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FROM THE MASTER’S DESK
This first From The Bridge for 2018 does well to highlight some interesting themes
that are starting to evolve in our shipping industry here in Canada. The first theme
deals with the ongoing efforts of the current governments to try and bring its vision
of how shipping could be regulated as part of the World Class Tanker Safety Plan
and the newer Oceans Protection Plan. Our immediate past President, Captain Rick
Gates explores the legitimate concerns many have with the ongoing implementation
of Bill C-48 and its effective ban on oil cargoes in excess of 12,500 tonnes from the
Northern BC Coast. Captain Gates’ article also lays out the issues related to the current spill response
management process between Transport Canada and Environment Canada.
The second theme is one of technology and its implications for the shipping industry abroad and here in
Canada. There is wide spread speculation on the rise of autonomous maritime systems or even
autonomous ships as the next sea change for the maritime world. It’s noteworthy that such traditional
maritime nations such as the UK do have considerable research in this area with a small autonomous
survey craft even flying the red ensign! However an interesting counterpoint is provided by the CEO of
shipping giant Maersk Line in that the investment in this type of technology is not a priority for his
company, and given the increasing size of ships and the hazards posed by loss of control, hacking of ship
board systems, and tampering with cargo planning, it may well be a very long time before anyone is able
to accept such autonomous systems.
The third and final theme is one of human experience and highlights careers the shipping industry can
make possible. Penny Hayworth sailed as a Radio Officer on-board ships working in the Pacific from the
early 70s to the mid-1980s with great success and then was able to transition to shore side VTS services.
While in Nunavut a pre-sea training and educational program to expand Inuit experience to a life and
career in shipping is gaining wide acceptance and support that includes trips and interaction onboard
Canadian Coast Guard vessels working in the Arctic.
2018 looks to be an interesting year for shipping and Master Mariners of Canada is well poised to take an
active role in assisting industry, regulators, and the public alike in steering a safer course. The great work
done by our members taking the “social media watch” has served to highlight in many forums the great
work we are doing!
Yours Aye,

Chris Hearn. National President. Master Mariners of Canada.
YOUTUBE LINKS to Master Mariners of Canada video
English: https://youtu.be/IKrQF8yvyoY

Francais: https://www.youtube.com/watch?v=icy_ikC67rk
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Bill C48 - Oil Tanker Moratorium Act

The Government of Canada has recently passed second reading of Bill C-48 – Oil Tanker Moratorium Act;
legislation banning the transport of crude or persistent oils of more than 12,500 tonnes in Oil Tankers on the
Northern BC coast. One has to wonder whether this is just a political appeasement to the very vocal west
coast communities caused by poor communications of an incident or is it really based on fact. You would
think that for such a draconian edict, large oil tankers were running ashore frequently and rupturing tanks
and polluting the northern BC coast. However, that really isn’t the case, it is tug and oil barge operations,
sailing with pilot exemptions that are the issue.
I have to ask:
• Why is the British Columbia Coast any more special than any other coast in Canada?
• What would be the impact on Upper Canada if an oil tanker moratorium was placed on the east coast,
St. Lawrence River and Seaway and Great Lakes System?
• What would be the impact if the other Provinces/States blocked the construction of pipelines from
tidewater to Upper Canada or not agree to pipelines from Alberta to Ontario and Quebec?
The answer of course is unthinkable and not acceptable and the same should apply to this current Act.
The last incident in Canada of an oil tanker running aground and spilling persistent oil was the MV “ARROW’,
in Chedabucto Bay, Nova Scotia in February 1970 – nearly 58 years ago. The ARROW was bound for the Stora
Paper Mill in Point Tupper with a cargo of about 16,000 long tons of #6 oil. There have not been any such
incidents on the West Coast since oil tankers started operating there in the 1930s. There have been other ship
groundings that caused pollution incidents, but not oil tankers. What is the reason for this? Oil tankers along
with gas carriers are among the safest ships in the world today. The major oil tanker pollution incidents of the
last century have brought about massive changes in tanker design; training and very high standard of safety
awareness culture onboard these ships. However the image persists that tankers are the cause of the
pollution, but this is not the case anymore.
