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230. 
Our condolences have 
bean given to her family. 

friends and a good repre-
sentation of Company 
members, totalling over 

Branch News 

 

It is with great regret 
that we farewell Gillian  
Francis Camping wife of 
our late member John 
Burton Camping who 
crossed the bar 10 years 
ago. 
Gillian was a staunch 
supporter of our Compa-
ny and assisted John , 
one of our founder mem-
bers in 1975, in his many 
duties. 
Gillian continued her 
support of our company 
and provided compan-
ionship to one of our oth-
er founder members. 
She became a life mem-
ber of Mount Maunganui 
Golf Club and a local 
Probus Club. 
She was a great worker 
in so many organisations, 
there is not enough space 
to record them all, how-
ever, her work in assist-
ing the ladies of North-
ern Mongolia requires 
special commendation.  
She made three trips 
there over several years. 
At her funeral in St 
Mary’s Church on Sep-
tember 12th it was 
packed, with family, 

J 

ack Barbour has completed a spell 
in hospital and is now recuperating 

at home.  Marj Sayle is also recuperat-
ing at home and is on the mend also. 

Our representation on Merchant Navy 
Day was miserable, only three mem-
bers attended including Warden Ken 

Camp, however, the total number  
attending was also well down on pre-
vious years, it is possible,  that having 
to hold it earlier due to lack of facili-
ties other support, may have had an 
adverse effect.  Next  year MN Day 
falls on a Sunday and we are assured 

that all will be in order for the event. 

At our recent branch meeting 7 mem-
bers attended and  Joy Camp and Marj 
Sayle were our guests.  It was good to 
have Jennifer  Roberts attend, busi-
ness had been the main factor in her 
missing so many meetings. We wish 
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ingly on leaving port. This was unfor-
tunate, but actually good seamanship: 
it saved the day, and lives, and pre-
vented pollution. 

Even so, the public has reacted to this 
news with surprise, as they did with 
Costa Concordia. What, ships sink? 
But they do, and too frequently. Away 
from the Pentland Firth and the Solent, 
away from cameras and attention, five 
other ships have come to calamity in 
the first two weeks this year. Sea Mer-
chant, Araevo, Better Trans, Bulk Ju-
piter and Run Guang 9. Sea Merchant 
was a general cargo ship that was trav-
elling from Bauan Port to Antique 
when it sank after its cargo of cement 
shifted suddenly, tipping the ship to a 
dangerous degree in heavy swells. 
Chief engineer Almarito Anciano 
died. Araevo, a Greek-owned oil tank-
er, was bombed by the Libyan air 
force while moored in the eastern Lib-
yan port of Derna for “acting suspi-
ciously” (although it was actually 
chartered by the local power station). 
Casualties: two crew, one Greek and 
one Romanian. General cargo ship 
Better Trans foundered in heavy 
weather in the Philippine sea. The Run 
Guang 9 had an explosion on board 
off Guangdong; two crew are missing. 
Worst, in this dismal roll-call: Bulk 
Jupiter, a bulk carrier travelling from 
Malaysia to China with a cargo of 
bauxite, which capsized off Vietnam. 
Eighteen of the 19-strong crew died. 
These sinkings, fires and bombings are 
reported, but only in the trade press or 
– when Filipinos are involved, as they 
often are, since they provide 25% of 
world crews – in Filipino media. But 
they are there, if we look, because 
ships sink and founder and crash. 
They sink more in the bad weather of 
winter, whether gales off Shetland or 
swells and monsoon rain in the South 
China sea, where most ship casualties 
occur. In 2013, according to the World 

Casualty Statistics published by trade 
publication IHS Maritime, there were 
138 “total losses” – that is, when a 
ship is beyond repair or recovery. Ac-
cording to John Thorogood, a senior 
analyst at IHS Maritime, 85 of those 
were sinkings, “in that the vessel actu-
ally went at least partially below the 
sea in a fairly traumatic manner”. On 
average, two ships a week are lost, one 
way or another. That doesn’t take into 
account smaller vessels or fishing 
craft. 

This is the nature of shipping. The 
ocean is the most dangerous work-
place on the planet. Commercial sea-
faring is considered to be the second-

most dangerous occupation in the 
world; deep-sea fishing is the first. 
Each year, 2,000 seafarers lose their 
lives. The troubles of Cemfjord and 
Hoegh Osaka were only unusual be-
cause of where they happened, which 
is near enough to the UK mainland to 
be noticed by the mainstream press. 
Cruise ships and passenger ferries at-
tract more attention, because we know 
them better. They are often our only 
encounter with the sea as a place of 
industry: usually the ocean, and the 
people who work on it, transporting 
90% of world trade, is nothing more 
than some blue on an inflight airline 
map, to be flown over, hopefully. 
Commercial shipping is more removed 
from us now than at any time in histo-
ry. Ports have been moved out of cities 
to cope with bigger ships; seafarers are 
no longer British, western European or 
American, but Filipino, Polish, Roma-
nian and Indian, as were those who 
died in the January calamities. That’s 
just the way globalisation labour pools 
work. 
Even so, shipping is safer than it has 
ever been. The number of total losses 
per year has been falling for decades. 
There are, the International Maritime 
Organisation calculates, more than 
85,000 working vessels (of over 100 
gross tonnage) on the seas, so the loss 
of fewer than 200 is just an inevitable 
toll of working at sea. It is safer, and it 
is cleaner, too. Between 1972 and 
1981, there were 223 major oil spills. 
Over the last decade, there were 63. 
“Despite last month being a difficult 
one for the shipping industry,” says 
Thorogood, “I would say it is more a 
statistical blip than an indication that 
safety standards are slipping or any 
other such inferences.” 

her continued success in her consulta-
tion venture. 

Jill Dennison has been under the 
weather for some time and all hands 
wish her well. 

Not so brief  
Maritime Briefs 

Worse things still happen at sea: 
 

T 

he shipping disasters we never 
hear about. 

Eight missing from a cargo ship that 
sank in the Pentland Firth, another 
grounded near Southampton – these 
local accidents remind us that the 
ocean is the most dangerous work-
place on the planet. So why do 2,000 
seafarers die each year, and what can 
be done to make them safer? 

 

The Hoegh Osaka, a cargo ship carry-
ing luxury cars, which was deliberate-
ly run around in the the Solent last 
week after it began listing. Photo-
graph: Matt Cardy/Getty Images  
I take poorly to planes. I am a nervous, 
panicked and unsettled passenger. In 
the worst moments, I take Valium, and 
perhaps – inadvisably – a drink, too. I 
sit in my seat trying not to grip things 
too obviously, saying my mantra as 
the plane rocks through turbulence: 
“Pretend it’s a ship. Pretend it’s a 
ship.” I tell myself that the air is water, 
and that ships rock constantly on wa-
ter, so what’s the difference? Some-
times it works. 
I am terrified of planes, but calm on 
ships. I spent five weeks on a contain-
er ship and only felt unsafe when it 
was in pirate waters. I was on a huge 
metal object, buoyant on water, oper-
ated by the latest technology and high-
ly trained seafarers. I felt safe. 
But given the past two weeks, perhaps 
I need a new mantra. Last year ended 
badly, with the fire on the ferry Nor-
man Atlantic and at least 13 dead (not 
including the inevitable stowaways), 
and this year has already been deadly: 
the small cement carrier Cemfjord, 
carrying a cargo of cement, seven 
Polish crew and one Filipino, sank in 
the Pentland Firth near Shetland. Its 
crew are missing. Hoegh Osaka, a car 
carrier, was stuck for days on a sand-
bank off Southampton, after its captain 
and harbour pilot decided to ground 
the ship when she began listing alarm 

Rose George 
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Plenty would disagree with him, 
though, including me. Glen Forbes, 
who runs the maritime intelligence 
agency Oceanus Live, suggested the 
following list of systemic troubles: 
“Seafarers’ safety and security is com-
promised by poor safety standards, old 
and decrepit vessels, unscrupulous own-
ers, blacklisted flag registries, and even 
near-slavery on fishing vessels.” That’s 
without endemic piracy, or ghost ships: 
rust buckets usually sold for scrap value 
that are instead turned into migrant ves-
sels for desperate Syrians, Eritreans and 
other people spat out of their country by 
war or desperation, then abandoned by 
the minimal crews to drift and be res-
cued – hopefully – by the nearest coast-
guard. This is a deliberate tactic that 
relies on the requirement laid out in the 
Safety of Life at Sea (SOLAS) docu-
ment, part of a raft of laws governing the 
high seas, whereby seafarers are ex-
pected to attend to anyone or any vessel 
in distress on the seas. 

