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Although branch activities have been minimal 
these last few months, since the last newsletter 
three months ago shipping in general has 
attracted much more attention than we would 
normally receive or would like to receive. The 
freefall of freight rates, the increase in maritime 
piracy off Somalia and the sub-sequent build up 
of naval forces in that area, and the cancellation 
of new building orders all made the headlines 
around the world. Unfortunately some very 
significant issues remained well below the 
horizon of most news channels. In particular the 
increase and the violence of the piracy off 
Nigeria, and the shocking judgement of the 
court of appeal in Korea on 10 December in the 
Hebei Spirit case. Following is a news-clip from 
LloydÕs List of 22 December highlighting the 
injustices towards our profession, worldwide: 

IT IS supposed to be the season of goodwill, but 
there is so much to be angry about. The bankers 
who have screwed up the world, driven by 
hubris and their outrageous bonus culture. The 
politicians who have encouraged their 

profligacy, presumably hoping for lucrative 
directorships in financial services when their 
politicking days were over. 

This sort of thing gets personal, as anyone who is 
not insulated by the state takes a look at the size 
of their pension pot. IsnÕt this supposed to be the 
age of Òblame and liabilityÓ? But clearly it doesnÕt 
work for everyone. But while the darned 
irresponsible and greedy get away with murder, 
professional seafarers who do their professional 
best to minimise the effects of an accident which 
was nothing to do with them get thrown into a 
South Korean prison. 

Jasprit Chawla and Syam Chetan did not deserve 
the treatment they were given by the judges of the 
South Korean Court of Appeal. The two officers 
did what they believed was best after their ship 
had been raked by the floating crane, which, had 
not a tow-rope broken, would have cleared the 
Hebei Spirit as the huge ship lay in her appointed 
anchorage off the South Korean coast. 

As I read the astonishing conclusions of the 
judges, my mind went back to the words of a very 
senior shipmaster, who told me, with a tone of 
weary resignation: ÒI have been at sea for 40 
years, in command for 20 of them, but there is 
always some b..... ashore who knows how to 
operate a ship better than I do, and will tell me 
what I am doing wrong.Ó 

The truth of this remark seemed to be perfectly 
summed up by the curious statement from the 
Korean court as to the apparent culpability of the 
two accused officers. With the benefit of perfect 
hindsight, and presumably the advice of some sort 
of professional assessors, they had come to all 
sorts of strange conclusions as to what the Hebei 
Spirit master and his chief officer (continues on 
page 3) 
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Exerc ise  Maru ,  15-19  Sep tember  Ô08 
Exercise Maru was a multi-national, multi-agency 
exercise which took place in Auckland from 15-19 

September 2008. New Zealand hosted the 
exercise, which was led by the New Zealand 
Customs Service in close cooperation with the 
Ministry of Foreign Affairs and Trade as New 
Zealand's lead agency on PSI, the New Zealand 
Defence Force, and the Ministry of Defence. A 
number of other domestic agencies were involved 
as well as the Ports of Auckland. Exercise Maru 
tested New Zealand's whole-of-government ability 
to stop a shipment of weapons of mass destruction-
related materials from transiting across New 
Zealand borders and examined issues arising after 
the interdiction of a WMD-related item.  

The exercise was a key part of New Zealand's 
commitment to the Proliferation Security Initiative. 
It involves live ship-boarding exercises in the 
Hauraki Gulf, container inspections in the Ports of 
Auckland, and a desk-top exercise in the 
conference sessions. 

Cen t rePor t  appo in ts  new CEO  
CentrePort Ltd has appointed Mr Blair OÕKeeffe to 
the position of Chief Executive Officer.  
 A graduate of Massey University, Blair OÕKeeffe 
has recently returned to New Zealand after a 
successful 17 year career with a major 
multinational company.  Blair has held senior 
sales/marketing and general management roles in 
Australasia and more recently Europe and North 

America.  
 The Chairman of CentrePort, Warren Larsen said 
Òthe Board is very pleased to be able to attract a 
person of BlairÕs ability to CentrePort. We are 
delighted he has chosen to return to New Zealand 
and are confident he will be a very effective leader of 
our CentrePort teamÓ.  
  