The recent incident in Bella Bella Sound was an American tug, towing an empty oil barge; it was not a Tanker!
The tug grounded and ruptured its fuel tanks. Today we have ‘double hulled’ oil tankers and together with
compulsory pilotage for all vessels and in the confined waters of the BC Coast perhaps the addition of escort
tugs is the safest way to operate in the fjords to the potential northern BC oil terminals.
Some may dispute the ARROW as being the last major tanker incident as there was the KURDISTAIN in March
of 1979 that broke in two in the Cabot Strait, but due to the severe weather and heavy ice conditions very little
of the fuel oil cargo came ashore to pollute the beaches.
After the various major oil spills of the last century, the TORREY CANYON, March 1967 on Seven Stones Reef,
South West England, the AMACO CADIZ, March 1978 off the Brittany coast, France, IMO (International
Maritime Organization) started the ITOPF (International Tanker Oil Pollution Fund), the CLC (Civil Liability
Convention Fund) to cover the costs of the clean up and remediation and also lead to improvements in ship
design and systems. However the EXXON VALDEZ in Alaska in March 1987 brought about the most significant
changes in professional response organizations, training, each ship operator is now required to have a
Dedicated Response Person Ashore, have a very detailed Response Plan that is frequently exercised and
updated, phasing out of single hull tankers and double hulls were phased in by 2005 worldwide.
Then we had the BRAER in January 1993 off the Shetland Islands that lead to Lord Donaldson Enquiry and a
report called ‘Cleaner Seas’ which also lead to the establishment of the SOREP (Secretary of State
Representative for Salvage and Intervention) and ETVs – Emergency Towing Vessels. In February 1996, the
SEA EMPRESS ran aground off Milford Haven, Wales, UK and a second enquiry by Lord Donaldson called
‘Salvage and Intervention’ which extended the authority of the SOREP. My reason for mentioning these
incidents is to point out that after each of these events positive, proactive action was taken to improve safety
and reduce such incidents. This has worked for oil tankers. Bill C–48 is a very negative approach and is
playing to minority activist groups rather than a decision based on the evidence.
The Expert Tanker Review Panel, Pt. 2, made a number of recommendations on salvage and response for all
marine incidents and one of the more important recommendations was in Sec. 3, 1. To create a single point of
contact for response that controls all aspects of the incident and has authority directly incur costs (to the
shipownner’s account). This position has to be Non Political, a professional in salvage and intervention,
perhaps a senior mariner of Coast Guard reporting directly to the Minister but must have the full support of
the Minister. The current system of Transport, Environment and Coast Guard making decisions in Ottawa and
directing the Captain of the nearest CCG vessel as ‘On Scene Commander’ is highly flawed as not every CCG
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Captain is an expert in Salvage and Intervention. Nor are all the duty officers at TC, EC, CCG or the respective
ministers / deputy ministers of the department’s experts either. This can cause political decisions and not
practical decisions to be made; an example would be the recent Bella Bella Sound incident and this Bill.
Canada does not have to re-invent the wheel; the “How To” manual / pro forma for Salvage and Intervention is
already out and working.
While the Minister of Transport has singled out a ban on oil tankers carrying over 12,500 tons of persistent
oil, there are large container ships, bulk carriers on both east and west coasts that can carry in excess of that
amount for their own fuel. The argument is not rational. This same argument will not work on the east coast
as we have to rely on foreign oil imports – no pipelines, or chance of one now – NIMBY at work.
I can appreciate the concerns of the Indigenous Coastal Communities, but the facts do not support their
position. There are more than four hundred ships passing ‘just out of sight’ off the East Coast of Canada daily
and there have not been any oil tanker groundings for over 50 years and none on the west coast for nearly 90
years.
I think the facts prove that all the changes in design, safety awareness procedures, and training and proper
response organizations, have paid off. In Canada we need a better Government single point response
organization. But there will always be the inattentive moment, loss of situational awareness, mechanical
failure that will cause an incident.