And they do: in every accident report, 
whether a sinking ship, a distressed ferry 
or a daft yachter, there is usually a mer-
chant vessel coming to its rescue, even 
now that crews are under enormous 
pressure to stick to schedules and routes 
because of the pressure of just-in-time 
globalisation. Shipping, and containeri-
sation, has given us our cheap T-shirts 
and our televisions, but at a cost. Even 
the biggest ships now operate with crews 
as small as 13. The shortfall is supposed 
to be taken up by automation, which is 
one worry. “So many experienced pro-
fessionals,” wrote former Lloyd’s List 
editor Michael Grey recently, “have ex-
pressed their concern about overreliance 
on these clever machines, and a genera-
tion of computer-savvy officers who fail 
to look out of the window at the crucial 
moment.” 

A greater problem is fatigue: working 
seafarers tell me they are routinely 
knackered because there are no longer 
enough crew on board. “Safe manning” 
certificates are part of the oceans of doc-
uments that modern ships and masters 
must carry on board, but Branko Berlan 
of the International Transport Workers 
Federation thinks this inadequate. The 
size of modern crews, he says, “is not 
about safety, but about commercial pres-
sures”. Crew wages are the easiest thing 
to cut. 
I don’t know why Cemfjord sank. May-
be the crew was exhausted. Maybe the 
dry cement powder shifted too quickly. 
Maybe it was a straightforward swamp-
ing by atrocious waves. But 60% of ship 
accidents are due to errors made by what 
the industry curiously calls “the human 

element”, and much of that is due to 
fatigue. As for Hoegh Osaka, the senior 
national secretary of Nautilus, the UK 
seafarers’ union, told the BBC that 
“vehicle and livestock carriers are built 
to the edge of safety for commercial 
reasons”. Built to maximise cargo capac-
ity, they go against good naval architec-
ture principles, say critics, and can lose 
stability far too easily. 
Because the Cemfjord and Hoegh Osaka 
events happened in or near UK waters, I 
won’t have to wait too long for answers, 
as they will be immediately investigated 
by the Maritime and Coastguard Agency 
and the Marine Accident Investigation 
Branch. That is often not the case, be-
cause of how shipping works. Nearly 
70% of the global fleet now flies a flag 
that often has nothing to do with the 
ship, the route, the crew or the owner. 
Open registries, or flags of convenience, 
allow owners to pay fees to a foreign 
state, fly its flags and then be governed 
by the laws of that state while on the 
high seas. (I’m baffled by cruise passen-
gers who carefully check where they can 
store their valuables but never check the 
flag their ship is flying, even though that 
flag would be responsible for investigat-
ing anything that goes wrong.) 
Investigations are up to the flag state, 
and there is no higher authority to push 
them into publishing accident reports. 
There are many good flags who do this 
promptly. Then there are others. I don’t 
even mean the dreadful ones such as 
Tanzania, North Korea or Mongolia, 
increasingly found flying on the migrant 
ghost ships. What of Danny FII, a live-
stock carrier flying the flag of Panama, 
the largest ship registry in the world? In 
2009, it sank off Lebanon with its crew 
of 76, six passengers, 17,932 cattle and 
10,224 sheep. The captain, a Scot named 
John Milloy, went down with his ship; 
11 other crew were definitely lost, and 
32 crew are still unaccounted for. I was 
intrigued by it, especially after discover-
ing a forum on a site named Ugly ships 
that, in a quirk of modern technology, 
had become the most popular meeting 
place for relatives and former crew. 
Why did Ugly ships become a meeting 
place for grieving and desperate rela-
tives? Because, like many other relatives 
of crew who sailed on Danny FII, they 
had been given no answers. Compare 
this to a plane crash, when resources and 
attention rush to the crash site. Of 
course, that’s because planes carry peo-
ple, and more than cargo ships. (Cargo 
plane crashes rarely get such assiduous 
attention.) It’s because planes are how 
we travel now. 
A few days after Danny FII sank, Ethio-

pian Airlines flight ET409 crashed into 
the same sea. Everyone on board was 
killed. International aviation rules re-
quire accident investigation authorities 
to make an accident report publicly 
available “as soon as possible and, if 
possible, within 12 months”. Posting on 
the internet is acceptable. I tested these 
guidelines: the accident report into 
ET409, although it is disputed by Ethio-
pian Airlines, was published by the Leb-
anese authorities in January 2012. It is 
easily available online to anyone who 
cares to read it [pdf download here]. But 
the relatives of those aboard Danny FII 
had to wait six years for Panama to first 
file the report with the IMO, and then 
another several months for it to be made 
public (and only after sustained pressure 
from seafarers’ unions and the British 
government). No wonder the Interna-
tional Chamber of Shipping last year 
suggested that shipping could learn 
something from aviation authorities, and 
expressed a need to stop flag states inter-
preting the IMO guidelines “with con-
siderable latitude”. 
Why do accident reports matter? Be-
cause although ships will continue to 
sink – the ocean will continue to defeat 
some of them – the toll of loss should 
not be increased by the pressures of 
commerce, by seafarers exhausted by 
their job or by old, corroded ships. Port 
inspections had found 29 deficiencies in 
Danny FII in 2009 alone, including 
widespread corrosion, but she was 
classed as safe. Shipping is a vast, com-
plicated and wonderful industry without 
which modern life would be unthinkable 
and unthinkably different. It can do bet-
ter. 
So, I’m going to keep my flying mantra, 
although I know it’s skewed risk percep-
tion. I know I’m more likely to be killed 
behind the steering wheel of my car than 
in a plane or a ship. I’ll learn to steer my 
perceptions in another direction, like the 
young British radio officer, sitting in a 
lifeboat after the ship he was on was 
torpedoed in 1942, who asked a Dutch 
crewman how far the nearest land was. 
“Two miles away,” said the man. 
“Straight down.” 

Rose George is the author of Deep Sea 
and Foreign Going: Inside Shipping, the 
Invisible Industry That Brings You 90% 
of Everything, published by Portobello. 
Buy it for £11.99 at 
bookshop.theguardian.com 

• This article was amended on 12 Janu-
ary 2015 to correct errors in the graphics 
and on 13 January 2015 to correct a ref-
erence from “100 gross tonnes” to “100 
gross tonnage”. 
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attention of an H.M. S. 
Vessel which was directly 
ahead of us. I also sig-
nalled to her stating, that I 
had sighted two peri-
scopes, but they replied 
that they did not think it 
was a submarine  
but merely the bow wave 
from one of the destroyers. 
I swung over the helm in 
order to ram, but the submarine dived, 
almost under my forefoot. I signaled 
again, this time to a destroyer of the 
''Hunt'' Class on my port beam, she at 
once made a contact and dropped  
8 depth charges, and a little later we 
saw a huge patch of oil on the water; I 
think she destroyed the submarine.  