Blair OÕKeeffe takes up his new role in early January 
2009.  
 

Sp i r i t  o f  Endurance  jo ins  Pac i f i ca  
f l ee t 

  

Introduced in 2008 to renew the weekly East Coast 
container feeder service linking Auckland, Lyttelton, 
Dunedin and Tauranga. Length 130 metres. 445 
TEU. The SPIRIT of ENDURANCE is the largest 
specialist container carrier on the coast and uses port 
container cranes for quick turnarounds. Photo taken 
at Tauranga on the northbound schedule. 

 

Jens  Madsen ,  MD Por ts  o f  Auck land  
presentation to the Auckland City Council-facilitated 
Waterfront Stakeholder Group - 8 DECEMBER 
http://www.poal.co.nz/news_media/speeches
_presentations/JM_waterfront_stakeholders
_group_presentation_081220.pdf  
 

AROUND NEW ZEALAND  

Your input is required to keep us 
informed of the activities aound our 

coast. Please send articles, photographs, 
news clips and web-links to 

nznisec@xtra.co.nz 
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and at the Ports of Auckland Christmas Function, 
at the Royal New Zealand Yacht Squadron Ð 13 
November 
Download speech transcript  

 
 
 

(continue from page 1) should have done in the 
extremis in which they found themselves. 

They should have briskly gone astern on the 
engine, and torn out the bitter end of the anchor 
cable to free their ship. Evidently the judgesÕ 
assessors thought that they were operating a ferry, 
rather than a very large crude carrier, and had a 
curious view of the damage and hazard likely to 
attend such a manoeuvre. 

They criticised the decision to inert tanks 
(evidently the fear of fire did not enter into their 
minds) and thought that the ship should have been 
swiftly listed like an icebreaker (or that ferry 
again) to minimise outflow. 

Most marine professionals will think that these 
views suggest both ignorance and extreme 
prejudice. The outrage which has greeted this 
judicial conclusion and the sentence it provoked is 
universal and genuine. If the conclusions showed 
that the judges had been very badly advised, the 
sentence illustrated malign barbarity. 

In cases such as these, I sometimes wonder 
whether the protests of marine professionals and 
anyone with an ounce of sense who knows 
anything about ship operation are almost self-
defeating. 

There is often a huge professional arrogance 
among those who dispense what we like to call 
justice; witness the spats that sometimes arise 
between politicians and the judiciary, with the 

latter making it plain that they deeply resent being 
told what to do by outsiders. 

It is bad enough politicians telling judges what 
sentences they should apply, but how much worse it 
is when there are people they regard as well beneath 
their dignified status apparently trying to put 
pressure on their findings. Organisations, lobbies and 
groups of people from different professions telling 
them what they should be concluding; it is quite 
beyond the pale. 

Might it be that the distinguished judges of the 
higher court in South Korea were providing a 
salutary message to us noisy foreign interests that 
they would not be pushed around? 

ÒWeÕll show them,Ó they might have agreed in their 
chambers, Òthat we judges of the Court of Appeal are 
not swayed by these contemptible lobbies.Ó 

And in this, I doubt that they are any different to 
their distinguished legal colleagues in many other 
places throughout the world. Without much trouble, 
you can think of all sorts of instances in which 
seafaring professionals have been treated 
outrageously by various judiciaries, with the most 
external protest and noise invariably producing the 
worst outcome. 

Think of that travesty of justice which followed the 
grounding of the Nissos Amorgos in the Maracaibo 
Channel. Recall the treatment by the so-called 
civilised countries of France and Spain of the 
masters of the Erika and Prestige. Indeed, just 
enumerate some of the decisions of the Perben 
magistratesÕ courts in France and their ludicrous 
decisions as they sought to make a point about oil 
pollution that had very little to do with justice. 

Remember Wolfgang Schršder, the poor German 
master held and convicted in Mobile after his ship 
had knocked down a container crane with fatal 
consequences. The savage initial sentence for poor 

AROUND THE GLOBE  
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Kristo Laptalo by the Greek court, now thankfully 
reversed, for the crime of being in command of a 
ship in which drugs had been found. 