I could also discuss the PRESTIGE, off the coast of Spain in November 2002, but that would bring up another
area where we are not really well prepared for “Places of Refuge”.
Patrick Gates, MM, MNI.
Past National President Master Mariners of Canada
Maritimes Division MMC
Petition against the North Coast Tanker Moratorium: Petition E-1490 to the Government of Canada has been
initiated to withdraw the proposed ban on crude oil tanker traffic off BC's north coast.
The petition encourages a
new process whereby the interests of all affected, especially Indigenous and other communities in the region, are
considered concurrently with a robust industry and national economic assessment, which recognizes the importance
of ensuring Canada’s world-leading environmentally and socially responsible oil and gas industry can reach the
growing demand of global markets.
The petition is open for signature until June 5, 2018. https://petitions.ourcommons.ca/en/Petition/Details?Petition=e-1490
2018 February 23 http://www.cosbc.ca

World Ocean Council “Sustainable Ocean Summit” (SOS), Halifax N.S.
The SOS is a unique gathering of the world’s ocean industries focused on
the sustainable development, science and stewardship of the global ocean.
The 5th Sustainable Ocean Summit (SOS) was held from 29 November – 1
December 2017 in Halifax, Nova Scotia. The theme was “The Ocean
Sustainable Development Goal (SDG 14): Business Leadership and
Business Opportunities”.
Three members of the Maritimes Division attended the Summit and provided
the following reports: th

Day 1: November 29 2017. Captain Alan Knight
Mr. Ken Paul, Director of Fisheries and Integrated Resources, Atlantic Policy Congress of First Nations Chiefs
http://www.apcfnc.ca, welcomed Delegates on behalf of Canada’s First Nations and reminded the audience that the
Summit was being held on First Nations’ land, which is covered by Section 35 of the Constitution Act 1982. He stated
that under the treaty of 1760, the First Nations did not surrender their rights to land and resources, and retained the
right to fish, a right re-enforced by the decision in R. v Marshall 1999. He stressed the need to build respectful
relationships with aboriginal communities and to provide them with training, and thus allow them to build up their
financial reserves, and with it their ability to sustain their culture and protect and nurture ocean areas. This was a
recurring theme of the conference.
The former President of the Seychelles, Mr. James A. Michel delivered the Opening Address. He spoke of the
vulnerability of island nations to climate change and rising sea levels, and stressed the need for international
cooperation to address the threat. He described the agreement between the Seychelles and their ocean neighbour,
Mauritius, to jointly manage the Mascarene Plateau, a shallow water area between the two nations
https://www.britannica.com/place/Seychelles-Mauritius-Plateau, even though not all of the Plateau lies within their
Exclusive Economic Zones. He spoke of United Nations “Sustainable Development Goal 14 (“Life below water”)
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http://www.un.org/sustainabledevelopment/oceans/, one of 17 such Goals, which is designed to encourage
international cooperation in the protection of ocean health and resources, and the need to use “Complete life-cycle
thinking” from conception, construction, operation and eventual disposal, in an environmentally-responsible manner.
The long-term goal is to incorporate such thinking in the Law of the Sea.
Wendy Watson-Wright, http://oceanfrontierinstitute.com/about-ofi/our-team, CEO of the Ocean Frontier Institute,
spoke of the need for “Blue Sky thinking” in our use of the oceans, and of the $225 million ear-marked by Canada for
ocean development. Amongst concepts under development is the use of fish waste products for pet food, and
breeding fish that are more resistant to disease.
Cristiana Pasça Palmer https://www.cbd.int/executive-secretary/ spoke on the U.N. Convention on Biological Diversity
(CBD) and the need for long term thinking, rather than focussing on short-term exploitation of resources, and outlined
several on-going initiatives, such as designating “Sea-life Reserves” as spawning areas in order to grow stocks.
However, the problem of “pirate” fishing by unlicensed vessels is a huge problem and the costs of maintaining patrols
are high, particularly for developing nations, though drones may offer a solution.