At 13.20 local time, another heavy 
high level air attack developed, by a 
large number of Heinkel 111' s, five of 
which seemed to concentrate on my 
ship. We were still in our correct posi-
tion in the convoy and were steaming 
at 13½ knots steering approximately  
East. Weather was fine with good visi-
bility smooth sea and light airs. All our 
armament which could be brought to 
bear was fired, but we sustained 3 near 
misses off the starboard side, 2 off the 
port side and 1 direct hit. Of the three 
on the starboard side, one fell close off 
the starboard bow, one abreast of No.2 
hatch, and the third amidships, which  
went right through the boat which was 
swung out. The two on the port side 
fell abreast of Nos. l and 2 holds; all 
these five bombs exploded within 10-

20 feet of the hull. The direct hit was 
caused by a bomb which went clean 
through No 6 derrick on the starboard 
side, penetrated the main deck into 
No.5 hold, and came out through the 
ship's side below the waterline, and 
then exploded. The planes attacked 
from fine on the port bow, flying  
together, in no particular formation, 
and all 6 bombs were dropped together 
from a height of 4-5,000feet.  

The hold next to No.5 was loaded with 
octane spirit and T.N.T. but fortunate-
ly this did not catch fire. The ship was 
lifted out of the water by the force of 
the explosions and columns of water 
shot up over the forecastle head and 
bridge, drenching the gunners and oth-
ers, all of whom remained at their 
posts and behaved in a most exempla-
ry manner.  

I stopped the ship to assess the damage 
and ordered the boats to be lowered to 
deck level.  
There was a huge hole in the starboard 
side of No. 1 hold and looking over 
the side I could see the cargo falling 
out into the sea. The Chief Officer and 
Carpenter sounded the holds and 
wells, and found that No.1 hold was 
full of water to deck level, and No.5 
hold had 9ft of water in it, rising rapid-
ly. Other soundings showed that Nos. 
2, 3, 4 and 6 holds were dry and oil 
tanks were dry with the exception of 
No.1 which had 2'9"of fuel oil in it, 
which started to gush out of tank ven-
tilators, showing it was common to the 
sea.  
The fore and after peaks were also 
found to be all right.  

Whilst this examination was going on, 
some greasers took it upon themselves 
to lower Nos.5 and 6 lifeboats and pull 
away from the ship. Shortly afterwards 
a destroyer appeared on the scene and 
I ordered these men to return to the 
ship at once as I had decided to carry 
on. They refused at first, but eventual-
ly they came back and climbed on  
board. The boats were hoisted, The 
Chief Engineer reported all well in the 
engine room and though we were per-
ceptibly lower in the water, our free-
board being only 3' 6" as against the 
former 6'3", I decided we could pro-
ceed with comparative safety. I passed  
this information and my decision to 
the destroyer, who from then on took 
over as guide, as we had lost an hour 
through the greasers leaving the ship 
and fallen well astern of the convoy. 
(Later it was found that the compasses 
had been badly affected by the bomb-
ing and I took steps to remedy this. In 
the evening it was found that the com-
pass errors were creeping back to nor-
mal)  

At about 1430 we got under way 
again, The Chief Officer and I exam-

Operation Pedestal 
MV Deucalion 

Captain John Gregson has kindly offered the 
following information for our appretation. 
Information received from 
shipping casualties section, 
trade division Admiralty. 
Report of the interview with 
the Master Captain Ramsey 
Brown. 

W 

e were bound for Malta with a 
cargo of tons of military stores. 

I gave orders to the gunners before we 
reached the danger zone not to wait for 
my orders, but to fire at any plane 
which came within 1,500yards, and to 
be sure that the aircraft was well with-
in range before opening fire.  

During the evening of August 11, 
1942, there was an air attack at dusk, 
when the light was failing, All guns of 
the convoy opened fire, putting up a 
terrific barrage, which drove off the 
enemy aircraft, without any damage to 
the ships of the convoy. On the 12th,  
at. about 0900 there was a high level 
attack by Heinkels, which flew over at 
a height of 3-4,000ft dropping their 
bombs from this height. We hit and 
brought down one of these planes with 
our after gun. The Major, a Royal Ar-
tillery officer and. passenger, was at 
this gun, and he, together with all the 
other guns' crews, and the Second Of-
ficer saw five or six direct hits on the 
Heinkel, causing it to turn over and 
over before it crashed into the sea off 
our port quarter. I do not think any 
other ships were firing at this particu-
lar plane and I am quite sure that it 
was our fire which brought it down. 
We also damaged another plane, 
which flew away with black smoke 
pouring from it, but it was not seen to  
crash. Again no damage was done to 
any ships of the convoy.  

I knew there were submarines about at 
this time, and was keeping a strict look
-out for them. During the forenoon I 
sighted the periscopes of two subma-
rines close to my starboard bow and 
ahead of the convoy. As one periscope 
was about 20degrees off my starboard 
bow I ordered the man at the starboard 
bridge to fire at it in order to attract the  
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up the men from the water and off the 
rafts, then rowed over to the destroyer. 
I reported to the Captain and asked him 
to put a shell into the engine room of 
my ship to sink her.  
She was burning fiercely the ammuni-
tion on top of the petrol tanks was be-
ginning to explode, and I knew we had 
T.N. T. in the next hold. The destroyer 
steamed round the vessel and threw a 
depth charge which landed on the deck 
and did not explode.  

We were all on board the destroyer by 
2200, and by this time she was silhou-
etted against the flames from our ves-
sel. We knew U boats were in the vi-
cinity, so, making a final circle of my 
vessel, the destroyer left the scene 
about 2230, the after deck being  
awash and flames creeping forward 
towards the after end of the superstruc-
ture. I knew the ship could not last 
long, but did not actually see her sink.  

The destroyer re-joined the convoy and 
we remained on board her for three 
days until we reached Malta, and in my 
opinion this was the worst part of the 
passage as we were crowded below 
decks, being subjected to constant air 
attacks and the noise of the guns above 
our heads and the explosions of the 
bombs, was terrific.  

While on board the destroyer we saw 
the tanker "OHIO" bombed and taken 
in tow by destroyers. There was no one 
on board the "OHIO" during part of the 
time, and the Captain of the destroyer 
asked me to collect volunteers from my 
crew and from amongst the other survi-
vors to man the guns on the "OHIO". A 
number of men volunteered and I  
arranged reliefs for meals for the men, 
who stayed on the damaged vessel 
throughout one day and night. One of 
the "OHIO's guns was out of order but 
the gunners quickly dismantled this 
and got it working again. I was having 
a look round the "OHIO" during  
the night when I met a man on the after 
deck who asked me who I was. I told 
him and then asked who he was. He 
replied. “ I am the Captain of this 
ship", so I returned to the destroyer, 
leaving the "OHIO" in the hands of her 
own Captain. We finally arrived at  
Malta on the 15th August.  

The whole of the guns' crews, both na-
val and army gunners, were excellent 
and I never want to be with a finer 

drawn their attention to the attack; The 
Chief Officer thought two torpedoes 
were dropped.  