I just donÕt know whether it would have been 
better to have kept our protests at these injustices 
sotto voce, confined to quiet appeals, because the 
amount of noise we make seems to work in inverse 
proportion to the successful outcomes. The more 
noise we make, the worse the judges seem to 
behave. I would be interested to know what people 
think. 

Certainly judges seem to reflect the mores of 
society in their judgements, while our laws too 
seem to be heavily weighted by a demand for 
blame, liability, retribution and punishment. One 
hesitates to employ the term vengeance, but it may 
be apposite. 

It is a societal change that we are seeing after a 
period of relatively liberal thought, which has now 
clearly concluded. 

Political correctness has a lot to do with it, in that 
some ÔcrimesÕ are so much worse than others. You 
can wreck giant companies, the economies of 
whole nations and the lives of millions by your 
extreme recklessness, and it is viewed as an 
accident. But commit an environmental offence, 
with oil in the water, and the term ÔaccidentÕ 
ceases to have any meaning. You will be deemed 
guilty unless you can prove otherwise, and the 
odds of your success are lengthening against you 
while the penalties will be an expression of 
societyÕs demand for revenge. 

It is not just mariners who are being exposed in 
this fashion. In England last week, some wretched 
man was starting an 18-month jail sentence after a 
fatal accident contributed by his foolish 
compliance with a satnav instruction which 
directed him off a roundabout into oncoming 

traffic. Have any of you, Your Honours, ever taken 
the wrong exit from a roundabout? 

As I say, the word ÔaccidentÕ is clearly excised from 
our vocabulary. It is an eye for an eye. 

But what can we do to protect our marine 
professionals from the excesses of judicial 
behaviour, if the more we shout, the worse the 
excesses will be? We can appeal to the International 
Maritime Organization and the International Labour 
Organisation to harden up the rather mild 
recommendations on the fair treatment of seafarers 
involved in accidents. 

Whether this will have the slightest effect on the 
behaviour of judiciaries I really donÕt know, but it is 
an obvious first start. 

If we cannot protect our ship masters and senior 
officers from the outrageous behaviour of foreign 
(and domestic) courts, perhaps they have to be given 
industry encouragement to protect themselves, by 
reducing the risks we expect them to run on our 
behalf. This, of course would mean reversing the 
culture built up over centuries, in which we 
appreciate the risk-taking shipmaster who arrives on 
time, who goes that extra mile to oblige shippers, 
who takes short cuts and applies judgement and 
experience, rather than going by the book. 

We expect them to live as they have been brought 
up, to believe that the ship comes first, to make do 
and mend, to keep the job going, rather than scream 
for a repair yard. 

No longer. If seafarers are to be protected from the 
consequences of any risk taking, then they must stop 
taking risks. No more arriving at a port in hours of 
darkness, because it is more hazardous than arriving 
during daylight hours. No more doing ridiculous 
things with ballast in exposed anchorages to oblige 
the loaders. No more speeding along in poor 
visibility or taking chances in heavy weather. A 
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whole series of strategies to ensure that no oil, 
garbage or anything ever else goes into the water. 
No calling at ports which will not receive waste 
products. No risk-taking with big ships relying on 
the tide to enter or leave port with a few inches 
under the keel. 

And that is just the start. In short, the sort of self-
protective strategies that will satisfy the critical eye 
of even a South Korean Appeal Court judge. 