Doug Wallace of Automatic Marine Ocean Systems outlined their development of shipping containers into “lift-on/liftoff “ marine laboratories, and of electronics that enable ships to avoid whale-strikes.
There was talk of the effect of the U.N. Declaration on the Rights of Indigenous Peoples, and the International Labour
Organisation Convention #169 on Indigenous Rights, on future ocean development. (This humble scribe thinks that
the MMC, as an advisor to Ottawa, should acquire a working knowledge of these documents).
http://www.un.org/esa/socdev/unpfii/documents/DRIPS_en.pdf
http://www.ilo.org/global/topics/indigenous-tribal/lang--en/index.htm
The conference used an interesting format in which speakers were empanelled and given 5 minutes to
critique/question other speakers before the discussion was opened to the floor
After the morning coffee break, Mike Ustler, CEO of Woodside Energy spoke of his company’s developments in N.W.
Australia, and their other environmental protection measures. Ian Smith of Clearwater Seafoods spoke of his
company’s re-equipment with new vessels that produce lower emissions and which use new technology to reduce the
“by-catch” of unwanted species.
Ben Christian of T.O.T.E. Services gave an interesting presentation on Ro-Ro/Lo-Lo operations and the problems of
planning for cargoes of different shape/size/weight.
Scott Bergeron, CEO of the Liberian Flag spoke of the on-going issues with Ballast-Water Management and Exhaust
Emissions, both of which have problems with equipment design and operation. This presents shipowners with a
serious problem: “Do we install the equipment now, at great expense, knowing that some Administrations may not
accept/approve the design, which would require removal of the existing installation and the installation of another
expensive design?”
Samantha Smith of Blue Globe Solutions https://blueglobesolutions.com spoke of the value of harvesting manganese
nodules from the seabed, and the problems of mitigating silt dispersal on to the surrounding seabed areas.

SUSTAINABLE OCEAN SUMMIT DAY 2, 30 NOVEMBER 2017
On behalf of Master Mariners Canada, Capt. Angus McDonald, Maritimes Division, attended the Plenary
Session; title, THE DIGITAL OCEAN, BIG OCEAN DATA.
Paul Holthus, CEO, World Oceans Council https://www.oceancouncil.org chaired a Panel of six speakers.
Discussed were; the opportunities for industry leadership and collaboration in advancing the most beneficial
progress for development at national, regional and global scales and what industry should do to engage other
ocean stakeholders. A professor from Dalhousie University, Ferial El-Hawary, spoke on underwater robotics,
the status, the trends and the forecast. A scientist spoke on pelagic data systems and small scale fishing fleets
and the digital ocean.
The next session I attended, addressed Climate Change and Ocean Acidification and how best to develop a
global multi-stakeholder leadership alliance to ensure ports and coastal infrastructure world-wide, are ready,
resilient and able to minimize extreme events on communities, businesses and economies.
A speaker for the
Mangrove Action Project https://mangroveactionproject.org discussed the value of mangroves. It reminded
me that when I was in the West Africa trade, we drove our big motor ships through mangroves in the Niger
Delta as we pressed on to a timber loading port deep in the jungle. Now, I realize the value of mangroves to
the ecology of an area.
At the break, I spoke with a Professor of Oceanography and Maritime Law at the Marine and Maritime
Institute, University of Southampton, England. His name, Mikis (Michael) Tsimplis, who had spoken about
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sustainable shipping and resilient ports, an interesting topic indeed, but what got the two of us engaged, was
the topic of Autonomous Ships. Kindly, he gave me a copy of a research paper on the topic, done by himself
and a Research Fellow at his university. I read it and next day, I gave him my views on the paper. The paper
was entitled, “The Integration of Unmanned Ships into the Lex Maritima” https://www.ilaw.com/ilaw/doc/view.htm?id=376831. He said that since international shipping is regulated by
international conventions, which must be blended into the national laws of Flag States. One presumes that
unmanned ships will be registered, “flagged” and operated under those laws.
This fits in nicely with the plans for our Maritimes Division to hold a seminar on the subject in late April this
year and a committee is currently studying the complexities of the options.
