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Annual General Meeting 2020
To be held online 
Thursday 2 July 2020 1300 BST (1200 GMT)

Council Notice 1
In accordance with Article 11 of the Articles of Association and Constitution, the Annual General Meeting 2020 is scheduled to be held on  
2 July 2020 at 1300 BST. The meeting will be held online. Members will be informed of registration and joining procedures as soon as possible. 

Council Notice 2
In accordance with Article 22 of the Articles of Association and Constitution, Council shall notify all members of vacancies which are to 
occur among the officers and members of Council at the Annual General Meeting.

In accordance with Article 22 of the Articles of Association and Constitution, any two members entitled to vote may nominate eligible 
persons for election to Council – please send your nomination in writing to the Chief Executive at NIHQ (sec@nautinst.org).

Proxy notice: members unable to attend may appoint a proxy to vote on their behalf.
By Order of Council

Agenda for the AGM
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 Presidential address  Captain Nick Nash FNI
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 Election of Senior Vice President Capt André Legoubin FNI (US Gulf, Florida)

 Election of President Ms Jillian Carson-Jackson FNI (AUS, ACT)

 Acceptance Address of new President

 Announcement of Awards of Fellowship

14.00 Close of business

Special Notice: Please watch your inbox for further information on how to register and vote at the AGM.
Please note that the International Seminar Event has been postponed until further notice.
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Nick Nash FNI  President - The Nautical Institute

Focus
Postcard from the future
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As the world grapples with the Covid-19 
pandemic, we may be starting to see some 
hope as the death curves start to level o� . 
However, as Bill Gates recently wrote in The 

Economist: ‘When historians write the book on the 
Covid-19 pandemic, what we’ve lived through so far 
will probably take up only the � rst third or so. The bulk 
of the story will be what happens next. In a few weeks 
time, many hope, things will return to the way they 
were in December. Unfortunately, that won’t happen.’

This is particularly so for the merchant marine. But 
maritime history is full of resourceful leaders who 
show that the marine industry can and does adapt to 
surprising problems.

As President, I have seen at � rst hand the shipping 
industry at its pinnacle of professionalism, including 
the cruise sector recovering post Costa Concordia, 
container companies operating 400-metre ships on 
tight schedules and needing even tighter manoeuvring, 
smooth coordination with the smaller yet vital feeder 
ships, the further development of tankers, and superb 
pilots and tugs. I have attended numerous conferences 
at the IMO and WMO, visited classi� cation societies, 
P&I Clubs, ship managers, Vessel Tra�  c Services, port 
operations, towage operations, Chambers of Shipping, 
training schools and NI Branches around the world, 
and even attended black tie dinners at Trinity House 
and the Guildhall in London. Yet wherever I have 
been, I have seen the wheels of our industry turning 
e�  ciently and quietly with little press coverage, keeping 
the world supplied (and cruising!) in an increasingly 
environmentally aware manner. 

Given its strong independence, adaptability and 
resourcefulness – and of course an incredible Nautical 
Institute with strong branch support – I can con� dently 
say that the marine industry will be a chapter worth 
reading in the post Covid-19 history book.

I would hope to read that my own sector, cruising, 
adapted well to the challenges of repatriating its crews, 
using its own ships as ferries. Bridge and onboard 
teamwork would have been maintained, albeit in a 
distanced masked way! The cruise industry has in the 
past shown that it can adjust to traumatic events, and 
while passenger numbers may initially be down, given 
increased testing and high levels of on board hygiene 
and awareness, cruising will start to gradually come 
back. After all, everyone will need a holiday after this! 

Far from being depressed about Covid-19, we should 
treat this as a springboard to become a better and more 
e�  cient industry, and to get done those things which 
we ought to have done, but left undone as they were 
just too much trouble or too di�  cult. I’m sure that we 
will come out stronger and more uni� ed than before.

This might be a chance to look at entrenched 
procedures that will need updating as times change. 

Maybe we could do ship audits/certi� cate inspections/
cargo surveys in a more virtual way, avoiding person 
to person exposure and mountains of paperwork. A 
personal bugbear of mine is the o�  cial logbook, which 
could easily be replaced by an intelligent electronic 
logbook with remote access for the � ag state. Bills of 
lading could be replaced by blockchain, and draft and 
other cargo surveys by drones and remote information 
gathering systems. We might see increased electronic 
clearing of ships and their crews on port entry and 
departure – maybe even more standardisation of 
ECDIS/radar equipment. More radically, the time might 
be due for a revision of Colregs.

As The Nautical Institute celebrates its 50th anniversary 
in 2022, I hope that the recent Presidential survey 
supplies us with the foundations for another 50 years 
of being there for mariners in the way that they want. 
To do this, we must ensure that we stay relevant and 
the answers to this survey will help us to do this. The 
Younger Members’ Council is a start and the proposed NI 
Foundation will be a strong and necessary player. 

Two years ago, I set out to push for more mentoring 
and allowing youngsters to actively manoeuvre their 
ships. Have I achieved this? Possibly not, but in our next 
chapter I would hope things continue in this direction.

I will be handing over a very di� erent seascape to our 
Senior Vice President Jillian Carson-Jackson FNI in July 
than I took over from Duke Snider FNI. This handover 
will have two � rsts: a necessary handover by video link 
(although the presidential badge is in the post) and our 
� rst woman President. I am sure you will all join me in 
wishing Jillian all success with her presidency. 

As I step down as President, I would like to thank 
everyone who I have met, worked with or observed 
at work throughout my presidency, and The Nautical 
Institute for allowing me this privilege. 

I’ll close with a slight adjustment to the Captain of the 
Mauritania’s signal as the grand old ship was en route 
to the breakers yard in 1934, and the brand new shiny 
Queen Mary was powering down the way…

‘Though I pass on – May The Nautical Institute reach out 
to greater triumphs. 

With pride and a� ection I greet you all – Farewell.’

Everywhere I 
have been as 
President, I 
have seen the 
wheels of our 
industry turning 
efficiently and 
quietly, with little 
press coverage, 
keeping the 
world supplied 
(and cruising!) in 
an increasingly 
environmentally 
aware manner.

The bridge team of a cruise ship 
wearing masks underway
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Evolution of a marine pilot

In recent years simulator training has been a good addition to the 
general training of pilots. As in computer games, pilots can make as 
many mistakes as they need to without consequences. We are able 
to explore different scenarios using tugs, anchors and all means of 

controlling the ship in order to see their effect. In this respect, I would like 
to share our experiences on the three day ‘Bridge resource management 
for pilots in extreme weather conditions’ course held at the N. Vaptzarov 
Naval Academy in Varna, Bulgaria

This training course is part of Varna Pilot Station’s continuous 
development programme. It was put together by a team from the 
academy navigation faculty and the management of the pilot station, 
and aims to answer questions regarding changes in the port rules on 
operating restrictions and limitations in different weather conditions. 

Strengths of simulator training
The exercise began with a detailed analysis of incidents and near 
misses in recent years, identifying the most critical conditions affecting 
manoeuvres in port. The Port of Varna consists of 64 different berths, 
including three canals, six floating docks, three dry docks, a ferry complex 
and several terminals for general, bulk, liquid, container and passenger 
berths. During their training, pilots must pass a variety of scenarios on 
all of these berths. But the shipping industry has a lot of ups and downs, 
and it is usual for some berths to be idle for long periods of time. As a 
result, some colleagues are not able to attend manoeuvres in some berths 
during their apprenticeship. Simulators offer the possibility to fill that gap.

Another important area for which simulator training could be very 
useful is getting to grips with the challenges of modern technology. The 
last decade in shipping has been characterised by the introduction of 
digitalisation, electronisation and other processes which have changed 
the skills needed by marine professionals, including pilots. Our generation 
has had to shift from predominantly using traditional visual aids to 
navigation to electronic, digital and satellite aids. That change requires 
new skills, especially in using computers. During the simulator training it 
became evident that younger pilots are more successful in manipulating 
simulator computers and doing manoeuvres in the simulator than the 
older ones simply because of their better computer skills. 

… and the weaknesses
In cooperation with the simulator instructor we also identified the weak 
points of simulator training. One such point was the occasional lack of 
coverage of the pilotage area, with detailed electronic charts and other 
pilotage information not included in the latest version of the simulator. 
Some areas change rapidly, especially in the shipyard, and information on 
newly built quays, jetties and other coastal constructions is not included 
in the electronic charts. Usually those are the most complicated areas for 
pilotage, so the possibilities offered by simulator training are restricted in 
such cases.

However, the most important issue was the necessity to change 
screens between different ‘players’ when carrying out operations 
involving engine, tugs, and mooring stations. This takes some time, 
while in practice the pilot is advising several parties who are executing 
all the activities simultaneously. The delay due to change of screens is 
sometimes fatal for the end of the manoeuvre. This could be useful advice 
for future development of aids to navigation/manoeuvring. Too much 

information on one screen can distort situational awareness and even 
make the aids unhelpful or misleading. 

During pilotage, the ability to take in, assimilate and use information 
immediately is sometimes crucial. There are a lot of cases where we 
have seen marine pilots reluctant to use new equipment because of the 
complicated switch on, calibration and connection process. In reality, 
the combination of the many papers to be filled in during the Master/
pilot exchange and plugging in the portable pilot unit leads to loss of 
situational awareness, and pilots prefer to rely on their traditional skills 
and postpone plugging in the PPU simply because they have no time to 
do it. All these operations could be trained on the simulator, improving 
the skills of all pilots in using new equipment.

And we need that training. With automation rapidly increasing, we face 
a rapid evolution in the marine pilot’s profession. Not long ago, pilots 
relied only on their skills and knowledge of the local area. Now we have 
electronic charts, electronic position fixing systems with high accuracy 
and systems to control the ship’s track on board ships. 

Unfortunately, each of the many different systems in use on board 
ship has a different interface. While IMO is moving towards greater 
standardisation of symbols, this will take a while to implement. At the 
same time, pilots continue to develop their own means of position fixing 
and checking the ship’s movement. The most popular is the portable 
pilot unit (PPU), which in some cases works independently and in others 
requires connections with the ship’s systems via pilot’s plug or similar. 

One ship, two systems
These tools are of great assistance to pilots and to Masters and officers 
respectively. But the outcome is that the two groups making up the 
bridge team – pilot and ship’s team – are using different tools. The Master 
and watch keeping officers must have general and specific training in 
ECDIS, position fixing systems, etc. They should be well familiarised with 
the ship’s navigational equipment, and they have to check the ship’s track 
at all times in order to be able to intervene in time. In general, though, 
they will have no knowledge of portable pilot units and the electronic 
means of position fixing and movement control carried by marine pilots. 
The Master will have to follow the pilot’s advice without being able to 
read and understand all the means the pilot is using, though they will be 
able to track the vessel’s progress on their own instruments.

Pilots are in a similar situation. In days when there were paper charts 
on board and no electronic means of navigation, both parts of the bridge 
team used visual aids to navigation and both of them were able to work 
with the ship’s own on board equipment to take visual bearings etc. When 
radars, radio-direction finding apparatuses, Decca and Loran systems 
came out, problems began to arise, but most of these tools were for 
ocean and sea tracking and those for use in port were less complicated 
and apparently easier to use. With automation, the systems became more 
complicated, and as more types and brands became available, it became 
difficult to be proficient in all of them. 

While pilots are trained to use electronic charts in general, they cannot 
possibly have type-specific training for the ECDIS of every ship they join. 
There will certainly be no time for either side to fill this knowledge gap 
during the Master/Pilot exchange. In order to get access to the entire 
functionality of any specific ECDIS they will have to be entirely reliant on 
other bridge team members.

Dimitar Dimitrov PhD, AFNI

Pilot’s column
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The result is that in many ports pilots are using their PPU as the main 
means of navigation – something that is quite independent from the 
ship. At the same time, the Master is using the ship’s own navigational 
equipment to monitor the pilot’s actions. Problems arise if the data given 
by the two sets of equipment differs. Legally, the ship’s data is valid in 
court, but in practice the local means of navigation used by pilots are very 
often more accurate and convenient to use. 

The need for new technology
One might ask why marine pilots and shipmasters need all this new 
equipment to handle ships in ports anyway. Our older colleagues did 
their job without complicated machines, simply relying on their skills, 
experience and lessons from their predecessors. But ships are getting 
bigger and bigger and there is usually some lag between the introduction 
of larger vessels and the development of infrastructure to deal with 
them. Every day we face new challenges as the shipping industry pushes 
its servants to squeeze expenditure – for example, bringing ships into 
port with fewer tugs and berthing in basins with restricted space. Rules 
in port change, too, and ships are expected to manoeuvre in worse 
weather conditions, stronger winds and less visibility than before. The 
complicated new equipment gives marine professionals working under 
these conditions better awareness of the changing situation and reduces 
the time needed to react to it. 

Traffic control systems can monitor and advise, but during manoeuvres, 
decisions must be taken instantly and every delay is potentially 
dangerous, if not fatal. For the moment, pilots have the unique 
combination of knowledge and skills to handle these ships safely in ports.

Even today, the marine pilot’s profession is partly craft, partly science. 
Certainly, knowledge of modern technology and maritime sciences is 

compulsory, but that alone is not enough to make a good pilot. The feel 
for how a ship moves and is moved by the elements is one part of what 
makes a pilot successful. The other important element is experience. Even 
when everything else is in place, pilots still need experience to do their 
job properly and uneventfully. Every port and coastal area has its own 
characteristics and developments, which need specific training to learn 
how to deal with them. 

The marine pilot’s job remains greatly dependent on personal skills and 
experience. Modern aids to navigation are useful and help increase our 
situational awareness, but the most important aid to navigation remains 
personal training and behaviour. Simulator training can play an important 
role in the development of skills and familiarisation with new equipment. 
There is need for further standardisation of on board equipment 
generally, and for further personal training of both shipmasters and 
marine pilots in bridge team and resource management. The success of 
the pilotage operation is vital not only for the safety of ships, but also for 
the safety of the coastal area and its people.  

Dimitar Dimitrov is a marine pilot in the Port of Varna, Bulgaria.
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Pilot’s Column 

The pilot’s task is evolving, but the focus is always on safety Photo credit Danny Cornelissen
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A reduction in data from flights may affect weather observation and forecasting accuracy

Watching the weather
World Meteorological Organization

‘National Meteorological and Hydrological Services continue to 
perform their essential 24/7 functions but are facing increasingly 
severe challenges as a result of the Coronavirus pandemic, especially 
in developing countries’ said WMO Secretary-General Petteri Taalas. 
‘We salute their dedication to protecting lives and property but we are 
concerned about the increasing constraints on capacity and resources.’

Large parts of the observing system, for instance its satellite 
components and many ground-based observing networks, are either 
partly or fully automated. They are therefore expected to continue 
functioning without significant degradation for several weeks, in some 
cases even longer. But if the pandemic is prolonged, then missing 
repair, maintenance and supply work, and missing redeployments will 
become of increasing concern.

Meteorological data from aircraft
Commercial airliners contribute to the WMO Aircraft Meteorological 
Data Relay programme (AMDAR), which uses onboard sensors, 
computers and communications systems to automatically collect, 
process, format and transmit meteorological observations to ground 
stations via satellite or radio links.

The AMDAR observing system produces over 800 000 high-quality 
observations per day of air temperature and wind speed and direction, 
together with the required positional and temporal information, and 
with an increasing number of humidity and turbulence measurements. 
Currently 43 airlines and several thousand aircraft contribute to the 
AMDAR programme, which is expected to be significantly expanded in 
the coming years as a result of a joint collaboration on the programme 
with IATA.

Overall, the decrease in the number of commercial flights has 
resulted in a reduction of around 75-80 percent in observations 
of meteorological measurements from aircraft. The loss is closer 
to 90% in some of the most vulnerable areas where other surface-
based observations are scarce, i.e. in the tropics and in the Southern 
Hemisphere (see images, left).

Some countries are launching extra radiosondes to partly mitigate 
the loss of aircraft data. This is taking place especially in Europe 
under coordination by the European Meteorological Services Network 
(EUMETNET). Radiosondes are flown on weather balloons and 
transmit measurements of critical meteorological variables back to the 
ground during their flight from the surface up to altitudes of 20 to 30 
kilometres.

Additionally, WMO, EUMETNET and national AMDAR 
programme partners have collaborated with the avionics company 
FLYHT to ensure any available additional aircraft observations from 
their own network of airlines are made available during the Covid-19 
emergency period to WMO and its members.

Surface-based observations
In most developed countries, surface-based weather observations are 
now almost fully automated.

However, in many developing countries, the transition to automated 
observations is still in progress, and the meteorological community 
still relies on observations taken manually by weather observers and 
transmitted into the international networks for use in global weather 
and climate models.

Global aircraft-based observations coverage on 31 
January (top) and 4 May 2020 (indication only). Images 
courtesy of NOAA/ESRL/GSD/AMDAR Data Disply

The Covid-19 pandemic is having an increasing impact on the 
quantity and quality of weather observations and forecasts, as 
well as atmospheric and climate monitoring.

Meteorological measurements taken from aircraft have 
plummeted by an average 75-80% compared to normal, but with very 
large regional variations. Surface-based weather observations are in 
decline, especially in Africa and parts of Central and South America 
where many stations are manual rather than automatic.

The World Meteorological Organization (WMO’s) Global 
Observing System serves as a backbone for all weather and climate 
services and products provided by the 193 WMO Member states and 
territories to their citizens. It provides observations on the state of the 
atmosphere and ocean surface from land, marine and space based 
instruments. This data is used for the preparation of weather analyses, 
forecasts, advisories and warnings.
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‘These human links in the observation and data delivery chain are 
highly vulnerable to current lockdowns and mandatory teleworking 
policies, and we have seen a substantial reduction in the current 
availability of surface pressure observations compared to the pre-
Covid-19 baseline (January 2020), especially over Africa and parts of 
Central and South America,’ said Lars Peter Riishojgaard, Director, 
Earth System Branch in WMO’s Infrastructure Department.

‘The coronavirus pandemic clearly demonstrates the importance 
of having resilience in the observing system,’ said Mr Riishojgaard.

‘The overall impact of the missing observations probably will not 
be fully assessed and understood until well after the virus outbreak is 
over. However, at this point, none of the global Numerical Weather 
Prediction (NWP) centres have reported catastrophic losses in skill 
due to the lack of observations,’ he said.

‘Aircraft observations are a good illustration of this. They are 
universally considered to be among the most important contributors 
to NWP skill. However, the current crisis reminds us that aircraft 
observations are data of opportunity that may come and go due to 
circumstances that are beyond any control of the WMO community. 
Having complementary systems and maintaining the possibility to 
mitigate such losses will be important also once the Covid-19 crisis 
belongs to history, hopefully in the not too distant future,’ said Mr 
Riishojgaard.

Marine observations
WMO is also monitoring the exchange of observations from the marine 
observing systems, which provide critical information from the two 
thirds of the earth’s surface that are covered by the oceans.