The torpedo struck below the water-
line in No. 3/5?  hold on the starboard 
side, the starboard tail shaft snapped, 
and immediately the octane spirit ig-
nited, flames rising to twice the height 
of the mast. In a few minutes the stem 
part of the ship was a blazing inferno 
and I realised the ship was doomed, so 
I gave the order to abandon ship. The 
men on the poop could not get past the 
flames but two or three of them 
walked along the outside of the rail 
and reached the forward end of the 
ship. One boat had been destroyed  
by the direct hit we received earlier in 
the day, but we got the other 5 boats 
away successfully. No.2 boat went 
with a run, owing to the forward fall 
jamming and having to be cut, which 
up-ended the boat spilling out the men 
and my ship's papers into the water.  
Some of the men managed to get the 
boat waterborne and climbed into her. 
I told the Chief Officer to get all avail-
able rafts overboard as I knew the gun 
crews aft and anyone else in or on the 
poop could not possibly get to their 
boat stations because of the wall of 
flame.  
The Chief Officer, Mr Ogilvie, person-
ally took the matter in hand and was of 
great assistance to me then and 
throughout the whole passage, show-
ing zeal, coolness and ability of the 
first order. Somebody on the after 
deck managed to release the after rafts.  

One raft on the poop was blown into 
the air by the blast and came down on 
top of a Seaman gunner on the poop. 
The men were at the guns. Two of my 
midshipmen, J S Gregson and P P 
Bracewell, dragged the raft off, got the 
man out, and found that he had a bro-
ken thigh, a broken arm, lacerations to 
the other arm and face injuries. These  
two boys dragged him to the ship's 
side, threw him overboard, then Greg-
son dived in after him and swam with 
him to the destroyer, a really gallant 
and plucky action by a boy of only 18.  

We were not long in getting into the 
boats, the Chief Officer and I being the 
last to leave at about 2125, the after 
deck by this time being awash, ship 
burning fiercely, and the ammunition 
in the square ofNo.6 hatch exploding 
at intervals. We pulled round picking  

ined the damage in No 5 hold and he 
went down the escape hatch to the 
tunnels which smelt strongly of petrol. 
On his return, however, he reported 
that tunnels and shaftings were intact 
with no signs of leakage. From slow 
speed I now increased to full, about 
16¼ knots, but after a period it was 
found that the oil from No.1 tank was 
pumping itself out of the vents, and 
water started to appear in No.2 hold, 
through No.1 well. Three pumps were 
put on this compartment, and on our 
reducing speed to 12½ knots it was 
found that we were gaining on the 
water, and we finally dried the hold. 
The destroyer signaled to enquire if 
we could increase speed and re-join 
the convoy, but I said the strain on the 
ship at 16¼ knots was too much and 
we  were doing our maximum safe 
speed at 12½. She told us therefore, to 
keep as close as possible to the Afri-
can Coast. We did so, and were get-
ting on nicely, with every hope of get-
ting the vessel to Malta, when we 
were spotted by an enemy reconnais-
sance plane at about 1700.  At 1946 
two planes attacked, I put the helm 
hard over as three bombs were 
dropped, two exploding thirty feet 
astern, and one off the port bow 20 
feet away, there was no apparent dam-
age from these bombs and we  
continued.  

At 2120 on the 12th August just after 
sunset when the light was very bad, 
two planes attacked simultaneously, 
the first from the port quarter, and the 
second from the starboard bow. Both 
planes dived steeply with their en-
gines shut off, and the first I knew  
of the attack as did the destroyer, was 
when our gunners opened fire. The 
first plane flew along the port side 
without attacking, then flew off, 
whilst the second plane flew along the  
starboard side at a distance of only 50 
or 60 ft and dropped a torpedo which 
was slung athwartships from a height 
of 75ft. The torpedo struck the vessel 
in No. 3 hold on the starboard side. 
There was no sound from the aircraft 
engines until after he had dropped  
his torpedo, and the whole attack was 
so quickly carried out that the planes 
were on us and away in a flash. The 
gunners reckoned they hit the star-
board plane, but it was not seen to 
crash. The destroyer saw the torpedo 
leave the plane, our guns having 
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body of men. They all showed a fine 
example of coolness and courage, on-
ly leaving their posts when ordered to 
do so, and they fought with their guns 
throughout the attacks in an exempla-
ry manner. The after gun's crew 
brought down at least one Heinkel 
111, for certain and damaged others.  

I should particularly like to recom-
mend the Midshipman, J S Gregson, 
for his gallantry in saving the life of 
the gunner, as I have already recorded. 
I should also like to put forward the 
following Officers and men for their 
excellent work throughout this epic  
voyage:-  

Lieutenant Cmdr. G C Evans R.N. 
who was Liaison Officer, and who 
throughout the whole passage dis-
played sterling qualities of gallantry 
and leadership, and gave me the ut-
most assistance and support. His cool 
bearing was an inspiration and gave 
me confidence.  

Chief Officer J S Ogilvie, who by his 
cool and splendid bearing was a fine 
example to the crew. He was of great 
assistance to me and organised the 
launching of the rafts and the crew 
abandoning ship. This Officer served 
in the same capacity in this ship dur-
ing a previous voyage to Malta some 
18 months ago. The whole 'crew were 
inspired by his efficiency and abilities.  

Fourth Officer J M Price, showed out-
standing zeal and great courage and 
initiative, remaining on the bridge 
with me through out and carrying out 
all orders quickly and efficiently.  

Chief Engineer J Campbell, remained 
in the engine room throughout, inspir-
ing and organising the engine room 
staff, carrying out all engine manoeu-
vres, and keeping the main and auxil-
iary machinery in repair and working.  

Extra Second Engineer W E Ward, 
remained in the engine room and con-
trolled the engines throughout, and 
after the ship was torpedoed he re-
mained behind and stopped the en-
gines, rendering everything safe be-
fore leaving the engine room.  

The Carpenter N.W. Owen, who con-
tinued to sound the ship and make 
reports, carrying out his many duties 
in the face of all attacks. This man 
never ceased doing what was required 

of him and was perfectly cool and ef-
ficient throughout.  

Bosun W. McCaughey, was a magnif-
icent leader and set a fine example to 
the crew. He was consistently in evi-
dence, leading and rallying the men, in 
spite of the violent enemy fire, and 
was in a great measure responsible for 
the splendid behaviour of the crew.  

Able Seaman W. Lawley (aged 62 
years) who was "Action Stations  
Quartermaster" behaved with out-
standing gallantry. Throughout the 
many attacks he took the wheel and 
carried out all helm orders quickly and 
efficiently, and showed outstanding 
courage. 

I should also like particularly to men-
tion Major G.W.N. Taylor, RA. 
78657; this Officer organised and 
fought the guns, showing unflinching 
courage, and setting a magnificent 
example to the guns' crews. It was due 
to this Officer's organisation that our  
firing was so effective, resulting in 
bringing down at least one enemy air-
craft. Yeoman of Signals E.C.N. Col-
lins, behaved with tireless energy and 
zeal, carrying out his duties with cool-
ness and magnificent efficiency. Gun 
layer RP Mead, RN., Acting Able 
Seaman, behaved with outstanding  
gallantry. Although badly injured this 
man never complained and was a 
splendid example of courage and forti-
tude.  

I wish also to pay tribute to all the 
gunners, both Army and Navy, who 
were magnificent throughout.  

(NOTE:-  All times mentioned in this 
interview are Local Time, i.e. -2 hours 
for G.M.T.)  

It is proposed that: The Master, Cap-
tain Ramsay Brown be considered for 
a special award for his devotion to 
duty and in recognition of his skilful 
handling of his vessel and magnificent 
behaviour throughout this epic opera-
tion.  