On sh ipbroker  educa t ion 
Down again to LondonÕs Trinity House, a stoneÕs 
thrown from the Tower and the Thames, and a 
billion miles away from Wall Street bailouts. ItÕs 
the time of year when the top students of the 
Institute of Chartered Shipbrokers examinations 
are honoured and Fairplay once again provided one 
of the awards. The president of the Institute, 
Richard Sayer, reiterated that the number of 
students from around the world sitting the 
qualifying exams is greater than ever. However, he 
added a note of caution: the number of students 
attending the pre-examination preparation courses 
at Warwick University is now so large that the 
Institute is worried. There are other concerns, such 
as maintaining a suitable balance on the ICSÕs 
Controlling Council between UK and international 
members. While we all applaud and encourage the 
global reach of shipbroking knowledge, there 
needs to be a firm grip on standards Ð whether or 
not this is done from London. 
However, you donÕt have to scratch hard to 
discover there are even more worrying concerns. 
One examiner told Fairplay that of the 120 papers 
in one discipline he marked, only one in 10 
candidates reached the necessary pass mark, and 
that was only 50%. It was not a result of language 
factors, he commented Ð just that the answers were 
extremely shallow. Quality in education is not 
about the number of candidates, but about 
understanding of issues. Could do better. Fairplay, 
2 October 2008. 

 
 
 

Mandato ry  ca r r iage  requ i rements  fo r  

ECDIS and  Br idge  Nav iga t iona l  Watch  

A la rm Sys tem agreed  

Draft amendments to SOLAS regulation V/19 to 

make mandatory the carriage of Electronic Chart 

Display and Information Systems (ECDIS) under 

SOLAS chapter V, was approved, with a view to its 

adoption by MSC 86 in May 2009; 

  
ECDIS carriage requirements  
The draft amendment to SOLAS regulation V/19 
would require ships engaged on international 
voyages to be fitted with ECDIS according to the 
following timetable (the dates in square brackets 
were agreed in principle by the Sub-Committee): 
 passenger ships of 500 gross tonnage and upwards 

constructed on or after a proposed date of [1 
July 2012]; 

 tankers of 3,000 gross tonnage and upwards 
constructed on or after a proposed date of [1 
July 2012]; 

 cargo ships, other than tankers, of 10,000 gross 
tonnage and upwards constructed on or after 
a proposed date of [1 July 2013]; 

 cargo ships, other than tankers, of 3,000 gross 
tonnage and upwards but less than 10,000 
gross tonnage constructed on or after a 
proposed date of [1 July 2014]; 

 passenger ships of 500 gross tonnage and upwards 
constructed before [1 July 2012], not later 
than the first survey on or after a proposed 
date of [1 July 2014]; 

 tankers of 3,000 gross tonnage and upwards 
constructed before [1 July 2012], not later 
than the first survey on or after a proposed 
date of [1 July 2015]; 

 cargo ships, other than tankers, of 50,000 gross 
tonnage and upwards constructed before [1 
July 2013], not later than the first survey on 
or after a proposed date of [1 July 2016]; 

 cargo ships, other than tankers, of 20,000 gross 
tonnage and upwards but less than 50,000 
gross tonnage constructed before [1 July 

TECHNOLOGY 
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2013], not later than the first survey on or 
after a proposed date of [1 July 2017]; 

 cargo ships, other than tankers, of 10,000 
gross tonnage and upwards but less than 
20,000 gross tonnage constructed before 
[1 July 2013], not later than the first 
survey on or after a proposed date of [1 
July 2018]. 

 

Administrations may exempt ships from the 
application of the requirements when such ships 
will be taken permanently out of service within 
two years after the implementation date specified. 

The Sub-Committee also agreed on an amendment 

of existing regulation V/19.2.1.4 to reflect that 

ECDIS is an acceptable alternative to nautical 

charts and nautical publications, yet retaining the 

proviso that in a number of cases (for example 

ships not on international voyages, ships exempt 

from the carriage requirements because they were 

to be taken out of service permanently and cargo 

ships on international voyages but below the 

agreed tonnage limit), it could be appropriate to 

use only nautical charts and nautical publications. 

 

 
The  fo l low ing  in fo rmat ion  i s  
ob ta ined  f rom the  Mar i t ime  Secur i t y  
Cen t re  Ð Horn  o f  A f r i ca  webs i te  

The MSCÕs Maritime Intelligence page aims to 
give the shipping community details of pirate 
activity off the Horn of Africa. Here you will find 
information on areas of active piracy, suspected 
pirate vessels and details of what has actually 
taken place during recent acts of piracy. We hope 
that this will help Masters prepare their ships and 
crews before they transit through the area and 
assist them to take adequate precautions to prevent 
pirates targeting their vessels. 