The ocean observing systems also rely on a high degree of 
automation, and most parts are expected to continue to be working 
well for a period of up to several months. However, drifters and floats 
will need to be redeployed, moorings will need to be serviced and 
ship observing systems will need to be maintained, calibrated and 
resupplied. Over time a gradual decline in observation numbers 
may therefore be expected, and this will continue until the necessary 

supply and maintenance activities can resume. At this point, the most 
significant impact is on the Voluntary Observing Ships (VOS) program, 
where there is a reduction in data availability of about 20% compared 
to normal levels.

Space-based observations
On a positive note, the present situation demonstrates the importance 
and stability of the space-based observing system component, on 
which WMO Members are increasingly relying. Currently, there are 
30 meteorological and 200 research satellites, providing continuous, 
highly automated observations. The satellites are operated by members 
of the Coordination Group for Meteorological Satellites (CGMS) and 
of the Committee on Earth Observation Satellites (CEOS). While in 
the short run the space-based observing system component is expected 
to remain unaffected and fully operational, WMO is in contact with 
meteorological satellite operators to assess the possible long-term 
impact of Covid-19.

In addition, there are over 10,000 manned and automatic surface 
weather stations, 1,000 upper-air stations, 7,000 ships, 100 moored and 
1,000 drifting buoys, hundreds of weather radars and 3,000 specially 
equipped commercial aircraft measuring key parameters of the 
atmosphere, land and ocean surface every day. 

For further information: 
Clare Nullis, WMO media officer 
Email: cnullis@wmo.int

Weather reports from ships are down by about 20%
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Is navigation really harder in the darkness – and if it is, what can we do about it?

Visual pilotage at night

Captain John Clarke MNI

I n September 2019 the New Zealand Transport Accident 
Investigation Commission (TAIC) published an investigation 
report (MO-2018-203) that contained the following statement: 

‘The grounding is an example of why it is not appropriate to use 
visual navigation alone (often referred to as line-of-sight navigation) when 
manoeuvring large ships in narrow channels, and in the dark.’ 

I found that comment interesting, and I thought about it several 
times in the days after I initially read it. I wondered: is it actually any 
more difficult to pilot a ship by visual means at night? Unfortunately 
TAIC did not expand on or refer to the issue again in their report. It 
was said as though it was an accepted fact. But if it were accepted by 
the industry, wouldn’t there be some reference to day/night conditions 
in the New Zealand Port and Harbour Marine Safety Code? The Code 
contains an appendix comprising Statements of Good Practice which 
includes hydrography, prevailing weather conditions, and navigation 
aids among other subjects, but there is no mention of the presence 
or absence of daylight. I was aware of quite a number of situations in 
New Zealand ports where pilotage of some classes or sizes of ships was 
restricted to daylight only, but in my experience, the largest container 
ships still come and go at any time of the day that there is sufficient 
water under the keel.

I discussed the topic of night pilotage with a number of colleagues at 
the Napier pilotage workshop and this confirmed my impression that, 
in most cases, night pilotage is not treated as a special case by ports 
and pilots. The pilots I spoke to differed in their opinions: some told 
me they believed night pilotage was no more difficult than piloting 
in daylight – the presence of well-lit navigation aids allowed them the 
same situational awareness by night as they have by day. Others told me 
that night pilotage was obviously more challenging due to the lack of 
visual cues. It seemed there was no consensus.

My own feeling was that in some respects, night pilotage can 
be easier than day. A lit navigation beacon, flashing against a 
dark background, is easier to pick up at distance than a buoy on a 
white-capped piece of water or in the reflected glare of a low sun. 
Moreover, berth areas are generally very well illuminated with bright 
floodlighting. However the lack of industry or pilot-body consensus 
on the question led me to try to learn a little more about the topic. 
Given how much time we spend out on the water in the dark, I felt 
it was important to inform myself better. Was the TAIC investigator’s 
comment in the report correct, or should it have been challenged?

I’d also recently been reading some accident investigation reports 
from New Zealand and overseas where groundings or collisions 
occurred at night. While lack of daylight definitely wasn’t the root 
cause of any of these groundings and collisions, it was notable that 
reduced situational awareness played a part in each case. The Helge 
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Ingstad/Sola TS collision in particular struck me as an event that 
couldn’t have occurred in daylight – it would not have been possible to 
mistake the tanker for a part of the terminal as the Norwegian frigate’s 
bridge team did by night.

Limitations of human vision
Looking for more information, I found some interesting reading on the 
limitations of human vision at night. The first thing I learned was that, 
corrected for all other factors, more aircraft and road vehicles crash 
at night than by day. Unfortunately no similar time of day statistics 
were available for vessel groundings. Most of the transport-related 
articles available online were from the aviation industry. Although the 
challenges they face in a night-time cockpit differ from those on a large 
ship’s bridge, there are many common factors, and our eyes work no 
better than theirs, so there was relevant information to consider. 

The physiological limitations of operating outside daylight hours 
have been intensively studied and are comparatively well understood in 
the aviation world. So much so that most aviation regulators around the 
world require instrument ratings for pilots before permitting them to 
fly at night, regardless of clear meteorological conditions. Nevertheless, 
aviation too has experienced recent serious incidents that have put 
the subject firmly in the spotlight. In July 2017 in San Francisco, Air 
Canada Flight 759 A320 lined up on the lights of a taxiway with four 
passenger jets on it and attempted to land. The pilots saw something 
that they could not identify on the taxiway ahead but were assured 
by Air Traffic Control (ATC) that their assigned runway was clear. In 
daylight they would have easily been able to see that there were aircraft 
on what they thought was a runway (NTSB 2018). As it was they came 
within 13 feet of a terrible accident before aborting the landing. 

When discussing two earlier incidents of their own, Air New 
Zealand’s Operational Integrity and Investigations Manager Alan 
Bradbury noted that ‘understanding the limitations associated with 
human vision at night is one of the most under-rated issues within the 
aviation community. The deceptive nature of visual cues at night has 
caught many an aviator out in the past’. 

But are Alan Bradbury’s words relevant to our industry? To answer 
that I felt I needed to better understand the physical and biological 
issues affecting visual performance. Along with what I could find 
online I also researched some human factors textbooks. Together, these 
gave me a better understanding of how our eyes and brains make sense 
of the world in differing ambient light conditions. 

Types of vision
Our eyes are highly adaptable organs; they function very differently in 
different light conditions. In full daylight the colour and detail-sensitive 
cone cells, concentrated in the fovea, at the centre of our visual field, 
provide maximum visual sensitivity in a concentrated, narrow field of 
view immediately in the direction our eye is pointed at. This is known 
as photopic vision. When visually piloting in daylight or brightly lit 
conditions we are using our photopic vision, with maximum visual 
acuity. We look directly at something, and see the detail and colour of 
whatever we are looking at. 

As twilight falls, the level of contrast ratio (the difference between the 
brightest and darkest ambient light) decreases. In twilight conditions, 
our eyes operate in a mixed state termed mesopic vision, where 
the bottom of the cone and top of the rod operating levels overlap. 
Compared to daylight conditions, mesopic vision is inferior. Contrast 
sensitivity and visual skills decline rapidly when entering mesopic 
vision (Green 1981). Mesopic vision gives us the illusion of visual 
acuity: objects can be clearly seen by looking directly at them, but the 
ability to determine detail in those objects is reduced, as is peripheral 
vision. The effect of this reduction in contrast detection and peripheral 
vision is to reduce our ability to judge movement and distance by eye.

In full darkness the cone cells lose virtually all effectiveness and the 
rod cells, concentrated at the periphery of our retina, have to pick up 
the load and take over most of the light gathering duties. These rod 
cells are incapable of determining fine detail and colour. Rod vision – 
known as scotopic vision – provides poor visual acuity and inability to 
determine colour. About all you can expect to see in scotopic viewing 
conditions is a vague sense of shape and some movement. A pilot with 
20/20 visual acuity by day is likely to see his or her vision drop to near 
20/200 when operating by night (Kern 2007). Incidentally, 20/200 
vision would make you legally blind by most medical definitions. This 
will not be news to anyone who has tried to visually judge a ship’s rate 
of turn at night when swinging against a dark featureless background 
such as an empty horizon or unlit steep hills in a fiord or enclosed bay. 

The night blind spot
According to the Federal Aviation Authority (FAA 2021), the night 
blind spot occurs due to the absence of rods in the fovea and affects 
an area five to ten degrees wide in the centre of our field of view. If 
an object is viewed directly at night, it may not be detected, or may 
fade away after initial detection. To ensure the best opportunity to see 
objects at night, aviators are taught to scan from side to side rather than 
focusing on one area.

Empty field myopia
As it grows dark, our visual performance suffers in another way. On 
a night pilotage in a dark fairway where a pilot is not actively turning 
or handling the ship for a period of time a pilot’s eyes will have little 
to distract them and they are likely to experience something called 
empty field myopia. Lacking stimulation the eye will return to its dark 
focus resting state which for most people is between 80cm and 1.5m 
(Hawkins 2007). This distance is not dissimilar to the distance to the 
window from a pilot’s conning position. This means that although you 
might think you are looking out the window, you are quite likely to be 
looking at the window itself. On a dark night our eyes are more likely to 
focus on reflections, dust, or salt on the window, than to look through 
the glass and focus on what is happening beyond the ship.
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Dark adaption
For most people, it takes 30 to 45 minutes to fully transition to dark 
adaption (what we tend to refer to as night vision). It is instantaneously 
lost if the pilot is exposed to glare from deck and shore lights, bridge 
displays and instruments. The effect is to overload the photoreceptors 
and reduce the pilot’s visual performance. As with the level of each 
person’s visual acuity, dark adaption recovery varies widely between 
people and declines significantly with age. It is not tested for in eye 
tests, and in any case cannot be corrected for (Theeuwes & van der 
Horst 2017).

Piloting in a mixed lighting environment
Generally though, night pilotage does not occur in true darkness. The 
presence of lighting on the bridge and deck, on other vessels, and on 
shore infrastructure, including intense point light sources such as sector 
lights, creates a particularly challenging visual environment. Excessive 
ambient illumination from instruments, displays or reflections inside 
the wheelhouse or from floodlights outside can produce glare that 
reduces our visual acuity. Environmental visibility can sometimes 
be degraded by light from our own ship reflecting off dust or water 
particles in the air – also known as backscatter.

So what then, are the practical effects of operating visually in and 
around the berths and fairways in mixed lighting conditions by night? 
Unfortunately it isn’t as simple as mounting some floodlights and 
installing some flashing beacons to recreate daylight levels of visual 
acuity. Despite our own opinions about how well we see at night, the 
science says our vision is significantly degraded. Probably the greatest 
threat to a pilot’s visual performance by night would be a reduced 
ability to judge distance and movement. Judging distance to other 
objects (depth perception) is how our brains try to make sense of a 3D 
world, based on information provided from a 2D source (the retina). In 
daylight the cues our brains use to judge distance are: 
l Relative object size;
l Object taper;
l Angular variations;
l Luminosity/shading;
l  The tension in our eye-focusing muscles that varies with object 

distance. 

But when operating in mesopic or scotopic conditions, these cues 
are far less visible and defined, so we are less able to accurately judge 
distance and relative motion. Additionally, our ability to perceive 
detail is significantly reduced in the high contrast ratio environment 
of a terminal where a mixture of darkness and bright light sources is 
experienced. The presence of background light from terminals and 
urban areas can make it very difficult to pick out a ship or small craft 
moving against the background. The Helge Ingstad/Sola TS collision is 
an unfortunate example of this.

Hazards associated with degraded visual acuity in 
night pilotage
Considering the degraded performance of the human eye in darkness, 
it is possible to construct a list of the likely hazards specific to visual 
pilotage that pilots can expect to encounter in different sectors of our 
respective ports at night.

Table 1: Likely hazards at night in pilotage locations

Area Lighting 
Characteristics

Hazards

Around berth Combination of 
bright flood lights 
and poorly/partially lit 
structures. Navigation 
aids may be less 
visible in glare of 
terminal lighting.

Poor dark adaption. 
High contrast ratio 
beyond human eye’s 
dynamic range. Reduced 
ability to see detail and 
movement.

Inbound in 
channel

Bright background 
lighting and 
navigation aids of 
varying intensity. 
Other vessels may 
have deck lighting on. 
Possible backscatter 
from own ship 
lighting.

Poor dark adaption. 
Difficulty detecting 
navigation aids and 
vessel traffic against 
background lights. 

Outbound in 
channel

Wide, dark visual 
fields contrasted 
with bright pin-point 
navigation aids and 
vessel traffic. Possible 
backscatter from own 
ship’s flood lights.

Night blind spot and 
empty-field myopia. 
Judgement of distance, 
size and movement is 
degraded.

Pilot boarding 
ground

Wide, dark visual fields 
with fewer navigation 
aids. May be a traffic 
‘pinch point’ with 
vessels converging. 
Possible backscatter 
from own ship.

Night blind spot and 
empty-field myopia. 
Judgement of distance, 
size and movement is 
degraded.

Enclosed unlit 
waterways (fiords, 
steep-sided bays)

Featureless darkness. 
Absence of most 
artificial light. Possible 
backscatter from own 
ship. Ship’s lighting may 
assist by intentionally 
or unintentionally 
illuminating nearby 
terrain.

Night blind spot and 
empty-field myopia. 
Near total inability 
to determine shape, 
distance and motion.
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This article first appeared in The Pilot, the magazine of the 
NZMPA, and appears here with permission. A fully referenced 
version is available on request from the editor.

Year Ship Fatalities

2012 Costa Concordia 32

1994 Estonia 852

1987 Herald of Free Enterprise 193

1987 Dona Paz 4,386

1980 Derbyshire 44

1968 Wahine 53

1912 Titanic 1,514

Further hazards associated with night pilotage, common to all the 
lighting conditions in Table 1, include:
l Reduced detection of wind shifts by observing the water surface;
l  Reduced detection of approaching squalls or weather fronts and 

areas of reduced visibility such as showers and fog;
l Reduced detection of current flow around structures and terrain;
l  Inability to detect unlit objects including navigation beacons, which 

the pilot may have expected to see.
The net effect of all these hazards is a reduction in pilots’ situational 

awareness.

How can pilots manage the hazards?
Now that I am better informed of the hazards associated with relying 
on my eyesight by night, I know there are a number of things I can do 
to better control the risk.

The first and most important hazard mitigation behaviour I believe 
a pilot should display by night is to plan for and actively use electronic 
pilotage techniques to support their visual pilotage. In addition to 
conning the ship visually, we should each use our PPU to its full 
capability. That includes monitoring own ship’s speed, motion, and 
position within planned parameters. Pilots should cross-check what 
they believe they are seeing outside with what the PPU shows. Pilots 
should also take the time to familiarise themselves with basic functions 
of common ECDIS and radar sets encountered at their port. As a 
minimum we should all be able to change range/chart scale, scroll 
the screen, re-centre the ship, operate a VRM, and obtain range and 
bearing information using the cursor.

Other actions that could help pilots and bridge teams to mitigate the 
hazard are:
l  Get the fresh water wash put on the bridge windows if the glass is 

salty or dusty;
l  Request appropriate illumination levels of bridge gauges and wheel 

house lighting to minimise glare and effects on visual night adaption;
l  Request night screen modes where appropriate;
l  Consider the option to transit at a slower speed than in a similar 

daylight job, leaving more room between own ship and other traffic;
l  Minimise use of deck lighting once clear of the berth (for crew 

safety, deck lighting may be necessary at times).

How can harbour masters and marine managers 
manage the hazards?
The NZ Port and Harbour Marine Safety Code was founded on the 
principle of risk assessment. Harbour masters and marine managers 
should review their Harbour and Port SMS and consider how well 
the hazards of degraded visual acuity affecting pilots, bridge teams 
and PEC masters are managed in those risk assessments. Have 
they considered lack of daylight as a hazard? How do their training 
and operational procedures differ between daylight and night-time 
conditions? Are any pilot peer reviews and checks required to be 
completed in darkness? Do they have an automation policy that sets 
a standard for PPU or ship’s equipment use by pilots?

Just as with other hazards on the harbour there are preventative 
controls that harbour masters and marine managers can use to 
minimise resultant risk. As an example it is common to apply 
environmental parameters to ship movements as a preventative control. 
There is no good reason why absence of daylight should not also form 
part of those parameters. Typically ports might require a ship with a 
functional bow thruster to use a tug in some wind conditions or wait for 
better weather before berthing; they should also consider which ships 
should be restricted to daylight passages, which ships should carry a 
second pilot by night, or which ships should require mandatory PPU 
carriage and use by night.

Final word
A review of maritime tragedies shows a disproportionate number of the 
highest profile, high death count maritime accidents have occurred in 
the hours of darkness:

Table 2 High profile night-time maritime tragedies

Of the accidents listed in Table 2 above, most are accepted to 
have included loss of situational awareness as a contributing factor to 
the accidents. In the case of Derbyshire, Estonia and Herald of Free 
Enterprise, situational awareness as we might normally consider it 
was not a factor. However the structural failures or human errors that 
occurred may have been detected in time to prevent the accident if 
they had occurred in daylight. 

Closer to home, and in a contemporary context, several recent 
investigation reports into groundings included loss of situational 
awareness by pilots navigating visually in darkness without use of a 
PPU.

At the risk of labouring the point: no-one can judge speed and 
distance as well by night as they can by day. Fortunately pilots have 
PPU, radar and ECDIS technology to compensate for our degraded 
visual acuity. Navigating large ships in narrow channels at night solely 
by visual means is not good pilotage practice. Understanding and 
acknowledging that is an important step that pilots can take towards 
improving their pilotage skills and performance. 
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Launch and recovery of  
boats from ships
Launching and recovering boats from ships can require considerable 
skill and seamanship. On many modern ships, launching and operating 
small boats falls outside the expertise of the crew. Even where this 
activity takes place more frequently it may still represent an area of 
risk, both of injury to the crew and of damage to the boat. In this book 
we demonstrate good practice when carrying out these operations and 
explain the techniques and systems that can improve manoeuvres. 

The chapter list covers all stages of the operation, including:
l Single-point systems
l Double-hoist davits
l Crane systems
l Stern ramp and freefall launching systems
l Improving existing systems
l Connecting the boat to the hoist
l Safe operating procedures
l Shiphandling during launch and recovery
l Launching from fixed platforms
l Training
l Maintenance
l Legislation and the future

Launch and recovery divides into two main areas of operation: the 
mandatory carriage on board ships of lifeboats and liferafts intended for 
emergency evacuation; and the launch and recovery of boats that form 
part of the day-to-day operation of a ship. 

These two types of use have quite distinct operating scenarios. 
Lifeboats are primarily designed for a one-way trip. After being 
launched they provide a means of evacuation from the mother ship in 
distress. For vessels that carry boats as part of their working equipment, 
the launch and recovery systems have to be designed for two-way 
journeys. Recovering boats is more difficult than launching. 

The past few years have seen a great expansion in the launch and 
recovery of boats as part of routine operations of working ships. There 
has been substantial investment in dedicated systems that are intended 
to be safer and more effective. Nevertheless, much work still needs to 
be done to make recovery safer still, for this is the critical part of launch 
and recovery. 