That Midshipman J S Gregson, aged 
18, be considered for a special award 
for his devotion to duty and in recog-
nition of his gallant action performed 
under very hazardous circumstances in 
saving the life of an injured gunner.  

That the name of Lieutenant Cmdr. G 

C Evans, RN. Liaison Officer be 
brought to the notice of the appropriate 
authorities for his display of sterling 
qualities and gallantry and  
leadership which were an inspiration 
to all on board.  

That Chief Officer J. S. Ogilvie be 
considered for an award for his devo-
tion to duty and for his coolness and 
gallantry throughout this action. This 
officer served in this vessel in the 
same capacity in a similar voyage 
some 18 months previously.  

That Fourth Officer 1.M. Price be con-
sidered for an award for his devotion 
to duty and for his outstanding zeal, 
courage and initiative in remaining 
with the Master on the bridge  
during the heavy attacks, carrying out 
all orders quickly and efficiently.  

That Chief Engineer J Campbell be 
considered for an award for his devo-
tion to duty and for his cool courage 
and inspiring conduct throughout.  

That Extra Second Engineer W.E. 
Ward be considered for an award for 
his devotion to duty and in recognition 
of his splendid bearing and courage. 
This officer remained in the engine 
room throughout staying behind to 
render everything safe in the  
engine room before abandoning ship.  

Recognition 

D.S.C  Captain Ramsey Brown Mas-
ter 

D.S.C   J Campbell Chief Engineer 

D.S.M.  N W Owen Carpenter 

D.S.M.  W McCaughey Boatswain 

D.S.M.  W Lawley Able Seaman 

ALBERT MEDAL  

J. Gregson Apprentice 

Mention in Dispatches 

W.E Ward  Second Engineer Officer 

J.M Price  Fourth Officer 

P.R. Mead Acting Leading Seaman 

P.P. Bracewell Apprentice 

 

Guy Ed 
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Not another One 

 

A 

nother lifeboat drill and an-
other tragic death that adds to 

the long list of lost lives and seri-
ous accidents that have occurred on 
board ships but which should have 
been avoidable. 

Coming so soon after a similar in-
cident on the cruise ship Norwe-
gian Breakaway in Bermuda two 
months ago, Monday’s incident on 
the Harmony of the Seas in Mar-
seilles begs the question have re-
cent changes to SOLAS solved the 
long standing issue or will the 
death toll keep rising? MSC 96 ap-
proved changes to SOLAS that 
come into effect in 2020 but these 
relate to the inspection and mainte-
nance of lifeboats and so should 
not have been an issue on an al-
most new ship delivered less than 
three months ago. 

The full details of the incident are 
yet to be made known but initial 
reports that the boat fell 10m into 
the water suggest that this may not 

boat concerned. 

If the issue was with the winch 
then the question becomes was it 
equipment failure or incorrect oper-
ation caused by carelessness or un-
familiarity with the equipment? 
Either way it does mean that solv-
ing the hook problem has not put 
an end to matter and further acci-
dents and deaths will sadly contin-
ue to occur.  

 

GCaptain 

have been the result of one release 
mechanism operating incorrectly 
leaving the boat hanging. Nothing 
reported so far can confirm if acci-
dent was due to a release mecha-
nism malfunction or an issue with 
the davit winches. If it was the for-
mer then that will be a massive 
headache for the industry and for 
the equipment supplier since 
changes to the LSA Code that took 
effect in 2013 would have applied 
to the release mechanisms on the 

Food, Water Dwindling 
Aboard Hanjin Ghost 
Ships 

by Sohee Kim (Bloomberg)  
 

S 

outh Korea’s cash-strapped Hanjin 
Shipping is adrift at sea — and in 

more ways than one. 
Hanjin is one of the world’s biggest 
shipping lines and filed for bankruptcy 
protection last week in Seoul. That’s 
created a bizarre situation on the high 
seas for 85 Hanjin ships that have been 
effectively marooned offshore as ports 
in the U.S., Asia and Europe have 
turned the company’s ships away. The 
worry is that Hanjin ships won’t be 
able to pay port fees or their contents 
might be seized by creditors, which 
would disrupt port operations. 

The South Korean shipping company 
operates 97 container ships, the giant 
workhorses of global trade that deliver 
everything from cars and clothing to 

televisions and toys. The global ship-
ping disruption comes just as compa-
nies are shipping merchandise to fill 
shelves and warehouses for the end-of-
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year holiday season. 

 “Our ships can become ghost 
ships,” said Kim Ho Kyung, a man-
ager at Hanjin Shipping’s labour un-
ion. “Food and water are running 
down in those ships floating in inter-
national waters.” 

On Tuesday, South Korean authori-
ties rushed to piece together a capital 
injection. Hanjin Group will provide 
100 billion won ($90 million), in-
cluding 40 billion won from Chair-
man Cho Yang Ho, to help contain 
disruptions in the supply chain, the 
group said in an e-mailed statement. 
At the same time, South Korea’s rul-
ing Saenuri Party asked the govern-
ment to offer about 100 billion won 
in low-interest loans to the shipping 
line if Hanjin Group provides collat-
eral, Saenuri lawmaker Kim Gwang 
Lim said in a statement. 

Turned Away 

South Korea’s Ministry of Oceans 
and Fisheries estimates Hanjin Ship-
ping needs more than 600 billion 
won to cover unpaid costs like fuel, 
including about 100 billion won im-
mediately for payments such as to 
port operators to unload cargo from 
stranded ships, Kim said in the state-
ment. 

The company, meanwhile, has start-
ed providing food, water and daily 
necessities to crews on six Hanjin 
ships anchored at ports including 
Rotterdam and Singapore. About 70 
container movers and 15 bulk ships 
are stranded at 50 ports in 26 coun-
tries, according to Hanjin. 

One Hanjin captain operating a ship 
in international waters near Japan 
said his vessel has been given per-
mission to enter a Japanese port 
Wednesday to unload cargo, but will 
be required to head back out soon 
after. 

No to Food 

A request for food and water was 
rejected, said the captain via a satel-
lite phone and who declined to use 
his name citing company policy. 
There should be measures to secure 
the safety of sailors, he said, adding 
they don’t know how long they 
should wait at sea. 

While Hanjin’s lawyers try to ar-
range legal cover in 43 countries 
against ports taking over vessels, 
some captains are heading for Singa-
pore, Hamburg or Busan in South 
Korea, where the company hopes the 
ships won’t be impounded and will 
be able to unload so that clients can 
arrange alternative transport. 

The map below shows the locations 
of Hanjin’s container ships. 

Hanjin container vessels carry as 
many as 24 crew each and pack 
enough food, fresh water and other 
essentials for several weeks. A jour-
ney across the Pacific from Busan to 
Los Angeles takes up to 10 days, 
while a trip via the Suez Canal to 
Rotterdam could take a month. 

Typically, a vessel that can carry 
8,000, 20-foot containers costs about 
$8,376 to operate per day, according 
to Drewry Maritime Services Pvt., an 
independent ship consultancy. That 
ship going at a speed of 17 knots 
would consume 80 to 85 tons of fuel 
oil a day. 

Samsung Electronics Co. said in 
court filings it had about $38 million 
of goods on board two Hanjin ves-
sels off the port of Long Beach, Cali-
fornia, waiting to be unloaded. Han-
jin Shipping won temporary protec-
tion against U.S. creditors from a 
U.S. court Tuesday. 

Leaky Finances 

Lenders to South Korea’s largest 
container-shipping company last 
week rejected a restructuring pro-
posal saying it was insufficient to 

tide over a cash shortage. The firm 
may still need as much as 1.3 trillion 
won in cash to roll over debt in the 
wake of losses in four of the last five 
years, according to its main creditor 
Korea Development Bank. 

