Catholic 
church, but is inter-denominational without a 
parent church of its own. 
But Robert Adams, who took over nearly a year 
ago as general secretary, hopes to change that. 
Tomorrow, the charity will be re-launched under a 
new name, the simpler Sailors’ Society, as part of 
a concerted effort to become better known and, in 
the process, attract more funding. 
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“My task is to revitalise the society, raise the 
profile and redefine the vision of the society,” 
says Mr Adams who is drawing up a five year 
plan and expansion programme. 
For while resources may be stretched, there is no 
drop in the need for welfare care among seafarers 
of every faith. In fact, the demand may be greater 
than ever. “With the time spent in port reduced, 
isolation of seafarers has increased,” says Mr 
Adams. “There is a sense of not belonging.” 
That situation has been compounded by shrinking 
crew sizes and the mixed nationality of most ship 
complements. On the MSC Napoli, for example, 
there was a sole Filipino who felt particularly 
alone at the time of the accident, partly because of 
language problems. 
Adding to the problem is the fact that ports these 
days are often in relatively remote locations, 
many miles from the nearest town or city. 
Neither is there much chance for social 
interaction or the opportunity to build friendships, 
given the transient nature of the job and frequent 
changes of crew. 
Facilities that any shore-based employee takes for 
granted are often not provided by ship operators 
for their seafaring personnel, says Mr Adams. Just 
being able to call home to check up on the family 
on a regular basis is a luxury for many less 
fortunate seamen. 
“They do not have access to the support services 
we think all seafarers should be entitled to,” 
contends Mr Adams, a former Royal Naval 
Reserve officer who began his marine 
apprenticeship with Blue Funnel Line. He then 
went to Hoverlloyd, qualifying as a hovercraft 
flight engineer, before being seconded to Fyffes 
Line where he gained his master mariner’s 
certificate in 1971. 
Later, Mr Adams was appointed marketing 
director for Sea Containers Ferries, moving on to 
Condor Ferries as group managing director 
between 1993 and 1997. More recently, he joined 
Marsh Ferriman Solicitors as legal practice 
director and then had a spell in the City prior to 
joining BISS. 
“We can enrich seafarers’ lives,” Mr Adams 
hopes. 
But that requires money, and the society’s 
funding from its investment portfolio, legacies, 
donations, street collections and events such as 

the Three Peaks Challenge that raised over 
£500,000, or the recent London Shipping Ball that 
generated £30,000, are not enough. 
It was at the ball that Cargill Ocean 
Transportation president Gert Jan Vandenakker 
reminded other industry leaders of just what a 
debt they all owed to those working at sea. 
“Our businesses could not survive without 
seafarers, who not only are engaged in one of the 
world’s most dangerous occupations but also are 
frequently away from their families for months at 
a time,” he said, prompting bids of up to £6,500 
for a Salvador Dali etching that was auctioned. 
But how to get that message across to the wider 
world where the prompt and safe delivery of just 
about everything from oil, raw materials and 
foodstuffs to the latest must-have high street 
fashions or DVD players that have been shipped 
half way round the world is taken for granted. 
“We need to raise awareness about the lives of 
those men and women who deliver these 
services,”Mr Adams acknowledges. 
Part of the problem is the changing shape of 
global shipping, he believes. 
The society was founded in 1880 when the Port of 
London was booming and the charity invested in 
its own ship of worship. 
But as the UK’s merchant fleet declined, along 
with the number of British seafarers, and shipping 
companies consolidated, so recognition of the 
work of seafarer charities in the countries that had 
always provided the most support also dwindled. 
Instead, it is seafarers from other parts of the 
world that are more likely to call on the services 
of the Sailors’ Society for spiritual and practical 
help. 
By removing the word ‘British’ from its name, the 
society aims to re-brand itself as a truly 
international organisation on hand to support 
global shipowners and their seafarers, 
No-one is ever turned away, regardless of their 
religious affiliation, beliefs or nationality. 
The Sailors’ Society will offer ”unconditional and 
non-judgemental support,” promises Mr Adams. 
The society now has a presence through chaplains 
and seafarer centres in almost 100 ports in 30 
countries, including northern Europe, Ukraine, 
Russia, Brazil, Indonesia, India, Ghana and 
Australia, working with other ecumenical 
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organisations to ensure that, as far as possible, 
they do not duplicate their efforts. 
Port chaplains visit around 20,000 ships a year. 
Mr Adams also wants to press home to 
shipowners the benefits of an appreciated, 
contented and well-trained crew in this day and 
age of megaships, immensely valuable cargoes, 
and potentially ruinous liability claims should 
anything go wrong. 
It is in the interest of shipowners to reduce 
employee turnover and instead “retain the core of 
their business, the seafarers”, in order to obtain a 
return on their investment in personnel and also 
lessen the risk of human error. 
That in turn means establishing support systems 
for seafarers and ensuring their needs are catered 
for. 
The Sailors’ Society, run from Southampton with 
a 15-strong team and a total staff of 132, of which 
the chaplaincy cost is £750,000 a year to run. It 
has an annual turnover of around of £2m, of 
which the cis seeking to raise several million over 
the next five years to fund its expansion 
programme and develop its port chaplaincy 
network. The charity has identified 26 ports 
where there is an acute need for its services, with 
no chaplains or welfare support facilities at the 
moment. The goal is to have a presence in another 
six ports in Brazil, nine in India, six in Indonesia, 
four in Russia and one in the Ukraine. These are 
countries where the society already has some 
representation, and so can build on existing 
infrastructure in those places. 
The ports were chosen after careful analysis with 
Clarksons to make sure there would be be no 
overlap of services already offered by other 
organisations. 