Boats can be launched in far worse sea conditions than would be safe 
for their recovery. The person in charge has to decide whether recovery 
is safe in adverse conditions and also needs to consider whether 
conditions may change while the boat is away from the ship. This can 

Good maintenance is essential for lifeboat safety
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be a hard judgement to make in marginal conditions and requires 
considerable experience. 

A third factor needs to be inserted into the overall equation. This 
is the handling of the mother ship during launch and recovery 
operations, which can be critical to the success of the operation. In 
Chapter 10 we discuss the techniques that can be employed to create 
a useful lee, particularly for recovery operations. Techniques will vary 
depending on whether the recovery is being carried out alongside, as 
is the case with most davit launch systems, or by using a stern ramp – a 
type of system increasingly being adopted for military and paramilitary 
vessels. Additionally, there are systems that provide a means of 
evacuation from � xed structures where there is no opportunity to create 
a lee in more open seas (see Chapter 11). 

Armed forces have greatly expanded their use of launch and recovery 
systems as a means of getting boats to an operations site. Some military 
ships carry a range of small craft with dedicated, mainly stern-ramp, 
launching systems that are becoming ever more specialised. Even 
lifeboats that put out from shore to rescue casualties often carry small 
rescue boats to increase their effectiveness. 

Ships’ lifeboats and liferafts have to be capable of recovery as well 
as launch. They and their systems need to be regularly tested and 
launched, so an understanding of the recovery process for the boats 
should form part of crew training. For a ship � tted with freefall lifeboats 
this is especially important: the launch is easy but successful recovery 
may be achievable only in calm conditions. 

Although ships’ lifeboats are primarily designed for a one-way trip, in 
some circumstances they may be the only means of rescuing casualties 
in distress on the open sea. If a ship is called on to help, this sort of 
scenario can present a serious challenge for the crew, who may have 
very little experience of launch and recovery in the open sea. The 
captain will also have to decide whether or not to put the crew at risk in 
order to attempt a rescue. 

Launch, recovery and crew training courses are covered by a 
substantial body of legislation, but a big gap exists between these legal 
requirements and the practical business of launching and recovering 
boats at sea. In Chapter 12 we aim to create a better link between 
the two and show what can be achieved through the practice of good 
seamanship. 

This book looks at the equipment available and assesses both its 
bene� ts and its potential drawbacks. We explain techniques and good 
practice that should help to make launch and recovery safer and 
more effective. The potential for new and innovative systems that may 
improve launch and recovery operations is covered in Chapter 7, and 
also the best options for evacuation from a wide variety of vessels and 
structures in the oceans. 

Launch and recovery is a vast subject and one that has not previously 
been examined in detail. The author hopes that this book will 
encourage crews and operators to take a closer look at the procedures 
and equipment that will make this a safer operation.

The extent to which seafarers are unnerved by operating lifeboats was 
outlined in Capt Kevin Coulombe’s article ‘The fear of SOLAS boats’ 
(Seaways, October 2019), where he describes a ‘culture of distrust’ 
of lifeboats and rescue boats. This can only be solved with more 
familiarity, more training, and better maintenance, he argues, stating 
that: ‘Type familiarity and pro� ciency with the operation, maintenance 
and inspection of a ship’s SOLAS lifeboat and rescue boat, particularly 
in launching and recovery is essential.’ It is hoped that this book will go 
some way towards providing this knowledge.
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Developments in technology and a general shift in leadership style demand a change in the way 
decisions are taken on board and ashore

Leadership and  
decision making

CaptainVinod Naveen AFNI

Watching a game of sport has a great deal to tell us about 
who is in charge today. There has been a transition of 
leadership and decision making from the captain – the 
leader of the team on the field, who is in charge of 

tactics – to the coach, who plans the overall strategy. 
Each of the two will have their own ideas and views, which may 

at times (sometimes more often than not) be in conflict, resulting in 
leadership clashes, knowledge clashes, and also ego clashes. However, 
irrespective of who makes the decision – the captain or the coach – the 
intention is always to ensure the team wins the game. Both command 
centres need to keep in mind this common intention so that they can 
rise above the conflicts and clashes for the benefit of the team. 

This scenario is not limited to sports, but can be extended to most 
industries today. Conflicting decisions are worse than bad decisions, 
and can have dire consequences. While in sports this is just a question 
of losing and winning a game and in the corporate world it’s about 
profit and losses, in shipping it goes far beyond either, with the safety of 
ship and crew at stake. The faster both command centres realise this, 
the better it will be for the team.

The shipping industry is no exception to such ‘leadership’ conflicts, 
with decision making shifting between shore command station and 
ship command station and vice versa. Though there are various rules, 
regulations and policies to provide clarity on who decides what, this 
really isn’t helping the cause at the ground level. The shore command 

station expects the ship’s command merely to execute the decisions 
taken ashore. Equally, the ship command station expects decision 
making to be left on board ship where those decisions must be carried 
through. Though these decisions are largely taken in the best interest 
of the ship, as in any other industry, conflict can arise due to clashes in 
knowledge, leadership style and ego. Let’s look at how we can reduce 
and/or eliminate these clashes.

Who’s on the [decision-making] team?
The one thing that has contributed most to the change in leadership 
and the decision-making process is the increased use of technology on 
board. Ships which were once disconnected from the rest of the world 
as soon as they set sail are today connected with internet and social 
media just like anyone on shore. 

Good decisions are made on facts and not assumptions based on 
scanty data. Today, the availability of better connections means that 
many decisions which were once taken on board by a single person 
using the limited data available can be better made ashore, using the 
abundant data available and the most sophisticated means of analysing 
it. For example, shore command might expect the ship command to 
simply transmit the facts of the situation, such as a delay in ETA, to 
shore command, who will have data from various sources which may 
not be available on board, to enable them to make a decision which 
minimises the commercial implications. The ship can then execute the 
decisions taken and give feedback, avoiding any potential ego clash. 

Another factor in this shift is the move from single person decision 
making to collective decision making. When ships were more isolated, 
most of the decisions had to be made on board by one person. The 
knowledge – or lack of it – of this one person could have a detrimental 
effect on the decisions and the consequences. Today, shore command 
is more like a knowledge centre, with many experts putting their brains 
together to find the most suitable solution. This collective decision 
making can probably give a better result than a single person solution. 
But at the same time the reality on the ground (or rather, on the water) 
also needs to be taken into consideration. It is best if the ship command 
centre actively participates in such collective decision making. 

The same technology that could be used to relay decisions from 
shore can be used to make the ship command part of such decision 
making, which can then be better implemented – again avoiding ego 
clashes and different levels of knowledge.

Expected and achievable outcomes
Decisions are required every time that the situation diverges from the 
ideal. In a dynamic industry like shipping, such differences can be a 
daily affair, and at times can result in extremely difficult situations. 
Shore command expects the ship command to achieve the desired 
outcome, but due to various factors both internal and external, there 
is often deviation from the set parameters. This leads to a situation 

It is important that those on board ship have 
a voice in collective decisions
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that needs to be resolved. Here again a good understanding between 
the two command centres can help resolve the situation rather than 
matters continuing to escalate. Be it discrepancies in cargo operations 
due to ships gear/pump breakdown, delays in navigation due to heavy 
weather conditions, etc., these deviations can best be resolved by the 
ship’s command centre reporting transparently and accurately, and 
by the shore command station accepting this input and working with 
these factors, rather than playing the blame game, which only leads to 
con� ict. These situations demand understanding and cooperation from 
both command centres.

Adapting to new realities
The composition of the team has changed. It’s not unlike what has 
happened in the sport of cricket, where there used to be just 11 players 
plus a few reserves led by a captain who was selected mostly for his 
experience, and who was expected to take decisions based on that 
experience. Today the same sport has more non-playing members than 
team members on the � eld, in the form of head coach, batting coach, 
bowling coach, � elding coach, medics, strategists etc. The game plan 
and strategy is made off the � eld more than on it. Similarly, we need 
to accept that today the shipping team comprises both ship crew and 
shore staff and there are probably two command centres in operation 
– one on shore and the other on board. Decisions are best made with 
good coordination and cooperation at all levels including leadership. 
Differences need to be sorted out for the common good, accepting that 
there is one team, even if there are two command centres. This allows 
decisions to be made and carried out smoothly.

That said, there is absolutely no blueprint for successful decision 
making and no one winning formula. There have been leaders who 
have micromanaged everything and lost, and there have been team 
captains who were drunk every night and still won. Being in charge 
isn’t what it used to be. Certain leadership qualities are required for 
good decision making, but today we look beyond individual leadership. 
Responsibilities are to be shared and distributed. 

The regulatory bodies need to look more closely at whether it is 
right to hold ships’ captains responsible for all their actions even when 
decisions are made ashore, or with a great deal of shore input. The 
present situation doesn’t really help captains in freely discharging their 
responsibilities. 

It’s time we understand the limitations of individual decision-
making, accept the new structure of working, and accept that what is 
happening today is here to stay. Shore command and ship command 
need to see the larger picture and work as one team, ironing out all 
differences and con� icts, be they the result of clashes of leadership, 
knowledge or ego. It is not just about winning or losing or about pro� t 
and loss. This is about life and death, including the impacts on the 
environment. There is no other industry that affects the world in the 
way that shipping does. 

Captain Naveen is an Associate Professor at Indian Maritime 
University.
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Feature: IHM – a looming deadline?

Regulation requiring an inventory of hazardous material in ship construction is coming – 
but is the industry ready?

IHM – a looming deadline?

Captain Bally Duggal AFNI

New regulations requiring every vessel calling at EU ports 
to carry an Inventory of Hazardous Material (IHM) come 
into force in just over six months time, on 31 December 
2020. This is potentially a huge issue as owners and 

crew of existing vessels need to do a lot of work to develop an IHM. 
During my visits on board and discussions with marine and technical 
superintendents, I am surprised to find that no one seems to talk about 
it. While there are many other issues to be dealt with at the moment, 
this does not mean that regulation has gone away.

Background to IHM 
The Hong Kong International Convention for the safe and 
environmentally sound recycling of ships (HKC) was adopted in 2009, 
and overseen by the International Maritime Organization (IMO). It is 
intended to improve health and safety in shipbreaking practices, which 
have historically had unacceptably high levels of fatalities, injuries and 
work-related diseases. 

While the HKC itself has not yet been ratified, shipowners should 
note the entry into force of the EU Ship Recycling Regulation (EU 
SRR) on 30 December 2013. This regulation closely follows the Hong 
Kong convention, although there are some important differences. 

Importantly, the EU SRR requires every ship of over 500 GT 
calling at EU ports from 31 December 2020 to carry an Inventory of 
Hazardous Material (IHM) verified by the relevant administration or 
authority and specifying their location and approximate quantities. 

The IHM is a key part of both the HKC and the EU SRR, providing 
a harmonised approach to the need to provide detailed information 
on potentially hazardous materials utilised in the construction of the 
ship, its equipment and systems. The original IHM must be updated 
throughout the life of the ship to reflect all upgrades and substitutions. 
This ensures that the owner has a complete and fully updated 
document at the time that the ship is delivered to the recycling facility, 
so that those dismantling the ship are aware of all possible risks and can 
take appropriate precautions.

Overview of IHM
The IHM provides ship-specific information on the nature, location 
and approximate quantities of hazardous materials on board. It should 
be developed on the basis of the standard format set out in Appendix 2 
of IMO Guidelines, Resolution MEPC.269(68). 

An IHM consists of three parts:
Part 1: Materials contained in ship structure or equipment 
Part II: Operationally generated wastes
Part III: Stores
The way in which IHM Part I is developed differs depending on 

whether the ship is a newbuild or an existing vessel. Once created, it 
must be maintained throughout the lifetime of the vessel. IHM Part II 
and Part III apply only when the ship is actually being sent for recycling. 

Development process for newbuildings 
For newbuilds, Part I of the inventory should be developed at the 
design and construction stage. Reference should be made to the 
relevant IMO guidelines. The process should include three steps: 
1. Collection of information on hazardous materials used; 
2. Utilisation of this information;
3. Preparation of the IHM.

Developing an IHM Part I for existing ships 
Part I of the Inventory for existing ships should be developed by the 
shipowner, again referring to the relevant IMO guidelines. The process 
should include five steps: 
1. Collection of necessary information;
2. Assessment of collected information;
3. Preparation of visual/sampling check plan;
4. On board visual/sampling check; 
5. Preparation of Part I of the inventory and related documentation. 

Development process for IHM Parts II and III
Once the decision to recycle a ship has been taken, Parts II and III of 
the inventory should be developed before the final survey, taking into 
account that a ship destined to be recycled shall conduct operations in 
the period prior to entering the ship recycling facility in such a way as 
to minimise the amount of cargo residues, remaining fuel oil and ship 
generated waste remaining on board. The IMO guidelines provide a 
catalogue of potentially hazardous material in table C of Appendix 1, 
stating whether the materials should be listed in Part II or in Part III of 
the inventory. 

Survey and certification
All ships shall be subject to a survey regime and shall carry on board 
a ship-specific ‘Inventory Certificate’ issued by the administration or a 
Recognized Organization (RO). 

These ships shall be subject to the following surveys:
a. Initial survey to verify Part I compliance;
b. Renewal survey to verify Part I compliance;
c. Additional survey for any change, replacement or significant repair;
d.  Final survey to verify that IHM Parts I, II, and III and the recycling 

plan are in compliance. 
The classification society may add an IHM notation to the vessel’s 

Class Certificate.

Implementation deadlines
The deadlines for the preparation and verification of IHM are as 
follows:
l  EU-flagged newbuildings were required to have a verified IHM with 

a Statement of Compliance by 31 December 2018.
l  Existing EU-flagged ships are required to have onboard a verified 

IHM with a Statement of Compliance by 31 December 2020.
l  Non-EU-flagged ships calling at EU ports are also required to have 

onboard a verified IHM with a Statement of Compliance by 31 
December 2020. 
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The investigation established that when outside air is introduced into 
the cargo tank during gas freeing, the vapour/air mixture within the 
tank and near the tank openings can reach the flammable range. If the 
air moving equipment used to gas free the cargo tank is not the proper 
type, is not properly maintained, or is not properly electrically bonded 
(grounded) and secured to the vessel’s structure, static electricity 
generated by the equipment can discharge as an electric arc and ignite 
the flammable mixture. 

The air blowers that were recovered from the exploded tank barge 
had either missing or improperly maintained bonding (ground) wires. 
This was likely the cause of the explosion.

Visit www.nautinst.org/MARS for online database

MARS 202031 

Bow thruster sucks two lines
 A tanker in ballast was berthing starboard side to in a strong current, 
running at nearly five knots. The Master was on the bridge and the 
vessel was under the guidance of a pilot. A small line handling boat was 
attending to help achieve the planned mooring pattern of three head 
and aft lines as well as two forward and aft spring lines. 

To begin, forward and aft springs were set using the bow thruster at 
70%, with the rudder at port 20° and the main engine running ahead 
as per pilot’s instructions, in order to keep the vessel close to the 
berth. Next, the three head lines were passed to the line handling boat 
forward. Two of the head lines slipped off the bollard and more slack 
was payed out than needed. The lines floated on the water. Before they 
could be mastered by the launch personnel, they were entrained into 
the starboard inlet of the thruster tunnel, fouling the propeller blades.

Lessons learned
l  Due care must always be taken with lines near a working bow 

thruster. Ideally, lines should not be allowed to float near a working 
bow thruster.

l  Vessels in ballast have their bow thruster tunnels nearer to the 
waterline than loaded vessels and are at increased risk of mooring 
lines being sucked in.

MARS 202032 

Gas Freeing Risks
As edited from US Coast Guard Marine Safety Alert 01-20
 On a tank barge, personnel were preparing to undertake gas 
freeing of the cargo tanks. Cargo tank booby hatches and Butterworth 
openings were open and the flammable vapours within the cargo tank 
were being removed with mechanical air moving equipment. There was 
an explosion and the barge sustained extensive damage.

Lessons learned
l  All personnel should be aware of the critical importance of bonding 

(grounding) air moving equipment such as blowers or fans before 
commencing gas freeing operations.

l  Proper bonding means the contact point to the vessel or barge is 
clamped to bare metal, not a painted surface. Simply resting the 
blower/fan on bare metal is NOT an adequate means of bonding.

l  Clamps used with the bonding wire or strap should be free of 
corrosion, with sufficient tension to ensure a tight connection when 
clamped to the vessel structure. 

l  Fans or blowers should be properly secured to prevent movement 
due to vibration.

l  Inspect all air moving equipment before first use each day and 
ensure that all attached accessories (cones, ducting, etc.) are tightly 
connected to the blower/fan. 

MARS 202033

Containers un-contained due to 
parametric roll
As edited from official MAIB (UK) report 02-2020
 A large container vessel was underway in the open ocean when the 
weather began to deteriorate. The wind was force 6 and the ship was 
rolling between 7° and 12° in a three metre swell. The deck crew began 
the daily lashing checks as usual, but the weather conditions meant 
that they were only able to inspect the bays forward of the bridge. 
Later that day the swell increased to 4.5 metres. That evening, the ship 
experienced a sudden large roll of approximately 16°. Later on, it started 
to roll routinely to 15°.

Breached cargo tank

MARS June20 lrb.indd   17 15/05/2020   10:06



18  |  Seaways  |  June 2020 Read Seaways online at www.nautinst.org/seaways

Providing learning through confidential reports – an international co-operative scheme for improving safety

Visit www.nautinst.org/MARS for online database

The Master reviewed the data provided by the ship’s electronic 
motion monitoring and forecasting system and instructed the OOW to 
switch to hand-steering and alter course from 088° to 082°. Following 
the alteration of course the ship’s rolling reduced to less than 10°. Later, 
the Master told the OOW to return to automatic steering as he was now 
confident that the autopilot was up to the task. About an hour later the 
ship unexpectedly rolled 20° to starboard, paused for a few seconds, 
then made a similar roll to port.

The deck lights were turned on after the large roll, but no damage 
was seen from the bridge and the container stows appeared to be 
intact. At daylight, an officer went to the weather deck with the bosun 
to investigate. They found that bays 18, 54 and 58 had collapsed. It was 
later determined that 137 containers had been lost overboard and 85 
damaged.

The official investigation found, among other things, that:
l  It is likely that the forces generated when the vessel rolled 20° to port 

and starboard initiated the collapse of the container stows at bays 18, 
54 and 58.

l  The amplitude of the ship’s rolling exceeded the limits set by the 
company for the class of vessel.

l  It is almost certain that the vessel experienced parametric rolling prior 
to and at the time of the container collapses.

l  The Master and his bridge team were familiar with, but did not 
fully understand, the functionality of the ship’s motion monitoring, 
forecasting and decision support tool. As a result, they did not 
appreciate the imminent risk of parametric roll.

l  The cause of the collapse at bay 18 could not be determined. It is 
most likely that this collapse was initiated following the structural 
failure of one of its containers, brought about by a combination of 
factors including: excessive stack loads as a result of mis-stowed or 
overweight containers; excessive racking loads or contact between 
containers due to loose lashings; and/or existing damage or poor 
material condition of a container. 