A speaker in an afternoon session, on the topic of Arctic Sustainable Development was Captain Birger Vorland,
a Norwegian Master who commanded the cruise ship, CRYSTAL SERENITY, on a voyage through the Canadian
Arctic, from west to east in the summer of 2017. He explained about the pains-taking research and spoke of
his interaction with the Arctic community of Cambridge Bay, in a stay of a few days. The planning was in the
works for about a year and this careful approach paid off in a pleasant and trouble-free passage. Another
speaker on this panel was a representative of the Canadian Coast Guard who mentioned that Coast Guard
would communicate with elders in Arctic communities and would adopt a more inclusive approach with the
indigenous people in the Arctic communities.
st

World Oceans Council - Sustainable Oceans Summit. Day 3: December 1 2017
Submitted by Capt. John McCann Maritimes Division
Session 1
Marine Pollution – Marine Acoustics
•
For the sessions that I attended all presenters were made up of Academia, Associations, Industry and
Vendors (marine contractors)
•
The main discussions focused on seismic arrays and air guns and to some extent marine in water
construction.
•
There were presentations on the effects of noise pollution on marine mammals and other marine species.
The damage/injuries were more pronounced depending on their migration and breeding patterns.
•
The frequency and proximity of testing has an adverse effect on marine species particularly marine
mammals.
•
In water constructions projects, in particular, pile driving into subsea beds also has an adverse effect.
•
There has been a lot of research work with many of the results focused on the Gulf of Mexico.
•
Academia showed several slides on noise propagation and the effects on marine mammals and the
sensitivity (mathematically) of noise affects on mammals.
•
Industry (perspective) showed a couple of slides of “fake” news re: environmental groups providing scare
tactics on acoustic damage to marine mammals.
•
Industry has shown that they have invested in partnership with environmental, conservation and or academia
partners of some $60 M on research in acoustic – seismic alternatives – mitigation.
•
Industry and marine contractors showed several slides on new subsea construction techniques that could cut
down on acoustic propagation.
•
Industry wants to help with solutions however they emphasized that they want more science-based evidence
on mitigation strategies.
•
Not a lot of discussion on ship pollution. However, all recognized that this is a new area of study.
Session 2
Ship Strikes and Marine Mammals
•
Capt. Kathy Metcalf – President and CEO, Chamber of Shipping of America http://www.knowships.org was
very effective outlining many initiatives that industry has taken to try and reduce ship strikes on Marine
Mammals, mainly in California and east Coast.
•
The prime example of industry and conservation collaboration was the Santa Barbara Channel whereby a lot
of effort was made including moving traffic separation schemes in order to route ships away from the
mammal breeding/migration (Blue Whales) areas.
•
Another area with some success was traffic calming in and around Martha’s Vineyard.
•
Christopher Taggart of Dalhousie was equally effective presenting mitigation strategies from the Bay of
Fundy and the Gulf of St Lawrence and River.
•
Mr. Taggart discussed auto detection buoys and phone alerts to mariners, as well as his observation that
there is a great deal of memory loss i.e. experienced mariners working in waters where whales are
diminishing and new mariners are not aware of the proximity of whales.
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He also pointed out that speed reductions are important citing that at 12 knots could result in 50% mortality
whereas whale strikes at 19 knots results in some 99% mortality.
Of particular interest was the mortality rate of the right whales in the Gulf of St. Lawrence due to ship strikes
and entanglements given that the right whale was a species at risk.
Several presentations were shown using technologies that can provide real-time whale tracking in order to
route vessels away from whale habitat.
Giving shipmasters more real time whale information will help them take real time measures to avoid whales.
Some discussions were held to indicate that the fishing industries are looking at some types of breakaway
gear to avoid entanglement.
Whale behaviour was discussed re: how one may get close to a whale and their response when they feel
threatened and the response time, thus the need to have some speed restrictions that will allow more time
for the whales to swim off.
Although I did not notice any government representatives (Canada) all agreed that Government(s) need to
play a role in developing marine strategies to protect marine mammals as part of their fiduciary role.