The name change is the start of this new campaign 
to raise the profile of the Seafarers Society and, in 
so doing, draw attention to the plight of many 
seafarers without whose efforts the global 
economy would collapse. That is the message Mr 
Adams wants to get across to the shipping industry 
as the society appeals to those whose businesses 
depend on seafaring personnel to support the fund-
raising drive. 
Friday 30 November 2007 
 
Date set for biometric ID cards in US 
Rajesh Joshi 

BIOMETRIC identification cards for US marine 
workers are set to become a reality, with the US 
Transportation Security Administration unveiling a 
rollout at 12 ports by the end of November. 
The document, known as the Transportation 
Worker Identification Credential, will ultimately 
affect some 750,000 individuals, including US 
merchant mariners, stevedores, truck drivers and 
port chaplains as it is fully introduced by 
September 25, 2008 at all US ports. 
A TWIC valid for five years would cost $132.50 
for ordinary individuals and $105.25 for 
individuals holding acceptable background-
checked substitutes, such as a merchant mariner’s 
licence or a hazardous material endorsement on a 
commercial driver’s licence. This cost would be 
borne by the TWIC holder. 
The sticker price of $132.50 is $5 lower than the 
original announcement and is below the 
government’s original estimate, the TSA has 
stressed. 
The introduction of TWIC has been plagued by 
delays. Originally intended to be in force last year, 
the programme was modified at the start of 2007 
by separating the issuance of the actual TWIC 
from the more difficult matter of developing 
appropriate card-reading technology and 
manufacturing scanners. 
This aspect of the programme, officially 
considered part two, remains in limbo. 
The TWIC, in its present form, would serve only 
as a “flash photo ID card” akin to a driver’s 
licence, with the inspector having nothing other 
than the visual similarity of the holder’s face with 
the imprinted image, and the matching of other 
details such as name and birth date, on which to 
judge authenticity. 
Trade unions have complained about the cost of 
TWIC, and hold reservations about the background 
check component inherent in the guidelines. 
This week’s announcement drew immediate, albeit 
qualified, praise from some key groups. 
The American Association of Port Authorities said 
it looks forward to “partnering” with the US 
Department of Homeland Security on the rollout. 
Kurt Nagle, AAPA president and chief executive, 
said: “TWIC is the next step for personnel security 
at America’s ports, and we [want to] ensure the 
programme is implemented in a way that enables 
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freight movements to continue to move 
efficiently.” 
Dennis Bryant, senior counsel at Holland and 
Knight, said TWIC in its present form was “a 
somewhat expensive” flash ID, but the programme 
was a necessary step in the evolution of maritime 
security. 
“I hope the federal agencies involved in the roll-
out will be reasonable in the implementation of the 
scanning effort and how TWIC is used,” Mr 
Bryant said. 
The port of Wilmington in Delaware will start 
issuing TWICs on October 16, followed by Corpus 
Christi in Texas in early November. Another 10 
ports will be included by the end of November. 
The list includes a few top 10 container ports, such 
as Oakland and Houston, but not the top three of 
Los Angeles, Long Beach and New York/New 
Jersey. 
The initial ports were selected on a variety of 
factors, including risk, geographic location, size 
and contractor resources, the TSA said. 
While foreign-flagged ships and crew will not 
require TWIC cards, they will be expected to 
check TWIC cards of US workers with whom they 
come into contact. 
Fairplay, Friday 5 October 2007 

 
 

US officials warn industry on importance of 
security 
Paul Tugwell,  
MARITIME security is still the major issue facing 
the shipping industry, delegates of the Propeller 
Club of America have been told at a conference in 
Athens, writes Paul Tugwell. 
While ports are essential nodes of communications 
and great contributors to economic prosperity, they 
are “essentially unprotected” and “very 
vulnerable”, said Dana Goward, director of the US 
Coast Guard’s Maritime Domain Awareness 
Program. 
Maritime security is very much a niche and the 
sector doesn’t have the well organised security 
structures and information technology that exist at 
airports and within the aviation industry, he said. 
For most countries, prosperity is driven by imports 
and exports, with the US alone accounting today 
for 13 billion tonnes, or 20%, of the world’s 
annual sea trade, said Sir Joel Whitehead (left), 

commander of the US Coast Guard’s 8th district, 
which includes the US Gulf states. 
This trade is forecast to double by 2020, given the 
anticipated rise in container traffic. “The challenge 
therefore is to find the balance between security 
and safety and trade,” Adm Whitehead said. 
Capt Goward, whose responsibilities include the 
development and the co-ordination of maritime 
surveillance systems and the co-ordination of US 
Coast Guard efforts with domestic and 
international partners, advocated increased 
transparency as a means to increase security. 
Transparency leads to “self-conducting behaviour”, 
where individuals behave well if they know they’re 
being watched, he said. Transparency also helps to 
promote self-organisation and it also highlights 
“bad actors”, as they’re easy to spot next to the 
well behaved individuals, Capt Goward said. 
Athens 
Friday 5 October 2007 
 