Lessons learned
l  Parametric rolling is where a ship experiences larger than expected 

roll behaviour when the primary sea wavelength is similar to the 
ship’s length with either: 

 1. the wave crest amidships and the bow and stern in wave troughs. 
 2.  the ship is supported by a crest at the bow and stern with the 

trough amidships. 
l  IMO guidance suggests that parametric rolling may occur when either 

the period of roll equals the period of encounter, or the period of 
encounter is approximately half the roll period. 

l  The risk of parametric roll in a following sea is very sensitive to minor 
changes in the relative direction of the sea. Large container ships are 
particularly vulnerable to parametric rolling due to their length and 
fine hull form.

l  If you work on a vessel equipped with a motion monitoring, 
forecasting and decision support tool, ensure you are fully conversant 
with its functionalities.

MARS 202034 

Sudden movement causes load to swing
As edited from IMO Lessons learned III-5, No 17

 A general cargo vessel was loading heavy stainless steel pipe 
bundles with its own cranes. During this time, and unknown to crew or 
stevedores, the underside of the vessel’s midships fenders caught on the 
top of the wharf fenders. As the tide fell and the vessel’s draft increased 
due to loading, the forces between the two fender systems increased. 
Suddenly, the ship’s fenders and the wharf fenders released from one 
another causing the vessel to roll.

The sudden and unforeseen release of energy and the movement of 
the vessel caused the suspended pipe load to swing uncontrollably in 
the vessel’s cargo hold. As the load swung it caught three stevedores 
in the hold, crushing them between the suspended load and the side 
wall of the vessel. Two stevedores died as a result and one was seriously 
injured.

Lessons learned
l  Close attention should be given to mooring lines and ship-shore 

interfaces at all times but especially while working cargo and when 
tides are present. It would not be unreasonable to undertake hourly 
rounds.

MARS June20 lrb.indd   18 15/05/2020   10:06



Read Seaways online at www.nautinst.org/seaways  June 2020  |  Seaways  |  19

Providing learning through confidential reports – an international co-operative scheme for improving safety

Visit www.nautinst.org/MARS for online database

MARS 202037 

Fatal fall from ladder
As edited from official Transport Safety Investigation Bureau 
(Singapore) MIB/MAI/CAS.008
 A bulk carrier was underway. The vessel was in ballast and hold 
washing was scheduled in preparation for taking the next cargo. An 
officer, bosun and another deck crew conducted a risk assessment for 
cargo hold washing operations, as required by the shipping company’s 
SMS. The risk assessment was approved by the Master, and the officer 
conveyed the contents of the risk assessment to the other members of 
the washing team.

The washing team completed the cleaning of holds one and two by 
the end of the first day without incident. The next day, washing of hold 
three was commenced. A crew member standing on the first platform 
started climbing up the vertical ladder to reach the main deck. He 
slipped and fell to the bottom of the cargo hold, about 12 metres below.

An emergency team was quickly mustered to help the victim, who 
was conscious but complained of severe abdominal pain and difficulty 
breathing. The victim was evacuated from the cargo hold on a stretcher 
using the ship’s crane and transferred to the ship’s infirmary. He was 
placed under constant observation and his medical condition was 
monitored and recorded. About six hours later, all vital signs were 
absent and he was declared deceased.

The investigation found that there was no securing arrangement to 
which to fasten a safety harness lifeline. Because of this, it was common 
practice for the crew to climb up and down the ladder without securing 
the safety harness lifeline to any point and without any fall arresting 
device. A damp and wet cargo hold, wet gloves and a ladder slippery 
with seawater from the wash were probably contributing factors to the 
fall. The risk assessment carried out for cargo hold washing operations 
did not identify the risk of falling from height during climbing up or 
down the vertical ladder.

MARS 202035 

Anchor lost in heavy winds
 A tanker in ballast dropped anchor and six shackles of chain in the 
early evening to await a berth for loading. Winds were force 4, but 
stronger winds were forecast so the main engines were kept on standby. 
Early the next morning, with winds now gusting to force 6-7, the OOW 
deduced that they were dragging anchor as the vessel had departed 
its swing circle. The anchor party mustered on the foredeck, but by the 
time they had done so, the vessel had already reached a speed of about 
2.8 knots.

Once at the anchor station, the personnel realised that the vessel 
was not dragging anchor, but that the anchor had been lost. The main 
engine was engaged and the vessel was able to safely make its way out 
of the anchorage.

Lessons learned
l  Anchors and associated gear are for holding ships in light to 

moderate weather conditions. For more adverse weather, drifting or 
slow steaming (hove-to) would be the safer option. 

l  Vessels in ballast are particularly vulnerable to wind effects. This 
should be considered when anchoring. 

l  Information concerning loads on anchor systems can be found 
at https://www.ocimf.org/publications/tools/anchoring-systems-
environmental-load-calculator

MARS 202036 

Defective shackles
As edited from Crosby Group Safety Notice November 2018
 The Crosby Group has determined that certain shackles have 
a condition that can reduce the ultimate load capacity from the 
published catalogue values. Continued use of these shackles may 
result in unexpected failure. These products are 7/8” 6.5t shackles with 
Production Identification Code 5VJ, as illustrated below. These products 
should be taken out of service immediately.

Lessons learned
l  As is often the case, hazards remain in plain sight but go unseen 

by crew who have become desensitised to them. In this case it was 
accepted practice to climb up and down the hold ladder, which was 
not fitted with a cage, without fall arrest or safety lines.

l  Another indicator of this particular fall hazard going unseen by crew: 
the hold washing risk assessment did not mention this risk.
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Seafarers’ rights and claims in the port of Singapore 

Knowing what is due

Captain Francis Lansakara FNI

Seafarers’ rights usually come into focus at a time of dispute, 
when the affected seafarer is at the mercy of port authorities 
and hoping for a fair judgement. In this respect, Singapore’s 
connection to English law has benefitted its own seafarers and 

other foreign nationals whose ships are in port in this jurisdiction.
The following documents and statutory provisions form the basis for 

understanding what rights apply. The Ship’s Articles are the primary 
and perhaps best-known source to which seafarers may refer. Other 
sources seafarers can rely on include, but are not limited to: 
l Seafarers Employment Agreement (SEA), 
l Singapore Merchant Shipping Act (MSA), 
l Maritime Labour Convention (MLC) and 
l Singapore Maritime Law.

With the introduction of an international labour standard under 
MLC, seafarers’ rights have been standardised. Singapore has ratified 
the MLC Convention and it has become part of our maritime law 
regime, in line with all other major maritime nations.

Under MSA, the wages due to a crew member of a Singapore 
registered ship shall be paid to the seafarer in full at the time of leaving 
or being discharged from the ship. Where there is a delay in payment, 
an additional payment calculated on the number of days delayed shall 
be paid to the seafarer. When there is a dispute between the seafarer 
and the owner or Master of the ship, they may submit their dispute 
to the Director of Marine for a decision. However, the Director has 
discretion on whether to give their decision on the matter or refer 
the case to the courts. Where the amount in dispute exceeds S$5,000 
(£2,900) it is likely to be referred to the courts. Similar provisions are 
available under the Merchant Shipping Acts of other flag states.

Maritime liens
The advantage of Singapore as an English law jurisdiction is 
specifically tied to the recognition of maritime liens. Maritime liens 
have priority in certain maritime claims. In some cases they also have 
priority over mortgages. 

In a lien, a seafarer’s claims on a ship (known as an in rem action) 
such as wages and disbursements due, travel with the ship regardless of 
whether the ship is sold or undergoes a change of ownership. With a 
few exceptions, the lien stays with the ship until such time as the court 
settles the claim. If there is a change of ownership without the court’s 
approval, the new owner will be liable to pay the outstanding debts. 
In cases where the ship no longer exists or has been destroyed, the 
seafarers’ rights to lien will be extinct, but an action against the owner 
(known as in personam action) is still possible. Bear in mind that in this 
case the seafarer will not have priority for the claim, as they would in 
the case of a lien subject to the owner having its business in Singapore.

Seafarers from outside Singapore
Foreign seafarers whose vessels are in Singapore could make a claim 
relying on Singapore maritime law while the ship is within Singapore 
port limits. They will have the same rights as Singapore seafarers – that 
is, the maritime lien will be attached to the ship until the courts decide 
on the various claims. A note of caution for those on foreign flag ships 
is that their Seafarers’ Employment Agreement (SEA), will be governed 
by different laws, and the Merchant Shipping Act of their flag state will 
be applicable. These factors will be taken into account when deciding 
the seafarer’s claim. 

However, the Maritime Labour Convention can be applied, 
provided the flag state in question has ratified the convention.

Extent of seafarer’s rights
Under Singapore maritime law, seafarers’ rights are not limited to 
the recovery of unpaid wages and disbursements. They also extend to 
the shipowner’s contribution to a provident fund, social security and 
insurance, damages for wrongful dismissal, repatriation expenses, wages 
lost and wages in lieu of notice. 

Seafarers whose ships are in port in Singapore 
have rights under local maritime law
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Financial Statement

The trustees present their report and the audited financial 
statements for the year ended 31st December 2019
Principal activities
The Institute is registered as a Company limited by guarantee to promote and 
maintain nautical education.

Public Benefit
The trustees confirm that they have complied with the duty in Section 4 of the 
Companies Act 2006 to have due regard to the Charity Commission’s general 
guidance on public benefit and that the activities carried out by the charity during 
the year were all undertaken in order to further the charity’s aims for the benefit of 
the Charity’s beneficiaries. A detailed explanation is shown under Objectives and 
Activities on the Trustees report published in the May issue of the Institute’s Journal, 
Seaways.

State of affairs and business review

The company made an operating surplus on the General Fund of £243,945 for 
the current year (2018: £333,383). After taking into account investment activities, 
designated funds movements and unrealised surplus the company made a surplus 
of £371,237 (2018: £276,471).     
 The trustees keep the Reserves Policy under regular review. The Institute holds 
reserves in order to ensure as far as possible that its Objectives may be met in 
future. Total invested reserves at present stand at £1,347,287 (2018: £1,120,284) 
which is comprised of the Contingency Reserve £626,000 (2018: £555,000) 
calculated as shown on page 8 and the remainder acting as a Projects Reserve. The 
trustees consider that this amount of free reserves is adequate to ensure that the 
Institute’s services are not compromised in the short term. The investment policy 
of the Institute is to maximise the total return from capital and income combined 
while maintaining a medium level of risk. Management of the funds is delegated to 
external investment managers on a discretionary basis and the trustees review the 
performance of the managers against benchmarks on a regular basis. 

The trustees review the Institute’s Risk Management Policy at regular intervals. 
After considering the principal areas of strategic and operational risk, the trustees 
are confident that the appropriate means of control and mitigation have been 
adopted. Prudent management practices with awareness of changes in the 
operating environment are felt to be in place. The Management of the Institute are 
responsible for the day to day management of risk and minimising the effect of any 
adverse events. The Trustees decided to maintain staffing levels through the year 
due to the demand for Institute services, so authorised cash drawdown to sustain 
operations, which was not actually required.    
 The Institute operates a remuneration policy based on salary scales by grade with 
annual RPI and other changes determined by the Executive Board during the budget 
planning process. A delegated group of trustees appraise the Chief Executive at least 
annually and set his remuneration for the forthcoming year. A non-contributory 
pension investment of 9% of salary is made to staff personal pension schemes.  

The Institute greatly values the contribution of its trustees and members in 
the work of the charity which ranges from their roles in the governance structure 
to representation input to the industry’s decision making bodies and writing 
for the Journal and other publications. Due to the diversity of these voluntary 
contributions and the large number of members involved (some 140 in central 
governance roles) it is not feasible to assess the value in terms of time or money.

Auditors
The auditors, Appleby and Wood are willing to continue in office and resolutions 
concerning the appointment of Auditors will be submitted to the annual general 
meeting.

Fixed assets
Changes in the company’s fixed assets during the year are shown on the balance 
sheet.

Trustees
The trustees of the company at the financial year end were:
Mr.Moin Ahmed Mr. P B Hinchliffe
Captain M K Barritt (Resigned 23.6.2019) Mr. George Lang
Mr. D Bendall (Resigned 14.6.2019) Captain I Mathison 
Captain Z Bhuiyan  Captain J P Menezes 
Mr. Allen Brink  Captain M L G Nuytemans
Mr. F Coles  Captain D Telfer
Captain G Cowling  Captain J P Szymanski 
Captain K D Austin (Appointed 23.06.2019)
This report has been prepared in accordance with Statement of Recommended 
Practice- Accounting and Reporting by Charities and in accordance with special 
provisions of part 15 of the Companies Act 2006.
Approved by the trustees and signed on their behalf by:
Mr P J Lloyd, Secretary

Statement of Trustees’ Responsibilities
Company law requires the trustees to prepare financial statements for each financial 
year which give a true and fair view of the state of affairs of the company and of 
the surplus or deficit of the company for that period. In preparing those financial 
statements, the trustees are required to:

 Select suitable accounting policies and then apply them consistently;

 Make judgements and estimates that are reasonable and prudent;

  State whether applicable accounting standards have been followed subject to any 
material departures disclosed and explained in the financial statements;

  Prepare the financial statements on the going concern basis unless it is 
inappropriate to presume that the company will continue in business.

The trustees are responsible for keeping proper accounting records which disclose 
with reasonable accuracy at any time the financial position of the company and enable 
them to ensure that the financial statements comply with the Companies Act 2006. 
They are also responsible for safeguarding the assets of the company and hence for 
taking reasonable steps for prevention and detection of fraud and other irregularities. 
Mr P B Hinchliffe, Trustee Mr. George Lang, Trustee

Auditor’s Report
Independent Auditor’s Report to the members of The Nautical Institute Limited
Opinion
We have audited the financial statements of The Nautical Institute Limited (the 
‘charitable company’) for the year ended 31st December 2019 which comprise the 
Statement of Financial Activities and the Balance Sheet and notes to the financial 
statements, including a summary of significant accounting policies. The financial 
reporting framework that has been applied in their preparation is applicable law 
and United Kingdom Accounting Standards, including Financial Reporting 
Standard 102 The Financial Reporting Standard applicable in the UK and Republic 
of Ireland (United Kingdom Generally Accepted Accounting Practice).
In our opinion, the financial statements:
l  give a true and fair view of the state of the charitable company’s affairs as at 31st 

December 2019 and of its incoming resources and application of resources, 
including its income and expenditure, for the year then ended;

l  have been properly prepared in accordance with United Kingdom Generally 
Accepted Accounting Practice; and

l  have been prepared in accordance with the requirements of the Companies Act 
2006.

Basis for opinion
We conducted our audit in accordance with International Standards on Auditing 
(UK) (ISAs (UK)) and applicable law. Our responsibilities under those standards 
are further described in the Auditor’s responsibilities for the audit of the financial 

(A Company Limited by Guarantee) Company No. 2570030; Registered Charity No: 1002462

Financial Statements for the year ended 31 December 2019

The Nautical Institute
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statements section of our report. We are independent of the charitable company 
in accordance with the ethical requirements that are relevant to our audit of the 
financial statements in the UK, including the FRC’s Ethical Standard, and we have 
fulfilled our other ethical responsibilities in accordance with these requirements. We 
believe that the audit evidence we have obtained is sufficient and appropriate to 
provide a basis for our opinion.

Conclusions relating to going concern
We have nothing to report in respect of the following matters in relation to which 
the ISAs (UK) require us to report to you where:
l  the trustees’ use of the going concern basis of accounting in the preparation of 

the financial statements is not appropriate; or  
l  the trustees have not disclosed in the financial statements any identified material 

uncertainties that may cast significant doubt about the company’s ability to 
continue to adopt the going concern basis of accounting for a period of at least 
twelve months from the date when the financial statements are authorised for 
issue.

Other information
The trustees are responsible for the other information. The other information 
comprises the information included in the Report of the Trustees other than the 
financial statements and our auditor’s report thereon. Our opinion on the financial 
statements does not cover the other information and, except to the extent 
otherwise explicitly stated in our report, we do not express any form of assurance 
conclusion thereon. In connection with our audit of the financial statements, our 
responsibility is to read the other information and, in doing so, consider whether 
the other information is materially inconsistent with the financial statements or our 
knowledge obtained in the audit or otherwise appears to be materially misstated. 
If we identify such material inconsistencies or apparent material misstatements, we 
are required to determine whether there is a material misstatement in the financial 
statements or a material misstatement of the other information. If, based on the 
work we have performed, we conclude that there is a material misstatement of this 
other information, we are required to report that fact. 
We have nothing to report in this regard. 

Opinions on other matters prescribed by the Companies Act 2006
In our opinion, based on the work undertaken in the course of the audit:
l  the information given in the trustees’ report for the financial year for which the 

financial statements are prepared is consistent with the financial statements; and
l  the trustees’ report  has been prepared in accordance with applicable legal 

requirements. 

Matters on which we are required to report by exception
In the light of the knowledge and understanding of the charitable company and its 
environment obtained in the course of the audit, we have not identified material 
misstatements in the trustees’ report.

We have nothing to report in respect of the following matters in relation to which 
the Companies Act 2006 requires us to report to you if, in our opinion:
l  adequate accounting records have not been kept, or returns adequate for our 

audit have not been received from branches not visited by us; or
l  the financial statements are not in agreement with the accounting records and 

returns; or
l certain disclosures of trustees’ remuneration specified by law are not made; or
l  we have not received all the information and explanations we require for our audit

Responsibilities of trustees

As explained more fully in the trustees’ responsibilities statement set out on page 3 
the trustees (who are also the directors of the charitable company for the purposes of 
company law) are responsible for the preparation of the financial statements and for 
being satisfied that they give a true and fair view, and for such internal control as the 
trustees determine is necessary to enable the preparation of financial statements that 
are free from material misstatement, whether due to fraud or error.

In preparing the financial statements, the trustees are responsible for assessing the 
charitable company’s ability to continue as a going concern, disclosing, as applicable, 
matters related to going concern and using the going concern basis of accounting 
unless the trustees either intend to liquidate the charitable company or to cease 
operations, or have no realistic alternative but to do so.

Auditor’s responsibilities for the audit of the financial statements

Our objectives are to obtain reasonable assurance about whether the financial 
statements as a whole are free from material misstatement, whether due to fraud 
or error, and to issue an auditor’s report that includes our opinion. Reasonable 

assurance is a high level of assurance, but is not a guarantee that an audit 
conducted in accordance with ISAs (UK) will always detect a material misstatement 
when it exists. Misstatements can arise from fraud or error and are considered 
material if, individually or in the aggregate, they could reasonably be expected 
to influence the economic decisions of users taken on the basis of these financial 
statements. 

This report is made solely to the charitable company’s members, as a body, in 
accordance with Chapter 3 of Part 16 of the Companies Act 2006. Our audit work 
has been undertaken so that we might state to the charitable company’s members 
those matters we are required to state to them in an auditor’s report and for no 
other purpose. To the fullest extent permitted by law, we do not accept or assume 
responsibility to anyone other than the charitable company and the charitable 
company’s members as a body, for our audit work, for this report, or for the 
opinions we have formed.

A further description of our responsibilities for the audit of the financial statements 
is located on the Financial Reporting Council’s website at: https://www.frc.org.uk/
auditorsresponsibilities. This description forms part of our auditor’s report.  