Hanjin’s woes show the container-
shipping industry is in bad health, 
limping from one exigency to anoth-
er since the 2008 global financial 
crisis brought trading to its knees. 

Helped by cheap loans, container 
lines have hung on even as freight 
rates to move sneakers to Barbie 
dolls from Asia to Europe and the 
U.S. plunged on sluggish demand. 
From A.P. Moeller-Maersk A/S to 
Hapag-Lloyd AG and France’s CMA 
CGM SA, companies have tried eve-
rything — mergers, acquisitions and 
cost cuts — while a revival in de-
mand remains elusive. 

The global shipping industry has 
been operating at a loss since the end 
of 2015, and it’s set to lose about $5 
billion this year amid an oversupply 
of vessels, according Drewry Mari-
time Research. 

The financial woes have made termi-
nal operators and marine service sup-
pliers wary of working with Hanjin’s 
vessels. Typically, port fees for a 
ship that can carry 8,000 boxes 
would be about $35,000 per call. 

“Getting ships arrested or stranded 
would minimize debt exposure for 
vendors, but it will also get the court 
to quickly take steps to normalize the 
company and start making pay-
ments,” said Rahul Kapoor, a Singa-
pore-based director at ship consul-
tancy Drewry. 

2016 Bloomberg News 
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Biggest container ship to 
visit New Zealand docks in 

Tauranga 

T 

he arrival in Port of Tau-
ranga of the biggest contain-

er ship ever to visit New Zea-
land was a historic day for New 
Zealand exporters and import-
ers, Transportation Minister Si-
mon Bridges said yesterday. 
He was speaking at the dockside 
ceremony after the giant 9600 
TEU (6m container units) Aotea 
Maersk berthed, inaugurating a 
new fast weekly direct service to 
North Asia. Mr Bridges said the 
significance of the megaships 
was not simply their size, but the 
increased efficiencies they 
would bring. 
"We are the most remote devel-
oped country in the world," he 
said. "This service is really cru-
cial in dealing with that tyranny 
of distance we have in New Zea-
land." 

Maersk Lines' new Triple Star 
service provides New Zealand 
exporters with a direct service to 
important markets including 
Taiwan, China, Korea and Ja-
pan. The Aotea Maersk will be 
one of 11 sister vessels in the 
service rotation from Chile in 
South America to North Asia. 
The service will also enable 
New Zealand shippers to direct-

Maersk Lines Oceania managing 
director Gerard Morrison said 
the inauguration of the big ship 
service marked the culmination 
of years of work. 
"Many said we would never get 
here and I think some are still 
asking how we managed to 
make it happen," he said. "The 
Aotea Maersk's arrival marks 
the dawn of a new era in New 
Zealand shipping." 

Kotahi chief executive David 
Ross described the Aotea 
Maersk's arrival as a "really big 
day for New Zealand". 
Kotahi was formed five years 
ago by Fonterra and Silver Fern 
Farms because New Zealand 
needed to look for opportunities 
to consolidate cargo and scale to 
bring bigger vessels to the coun-
try to keep it competitive, he 
said. 
"[The arrival of Aotea Maersk] 
is a significant moment in New 
Zealand's export history and a 

ly access North Asian imports 
and exports to South America, 
using a smaller vessel. 
Several of the guest speakers 
noted that the vessel's arrival 
validated the Port of Tauranga's 
$350 million investment to ena-
ble it to become the only New 
Zealand port capable of han-
dling mega container ships. 
The welcoming group also in-
cluded Tauranga mayor Stuart 
Crosby, Bay of Plenty Regional 
Council chairman Doug Leeder, 
and Australian High Commis-
sioner Peter Woolcott, as well as 
officials from the port, Maersk 
Lines, freight and logistics com-
pany Kotahi, and a large crowd 
of partners and clients. 
Chief executive Mark Cairns 
said the port's infrastructure in-
vestment programme would not 
have been possible without the 
agreement by Kotahi, in partner-
ship with Maersk, to commit to 
10 years of cargo across the 
Tauranga wharves. 
"Over the last decade, Port of 
Tauranga has been responding 
to calls from our customers, in 
particular the New Zealand 
Shippers Council who represent 
more than half our exporters, to 
ensure that New Zealand has a 
big ship capable port with chan-
nel depths consistent with our 
neighbouring Australian ports," 

he said. 
Note the cheeky yacht below.  
You must wonder what kind 
of seafarer is in charge!! 

Pictures: courtesy of Captain Ken Camp Bay of Plenty Times 
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Autonomous 
ships – on a 
collision 
course? 
Posted 30 September 2016 
By Malcolm Latarche 
Under The Editor’s View 

 

T 

he possibility of a future 
in which unmanned ships 

ply the world’s oceans is re-
ceiving a lot of media atten-
tion and R&D funding at the 
moment but while there are 
plenty of sceptics saying it 
will never happen, the enthu-
siasm of proponents seems to 
know no bounds. That there 
will be issues around regula-
tion and commercial issues 
such as insurance is accepted 
by all but some things seem to 
have been overlooked in the 
excitement. 
So far it would seem that the 
driving forces behind the con-
cept of unmanned or semi-
autonomous ships have for 
the most part been North Eu-
ropean based although much 
of the funding through pro-
jects such as MUNIN and 
MONA LISA are provided by 
the EU and could therefore be 
considered as being wider Eu-
ropean. 
The idea of reducing manning 
on European owned and oper-
ated ships has been a major 
factor behind EU funding for 
many years and in fact the 
whole concept of e-navigation 
has its roots in that idea. The 
reasoning behind e-navigation 
as originally devised was that 
it would allow European ships 

to compete better against ves-
sels that relied on cheaper 
crews from Eastern Europe 
and from Asia. That premise 
ignored the fact that most Eu-
ropean operators were quite 
happy to employ such crews 
as cost saving measures. 
Outside of Europe, support 
for unmanned ships seems to 
be much harder to find. The 
US is a strong supporter of 
unmanned military machines 
and commercial organisations 
there are also of course sup-
portive of unmanned road ve-
hicles but unmanned ships 
seem not to register highly. In 
all of the various media re-
ports around the subject of au-
tonomous ships, there appears 
a complete absence of Asian 
organisations despite most 
ships now being built in the 
region and its growing im-
portance as a shipowning and 
operating area. 
Northern Europe is a centre of 
IT in general and marine-

related IT in particular so it is 
not surprising that there 
should be support from bodies 
such as the EU and national 
governments, after all there 

are precious few employment 
opportunities in other areas as 
things stand. Asia on the other 
hand might see things differ-
ently. 
It is no secret that most sea-
farers today are supplied by 
Asian countries, notably the 
Philippines but with almost 
all other nations including 
China and India being strong 
in that sphere. Finding em-
ployment for its citizens is a 
prime concern for most gov-
ernments so it could well be 
that any attempt by European 
nations to push unmanned 
ships up the international 
agenda at the IMO or else-
where may be resisted. And, 
in an increasingly protection-
ist world with growing popu-
lations, port states may decide 
that unmanned ships are un-
welcome and refuse access. 
Or to put it another way, is 
the technology of the west on 
a collision course with the 
cheap labour of the east? 

Image courtesy of Rolls-

Royce. 
Shipinsight 
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ther oil, the MCA said. Vessels with 
counter pollution equipment will re-
main on scene until there is no longer 
any threat of a release from the dam-
aged sponsons, it added. 