 
 
 
 
Slow steam ahead as giant boxships make waves 
from China 
Janet Porter  
CONTAINERSHIPS are jamming on the brakes as 
fuel prices rocket to more than $120,000 per day 
for a super post-panamax, writes Janet Porter. 
Vessels now on the drawing board are much larger 
than the biggest under construction or on order, but 
they will also be considerably slower than today’s 
generation of boxships. German classification 
society Germanischer Lloyd expects to unveil a 
new containership specification with nominal 
capacity in excess of 16,000 teu within a few 
months, board member Hermann Klein revealed. It 
will differ from the design for a similar-sized ship 
recently published by Samsung Heavy Industries, 
with no decision yet on whether to fit a single or 
twin propulsion system. These new giants of the 
seas will be operated at much lower speeds than 
their predecessors, turning the economics of liner 
shipping upside down.  
Many lines operating in the all-important Asia-
Europe trades are already running their vessels 
more slowly to burn less fuel. That has persuaded 
some to deploy nine rather than the usual eight 

TECHNOLOGY 
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vessels in a standard Asia-Europe string. That may 
soon rise to 10 per loop as vessels cut back their 
speeds even more while maintaining weekly 
schedules, Dr Klein predicted. 
At one stage, big containerships were being 
operated at service speeds of around 26 knots. 
That has already been reduced to nearer to 22 
knots by many lines, says Dr Klein, who expects 
ships to slow down even further as the world 
enters what appears to be a new era of 
permanently high oil prices. Change is already 
evident, with 13,000 teu ships being fitted with the 
same size engines as those installed on the first 
generation of 8,000 teu ships, a clear sign that 
lines recognise the need for a complete re-think 
about the long-haul trades. Average speeds of 20 
knots may become the norm for 13,000 teu 
tonnage or bigger.  
The numbers faced by liner operators and other 
shipowners are truly staggering. Figures put 
together by GL show fuel now accounts for 63% 
of operating costs for an 8,000 teu ship, or some 
$36m per year. Three years ago, the proportion 
was about a third, or $11m annually. After 
remaining broadly stable at about $150 per tonne 
between 2000 and 2005, bunker prices are now 
close to $500 a tonne. That works out at just over 
$2 per kW per day for the ship operator. For a 
boxship with a main engine of 60,000 kW, fuel 
would cost $121,000 per day.  
A fleet of 10 ships in service for 25 years would 
consume an incredible $10bn of fuel. That 
compares with the cost of the ships of about 
$1.25bn. Fuel efficiency in new ship design is 
therefore paramount, with even a modest 5% 
reduction saving close to $2m a year.  
Lloyd’s list, Wednesday 21 November 2007 

 
 
 
 

 
Ship Knowledge: covering ship design, 
construction and operation, 3rd edition by Klaas 
van Dokkum 

 
In a very clear and yet detailed way the various 
subjects pertaining to modern ship building and 
seamanship as well as present-day shipping modes 
and the offshore industry are dealt with in this 

book. An attempt is made to give as complete an 
overview of ships, pertinent auxiliaries, systems, 
rules and regulations as possible. The book 
provides a rich source of maritime information 
meant for all persons with an interest in shipping. 
Especially for basic studies it is eminently suitable 
for maritime students and newcomers in the fleet. 
For those employed in shipbuilding, shipping and 
related fields the work is an efficient work of 
reference and a convenient manual. Realizing this 
book could not have been accomplished without 
the hep and loyal support from shipping trade and 
industry themselves. Besides pertinent 
documentation they also supplied expert 
knowledge and commentary regarding contents 
and textual issues. In order to facilitate finding a 
certain word or subject, at the back of the book an 
index of reference words has been included, as 
well as a list of commonly used abbreviations in 
this field.  
The author aims at forging a strong link between 
the content of the book and the preferences and 
views of its readers and any reactions, 
recommendations, criticism on their behalf are 
highly welcome. On the website 
http://www.dokmar.com you will find free 
downloads of questions pertaining to each chapter 
and an explanation of the abbreviations used in this 
book.  
As senior lecturer at the Maritime School I highly 
recommend this book to any one interested in the 
design, construction and operation of ships. It 
would make a valuable addition to any vessel’s 
reference library on the bridge or as quick 
reference guide at home. This high quality 
publication is laced with full colour photos, 
drawings and 3-D diagrams to clarify the text 
where ever needed. The book is very inexpensively 
priced at just under 70 Euro.  

 
 
 
 

 

BOOK REVIEW  