R W Williams (Senior Statutory Auditor)
For and on behalf of Appleby & Wood, Statutory Auditor

Summary Income and Expenditure Account 
for the Year Ended 31 December 2019
  2019 2018
  £ £
Income 3,568,673  3,311,402
Gain/(loss) on investments 96,643 (81,944)
Gross income in reporting period 3,665,316  3,229,458
Expenditure (3,294,079) (2,952,987)
Net income before tax for the reporting period  371,237 276,471
Tax Payable –  –
Net income for the financial year 371,237  276,471
All income is unrestricted funds.
A detailed analysis of income and expenditure by source is provided in the Statement 
of Financial Activities and the notes to the financial statements.

Statement of Financial Activities 
for the Year Ended 31 December 2019
   Unrestricted Designated Total Funds Total Funds
  Note Fund Fund 2019 2018
Income and endowments from: £ £ £ £
Donations and Legacies    156,200  –      156,200  166,667 
Charitable activities  2  2,652,446    –      2,652,446  2,652,018
Other trading activities  4  746,029   –      746,029  460,842
Investment income  5  2,232    38,766   40,998  31,875
Other   –      –       –  –
Total   3,529,907    38,766   3,568,673  3,311,402
Expenditure on:
Raising funds  6  450,546    –      450,546  433,343  
Charitable Activities  7  2,823,672    8,117   2,831,789  2,519,644  
Other – Office refurbishment   11,744 – 11,744 – 
Total   3,285,962    8,117   3,294,079  2,952,987  

Net gain/(loss) on investments  –      96,643 96,643 (81,944 )  

Net income   243,945  127,292 371,237  276,471  
Transfers between funds  (100,000) 100,000 – –
   (289) 289 – –
Net movement in funds   143,656   227,581 371,237  276,471
Reconciliation of funds:
Total funds brought forward   974,165   1,129,116  2,103,281  1,826,810
Total funds carried forward 
at 31st December 2019 18  1,117,821    1,356,697   2,474,518  2,103,281  

Movements in funds are disclosed in Note 18 to the financial statements.
All amounts above relate to unrestricted funds.
The Notes to the Accounts, which form part of these financial statements, may be 
viewed online at www.nautinst.org

Financial Statement
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 info@witherbys.com  +44 (0)1506 463 227  witherbys.com   Navigation House,  3 Almondvale Business Park,  
Almondvale Way, Livingston EH54 6GA, Scotland, UK

(PPG – Panama, 2020 Edition)

Passage Planning Guide
Panama Canal and Approaches

This brand new passage planning guide is an expert 
resource for navigating the Panama Canal. Written in 
consultation with the Panama Canal Authority (ACP), 
it includes A2-sized chartlets of the entire canal and 
essential information on every aspect of using both 

the Panamax and the Neopanamax locks.

£225

Balance Sheet as at 31 December 2019
Company No. 2570030   Total Funds  Total Funds
   2019  2018
  Note £ £ £ £
Fixed assets
Tangible assets 13  101,387  120,913
 Investments 14  1,347,287  1,120,284

Total � xed assets     1,448,674  1,241,197

Current assets
Stocks 15 51,083  73,365
Debtors 16 359,911  331,136
Cash at bank and in hand  941,491   824,437

Total current assets   1,352,485  1,228,938

Liabilities: 
Creditors: amounts falling 
   due within one year 17 (326,641)  (366,854)

Net current assets    1,025,844  862,084

Total net assets or liabilities       2,474,518  2,103,281

The funds of the charity:

Unrestricted funds:

Designated funds 18  1,356,697  1,129,116

General funds   1,117,821  974,165

Total charity funds   2,474,518  2,103,281

These � nancial statements have been prepared in accordance with the special 
provisions for small companies under Part 15 of the Companies Act 2006.
Accounts to be approved by the board of trustees and signed on their behalf by:
Mr P B Hinchli� e, Trustee   Mr George Lang, Trustee
The Notes to the Accounts, which form part of these � nancial statements, may be 
viewed online at www.nautinst.org

Financial Statement

24  |  Seaways  |  June 2020 Read Seaways online at www.nautinst.org/seaways

Accounts lrb.indd   24 15/05/2020   10:52



Read Seaways online at www.nautinst.org/seaways  June 2020  |  Seaways  |  25

Conferences

Reporting back from conferences, seminars and discussions across the maritime 
world. Join the discussion on LinkedIn, or email editor@nautinst.org

IMO 2021 CyberrIsk guIdelInes webInar
 An increase in the rate of cyberattacks, 
digitalisation, and the demands of the 
regulatory environment are coming together to 
make cybersecurity a business imperative, said 
Ian Branson, global head of cybersecurity at ABS 
and Dennis Hackney, solutions development. 
This is a risk management issue that business 
must take seriously.

The increasing convergence of IT and OT 
(operational technology) has affected the way 
we work from the enterprise level to the ship/
platform level – and as the cyber threat 
landscape continues to evolve, this too is now 
beginning to affect the operational 
environment.

Changing nature of cyberattack
Attacks are evolving much faster than business 
can counter them. Even ransomware has 
advanced significantly in recent years, but more 
significantly, the actors are changing, and 
cyberattacks are becoming a nation-state tool. 
People are trying new things, the presenters 
said. ‘We’re seeing new actors with very 
different motivations and ways of operating, 
but they have three things in common. They 
are:
l Well funded;
l Well trained;
l Patient.’

‘We’ve never had an active adversary before,’ 
ABS warns. ‘This means that we have to operate 
differently, we have to act more cohesively, and 
be much more open and honest about where 
the problems lie, not just as organisations but as 
an industry.’

Nation-state sponsored cyberwarfare is likely 
to be the attackers’ full time job, whereas for 
those on the receiving end, security is often 
only part of their duty, particularly on the 
operational side. This means it is critical to 
identify your cybersecurity role, to understand 
what impact an attack could have on your 
vessel and/or organisation, and how you should 
react to it. 

Organisational and operational 
issues
Attacks are possible on both the organisational 
and the operational side, although they require 
fundamentally different approaches. On the IT 
side, for example, data theft is a real problem. 
On the OT side, actors will be looking to disrupt 
or delay actual operations – for example by 
affecting navigation software. This means that 
cybersecurity becomes a safety issue. Dealing 
with it requires IT/OT convergence – after all, if 
you’re in the middle of the ocean and your 
engine cuts out, your first call will probably not 
be to IT, but they have to be closely involved 

and informed. Often, those in an operational 
department are dealing with legacy systems, 
and people working in those environments 
generally do not know what their cyber assets 
are, how people are going to attack them or 
where they’re going to go with it. 

Cyberrisk as part of sMs
The IMO has given now a definition of what 
cyberrisk management (CRM) is (see Nautelex, 
overleaf, for more information). If the system is 
critical to safety – that is, if it affects crew, vessel 
operations, or the environment – this has to be 
identified in the cyberrisk management 
programme, which is part of the SMS, and will 
be reviewed as part of your SMS as of 1 January 
2021 – which is not far off!

Key questions will include:
l  Have you developed a CRM management 

programme?
l Have you conducted risk assessments? 
l  Have you included procedures to mitigate 

those risks?
It is important to take a risk management 

approach, assuming that there is a 100% chance 
that you will be attacked, but that protection, 
response and recovery plans are in place in 
mitigation. Note that some prevention 
measures can be prohibitive, and some will not 
help safety as much as others – response must 
be risk based.

This is not just a documentation issue. You 
have to have an understanding of what the 
prevention and recovery procedure is – and 
what the physical risks are. Because cyber attack 
impacts operational technology, these risks 
might include failure of critical infrastructure 
like automatically closing fire barriers or 
watertight doors – or the DP system.

Control measures
Once the risks have been identified, ABS advises 
going on to identify the roles and 
responsibilities of the people managing and 
operating the areas at risk. Who is in place to 
support them and how? 

‘Once your organisation has an 
understanding of what the risks are and who 
you have available to deal with them, then you 
will start to understand what it takes to put 
some sort of control in place. This should 
involve some kind of cost/benefit analysis. Once 
that’s done, then you need to look at how you’re 
going to build those capabilities,’ attendees 
were told.

‘You’re going to be looking at the IT staff to 
help you with that, because operational staff 
don’t always have the IT experience. That IT/OT 
collaboration is essential, but it’s also often a 
sticking place, and how you navigate this is 

going to be critical.’ 
It is essential that operational staff recognise 

the IT components of their equipment for what 
they are – for example, that the computer 
component of a radar is a computer, and is 
going to fall under the same category of 
vulnerability as other IT.

CrM fundamentals
l  Identify: People often don’t know what their 

responsibilties are during any of the phases 
of cyber attack. Everyone, from crew to 
master to DPA should have an idea of their 
role.

l  Protect: Make sure you know which systems 
are critical; which to defend and protect 
– and how to mitigate those vulnerabilities.

l  Detect: Often, people don’t know how to  tell 
if a cyber event has occurred. There should be 
some discussion around this and plans put in 
place to let staff know what an attack looks 
like/when one is occuring.

l  Respond: People don’t know how to respond 
if a cyber event occurs. If ransomware gets 
installed and the machine blanks out, what 
do you do? If you don’t have a plan, this is 
likely to impact both performance and safety.

l  Recovery: Have safe backup or recovery 
systems in place – including being able to 
identify and prevent recurring attacks.
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Nautelex

David Patraiko FNI rounds up the latest news, releases and events affecting the 
maritime professional throughout the world

Containerships 
grow again

Moving seafarers – a 12-step plan 

Maritime Champions League

Cyber resilience

 HMM has held a naming 
ceremony for the 24,000 
TEU-class containership HMM 
Algeciras, which it claims is 
currently the largest in the 
world, at the DSME Okpo 
shipyard in Geoje, Korea. 
HMM Algeciras is the first 
of twelve 24,000 TEU-class 
vessels scheduled for delivey 
by September, 2020. It will 
operate on THE Alliance’s Far 
East Europe 4 (FE4) service, an 
Asia-North Europe route with 
a port rotation of Qingdao, 
Busan, Ningbo, Shanghai, 
Yantian, Suez Canal, Rotterdam, 
Hamburg, Antwerp, London 
Gateway, then Singapore via 
the Suez Canal. 

 To assist governments to put 
in place coordinated procedures 
to facilitate the safe movement 
of seafarers, the International 
Maritime Organization (IMO) has  
issued a 12-step plan providing 
its 174 member states with a 
roadmap to free seafarers from 
their Covid-19 lockdown and allow 
appropriate exemptions for them 
to join or leave ships. 

The 55-page roadmap has been 
advanced by a broad coalition of 
seafarer unions and international 
shipping industry associations, 
with input from airline industry 
representatives, international 
organisations, and the insurance 
sector, to provide a comprehensive 
blueprint of how governments can 
facilitate crew changeovers and 

 InterManager has launched a 
‘Maritime Champions League’ to 
recognise the effort of the shore 
side of the maritime industry in 
supporting those at sea – and 
encourage those who are having 
difficulty by showing what is 
possible.

Both the mainstream and 
maritime press continue to paint 
a bleak picture of the shipping 
industry, undermining the 
tremendous efforts undertaken by 
many ship and crew managers and 

 The International Association 
of Classification Societies (IACS) 
has published a single, stand-
alone Recommendation on 
Cyber Resilience (No. 166). This 
consolidates IACS’ previous 
12 recommendations related 
to cyber resilience (Nos. 153 
to 164) and applies to the use 
of computer-based systems 
which provide control, alarm, 
monitoring, safety or internal 
communication functions which 
are subject to the requirements of 
a classification society. Part of the 
objective in consolidating the 12 
Recommendations was to define 
responsibilities and harmonise and 

resolve safety concerns throughout 
the entire process.

The protocols clearly set out 
the responsibility of governments, 
shipowners, transport providers 
and seafarers. The protocols also 
provide a framework to develop 
robust procedures that can be 
adopted worldwide to ensure 
that trade can keep flowing and 
seafarers can be relieved. Circular 
Letter No.4204/Add.14 can be 
found at www.imo.org

Guy Platten, Secretary General 
of the International Chamber of 
Shipping (ICS) said:

‘We have seen from the heroes 
at sea shout out that seafarers 
are doing their bit to keep trade 
flowing. We stand ready to support 
our seafarers and we are working 

with political leaders so that they 
can steer a steady course and allow 
safe crew changes to take place.

‘The problem is simplistic, but 
the solution is complex. So, we 
have stepped up and done the 
homework and developed the 
protocols. We are now working 
with governments to implement 
this roadmap.

‘Seafarers continue to work 
really hard, day-in, day-out and far 
away from loved ones, but if we are 
not able to free our seafarers from 
their Covid-19 lockdown we could 
start to see disruption to trade and 
more importantly we increase the 
risk of accident and occurrences of 
mental health issues. Putting this 
off is no longer an option.’ 

demoralising those both at sea and 
on shore. The Maritime Champions 
League aims to counter this 
narrative by recognising the efforts 
of the seafaring community, 
and allowing ship managers to 
share news of successful crew 
repatriations, irrespective of 
whether they are in-house or 
third party. 

‘Some ship managers are 
making huge strides, and 
some have only changed the 
circumstances of a handful of 

simplify the language used. 
The new recommendation 

has benefited from the valuable 
input of a wide range of industry 
partners contributing via the 
Joint Industry Working Group 
on Cyber Systems and covers 
the constructional aspects of 
the 12 previously published 
recommendations. It provides 
information on matters such 
as reference guidelines and 
standards, terms and definitions, 
goals for design and construction, 
functional requirements, technical 
requirements and verification 
testing.

IACS Chairman Arun Sharma 

seafarers, but every little helps,’ 
said Capt Kuba Szymanski, FNI, 
Secretary General of InterManager.

‘The Maritime Champions 
League table will also detail the 
nationalities of those who have 
been relieved, and will show the 
efforts of national administrations 
and their willingness to cooperate 
and be an inspiration for those 
who are still in the planning phase.

‘By working collectively, we 
can pool our resources for crew 
changes and achieve far more than 

said: ‘The publication of this 
important Recommendation marks 
a significant milestone in IACS’ 
work to support the maritime 
industry in the delivery of cyber 
resilient ships. I am pleased to 
note the significant cross-industry 
cooperation that led to its 
development and we look forward 
to maintaining that dialogue as we 
assess its practical implementation 
and effectiveness’.

This new recommendation 
is applicable to a vessel’s 
network systems using digital 
communication to interconnect 
systems within the ship and ship 
systems which can be accessed 

we could alone.’ 
The league table is live on 

the InterManager website at 
https://bit.ly/3dBSA0c and will 
be continuously updated with 
relevant data as and when it 
becomes available. 

Those wishing to join the 
Maritime Champions League and 
lead from the front can e-mail 
kuba.szymanski@intermanager.
org. 

by equipment or networks off 
the ship. Robert Ashdown, IACS 
Secretary General, added: ‘The 
network design forms the basis 
for a reliable and robust network. 
Issues such as compatibility of 
various devices, communication 
between devices, communication 
from various systems and sub 
systems, need due consideration 
during design phase. This 
recommendation is an important 
step in addressing cyber resilience 
from the earliest stages of a vessel’s 
life.’

The recommendations can be 
downloaded from http://iacs.org.
uk/download/10714 
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The Nautical Institute‘s

Professional  
short courses
Take your career to the next level
The Nautical Institute’s short courses are an intensive guide to professional topics that 
will help ensure your organisation is operating at the highest level. We are able to offer 
many of these courses online – including bespoke offerings for individual companies. 
Please contact us at courses@nautinst.org for more information. 

Courses currently available include:

Navigation Assessor
 l Improving navigational safety and best practice on board
 l A systematic approach to conducting navigation assessments
 l Preparing an effective report

Improving Performance Through the Human Element
 l Understanding human capabilities and limitations
 l The ship and its environment
 l Cultural and organisational issues

Rethinking Accident Investigation –  
Towards Prevention and Learning

 l Enhancing self-awareness and critical thinking
 l Advanced frameworks for investigation and analysis
 l Concepts and methods to encourage learning and prevent 

accidents

Introduction to Shipping
 l For those new to the shipping sector
 l Basic understanding of vessels, regulation, stakeholders 

and more
 l Learn how the industry works from the experts

Onboard Competency Assessment 
 l Identify if training has been successful
 l Organising, administering and carrying out onboard 

assessment of competence
 l Evaluating the process and debriefing

Blockchain for Maritime Decision-makers
 l Blockchain fundamentals
 l Maritime blockchain applications
 l Digital strategy overview

Special rates available for members of  
The Nautical Institute

For more information or to book your  
place, visit www.nautinst.org/courses

 or email courses@nautinst.org

www.nau
tin

st.
org

/co
urse

s

NauticaI Institute Short Courses 
The health and welfare of our members, 
course participants, employees, instructors 
and our corporate customers  remains our 
top priority. We have postponed many of 
our short courses according to guidelines 
from the appropriate authorities and 
will reschedule them as  the situation 
improves. Those who have booked our 
courses are being offered full refund or 
option to book the course at a later date.

Customer support for short courses 
will continue to be available.  Our course 
leaders and Nautical Institute staff will be 
delighted to answer any questions you 
may have via email, including questions 
about course content and structure. 

This disruption has given us the 
opportunity to explore many novel tools 
and technologies so that we can continue 
to work productively in future without 
compromising on the quality of our 
products and services.
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A round-up of news and events from NI branches across the world.  
Send your updates to branches@nautinst.org

Branch activities
Got an event to promote?
Let us know at 
gh@nautinst.org

South WeSt of england Branch 

Modern Salvage and Wreck removal 
 The March meeting of the SW England 
Branch heard a fascinating presentation by 
Captain Paul Voisin FNI, a former Chairman 
of the Branch, on the challenges of modern 
salvage and wreck removal. 

Captain Voisin has spent 31 years at sea, 15 of 
them in command. In recent years, he worked 
for an international maritime consultancy 
group in London and Miami before returning to 
Plymouth. 

Captain Voisin’s first command was the VLOC 
Gallant Dragon. The ship loaded a cargo of iron 
ore, but on departure from port she suffered 
severe structural failure resulting in a heavy 
ingress of water. He led his crew to undertake 
actions which saved the ship from sinking. The 
ship returned to port, but with a freeboard 
of little more than one metre. The ship was 
eventually declared a total loss and scuttled 
in deep water. The traumatic experience of 
the loss of his first ship was no doubt of value 
for Captain Voisin when he later entered the 
salvage and wreck removal sector as a casualty 
consultant. 

Captain Voisin outlined four memorable cases 

by negotiated contract between a salvage 
company and the ship’s owners. 

Wreck removal, by contrast, follows a 
declaration of a constructive total loss 
(CTL). A contract to remove the wreck is 
agreed between the owner and the salvors, 
usually under BIMCO standard forms such as 
WRECKHIRE, WRECKFIX or WRECKSTAGE. 

Noble Hawk
The three year old bulk carrier Noble Hawk 
grounded on an uncharted reef in a remote part 
of South East Indonesia (Halmahera) in 2009, a 
short distance from the port in which she had 
loaded cargo. 