Session 3
Dark Ships - Illegal, Unregulated and Unreported (IUU) Fishing
•
This topic was centred on illegal fishing and destruction of fish stocks. The main examples presented were
in the Pacific.
•
Reference was made to other activities such as criminal smuggling and terrorism.
•
Several of the presenters were from Australia.
•
Mr. Stuart Kaye, marine lawyer, former mariner and Australian University Director gave a few examples on
UNCLOS http://www.un.org/depts/los/convention_agreements/texts/unclos/UNCLOS-TOC.htm and some of
the challenges of trying to enforce laws on the high seas and the limits of jurisdiction.
•
He also provided some case law whereby criminal activity was prosecuted by a flag state based on another
countries evidence indicating that progress is being made on international prosecutions.
•
Statistics indicate that there are some 3 to 8 million small vessels that are not tracked.
•
Peter Dorcas with exactEarth https://www.exactearth.com, gave an excellent presentation of the success
they have had on satellite real-time domain awareness based on their technology. He showed examples
where they isolated areas in the Pacific and The Persian Gulf that allowed investigators to isolate ships and
determine that they were lingering and or rafting alongside another vessel, which would trigger further
investigation.
•
Examples of how some jurisdiction in the Pacific (Smaller Islands) may have one patrol boat to cover vast
tracks of ocean noting that illegal fishing boats pay to find out where the patrol boat is operating or use other
means. Technologies such as UAV (Unmanned Aerial Vehicle) can stay in the air for some 30 hours and
cover vast tracks of coastal waters.
•
Some discussions where underway international to have port state control for fishing vessels noting that fish
has to be landed somewhere.
•
Australia is developing marine radar technologies that will allow them to scan other radars on the open sea
working within an area to formulate a domain awareness using a ganged radar array (very futuristic).
•
Take away: more international cooperation in prosecuting offenders (flag states accepting another countries
evidence). Better use of futuristic technologies for domain awareness.

The Next Sustainable Ocean Summit
(SOS 2018) Is planned for
Hong Kong November 14 – 16 2018

Living with giants. With up scaling occurring throughout the shipping industry, those in the field need to
get used to things getting bigger and bigger: We all know about scale economies, which have been evident in the
shipping world since the ‘supertanker’ and VLCC burst upon the scene in the 1970s. There is no denying that one
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giant ship doing the job of several smaller ones makes perfect sense. We might marvel at the amount of cargo a Very
Large Ore Carrier can handle or wonder how ship operators can even contemplate a container carrier that would carry
more than 20,000teu, but commercially, like the containers piled nine high on
deck, it all stacks up.
It is also misguided to think of scale economies as something reserved for the
biggest ships, because the same sort of up scaling is taking place throughout the
shipping industry. Chemical or parcel tankers, car carriers, offshore supply craft
and even the smallest coasters are now a great deal bigger. There is no arguing
with the economics from the operators’ point of view. Bigger ships lower the unit
cost of transport and that, at a time when sea transport is inadequately rewarded,
is the price of survival.
However, living with giants, or, at least, far larger ships than one might have been used to, is a challenge for all those
who have to deal with them. For a start, they ‘stretch the infrastructure’, giving nightmares to those who operate ports
and terminals with natural and man-made facilities, which every ship needs, dimensioned for smaller ships than those
that are now to appear. Deeper channels will be required and dredging will be necessary – itself a major
environmental obstacle, with no shortage of people willing to object to dredging as a matter of principle. Shore-side
cargo handling equipment won’t be able to handle ships that are too wide or too high. Even the bollards on the berth,
and the quay itself, may have to be reinforced to cope with the stresses of the higher and heavier hull lying alongside,
with the wind trying to tear it adrift. It may sound inconsequential, but we might be talking about major engineering.
Consider the dilemma facing the Port of New York and New Jersey, with some of America’s biggest container
terminals, which found that with the expanded Panama Canal, they wouldn’t be able to get bigger ships using the
waterway into their port because of the
height of the Bayonne Bridge.