The details below have been drawn from a number 
of sources, including the IMB PRC, commercial and 
military sources. The Commercial Shipping 
community is requested to assist in the coordination 
and collation of information by providing photos and 
vessel details they suspect of being involved in 
criminal activity. In providing information Masters 
should take all necessary precautions to ensure that 
their vessel and crew are not placed at risk. 
 
Attacks and Prevention 
We are regularly receiving reports that vessels are 
being approached and often attacked, primarily in the 
Gulf of Aden, by pirate groups operating from the 
northern Somali coastline. The attacks appear to be 
clustered around the key shipping lanes on the 
northern side of the Gulf of Aden and are most 
prevalent around the passage across the gulf between 
Bossasso and Al Mukalla. Masters and their crew 
should however remain vigilant both in the Gulf of 
Aden and when transiting the east coast of Somalia 
as it is clear that pirates are willing to attempt an 
attack on almost any type of vessel; attacks as far 
south as 7¡S appear possible. While travelling these 
routes Masters should seek to mitigate the risk by 
employing the latest counter piracy advice, available 
in the ÔAdvice to MastersÕ section of this website. 
Often it is difficult to distinguish between a pirate 
vessel and a fishing boat: some of the manoeuvring 
required to hunt shoals of fish can look alarmingly 
similar to a pirate attack. 
A number of attempted hijacks have been repelled by 
shipÕs crews who have employed the counter 
measures effectively; although their use does not 
guarantee success. The key protection a vessel can 
afford itself is the use of speed, as it has been shown 
that vessels transiting at maximum speed prove the 
most difficult to attack and when combined with a 
narrow weave (too much use of helm slows the 
vessel Ð a 15¡ variation either side of the base course 
is a good compromise), the pirates are discouraged 
from continuing attacks for prolonged periods. The 
attackers have used threats of small calibre weapons 

PIRACY 
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to force a master to reduce his speed however the 
difference in height of eye makes it extremely 
difficult for these weapons to be actively targeted. 
 

Analysis of Attacks 
Analysis of the pirate modus operandi shows few 
patterns further reinforcing the assessment that 
most attacks are against targets of opportunity. 
Although, it is clear that the pirates are continuing 
to use the weather and tidal currents to their 
advantage. Vigilance should be highest at first and 
last light as the majority of the attacks (both 
successful and unsuccessful) take place during this 
period. Nevertheless, a small number of attacks 
have also taken place at night and later in the day 
(often, excessive consumption of ÔqatÕ - a locally 
produced drug similar to cannabis - reduces their 
effectiveness in the afternoon), which 
demonstrates the difficulties of forecasting attack 
patterns. 
 
Pirate Tactics 
In a development of their tactics, the pirates 
employment of mother ships has allowed a 
significant extension of their operational range. 
The hijacking of the Liberian flagged VLCC, MV 
SIRIUS STAR at around 500 nm off the coast 
clearly established that there are few vessels that 
the pirates are not willing to engage and wide areas 
to which they are willing to extend their reach. 
Following a successful hijacking, the pirate groups 
usually take the vessel into Somali territorial 
waters and then to anchor along the eastern Somali 
coastline. At present, 13 vessels remain under 
pirate control at multiple anchorages. The main 
known pirate camps are located at Eyl, Hobyo, 
Garacad and Haaradheere; although other locations 
are used by pirate groupings. Mother vessels range 
from traditional dhows (there are several thousand 
in daily use in this part of the world) to pirated 
vessels such as support vessels or small coasters. 
We assess that there are only two or three pirated 

vessels currently pressed into service as mother 
vessels; the vast majority are fishing dhows. 
 
Piracy Assessment 
Although in the region of 140 vessels have been 
targeted by pirates in the Gulf of Aden and along the 
Somali coast this year, the bulk of these approaches 
have been unsuccessful. From the 140 attempts, less 
than a third resulted in successful hijacking. We 
assess that around 80 vessels per day transit through 
the Gulf of Aden enroute to or from the Red Sea and 
Suez. Aggressive self protective measures and 
increased vigilance are effective counters to piracy 
and should be continued throughout the duration of 
an attack. 
 