The initial challenge was to get to the 
casualty itself – which took no less than six 
flights. The ship was severely damaged. Hatches 
one and two were flooded and the collision 
bulkhead had been breached. The aim was to 
refloat the ship, but before this could be done, 
the cargo of ore had to be unloaded. The ship’s 
cranes were operational, and a hopper barge 
was hired to receive the cargo. Dry cargo was 
returned to the port; wet cargo was dumped in 
deep water, once permission to do so had been 
given under the London Dumping Convention. 
The salvors sealed the damaged sections and 
the Noble Hawk underwent a two week tow to 
a shipyard for the necessary repairs. Following 
this, the ship was put back into service.

Mighty Servant 3
Mighty Servant 3 was a 22,000 GT semi-
submersible heavy lift ship capable of carrying 
oil platforms. In 2006 while offloading a drilling 
rig off the port of Luanda, she developed 
excessive stern trim and sank in a depth of 45 
metres. All that could be seen of the ship was 
eight metres of mast projecting above the sea. 
On inspection the ship was seen to be sitting 
upright on the sea bed. 

The prevention of oil pollution in Luanda 
harbour was the first priority, and the fuel oil 
on board was removed using hot-tapping 
methods. Later, salvors developed a plan 
to refloat the ship. The refloating operation 
included the use of a 1,200 tonne sheerleg in 
combination with pumping pressurised air 
into the closed compartments of the ship. Fifty 
thousand tonnes of water were ‘blown’ out 
of the ship, allowing her to break free of the 
seabed and rise to the surface. This technique 
was effective because of the extra strength 
built into the heavy lift ship, allowing her to 
take the strain of the refloating operation. 
Mighty Servant 3 was returned to service in 2009 
following significant repairs. 

Jupiter 1
Both of these were salvage operations, but 
wreck removal is also important. Like salvage, 
the methods used vary with circumstance. 
Captain Voisin described two cases in which he 
had been involved.

The semi-submersible accommodation 
platform Jupiter 1 capsized in 2011 while 
operating close to a complex of major processing 
platforms. Water entered one of the two 
pontoons supporting the accommodation 
section, which was occupied by 638 people. The 
platform was abandoned, and subsequently 
capsized close to active pipelines feeding the 
processing platforms. 

Captain Voisin explained that there was no 
way in which the accommodation platform 
could be salvaged and that the task was ‘simply’ 
one of wreck removal. ‘Simple’ is relative here, 
as the operation, undertaken by Mammoet 
Salvage, has been described as ‘one of the most 
daring salvage operations ever undertaken 
in the Gulf of Mexico’. A plan was established 
to lift the capsized platform off the seabed 
underneath a specially constructed 18,000 
ton barge. The aim was then to tow the barge 
to very deep water and sink the Jupiter 1. The 
diesel oil stored in the pontoons and jet fuel 
stowed on deck was removed, and permission 
to sink the rig was granted. The wreck removal 
plan was then executed as planned. Mammoet 
have released a video on YouTube about the 
wreck removal which is worth a view.

Costa Concordia
As the appointed consultant, Captain Voisin was 
a prime participant in the challenging removal 
of the Costa Concordia. He arrived at Isola del 
Giglio in January 2012, immediately following 
the incident. 

The assessment of the initial situation 
included locating and then removing more than 
2,000 tonnes of fuel oil to prevent pollution 
of the pristine waters. Plans were then made 
to parbuckle the 114,000 GT cruise ship to 
an upright position and float her off using 
supporting pontoons. 

The task was challenging but, most 
importantly, successful. Even so, it was not 
until 2014 that Costa Concordia was ready to be 
towed to Genoa for final dismantling. This was 
completed in July 2017, some five and a half 
years after the incident had occurred. 

Captain Voisin described the wreck removal 
as a truly exceptional engineering process in 
which he had been privileged to take part.

The talk concluded with a look back at the 
MSC Napoli. She was among the largest of 

Captains Richard Allan (Branch 
Chairman), Paul Voisin (Speaker) and 
Oliver Chasteauneuf (Branch Member)

in which he had been involved, emphasising 
that it is important to distinguish between 
salvage and wreck removal. Essentially, a 
salvage act takes place to recover a disabled 
ship or its cargo from loss at sea and return it 
to its owners. Lloyds Open Form (LOF) is the 
primary document concerning the terms of 
salvage and based on the tradition of ‘no cure, 
no pay’. However, since the introduction of 
the Salvage Convention (1989) an optional 
special compensation clause known as 
SCOPIC allows salvors to claim for work done 
even if the salvage is not successful. This was 
introduced in particular to avoid any impact on 
the environment – so that cleanup can still be 
undertaken and paid even if the ship itself is not 
saved. Today the LOF is sometimes displaced 
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container ships when built, able to carry 4,419 
TEU. In 2007 on passage in the English Channel 
her hull began to fail. She was deliberately 
grounded off Branscombe, Devon with the 
aim of making a temporary repair, refloating 
her and towing her to a dry dock. Attempts at 
repairs failed, and MSC Napoli was declared a 
constructive total loss. The wreck was eventually 

removed in July 2009, more than two years after 
she was first grounded. The largest of today’s 
container ships can carry more than 23,500 TEU. 
Captain Voisin highlighted the difficulties that 
would be presented to the salvage industry if 
such a ship gets into serious trouble. 

An interesting question and answer session 
followed. Captain Richard Allan, Chairman of 

the South West of England Branch thanked 
Captain Voisin for his talk and appreciated the 
work that a colleague ‘Plymouth born and bred’ 
is contributing to the world of salvage.
Paul G Wright MNM FNI 

The MCA and the Port State 
Control Regime
 February’s joint meeting of the IMarEST 
and The Nautical Institute featured Roger Gee 
CEng CMarEng MIMarEST, Principal Consultant 
and Marine Surveyor at the UK’s Maritime and 
Coastguard Agency. His presentation covered 
the origins of Port State Control, the role of 
the Paris Memorandum of Understanding, the 
European Maritime Safety Agency (EMSA), and 
how risk ratings are established for ships and 
shipping companies. He also commented on 
the practical aspects of the Port State Control 
Officer’s inspection process.

The origins of Port State Control lay in the 
move from traditional ship registers to the 
increasing use of second registers following 
World War 2. There were concerns about the 
standards of ships operated under second 
registers and the duties of the flag state 
required by the United Nations Convention on 
the Law of the Sea and the Safety of Life at Sea 
Convention. However, it was the grounding 
of the Liberian registered tanker Amoco Cadiz 
off the Brittany coast in 1978, resulting in the 
spill of more than 220,000 tons of crude oil, 
that stimulated international action. Fourteen 
European states agreed to improve the 
standard of ship management and operation 
through the development of the Paris 
Memorandum of Understanding and effective 
use of Port State Control. 

Port State Control became regularised 
within Europe in 1982. Today, 27 states are 
committed to improving the standards and 
safety of shipping operating in European 
waters as members of the Paris MoU. Within the 
Paris MoU, Port State Control Officers (PCSOs) 
typically undertake 18,000 inspections annually, 
with the burden shared fairly between member 
nations. This means that Port State Control 
Officers employed by the UK’s Maritime and 
Coastguard Agency (MCA) will undertake about 
1,600 inspections every year.

Establishing risk 
PSC inspections are guided by four international 
conventions, sometimes referred to as the four 
pillars:
l The Safety of Life at Sea (SOLAS) Convention,
l  The Standards of Training Certification and 

Watchkeeping (STCW) Convention, 
l  The International Convention for the 

Prevention of Pollution from Ships (MARPOL), 

l The Maritime Labour Convention (MLC).
A sophisticated targeting system identifies 

which ships are to be inspected. Since 2009 the 
European Maritime Safety Agency (EMSA) has 
used an information system known as THETIS to 
prioritise ships due for inspection. THETIS allows 
the results of all inspections to be recorded and 
made available to PSC authorities throughout 
the Paris MoU area. A second information 
system, known as SafeSeaNet, supports EMSA 
by providing information about arrival times. 
This helps provide effective planning of ship 
inspection.

A risk profile is established for each ship, 
using generic and historic factors including 
company performance, and taking account of 
the detention and deficiency history of all ships 
in a company’s fleet. A ship will be designated 
as high, standard or low risk based on these 
parameters.

Types of inspection
The most basic inspection, known as the initial 
inspection, consists of a visit to the ship to 
check the ship’s certificates and documents 
and the overall condition and hygiene of the 
ship. A more detailed inspection will take place 
if the PSCO considers that the condition of the 
ship, equipment or crew does not meet the 
requirements of the international conventions. 
A further level of inspection is the expanded 
inspection which checks the overall condition 
including the human element.

On occasion a concentrated inspection 
campaign (CIC) may be undertaken. This form 
of inspection is undertaken when high levels of 
deficiencies have been encountered in a specific 
area by PSCOs, or where new convention 
requirements have recently entered into force. 
For example, in 2019 the Paris MoU launched a 
joint concentrated inspection campaign (CIC) 
on emergency systems and procedures.

Deficiencies and detention
Any deficiencies identified by a PSCO will be 
included in the PSC inspection report. Each 
deficiency is identified under a unique code. 
The code can be seen on the Paris MoU website. 
The inspection report will state the deficiency, 
the action taken and the time by which the 
deficiency should be rectified. 

The PSCO has authority to detain a ship. 
Detention will usually occur if reported 
deficiencies are not rectified as required and 
there is an unreasonable danger to the safety of 

life, the ship or the environment.
In the most extreme cases, the final 

enforcement measure is banning, or more 
politely ‘refusal of access to ports’ in the MoU 
area. There are three reasons for refusal of 
access to ports in the Paris MoU region :
l  If a ship has been detained three times within 

a period of 36 months, 
l If a ship jumps detention, 
l  If a ship does not call at the agreed repair 

yard following a detention.
Roger outlined the value of the Paris MoU 

website, including the feature ‘Caught In the 
Net’ which highlights detained ships in the Paris 
MoU area and the reason for their detention. 

The final part of Roger’s talk was a brief 
comment on certain ships which, following 
a major casualty were recognised as having 
structural deficiencies. They included the 
tankers Erika (1999) and Prestige (2002) and the 
bulk carrier Swanland (2012). 

A lively and interesting question and answer 
session followed the talk: 

Q. Are you winning?
A. Yes, as compared to a few years ago. A 

significant number of poor quality ships are 
now excluded from the Paris MoU area. 

Q. What will be the impact of Brexit on PSC?
A. No impact is expected. The UK will remain 

part of the Paris MoU.
Q. How does PSC impact on ferry services 

operating between the UK and EU?
A. In-service inspections will continue as at 

present.
Q. What expertise do surveyors need?
A. Surveyors are designated as Deck, Engine 

or Naval Architect / Ship Surveyors. In-house 
training is being undertaken to ensure greater 
interchange between the disciplines. The 
service is almost up to full strength with 120 
surveyors posted in UK ports.

Q. What mechanism is there to audit PSC 
inspections?

A: IMO has an audit process which has to be 
passed. There are three levels: white, grey and 
black. 

Q. Why is there not a global database of 
detentions? 

A. A good idea but different areas have 
different priorities for inspection. For example, 
the US Coastguard have their own interests. A 
global database would need to be kept by an 
international organisation, such as IMO, rather 
than by a regional organisation such as EMSA. 
Paul G Wright MNM FNI 
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In May, the Ireland Branch held its first ever 
virtual meeting, using the ‘Go to Meeting’ 
facility. Dr Joanne McVeigh, a lecturer in Applied 
Psychology at University College Cork, gave 
an excellent presentation on ‘Seafarer coping 
mechanisms for extended contracts in the 
Covid-19 crisis’. 

Dr McVeigh conducted her PhD at Trinity 
College Dublin in the area of psychological 
well-being amongst merchant seafarers, and 
was scheduled to be our keynote speaker at 
the postponed Seafarer Wellness conference 
planned for March this year.

Joanne opened her presentation by 
highlighting how the Covid-19 crisis has 
forced thousands of seafarers to stay on board 
without access to shore leave although they 
have finished their contracts. This has led to 
issues with safety, fatigue and stress. There 
are also reports of threats being made to crew 
about losing their jobs when they express 
concerns about contracting Covid-19. Moreover, 
regrettably, there are reports of seafarers being 
stopped by police when going ashore to phone 
their families. 

Organisations such as the International 
Transport Workers Federation (ITF) and the 
International Chamber of Shipping (ICS) are 
addressing the urgent issue of increasing 
closure of access to vessels by states, 
suspension of shore leave, re-routing vessels 
without crew changeover and crew being 
unable to go home. ITF and ICS have called 
for governments to exempt seafarers from 
Covid-19 travel restrictions. Some states have 
already categorised seafarers as ‘key workers’. 
There are also increasing reports of non-
payment of wages, extension of contracts 
without prior informed consent, and crew being 
left abandoned and having to pay for hotel 
rooms and flights home. 

Many seafarers who have contacted Human 
Rights at Sea (www.humanrightsatsea.org)
comprehend the seriousness of the pandemic, 
but the lack of access to information is making 
them feel even more isolated. There is a lack of 
direct engagement with seafarers which would 
enable them to be part of the decision-making 
process regarding their employment, leave and 
access to their families. Joanne highlighted the 
importance of the Maritime Labour Convention 
(MLC) and how it provides seafarers with the 
legal right to go home after a contract. 

She provided us with some useful tips for 
seafarer welfare, souced from The Maritime 
Executive:
l  Balance your time between physical exercise, 

quiet times and appropriate socialising (at 
social distance);

IRELAND BRANCH

Seafarer coping mechanisms

l  Select news sources carefully, use credible 
sources and reduce the time spent watching 
the news;

l Contact family often;
l  Keep clear records of employment and 

other entitlements, including MLC Seafarers 
Employment Agreements;

l Self-quarantine upon returning home.
Joanne also discussed preliminary findings 

from an ongoing survey on the effects of 
Covid-19 on seafarer wellbeing conducted by 
researchers in the University of Zadar, Croatia. 
Their primary survey question was ‘How does 
the Covid-19 pandemic affect you personally?’ 
In total, 650 seafarers have responded to date, 
mostly from deep sea companies. Preliminary 
findings indicate that some seafarers have 
finished their contract but are stuck onboard, 
with some respondents reporting a doubling 
of their trip length. Seafarers expressed fear 
for their family, missing their family, fear for 
their own health, loneliness and anxiety. 
Others reported that they are handling the 
situation well since they are accustomed to 
isolation and feel safer onboard. Meanwhile, 
seafarers at home reported financial worries 
and uncertainty about their next contract or 
employment.

The latest Seafarers’ Happiness Index report 
(www.happyatsea.org) focuses on the impact 
of Covid-19, with seafarers reporting that not 
enough is being done to ensure those on board 
are safe. They believe their vessel is safe from 
the virus as things stand but are worried about 
people ashore coming on board. Seafarers 
are concerned about the lack of emergency 
response skills, equipment and PPE, and that a 
vessel with seafarers infected onboard could be 
denied access to ports.

Throughout her presentation, Joanne listed 
some very useful resources including:
l  The International Seafarers’ Welfare and 

Assistance Network (ISWAN) which supports 
the welfare of seafarers all over the world and 
provides a free, 24 hour multilingual helpline, 
email help@seafarerhelp.org or phone +44 
2073232737. ISWAN has received three times 
the usual number of calls in recent weeks;. 

l  Unions can provide practical and legal advice 
to members;

l  Seafarers can also contact their flag state 
to determine if a shipowner’s extended 
contract is permitted without breach of MLC 
obligations.
The presentation was followed by a short 

discussion. One seagoing attendee mentioned 
that those with deep sea experience seem to 
be coping better with extended trip lengths, 
adding that seafarers adapt to the length of 
their trip. Another seagoing attendee described 
the difficulties associated with being isolated 
for two weeks in his cabin without any human 
contact, having re-joined the previous week. 

Other topics included the need to develop 
specific mentoring skillsets to support seafarer 
welfare and the way in which cancellation of 
cruises is adding to stress for those working in 
the sector. The IMO Circular No. 4202/Add.14 
– ‘Recommended framework of protocols for 
ensuring safe ship crew changes and travel 
during the coronavirus (Covid-19) pandemic’ 
was also highlighted.

Our sincere thanks to Dr Joanne McVeigh for 
putting together such a helpful presentation 
including the most up to date research, giving 
great comfort to our Ireland Branch members in 
these unsettling times. 
Deirdre Lane MSc FNI
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UKRAINE BRANCH

 The Nautical Institute of Ukraine (NIU) 
collaborated with Intelligent Management 
& Crisis Response Solutions to conduct an 
online workshop for seafarers and maritime 
companies on mental health during the 
Covid-19 Crisis. During this webinar we spoke 
about mental health essentials and how to 
cope with overwhelming emotions. We also 
highlighted what is being done by IMO and 
other stakeholders to organise crew changes. 
A further series of webinars for seafarers and 
maritime companies is being planned for 
next month.

Numerous outbreaks of diseases 
throughout history have shown that the 
spread of a virus and the related socio-
economic consequences escalate hysteria 
and panic. The current Covid-19 outbreak 
is no exeception. During such times, all 
of our reactions are normal reactions to 
unusual new circumstances. They are part 
of the process by which we adapt to new 
conditions. We will pass through denial, 
aggression, bargaining and some even may 

face a sort of depression during time spent in 
quarantine both on board and at home. 

Fear and anxiety are common emotions 
in such circumstances. Anxiety is caused by 
unclarity and of course we fear disease, economic 
recession and loss of employment. Constant 
thoughts of a bleak and threatening future 
cause chronic stress which negatively affects our 
mind and body. and this can lead to an anxiety 
disorder. What can we do in these circumstances? 
We need to take care of our mental state which is 
a part of our mental health.

Mental health includes our emotional, 
psychological, and social well-being. It affects 
how we think, feel, and act. It also helps 
determine how we handle stress, relate to 
others, and make choices. Mental health is 
important at every stage of our life, from 
childhood and adolescence through to 
adulthood. It relates to the whole of life – our 
home and workplace environment. However to 
most of us mental health seems to be like a part 
of our body, something which has been given 
to us by default. Many of us know how to take 

Covid-19 and mental health seminar
care of our physical health and even to give 
medical first aid. Very few have been trained 
to give psychological support to others or 
to take care of our personal mental health. 
Meanwhile we sustain psychological injuries 
more often than physical ones: stresses, 
anxiety, failure, rejection, loneliness. Such 
injuries get worse if we ignore them and may 
cause depression and even lead to suicidal 
ideation. 

This webinar is part of a training 
programme designed for seafarers and for 
office personnel working for crewing and 
maritime companies. It equips trainees with 
soft skills which will help them to deal with 
daily stressors during the Covid-19 crisis 
and will improve their communication and 
support their mental health on board. It 
has already shown positive results at Alpha 
Navigation and other crewing companies 
training office staff and groups of officers 
who work on merchant and passenger ships.
Alexander Dimitrevich MNI
Vladimir Torskiy FNI
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Conventional navigation audits can be logistically difficult and
unpredictable in time and travel costs. Surenav remote
navigation audits could be the answer.