At a
staggering cost, this mighty bridge spanning
the access channel, was therefore jacked
up to fit the larger vessels, which are now
squeezing under it. Nobody likes to ask
what
might
happen
in
NY-NJ
if
containership sizes increase again.
Pilots are good people to talk to on the
subject of giant ships, as they are the
people who have to get quarts into pint pots
and get a great deal of flack if something goes wrong. They sometimes worry that it is only economic factors that are
considered when a ship operator decides to upscale the fleet, and the safety envelope around a ship in confined
waters looks a if it is diminishing fast. There is a lot of pressure on pilots. The port doesn’t want to turn away trade,
the channel deepening or widening might take years to accomplish and the bigger ships are on the way!
If we use our initiative and skill, it will be suggested, we can take the big new ships into their berth on the top of the
tide, with just a few inches under the keel and not much leeway in the swinging basin. And it might all work out for the
best, with the tidal predictions perfect, the weather kindly and the tugs performing brilliantly, so there will be relief all
around. But it might not quite happen to schedule with a tide slow to flood, the tugs being late or the engine
management system of the huge ship shutting down the works because it detects insufficient water under the keel. It
has happened. If you add up the number of giant containerships that have come to grief in port approaches in recent
months, it is a growing and substantial number.
If you ask pilots, they will suggest that too many people in the commercial or operating departments of shipping
companies think that big ships manoeuvre with speed and precision of a small car. Designers too get quite a lot of
criticism for their inability to comprehend that there is more to ship operation than bounding across the ocean in a
manner as economical as possible. A ship has to get in and out of port and has to be handled in confined spaces.
Thus, argue pilots, we probably need rather bigger rudders to be fitted and it would assist no end if they could be
manoeuvred, under power, at lower speeds, without breaking all the lines of all the ships they pass, or the engine
stopping.
As the designers pile loads higher and higher, or bigger ships in ballast get further out of the water, not enough people
seem to realise the astonishing power of the wind on the vast acreage of the ship’s sided. What have you got tugs
for, the operators will ask. Fine, if you let us use them, say the pilots.
The giants are here to stay, without a doubt, and we’d better get used to them. And the scale economists are looking
for even bigger ships! Where will it all end?
Michael Grey. theSea. Issue 250. Nov/Dec 2017. www.missiontoseafarers.org

The ‘Lady Officer’. Penny Hayworth’s long career in radio communications.
This is not a drill!” Penny Hayworth, the sole radio operator aboard the Sea Bells of the Japanese-owned
Sanko Line, was already awake when the Captain pounded on her cabin door. On board the 16,078 gross ton
bulk carrier, 27 miles off the western shore of Guatemala, it was the absence of noise that had woken her. The
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engine was stopped and, soon after, alarm bells activated as smoke filled every corridor of the ship. Hayworth
hastily manned her radio set, tapping out the Morse code
call for assistance on her Raytheon transmitter. Static
storms were bad that night; she could not tell if anyone
could hear their desperate call.
For the following eight hours she sent the distress signal,
until a commercial radio station on the US Atlantic
seaboard at Chatham MA intercepted the call and was able
to alert vessels, on the Pacific Ocean side, of the peril on
board the Sea Bells. Assistance – from another Sanko Line
vessel – was five hours away.
The cause of the fire was a loosened screw in the overhead
piping system that allowed a fine mist of oil to spray onto
the heating pipes below it, igniting in the engine room. A
few engine crew sustained minor injuries in the flash, and the fire quickly took hold. Black smoke poured
from every ventilator and scuttle, darkening corridors and cutting off escape as bulkheads melted and decks
twisted into grotesque, impassable surfaces.
The Captain advised Hayworth to prepare a portable radio set for the lifeboat — a bulky unit that ran on large
hand-pedal-powered batteries, with a copper line thrown into the salt water for a ground.