For updated information, advice to Masters, transit 
guidance and important links to other participating 
organizations, please log-on to the Maritime Security 
Centre website: www.mschoa.eu   
 
Ch inese  Sa i lo rs  De fend  Sh ip  Wi th  Beer  
Bo t t les  -  P i ra te  A t tack  Pho tos  ZHEN 
HUA 4  
Follow the link to see photographs on how the crew 
of the Zhen Hua 4 defeated the pirates: 
h t tp : / /gcap ta in .com/mar i t ime /b log /p i r
a te-a t tack -pho tos-zhenhua-4 / 
 
P i ra te  A t tack  Pho tos  -  M/V  KAPITAN 
MASLOV  
Another link to a successful fight back: 
h t tp : / /gcap ta in .com/mar i t ime /b log /p i r
a te-a t tack -pho tos-mv-kap i tan -mas lov / 
 
The  Dark  S ide  i s w inn ing  Ð N iger iaÕ 
P i racy  and  Cor ru p t ion  Ep idemic 
November 2, 2008: While northern Somalia is the 
site of much pirate activity, Nigeria has also suffered 
a growing number of attacks on its fishing fleet that, 
so far this year, 64 Nigerian coastal fishing boats 
have been attacked by pirates. Currently, eight of 
these fishing boats are being held for ransom. Unlike 
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the oil companies, the fishing boats cannot afford 
to hire armed guards, and a very vulnerable to 
attack by seagoing bandits. The dozens of ships 
that service the offshore oil facilities now have 
armed guards most of the time. So the pirates go 
looking for less dangerous prey. Read more É 
http://www.strategypage.com/qnd/nigeria/articles/
20081102.aspx 
N iger ia  /  Na t ion  Loses  N25bn to  
P i racy ,  Sea  Robber ies 
http://appablog.wordpress.com/2008/12/17/nigeria
-nation-loses-n25bn-to-piracy-sea-robberies/ 
 
 

 
 
 

Congra tu la t ions  to  Cap ta in  Bar ry  

Thompson w i th  the  pub l i ca t ion  o f  h i s  

la tes t  book  ÒAl l  hands  an  the  cookÓ 

 

 
 

First published 2008 by The Bush Press for the 
author, this hardback book of 350 pages has 14 
illustrations, and 14 line drawings of ships. It 

contains an extensive index of 2000 entries to assist 
reference.   Have you ever wondered what these 
expressions mean or where they come from?  ÔAll 
hands and the cookÕ  ÔGoing like a fiddlerÕs elbowÕ  
ÔWorse things happen at seaÕ.   Many books have 
covered nautical language and customs, but this is 
the first that explores the little-known colloquial 
language of BritainÕs Merchant Navy, when Britain 
was a great maritime nation with ships trading to 
almost every port in the world.   ItÕs not, however, 
just another book of professional nautical terms. 
Rather, this book preserves the everyday vernacular 
unique to merchant seamen Ñ  and describes the 
social customs and institutions around the world that 
helped shape their working life.  Covering the 
hundred years from 1875 to 1975, it is a fascinating 
work of social history as well as a reference book for 
seafarers past and present, libraries, writers of fact 
and fiction, researchers of maritime history, 
etymologists Ñ  anyone interested in the working 
language of those colourful men, and latterly 
women, who spent their lives at sea during the 
heyday of British shipping.   ItÕs an ideal present too 
for wives and sweethearts for their seafaring menfolk 
and to all with an interest and love of ships and the 
sea. ISBN 0-908608 72 1 
 
Obtainable by post. 
In New Zealand: NZ$49.95 incl. GST plus $4.75 P 
& P.  Cheques payable to C.B.Thompson For 

PEOPLE IN THE NEWS  
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postage to Australia: Add NZ$6.25 Captain 
C.B.Thompson 2/126 Selwyn Avenue Mission 
Bay, Auckland. 1071   
E-mail: shipmaster@ihug.co.nz  
 
 