Preparations are being made now to 
commence the sea fastening operations. 
Assessment of the damage has also be-
gun and other work is starting to pre-
pare the Hawk for her passage to Malta, 
which could take four or five days, the 
MCA said. 

“I’m delighted that after so much work 
and effort that the operation to load the 
Transocean Winner has been success-
ful,” commented Hugh Shaw, Secretary 
of State’s Representative Maritime and 
Salvage Intervention. “We’re so grate-
ful to the community in the area for be-
ing so supportive from the time the rig 
first grounded in August right through 
this long process.” 

The Transocean Winner grounded on 
the Isle of Lewis on August 8 after 
breaking from a tow during heavy 
weather. The rig spent about two weeks 

aground before it 
was re-floated and 
towed to the is-
land’s Broad Bay, 
where it has re-
mained moored ev-
er since. 

The ship’s final 
destination remains 
to be Turkey where 
it will be demol-
ished as was origi-
nally planned even 
prior to the ground-
ing. 

Transocean Winner Loaded On-
to Heavy Lift Ship in Scotland 

October 7, 2016 by Mike Schuler 

T 

he Transocean Winner is loaded onto the 
submerged OHT Hawk in the Isle of Lew-

is’ Broad Bay. Photo: MCA 

The stricken drilling rig Transocean Winner 
has been loaded onto a semi-submersible 
heavy lift ship nearly two months after the rig 
ran aground on the Isle of Lewis in Scot-
land.The UK Maritime and Coastguard Agen-
cy has confirmed that the rig was safely float-
ed onto the submerged OHT Hawk. The Hawk 
has since de-ballasted and the rig is now clear 
of the water. 

An MCA aircraft was on scene throughout the 
day Thursday and no pollution was sighted or 
reported, however some leakage was spotted 
in the water late Thursday. It is believed that 
the leak was a maximum of 50 litres of hy-
draulic or gear oil thought to have come from 
a damaged part of the rig. Appropriate counter
-pollution measures were taken, the MCA said. 

An overflight on Friday over the Hawk and the 
wider area across Broad Bay has found no fur-
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Vision of The Fjords, a futuristic carbon fibre tourist vessel oper-
ated by The Fjords DA, has won the coveted Ship of the Year 
2016 accolade at SMM in Hamburg. The 40m long, 399-

passenger capacity hybrid craft, which was completed by 
Brødrene Aa this summer, scooped the award for its unique ap-
proach to sustainable, sensitive and high quality operations in the 
UNESCO World Heritage Listed Nærøyfjord. 
 

Vision of The Fjords looks, and operates, like nothing else on the 
water. Designed with lines that resemble the zigzagging mountain 
paths of the Western Norwegian fjords it traverses, it allows pas-
sengers to climb over the vessel as they watch local mountains 
rise from the water. Those who prefer to view the outside from 
inside can enjoy breath-taking views in lounges wrapped by 
sweeping panoramic windows. 
The passenger experience is accentuated by technology that, as 
The Fjords CEO Rolf A. Sandvik explains, was painstakingly 
selected to set new environmental standards for the pristine habi-
tat it operates within. 
“We, and our owners Fjord1 and Flåm AS, are absolutely com-

mitted to a long-term strategy that safeguards the spellbinding 
nature of Nærøyfjord and its surrounding waterways,” he says. 
“At the same time we want our passengers to feel as connected to 
that habitat as possible – experiencing something on Vision of the 
Fjords that is not possible on my other vessel here. 

Vision of the Fjords 

STAR CLIPPER 

T 

he new sailing cruise ship currently under con-
struction for the company will be named Flying 

Clipper. She is expected to enter service in 2017, and, 
at 8,770gt and a passenger capacity of over 300, will 
be the largest and the most ambitious ship in the fleet. 
She is powered by 35 sails totalling more than 
6,350m2. 
A quarter of a century ago, in 1991, Star Clippers 
launched its first ship, Star Flyer, a recreation of the 
classic sailing ships of the 19th century. 
The new ship is a near replica of the sailing vessel 
France II, which was ordered in 1911 at La Gironde 
shipyard Bordeaux, and which was the largest square-

rig sailing ship ever built. Flying Clipper will be the 
world’s largest square rigger and the largest ship of its 
kind afloat.Star Clippers operates three of the world’s largest 
and tallest sailing vessels and, in terms of itineraries, has un-
dertaken many cruises from Havana, while Royal Clipper will 

continue sailing in the Caribbean during the winter of 2016-17. 

The first of 
three next-
generation 

warships from the Air Warfare Destroyer (AWD) Alliance has successfully com-
pleted sea trials off the coast of South Australia. The trials included testing the 
ship’s hull, propulsion and navigation systems. 
HMAS Hobart was built at Techport, Australia’s premier naval industry hub in 
Adelaide, South Australia, which is also expected to be where 12 Shortfin Barra-
cuda submarines will be built by French shipbuilder DCNS for the Royal Aus-
tralian Navy. 
AWD Alliance General Manager Lloyd Beckett said the second phase of ad-
vanced trials would take place early next year when the combat and communica-
tion systems of Hobart were ready for testing. 
“It’s the culmination of years of design and procurement, construction and outfit-
ting, system testing, training and equipment activation,” he said. 
“It gives me an enormous sense of pride in seeing our hard work culminate in a successful trial period at sea.” 

Hobart is more than 140m long, has a top speed of more than 28 knots, a range of about 5000 nautical miles and room for more than 
200 crew members. 
She carries a range of weapons, detection and electronic warfare systems onboard, which include an Aegis threat tracking system, SPQ 
Horizon Search Radar, 48 vertical launch missile cells, a five-inch gun for coastal operations and two quad launchers of anti-ship HAR-
POON weapon systems. 
The AWDs will also be equipped with anti-surface, anti-submarine, and naval gunfire capabilities. 
Hobart has surface launched torpedoes, a Phalanx short-range air and surface defence system, NULKA missile decoy system, front-
mounted as well as towable sonar systems and a flight-deck suitable for a helicopter similar to an MH-60R Seahawk. 

No 39 Australia Anti Air Destroyer 
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T 
he first of two SIGMA 10514 PKR naval frig-
ates for the Indonesian Navy 

 has successfully completed its sea trials as of 7 September. This is 
a major milestone on a project for which the first steel was cut in 
January 2014. 
The assessment phase began with seven days of basin trials to en-
sure that the propulsion and safety systems were fully operational 
before the vessel made the challenging passage from the PT PAL 
shipyard in Surabaya to the open waters of the Java Sea. 
There then followed two weeks of sea trials that included tests of a 
weapons system and the combat radar and commissioning of the 
sonar. Noise measurements and cavitation observations were also 
carried out. 
The trials were successful, with almost all the systems passing their assessments first time around. Some elements, such as the accom-
modation, require minor modifications and these will be undertaken prior to three days of final tests at the end of September. 
The 105m 2,365-tonne PKR frigates are designed to undertake a wide range of missions in and around the waters of Indonesia. Their 
primary mission is anti-air, anti-surface and anti-submarine warfare. However, they are also equipped for maritime security, search 
and rescue, and humanitarian support tasks. 
The two vessels have been/are being been built using a collaborative modular process operating simultaneously at Damen Schelde 
Naval Shipbuilding (DSNS) in the Netherlands and PT PAL shipyard in Indonesia. Each is made up of six modules, and for the first 
vessel four of these were built at PT PAL. The other two were built and fully tested at DSNS in the Netherlands before being shipped 
for final assembly at PT PAL. 
The success of the programme rested on the two yards working together with the end client operating almost as a single unit. The 
strong relationship also allowed the massive technology-transfer programme to proceed smoothly, both in Indonesia and in the Neth-
erlands. 
The first Sigma 10514 is on schedule for delivery at the end of January 2017 following the completion of three months of crew train-
ing. Meanwhile, work is currently proceeding in both the Netherlands and Indonesia on the second vessel in the contract. 
 