We provide a confidential service to ship operators using
bespoke software, via a VDR data download and supporting
evidence. A review of bridge team procedures, passage plan
and voyage documentation will be conducted using audio and
video of radars and ECDIS to verify compliance with Company
SMS and industry best practice.

The RNA is not new. We have worked with renowned shipping
companies and industry bodies over 5 years. RNAs were
approved in 2018 by OCIMF and are used in its TMSA
programme. Similarly, the remote concept and software are
used to deliver quick and efficient Root Cause Analysis after
navigational incidents, including near misses or fixed
& floating infrastructure damage.

Where relevant, each audit report will include a video clip.
Just send us the VDR data to review, with copies of relevant
voyage documents and paper charts if used and we will
send you a report within 10 days.

Additional services include:

• Conventional navigation audits
• Bespoke simulator training
• Near miss & incident investigation
• Independent ‘Pilot Peer’ review
• Safety management system review

For more information:

Please call: +44 (0)1983 866922
or Email: support@surenav.com

A Remote Navigation Audit can help prevent
a major incident

Part of Capital Marine Group
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Give us a mention on social media 

 In today’s world, electronic 
devices such as mobile phones, 
laptops are a crucial component 
of any profession and lifestyle. 
Unfortunately all of them are 
over� owing with news, reports, 
statistics, do’s and don’t’s of 
Covid-19. A virus that sounds 
like it could be easily tackled by 
maintaining high standards of 
hygiene and yet it has, in many 
senses conquered the whole 
world.

But this letter is not about how 
to self-isolate or recreational 
activities while you have limited 
access to the outside world. It’s 
about a speci� c group of people 
who, by profession are isolated 
from the outside world and have 
limited access to the place we 
call ‘the boring mall’.

Yes, I’m talking about seafarers.
More and more seafarers are 

facing di�  culties in repatriation. 
Many of them completed their 
tenure months ago and were 
awaiting � ight details back to 
their loved ones. Instead they are 
still onboard, and in many ports 
are not allowed to step o�  the 

ship because of strict measures 
against Covid-19. All this can 
greatly a� ect a seafarer’s mental 
health and wellbeing. 

Some crewing companies 
are trying to help seafarers in 
such di�  cult times by providing 
additional free internet on board 
ships. Also, some employers are 
putting in place a bonus system 
for those seafarers who have 
overworked their contracts. 
Shipping is one of the strong pillars 
supporting international trade and 
supply and so are the seafarers, 
who in these di�  culties are 
working harder than ever before. 

All the goods which we have at 
home were carried by seafarers, 
and it is their unfailing endeavours 
that keep our day to day supplies 
at hand.

Some advice for seafarers to 
keep them in high spirits while at 
high seas:
1.  Eat proper food (vegetables, 

fruits, juice) and do some simple 
exercise. Yes, yes, yes, I know it 
can be di�  cult in your working 
conditions, with duties, drills and 
training to do, but just a simple 

The world needs seafarers

COLREGS and simulation

 I strongly agree with Harry 
Hirst’s concluding paragraph in his 
article in Seaways (May 2020), that 
we need to focus our attention 
on better understanding and 
application of the existing Colregs, 
not seek to change them, and that 
autonomous vessels need to adapt 
to conform to the existing Rules 
not expect the Rules to be altered 
for them. There is also no doubt 
that greater use of simulators with 
carefully prepared scenarios is a 
desirable, modern approach to 
improving both understanding 
and the ‘real life’ application of 
the Colregs and their concepts 
of seamanship, lookout, risk of 

collision, etc. as advocated by 
Simon Hughes in his article in the 
same edition. 

However, it bothers me that 
often when these matters are 
debated in NI discussions, there 
seems to be a tendency to forget 
that there is another world out 
there where very many vessels 
are operating to the lowest 
requirements of SOLAS. These are 
not necessarily large, ‘modern’, 
well-equipped, or well-manned 
(numerically), and not every would-
be deck o�  cer has easy access to 
simulators for training, or even to 
some of the modern sophisticated 
navaids while on board. 

We all need to constantly 
remind ourselves of Line 1 of the 
Colregs: 

“These Rules apply to all vessels 
upon the high seas and in all waters 
connected therewith navigable by 
seagoing vessels”.

The solid basis of the way all 
vessels should be navigated 
as enshrined in STCW remains 
valid and important because the 
principles can be applied at all 
levels of ‘sophistication’. While 
STCW should emphasise the 
desirability of additional training 
such as the use of simulators, to 
make such training mandatory 
across the board would amount 

to a restriction of trade for many 
perfectly competent seafarers 
who have simply not had the luck 
or � nancial means to experience 
simulator training. 

I agree with Simon Hughes that 
there could still be much merit in 
o�  cially examining candidates in 
simulators, whether or not they 
have undergone simulator training. 
Putting them on the bridge of 
a ship in a realistic environment 
would be a much better practical 
test of their competence, reactions, 
understanding and application of 
their training. 
John Simpson AFNI

exercise can be a good start. This 
will make you feel much better 
and energise your day. We all 
know that sport reduces stress 
and releases endorphins.

2.  Read more good news. Keeping 
yourself up to speed with the 
latest news about the pandemic 
is good but it may adversely 
a� ect your mental health by 
increased worry. Reduce the time 
you spend watching and reading 
news about Covid-19 and spend 
more doing something positive, 
like that book you always wanted 
to � nish, or learning about a new 
hobby to start. 

3.  Spend more time with your 
co-workers. Play some games, 
organise a barbeque, listen to 
music, watch a good movie.

4.  Call an old friend or write to a 
relative you haven’t reached out 
to for a long time. I am sure that 
it will be a pleasant surprise not 
only for you but for them too. 

5.  Find old photographs of you and 
your family, take time to look 
at them again, indulge yourself 
in this atmosphere of positive 
emotions.

These simple steps cannot 
solve the issue, but they can 
make this tough journey a 
bit easier. Don’t forget that 
governments all around the 
world are doing their best for 
your safe return back home. 

I would also like to highlight 
a guide by ISWAN that provides 
helpful advice on positive steps 
you can take to stay healthy 
mentally and physically while 
on board ship and on managing 
stress and problems with 
sleep. It can be found at the 
ISWAN website, https://www.
seafarerswelfare.org. ISWAN 
also provide a seafarers’ helpline 
where you can call and discuss 
any problems that you have on 
board ship.

Dear seafarers, you are far 
away at sea, but we keep you 
close to our hearts and in our 
prayers. 

Stay healthy and stay safe.
Wishing you all pleasant 

sailing.
Daria Omelchenko MNI
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 I have been sailing in the 
Caribbean since 2007, currently 
as First Officer with one of the 
cruise lines. In recent years, I have 
noticed huge numbers of ships 
sailing in the same area and very 
often between the same ports.

The expansion of the cruise 
industry and the growth in the 
worldwide fleet of cruise ships 
has created a great increase in 
traffic in a part of the world that 
until not long ago was relatively 
calm and much less populated 
by ships.

Unfortunately, most of the 
Caribbean Islands were not 
adequately regulated by traffic 
separation schemes (TSS) 

or vessel traffic services (VTS) 
– and nothing of the kind has 
been implemented as an aid to 
navigation to help cope with this 
rapid increase in marine traffic. The 
safety of navigation could now be 
at risk.

The fairly common 
misconception of an ‘easy life in the 
Caribbean’ has led sailors to believe 
that the traffic can never be as 
intense as Northern Europe or Asia. 
Well, now things have changed!

Take the area right next to the 
Great Isaac Light, located at the 
southwesterly entrance of the 
Northwest Providence Channel in 
the Bahamas Archipelago. During 
the winter – the ‘Caribbean Season’, 

Need for TSS in Bahamas archipelago

Letters

Bending and shear force limits

 The increased modernisation of 
technology requires new industrial 
limitations and awareness of the 
associated risk. All too often, new 
policy, regulation or rules are the 
result of loss or injury – and the 
maritime industry seems likely 
to hear much more such news if 
these changes are not taken into 
account.

Shipping has a profit motive, 
and the initial concern has always 
been maximising the profit a vessel 
can make between point A and 
point B. Over the years, increasing 
demand has pushed cargo carrying 
capacity ever closer to its limits. 
Samuel Plimsoll’s Loading Mark 
was one of the first examples of 
limitation or regulation in response 
to this.

Nowadays, we have loading 
software and definitions such 
as Bending Moments and Shear 
Forces (BM & SF), Metacentric 
Height (GM ) and rolling moments. 
Loadicators show the maximum 
limitations of each factor, even 
giving visual and audio warning 
when those limits are likely to be 
reached. But there is still work to 
be done.

We scale the loading mark 
according to the season and the 
trading area, but nothing has 
yet been done to create a policy 

on bending moments and shear 
forces that takes account of 
ageing and fatigue of material or 
weather conditions on passage. 
There must be some allowance for 
the difference between a 20 year 
old tanker against a newbuild, 
for example, or the difference 
between conditions in different 
parts of the world.

Obviously it is undesirable for 
a vessel of 20 years and more to 
sail in the same conditions that 
a newly delivered vessel could. 
But on paper, you can do this. You 
might even be pushed by your 
operator/charterer to do so. On 
paper, you could sail in conditions 
of up to 99.9% of vessel stress, but 
practically every Master will avoid 
vessel stress of more than 90%, 
resulting in continuous arguments 
with the operator/charterer.

Classification Societies define 
100% of BM & SF stress as what 
is experienced when static at 
Beaufort Force 8. What happens if 
a vessel encounters Beaufort Force 
9 or more? What is the ratio of BM 
& SF to Beaufort Forces? In spite 
of complex weather forecasting 
systems and even specialist 
weather routeing software, vessels 
still encounter storms and heavy 
rough seas where the stability 
stress margin is critical.

Decisions on whether to 
proceed are currently made based 
on the practical experience of each 
Captain – something which must 
be avoided in the era of ISM, which 
should require a robust policy for 
decisions of this kind. The basis of 
the ISM system is to avoid single-
person error leading to a linked 
chain of mistakes. 

Why is ISM so concerned about 
the need for an UKC (Under Keel 
Clearance ) policy with numerous 
factors that should be taken into 
account for calculation for the 
whole passage, while at the same 
time it leaves the question of ‘ship’s 
stresses’ to the Captain’s stressed 
judgment? The result could be 
total loss; of cargo, vessel and lives.

Practice has showed that ISM 
should emphasise the scale of 
Ship’s Stresses (BM & SF) for age of 
ship , fatigue of material, length of 
ship and the trading area, taking 
into account of seasonal conditions 
and likely weather/Beaufort Forces 
encountered.

Income is not determined by 
Bend or Shear, but failure to take 
these two vital units into account 
during operation can lead to total 
loss.

Today, there is nothing to 
prohibit 99.9% of stress loading in 
any condition of trading.

But every prudent Captain will 
avoid it for passage on the high 
seas and especially across the 
oceans, based on their own sense 
of good seamanship.
Capt Gaga Lomouri PhD, AFNI
Tbilisi, Georgia

traffic in this area becomes very 
congested. 

Ships come from all directions, 
often creating an unregulated flow 
that leads to ‘interesting’ collision 
avoidance situations. There is 
a risk that these may result in a 
close quarters situation or even 
grounding. 

In the southern part of the area, 
there are shallow patches of 3.6 
and 5.4 metres, to say nothing of 
the rocks and lighthouse. The Zone 
of Confidence is reported to be 
unassessed. 

I would like to recommend 
the presence of a TSS in this area, 
which could prevent a possible 
maritime accident in the future.

I also believe that the Bahamas 
Maritime Authorities and the 
IMO should take due account 
of the need to implement the 
TSSs in areas like this around the 
Caribbean.
Davide Riccardi MNI
Master Mariner
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Letters

VHF and collision avoidance

 I agree with Captain Akgul (‘VHF 
and collision avoidance’, Letters, 
April 2020) that those navigating 
should avoid causing stress to 
others. But he also advocates the 
use of VHF to avoid collisions, 
going so far as to say that if 
circumstances require any action 
that is out of line with Colregs, the 
vessels should mutually agree to 
this. This view is problematic. 

Practitioners often do find 
themselves in situations in which a 
departure from Colregs appears to 
be the least disruptive solution - for 
example during final approaches 
to busy ports, when the order of 
entry is changed at the last minute. 
This might mean that a ship with 
an obligation under Colregs to 
keep out of the way of another is 
now instructed to enter first. As 
a result, that vessel requests the 
other to give way to it, to enable it 
to align on the approach, and the 
ship with the right of way obliges 
(space precludes discussion of 
the meaning of ‘shall keep her 
course and speed’ in Rule 17(a)
(i) and whether relevant here). 
Another not untypical scenario 
involves ships meeting head-on on 

reciprocal courses in the vicinity 
of the breakwaters just outside 
a harbour as one is arriving and 
the other departing. For the sake 
of convenience and room to 
manoeuvre, they might agree to a 
green to green passing. Sometimes 
this is arranged by the pilot of one 
of the ships, sometimes in another 
language, then explained to the 
bridge team! Similar examples 
abound. 

Some countries may well allow 
collision avoidance in their internal 
or inland waters by agreement 
on VHF. But UK MGN 324 (M+F) 
Amendment 1 is clear in drawing 
attention to the dangers that the 
use of VHF may pose in collision 
avoidance. The Admiralty Court in 
London has held in unambiguous 
terms (and the Court of Appeal has 
confirmed) that ‘there can be no 
doubt that whilst VHF may be used 
to exchange information it cannot 
be used to agree on a course of 
navigation which would conflict 
with the Collision Regulations’. 
Mariners should therefore note 
that using VHF for such a purpose 
is judicially regarded as improper. 

Where does that leave those 

faced with situations in ports and 
their approaches? It seems that, 
save for situations envisaged by 
Rule 2(b) (immediate danger) – 
which should not routinely arise 
– a departure from Colregs can 
only be condoned when carried 
out strictly in accordance with 
Rule 1(b) (special rules, etc.). It 
follows that it is incumbent upon 
those navigating the ship, before 
agreeing to a manoeuvre in 
derogation of Colregs, to positively 
ascertain from the port authority, 
VTS or pilot that that is what they 
are being directed to do and that 
all potentially affected by their 
act are aware. Furthermore, and 
most importantly, those on the 
bridge must be satisfied that the 
directing entity has the necessary 
lawful authority so to declare (not 
easy in practice, I know). But acting 
otherwise is fraught with danger! 
Thus, in my examples above, it 
should never be assumed that 
‘… a reference to coordination by 
VTS extend[s] to directing how 
vessels should navigate in relation 
to each other or to approving how 
vessels should navigate in relation 
to each other’ (Admiralty Court, 

latter two emphases are mine). 
Lastly, I am puzzled by the 

suggestion that sound signals 
prescribed by Rule 35 are obsolete. 
I appreciate that sound reception 
devices are not as efficient or 
comfortable in practical use as 
their manufacturers might claim, 
but enclosed bridges usually 
have at least one window or 
door on each wing openable 
to the outside. Where such 
openings are not available, is it 
not a requirement of – if nothing 
else – good seamanship to post 
outside lookout(s) when conditions 
demand? Hopefully, dare I say 
it, the responsible maritime 
administration (or nowadays often 
a recognised organisation) would 
have addressed its mind to the 
demands that such circumstances 
present to those on board before 
granting safe manning certification.

Those at sea are frequently 
called upon to provide practical 
solutions to seemingly intractable 
problems, but court judgements 
continually remind that they 
depart from the Rules at their peril.
Dariusz Gozdzik MNI
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In the next of an occasional series of interviews with 
the up-and-coming generation of Nautical Institute 
members, Magda Kolodziej talks to YMC member 
Wouter van der Wal

Meet the YMC

MK: You took an unusual path to Nautical Institute membership, 
first studying nautical sciences and then medicine. Why did you 
choose this path?
WW: As a child, I really enjoyed everything about the maritime world. 
I loved boats, and my father taught me sailing on our yacht and later 
how to navigate our motor yacht. During high school I spent every 
summer holiday teaching children how to sail dinghies and how to 
windsurf, which was really a lot of fun. 

When it was time to choose a path after high school I was 
considering joining the Royal Navy, which was a very logical next step 
given my passion for water and sailing. However, during my last year in 
high school I found out about the Antwerp Maritime Academy. This 
sounded even better than joining the Navy, since sailing on a merchant 
vessel gave all of the adventure of exploring the world but with a better 
salary and a chance to enjoy my time as a student instead of being stuck 
on a Navy base for four years of training.

I really enjoyed my time at the Maritime Academy, and my first 
internships at sea. But during my third year, I had a compulsory 120 
hour internship at the emergency department in a local hospital, as 
part of my medical care course. For me, being in the hospital and 
helping treat patients felt like coming home. Helping people gave 
me a sense of purpose I had not felt before.

After a lot of thinking, and successfully passing my qualification 
exams, I decided to go to medical school.

How do you plan to combine these two subjects in your 
future career?
There are many possibilities to combine these fields. Right now I’m 
taking my first steps in combining the two: I’m working as a paramedic 
at the Port of Antwerp ambulance service during the weekends and 
holidays. 

In the future a great option would be to work as an emergency 
physician in one of the hospitals close to the Port of Antwerp area, or 
maybe as a port physician giving medical advice over the radio and 
treating seafarers. I still have several years of training left, so time will 
tell where I’ll end up.

Why did you apply to join the Younger Members’ Council?
I just absolutely love the idea of joining forces with people from 
all backgrounds to serve a greater purpose; in this case making the 
maritime industry a more professional industry, but also making it 
more enjoyable for everyone working in it.

Also, I look forward to joining forces with the NI Council. As a 
‘young’ person I think we have a very interesting point of view on 
many subjects and can definitely contribute something to The Nautical 
Institute, but at the same time there is a lot to learn from more 
experienced people.

What are your hopes for the Younger Members’ Council and 
what would you like to influence?
Hopefully we can start some initiatives to increase the amount of 
younger members of The Nautical Institute. In my local branch, 
Belgium, we already have made some great progress on this subject 
and I hope our branch will get more and more diversity among its 
members.

For me specifically, I would also like to improve health on board 
merchant navy vessels. This can be done both by improving medical 
training for officers and even more by making vessels a safer and more 
health-friendly environment.

How do you think the maritime industry will change over the 
next decade?
Since my crystal ball is currently out of service, I don’t know what 
will change. But I really hope our industry will become one in which 
the seafarer’s health and happiness is the number one priority above 
making a lot of money. After all, happy workers are good workers.

How do you think young seafarers’ experiences in the sector 
could be improved?
One example I can think of is reducing contract times for junior 
seafarers. Most young seafarers are just starting to build a family and 
they could really use their shore leave for supporting this and being 
there for their family.

Another one is increasing the amount of training and education 
given on board to junior officers and ratings. Right now I think this 
really depends on the officers on the ship you are sailing on, so it would 
be nice to regulate on board training more. For example, one hour of 
painting should at least be accompanied by one hour of helping the 
chief officer doing loading calculations, helping the captain prepare 
documents, and so on.

What would you like to see The Nautical Institute do more of in 
the future?
I think the NI can really help in achieving the things I described above. 
But overall, I think the Institute is already in a great place and has a 
real positive influence in our beautiful maritime sector.

Feature: Interview
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Associate Fellow
Bakshi, A Captain/Master (India 
(North)) 
Barnetson, G Mr/Chief Financial 
Officer (UK/Solent) 
Berry, P Captain/Master (India 
(North)) 
Cardenas, M A Captain/Marine 
Superintendent (Singapore) 
Fawke, M P Mr/General Manager 
(UK/London) 
George, V Captain/General Manager 
(Singapore) 
Gregory, K Mr/Education and 
Development Manager (UK/London) 
Hogg, J D Captain/Director (UK/
North East England) 
Hossain, M S Captain/Master 
(Bangladesh (Chittagong)) 
Kamal, N Captain/General Manager 
(UAE) 
Khanche, M Captain/Marine 
Superintendent (Singapore) 
Pal, S Captain/Master (India (North)) 
Parcero, A R Captain/Marine 
Superintendent (Singapore) 
Pereira, L Captain/Master (India 
(South West)) 
Podolskyi, S Captain/Master 
(Ukraine) 
Pownall-Jones, M R Captain/Master 
(UK/NW England & N Wales) 
Rauca, M R Captain/Internal Auditor 
(Romania) 
Sangal, N Captain/Master (India 
(West)) 

Sinha, R Captain/Marine 
Superintendent (Singapore) 
Talukder, J H Captain/General 
Manager (Bangladesh (Chittagong))

Upgrade to Associate Fellow 
Calovs, I Mr/Master (Baltic States) 
Chakraborty, S Captain/Port 
Captain (India (North)) 
Constable, K Capt/Mooring Master /
Pilot (UK/London) 
Dey, S Captain/Additional Master 
(India (East)) 
Hulsebos, G - J Mr/Great Barrier Reef 
Pilot (Australia - NSW) 
Khatawate, A Mr/Master (India 
(West)) 
Mahmud, S M S Captain/Master 
(Southern Australia)
Muhr, R Captain/Master (Austria) 
Pande, M Captain/Master (India 
(West)) 
Siu, L K Mr/Senior Harbour Pilot 
(China: Hong Kong SAR) 
Skeparnias, G M Captain/Marine 
Superintendent (Greece) 
Thomas, S Captain/Manager/Senior 
Master (UK/South Wales) 
Tindall, J Captain/Board Member & 
Trustee (UK/Humber)

Member 
Al Shereiqi, M M Mr/Pilot (UAE) 
Andreiciuk, N Mr/2nd Officer 
(Lithuania) 

Antonio, M Mr/General Manager 
(South Africa) 
Armorini, A Captain/Master (Italy)
Aurelio, A T Mr/3rd Officer 
(Philippines) 
Bertuello, C P Mr (UK/Bristol 
Channel) 
Corbalan, J Captain (Iberia) 
Couch, C Captain (CAN/British 
Columbia) 
Dixon, S Mr/3rd Officer (UK/Central 
Scotland) 
Ferraro, F Mr/2nd Officer (Italy) 
Finney, H J Mr/3rd Officer (UK/NW 
England & N Wales) 
French, M P Lt Cdr/Commissioned 
Officer (UK/Solent) 
Gurpinar, B Captain/Superintendent 
(Greece) 
Humphreys, G T Mr/3rd Officer (UK/
London) 
Jacobus, H Captain/Master 
(Indonesia) 
Johnson, R C Mr/Deck Officer (UK/
Bristol Channel) 
Joseph, W M A Mr/2nd Officer 
(Trinidad & Tobago)
Kashyap, V Captain/Master (India 
(North)) 
Keimpema, E V Mr/Chief Officer/
SDPO (Netherlands) 
Kenney, M J Mr/3rd Officer (UK/
London) 
Krimitsas, N Captain/2nd Officer 
(Greece)
Lavender, F G F Mr/Rig Move Master 
/ DP Supervisor (Norway) 

Le Breton, J C Mr/Chief Officer (UK/
Solent) 
Luke, J P Mr/Chief Officer (Australia 
- QLD) 
MacArthur, N K Mr/Small Ferry 
Master (UK/Central Scotland) 
Moran, J G Mr/Marine Supervisor 
(UK/Central Scotland)
Omowhara, S V Mr (Ghana) 
Osae, E Captain/Harbour Pilot 
(Ghana) 
Osasona, S A Mr/Deck Officer 
(Nigeria)
Rogers, H J P Mr/Master (Caribbean 
Islands) 
SHARMA, P Mr/Chief Officer (India 
(North)) 
Uwaoma, J C Mr/Deck Officer (CAN/
British Columbia) 
Zahl, O O Mr/Captain (Norway)

Upgrade to Member 
Bosch, H J Mr/ (Netherlands)

Associate Member 
Alekseev, V S Mr/ETO (Ukraine) 
Bharadwaj, P Mr/Sr. Assessor (India 
(South)) 
Hossain, M I Mr/Apprentice Officer 
(Bangladesh (Chittagong)) 
Jones, G T Mr/ (UK/NW England & 
N Wales) 
Muscat, L Mr/Cadet (Malta) 
Steel, J Mr/Admiralty Assistant (UK/
London) 

Welcome to our new members
The Nominations Committee has nominated the following for election by Council:

*Signifies members who have rejoined

The Revd Canon Ken Peters RNR, Dip.Th, MBA, MA, FNI 

Obituaries

It is with great sadness that we announce 
the death of Canon Ken Peters FNI. 

After 38 years of distinguished service 
with The Mission to Seafarers (MtS), Ken 
was well known across the world, not just 
to the MtS family but to many beyond. 
After first working for the Mission as a 
student, he soon returned to take up port 
chaplaincies in the UK and Japan where he 
made a significant difference to seafarers’ lives. 

It was, however, in his subsequent role that he leaves the most 
transformational legacy – as MtS Director of Justice and Welfare. In this 
capacity he became well known, and indeed well-loved, throughout 
the maritime industry. He worked and travelled tirelessly and 
sacrificially training chaplaincy teams and maritime inspectors. Within 
the Mission he established high standards in the provision of quality 
local advocacy, always stressing the importance of partnership. His 
leadership role touched on many areas of the organisation’s life. 

Beyond the Mission, he was regarded as one of the world’s leading 
advocates in crew welfare. He influenced policy and made regular 
interventions at international fora, including the International 
Maritime Organization and at the International Labour Organization, 
representing all the maritime charities under the International 
Christian Maritime Association. He liaised closely with key global 
shipping, trade and professional associations. To all his dealings 
he brought an academic rigour and long practical experience. All 
who knew Ken experienced his unfailing warmth and kindness. His 

discreet pastoral skills and love of people sat naturally alongside his 
professionalism. 

Over the last 20 years of his life he wrestled with serious illness. This 
highlighted another aspect of his character. He was a man of the most 
immense courage, continuing with an absolute commitment to his 
work, and sustaining an extraordinary pace of travel, for most of those 
years. He rarely spoke about his illness and he never complained, even 
when things were very difficult indeed. He would always say that three 
things sustained him – ‘family, friends and faith’. Even though Ken 
retired from MtS in 2018, he was and remains an enormous inspiration 
and countless are those who will be touched by his death. 

Ken was hugely supportive of The Nautical Institute, especially for 
our work at the IMO. When he was awarded FNI in recognition of his 
support he was genuinely surprised and humbled. His response to 
hearing about a project of the Institute’s was always ‘How can I help?’ 
The Navigator magazine was a case in point. He was early to sign up to 
helping with its distribution and encouraged Mission chaplains to take 
it onboard when undertaking their visits.

It is very sad to think we will not be seeing him at NIHQ again and 
swapping tall tales of rugby successes of his beloved Welsh national 
team. All too often it is said that someone will be missed. But Ken 
Peters will be missed.
The Revd Canon Andrew Wright 
Secretary General, Mission to Seafarers

Bridget Hogan
Director, Publishing and Membership, The Nautical Institute.
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Branch Secretaries and development contacts
AustrAliA

Queensland
www.niqld.net
Capt Richard Johnson MNI
Tel: (+61) 419 600 261
rich_tiss@bigpond.com

sE Australia
www.nisea.org
Kendall Carter FNI
Tel: +61 458 310 803
sec@nisea.org

sE Australia (NsW)
SE Australia – NSW
Patrick Walsh AFNI
Tel: +61 437 681 277
pawalshe@hotmail.com

sE Australia (ACt)
Captain Joshua Smith MNI
Tel: +61 427 332 690
joshua.smith@amsa.gov.au

southern Australia
www.nisea.org
Captain Robin Bourne FNI
Tel: +61 438 591 420
themastermariner@mac.com

southern Australia – ViC
Captain Robin Bourne FNI
Tel: +61 438 591 420
themastermariner@mac.com

southern Australia – sA
Captain Nada Ganesan MNI
Tel: +61 392 541 631
carrmarine@bigpond.com

southern Australia – tAs
Captain Peter Martin FNI
Tel: +61 408 077 522
pinchj@bigpond.com

Western Australia
Zubin Bhada, AFNI
Tel: +61 8 9348 5837
Mobile: +61 0 408 165 306
zubin.bhada@woodside.com.au

BAltiC stAtEs
Capt. Boris Dunaevsky FNI
Tel: +372 56 12 27 57 (Mobile)
chairmanbsmsa@gmail.com

BANglAdEsh

Chittagong
Capt. Sheikh Md. Jalal Uddin Gazi, 
AFNI
Mobile : +880 1713 450252
nautinst.chittagong@gmail.com

dhaka
Capt Anisur Rahman Khan, AFNI, 
MICS
Mobile : +880 1727 618242
nautinst.dhaka@gmail.com 

BElgium
www.nautinst.org/belgium
Mr Frans Doomen MNI
info@nibb.be

BrAzil
Capt. Vinicius Madruga Santos, FNI
Tel: +55 11 3515-5873
Mob: +55 11 964650066
madruga@flumar.com.br

BulgAriA
Capt. Andriyan Evtimov, FNI
Tel: 359 52 631 464 (o)
aevtimov@abv.bg

CANAdA

British Columbia
nibcbranch.ca
Ryan Andresen MNI
ahoynibc@gmail.com

maritime Provinces
Capt. Alan Knight FNI
knighta@eastlink.ca

ChiNA 

hong Kong sAr
www.nautinsthk.com
Capt Aalok Sharma, AFNI
Mobile : +852-6130 1377
secretary@nautinsthk.com

shanghai
Sandy Lin, MNI
Tel: 86 21 68868389
sandylin@fcaremarine.com.cn

CroAtiA
Mrs Zaloa Sanchez Varela MNI
nauticalinstitutecroatia@gmail.com

CyPrus
http://www.nautinst-cyprus.org
 secretary@nautinst-cyprus.org

dENmArK
Capt Peter Rasmussen AFNI
Tel: +45 44 366851
plr@bimco.org

EgyPt
Capt Eslam Zeid, AFNI
Tel: +201288850654
eslamzeid@gmail.com

FrANCE
Capt Guillaume Bourgeois de 
Boynes MNI
Tel: +33 (0)2 3292 9175 (o)
guillaume.deboynes@helvetia.fr

gEorgiA
Capt Mamuka Akhaladze AFNI
Tel: +995 555 965050
Mob: +995 577 221677
m.akhaladze@gmail.com

gErmANy
www.linkedin.com/
groups?gid=3451665?
Jens Hansen MNI
Tel: +49 40 334 282 76
nautinst.germany@googlemail.com

ghANA
Capt William Amanhyia, AFNI
Tel: 233 2 4406 2438
w_amanhyia@msn.com

grEECE (hEllENiC)
Capt. Nikos Aslanis AFNI
Tel: +30 6944 370 023
hellenic.branch@nautinst.org

iBEriA
Capt. Mark Bull FNI
Tel: +350 5404 6600 (Mob)
Iberia.branch@nautinst.org

iNdiA

North (New delhi)
Capt Pawan K. Mittal, MNI
Mobile 91 98 1016 0883
Tel/Fax: 91 11 2508 6500
pkmittal@ariworld.com

North West (Chandigarh)
Capt P Ahluwalia MNI
cdgnauticalinst@gmail.com

south (Chennai)
Capt Y D Misra MNI
Tel: 91 98401 15064 (Mob)
mail@nisi.org.in

south West (Kochi)
Capt Vinod Naveen AFNI
nauticalinstituteindiasw@gmail.com 

West (mumbai)
Capt. Amol Deshmukh MNI
Tel: +91-98331 22343 (mob)
ad@amoldeshmukh.net

iNdoNEsiA
Captain Akhmad Subaidi AFNI
Tel: +62 24 7628676 (H)
Tel: +62 21 30050000 (Ext 204)(O)
capt.akhmad@gmail.com

irElANd
www.linkedin.com/pub/
nauticalinstitute-ireland-
branch/29/953/561
Capt Steve Malone AFNI
Mobile: +353 86 2297127
nautinst.ireland@gmail.com

itAly

North
Tiziano Menconi MNI
Tel: +39 3397540138
menconitiziano@gmail.com

south
Capt Modestino Manfredi AFNI
Tel: +39 339 1291042 (Mobile)
dariomanfredi@libero.it

JAPAN
Prof. Masao Furusho, MNI
Tel: 81 78 431 6246
Mobile 81 90 5362 2858
furusho@maritime.kobe-u.ac.jp

mAlAysiA
Dr. Capt. Manivannan 
Subramaniam FNI
Tel: + (60)-012 3582 485
(60)-06- 388 2280
manivannan@alam.edu.my

mAldiVEs
Capt. Adhil Rasheed MSc MNI
Tel: + 960 331 2014
Fax: + 960 331 2015
Mob: + 960 999 8700
arasheed@mamaldives.edu.mv

mAltA
Mr. Brendon Paul Cassar Saguna
Tel: +356 7933 0820
nauticalinstitute.mt@gmail.com

mExiCo
Capt. Ricardo E. Jiménez AFNI
Office: + 52 55 75 868274
Mob: +52 1 55 4712 8244
Ricardo.Jimenez@bs-
shipmanagement.com

myANmAr
Capt Ba Nyan MNI
Tel: 95 9 511 0982 (Mobile)
banyan@kcksrpsp.com

moNtENEgro
Capt. Boro Lucic, AFNI
Tel:  +382 (0)69 597 766 (Viber) 

+382 (0)68 068 766
boro.lucic@gmail.com  

NEthErlANds
www.nautinst.nl
Netherlands.branch@nautinst.org

NEW zEAlANd
Capt. Kees Buckens, FNI
Tel: +64 9 579 4429
nznisec@xtra.co.nz

NigEriA
Capt. Jerome Angyunwe AFNI
Tel: 234 1896 9401
Mobile  234 80 2831 6537
Jerome107@hotmail.com

NorWAy
Mr Viet Dung Vu MNI
Tel: +4798545022
dvv@hvl.no

PAKistAN
Capt. S M A Mahmoodi, FNI
Tel: 92 21 285 8050-3 (o)
mahmoodi@mintship.com

PANAmA
Nitzeira Watson AFNI
zeira_11@hotmail.com 

PhiliPPiNEs
Angelica Baylon AFNI  
Tel: 63472373355
ambaylon_maap11@yahoo.com

PolANd
Capt. Adam Weintrit, FNI
Tel: +48 6 0410 8017
weintrit@am.gdynia.pl

QAtAr
Capt. Joe Coutinho, FNI
Tel: +974 4315 792
Mobile +974 5537 293
coutinho@qship.com

romANiA
Capt. Cristian E. Ciortan, AFNI
Mobile: +40 722 393 464
ceciortan@me.com

russiA

st. Petersburg
Captain Alexandr B Nosko MNI
Tel: +7 812 3859933
Mobile +7 911 9224151
abnosko@gmail.com
a.nosko@scf-group.ru

siNgAPorE
www.nautinst.org/singapore
Capt Ken Ellam AFNI
Tel: : +65 9879 8606
singapore.branch@nautinst.org

southErN AFriCA
www.nautinst.co.za
Ms Yvette de Klerk AMNI
Tel: +27 84 482 4444
Yvettedeklerk@icloud.com

south KorEA
Capt Chason Kang AFNI
Chasonk@nate.com

sri lANKA
Capt Nish Wijayakulathilaka, FNI
Mob: +94773034142
wijayakulathilaka@gmail.com

suriNAmE
Mr Ruurdt Jukema MNI
Tel: + 597- 485594
Mob: +597-869 3876
ruurdt.jukema@firstmeridian.nl

sWEdEN
www.nautinst.org/swe-den
Capt Helle Andsbjerg AFNI
helle@captainhelle.com

triNidAd & toBAgo
Yusuf Buckmire AMNI
Tel: +18687699429
yubuck14@gmail.com

turKEy
Capt. Mehmet Albayrak, MNI
Tel +90 216 474 6793 
alia@topazmarine.com

uAE
www.niuae.ae
Capt Sirpreet Kahlon AFNI
nauticalinstitute.uae@gmail.com

uKrAiNE
www.nautinst.com.ua
Professor Vladimir Torskiy, FNI
Tel/Fax: +38 (048) 733-48-36
Mobile: +38 (050) 390-12-87
torskiy@te.net.ua

u.s.A.
gulf – Florida
Capt Ken Wahl MNI
Tel: 727 580-4576 (Mob)
kwahl@seaschool.com

gulf – houston
Fr Sinclair Oubre AFNI
Tel: 409 749 0171 (Mob)
nigulfbranch@gmail.com

North East us Coast
Capt Craig Dalton AFNI
Tel: 508-830-5000
cdalton@maritime.edu
West Coast
Dr Colin Dewey AFNI
Tel: 707-654-1065
uswestcoast.branch@nautinst.org

uNitEd KiNgdom
Bristol Channel
Capt John Rudd, AFNI
Tel: 01179 772173
Mobile 07976 611547
johnrudduk@hotmail.com
Central scotland
http://nicentralscotland.org.uk
Capt Andy O’Brian AFNI
Mobile 07833671427
Secretary@nicentralscotland.org.uk
humber
Capt Jamie Simpson AFNI
j.simpson@master-mariner.co.uk 
london
www.nautinst.org/uk-london
Andrew Bell FNI
Tel: 07785586317
Andrew.Bell@shlegal.com
North East England
Mr David Byrne FNI
Tel: +44 (0)191 285 2013
Mob: +44 (0)7703 49 00 63
david.byrne@flag-c.com
North of scotland
John Reid AFNI
ni.northofscotland@yahoo.co.uk 
NW England and N Wales
www.ninw.org.uk
Mr Derek Gallagher MNI
Tel: 07477535255 (Mob)
sec@ninw.org.uk
shetland
https://www.facebook.com/
ShetlandNI
Laura Burden MNI
Tel: 07935919886 (Mob)
laura.burden1@hotmail.com
solent
www.nautinst.org/uk-solent
Richard Brooks, FNI
Tel: 07815 104419 (Mob)
nisolentbranch.secretary@gmail.com
south West England
Capt Robert Hone FNI
Tel: 01752 862050 (h)
Tel: 01752 586163 (w)
robert.hone@plymouth.ac.uk
http://glang.me.uk/nisw.html

VENEzuElA
Capt Oscar Rodriguez AFNI
Tel: +584242177766 
Mobile +582127935701
orodriguez@consemargroup.
com.ve
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