T 

he Russian Na-
vy’s sole aircraft 

carrier is scheduled to 
undergo her first ma-
jor refit in 2017. RFS 
Admiral Kuznetsov 
has not been exten-
sively modernised 
since entering service 
in 1990. The 58,000-

tonne carrier had been 
due a major upgrade at 
Sevmash in 2012 that 
was expected to last 
around five years. 
The plan then had 
been to update her air 
defence missile batteries and electronic systems, along with the removal of P-700 Granit (SS-N-19 Shipwreck) anti-ship 
cruise-missile launchers to provide more hangar space for fixed wing aircraft. 
The modernisation work was postponed because of long delays in the refurbishment of Vikramaditya for the Indian Na-
vy. Next year’s refit will primarily focus on upgrading flight deck equipment to improve the launch and recovery rate of 
aircraft. 
Before then the carrier is preparing to deploy to the Mediterranean later this year with a composite air wing of Su-33 
Flanker and MiG-29K/KUB Fulcrum fighters, as well as Kamov Ka‑27, Ka-31 and Ka-52K helicopters. 
SHIPS Monthly 

Admiral 
Kuznetsov 

NAVAL  
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Editorial 

O 
ur recent poor support  
on  Merchant Navy 

Day must indicate  a great 
lack of interest in what the 
MN is, of course we have re-
alised this fact for many 
years.  Unlike our armed 
forces who take great pride 
in parades and promotions 
we are not people who like 
to cause a fuss of any sort, in 
fact the following statement 
probably sums us up quite 
well, “ I was only doing my 
job”. 
And what a job that was in 
the earlier years!! 
It has to be noted however, 
that some others have final-
ly realised that our quiet 
and no fuss attitude contrib-
uted a considerable amount 
to a war effort and is still a 
vital and key component of 
keeping old Terra going.  
The following remarks bear 
this out quite clearly: 

T 
he merchant sea-
men contributed 

enormously to the fi-
nal victorious out-
come of the Battle of 
the Atlantic, and with-
out their amazing 
world-wide contribu-

tion to the war effort, 
final victories over the 
Axis powers would 
not have been possi-
ble. The price was in-
credibly high -- over 
50,000 Allied and 
neutral merchant sea-
men lost their lives 
keeping the Atlantic 
life-line to Britain in-
tact. In addition to 
those who died on the 
"high seas" of the 
North Atlantic -- and 
the South Atlantic 
which was the fa-
voured haunt of Ital-
ian submarines -- 
many other merchant 
seamen faced death 
while serving in dan-
gerous "coastal" wa-
ters such as the Gulf 
of St.Lawrence, the 
Caribbean Sea and the 
highly strategic and 
fiercely contested 
Mediterranean Sea. 
Throughout the far 
reaches of the Indian 
and Pacific Oceans 
merchant seamen fell 
victim to marauding 
German surface raid-
ers and vicious Japa-
nese submarines. Still 
others paid the ulti-
mate price while 
keeping the life-line 
to Russia intact on the 
vital Murmansk--
Archangel convoy 
routes of the frigid 
Arctic Ocean. Even af-
ter crossing the 
oceans safely and 
reaching Britain's 

coastal waters, mer-
chant seamen still 
faced the hazards of 
deadly mines and sav-
age aircraft attacks -- 
there were no "safe 
waters" for merchant 
seamen. Today, we 
must remember how 
much we owe those 
brave civilians who 
risked so much in the 
cause of Freedom, and 
who for so many 
years have received 
so little recognition. 

Allied Merchant Navy Site 

I 
t therefore behoves us, 
our friends and families 

to honour these brave men 
in a world where getting rid 
of our kind grows with each 
year. 
However, in the advent of 
another world-wide conflict 
breaking out, you can be 
sure that the services of the 
Merchant Navy will be des-
perately needed once more. 
Guy Ed 

At this time I must convey 
my apologies for the delay in 
producing the current edi-
tion of Seaviews.  This has 
been due, largely, to family 
health problems and it is 
possible that this may be the 
last issue of Seaviews unless 
we can find another scribe 
to take over its production. 
In the meantime I extend my 
sincere thanks to all mem-
bers past and present for 
their assistance in its pro-
duction. 
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Surname       First Name   Partner 

 Armstrong  Ian G.  (Vikki) 
 Barbour  John A.  

 Camp  Kenneth (Joy) 
 Culleton Richard (Anke) 
 Dennison  Gavin L. (Jill) 
 D’Mello  Gus  (Pamela) 
 Fowler Geoffrey (Gaye) 
 Gilchrist  Tom R. (Lyn) 
 Gregson  John S. (Gillian) 
Johnson Peter F. (Hilary) 
 Likos  Bill           ( Madelaine)       
 McMaster  James R. (Betty) 
 Magazinovic Carl  (Christine) 
 Read  Gordon M.            (Leela) 
 Rechenberg Gerhard (Maria) 
 Roberts  Jennifer  (Ken) 
 Rutherford  Gordon (Heather) 
 Sayle  Derek E.            (Marjorie) 
 Spencer Clive  (Sharon) 
Watson Tony 

Weston John   

Williams  Dave             (Helen) 
 

 

We are 22 

Address 

Willoughby Rd. 
204b Ohauiti Rd.,  
8 Finlowe Way, Otumoertai 
Athenree RD 1 

77 Te Hono Street 
19 Aranui Drive 

115 Freeburn Road, Pyes Pa 

20 Pacific View, 
Apt.401 Ocean Shores Village 

137 Lunds Road 

173 Te Hono St 
23 Bay St. 
27 Matahiwi Road 

185b Marsden Point Road 

C/o Swire Group, 300 Beach Rd,  
P O Box 5295 Mt.Maunganui 
61A Pitau Road 

2/ 27 Berwick Place 

16 Stableford Drive, Pyes Pa 

 17 Fishermans Cove, Army Bay 

27 Waratah street, 
63a Lowe Road, RD 6, 
 

 

 

Location 

Katikati 3178 

Tauranga. 3112 

Tauranga 3110 

Katikati 3177 

Tauranga 3112 

Papamoa 3118 

Tauranga 3110 

Papamoa 3118 

Mt.Maunganui.3116 

Katikati 3063 

Tauranga.3112 

Tauranga.3110 

RD 4 Tauranga 3174 

Ruakaka 0116 

Singapore 199555 

Mt Maunganui 3116 

Mt.Maunganui.3116 

Mt.Maunganui.3116 

Tauranga 3112 

Hibiscus Coast 9032 

Tauranga.3110 

Pahoia3176 

 

 

 

Home Phone 

07-549-1515 

07-544-3361 

07-576-5151 

07=683-5103 

07-544 4196 

07-574-6565 

07-543-3609 

07-575-7633 

07-575-5747 

07-549-3340 

07-544-3900 

07-576-7258 

07-552-6729 

09 423 7534 

64-6309-3600 

07-575-5898 

07-575-7422 

07-575-5480 

07-543-2140 

09-424-4288 

07-576-3352 

07-548-1517 

 

 

 

 

Christmas Lunch 

Wednesday 7th December Meet at RSA Mount Maunganui at 1130 

 Followed by Lunch at 1200 

 

Annual Barbecue 

Scheduled for early February at Geoffrey and Gay’s residence 

Coming Events 

A 
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