Fortunately, it didn’t come to abandoning ship. As the Sea Bells drifted, waiting for tug assistance, the Captain
from a stand-by vessel asked if there was anything the stricken ship needed. Penny tapped back the reply
from her Captain, ‘Send ice-cold beer”. The fire was brought under control and the smoldering ship managed
to power herself to a dock in Panama City, escorted by an ocean-going tug that had arrived on scene from
Jamaica. Once the Sea Bells was secured alongside, the ship’s owner sent a pallet of beer and lobsters as a
thank-you to the crew for their efforts to save the ship. This was just one of the many memorable highlights
Penny Hayworth experienced during her 13-year career in radio communications at sea, 1972 to 1984.
Early radio communications training: Penny Hayworth’s interest in ships took hold at age 12 when she
saw the 1954 movie TITANIC, starring David McCallum. Watching the Marconi operators valiantly calling for
help captured her imagination. Born in Saskatchewan, she couldn’t have been further from the ocean; but her
family moved to British Columbia while she was in her teens, and Penny completed high school in Quesnel.
She then entered the Radio Communications and Electronics program at Vancouver Vocational College in
1971. It was the last class to be offered, so the three-year course was condensed into 18 months without a
break for holidays. Hayworth learned the regulations governing the airwaves, procedures for on-air and
Morse communications and, most importantly, how to break down, repair and test radio equipment. On
graduation she took a job testing radio sets at Spilsbury and Tindall on Cordova Street in Vancouver. She
became proficient in trouble-shooting, rebuilding and testing. After a few months doing this important form
of foundation work, she decided she wanted to try a radio position at sea.
Canora Canyon. First position at sea: In August 1972 Penny arrived in Savannah, Georgia to report as the
radio officer (RO) for the 27-year old Greek oil tanker, the Canora Canyon. Her first impression was not the
best. “I thought the ship was painted red, but it was really all rust,” she recalls. “It was in drydock and we
waited eight days to sail. There was no gangway, just a rope-and-wood Jacob’s ladder.”
Not surprisingly, the radio room was also in bad shape. A raincoat diverted a leak in the cabin roof, and an
array of radio sets — Electromechanic, Marconi, Sperry, Decca and Raytheon — littered the floor. By the time
the ship sailed, Penny had restored the capability to transmit and receive, but only on two medium
frequencies. She had started her troubleshooting with the basics — the diagrams — just as her training and
work experience had taught her. The Captain of the Canora Canyon was sceptical, but once the radio set was
up and running, all his doubts about his ‘Lady Officer’ were forgotten.
The radio officer position on board ship was unique. They were considered officers, but answered only to the
Captain. Payment on the Greek ships included a weekly bottle of whisky; Hayworth recalls she left the Canora
Canyon “in good supply”.
RO Hayworth made four trips over the next six months, but disaster struck on the last voyage when a rogue
wave hit the vessel, flooding the bridge and the decks below, and wiping the radio masts off the roof. With
only a jury-rigged VHF radio for communications, no one knew the Canora Canyon’s status until the ship was
three days from Amsterdam. The crew mutinied, and the ship was struck from the register, heading directly
to the scrap yard. This did not deter Hayworth in the slightest. She signed a 14-month contract with another
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Greek shipping firm, and reported to the 65,000-ton oil tanker Anthenoula. Despite the obvious risk of going
to sea on questionable vessels, Penny Hayworth found she loved her work. “I was being paid to see the world,
and I enjoyed the unique camaraderie that came from
being part of a ship’s crew.”
A “preferred RO” with Sanko Line: After a number of
voyages on the Anthenoula, an opportunity came up for
her to sail with the Sanko Line in 1974. This company
offered superior shipboard accommodation, excellent pay,
and a steady crew. As well, Sanko preferred hiring
Canadian ROs. Hayworth described how “... they were
known to be able to fix anything, so Sanko favoured them”. She signed on and remained another 10 years at
sea, with time mostly on the bulk ships carrying logs from Portland and Astoria in Oregon, across the Pacific
Ocean to South Korea and Japan. She had many moments of excitement at sea, intercepting distress calls and
dealing with the near-disastrous engine room fire on board the Sea Bells off the coast of Guatemala.
In 1984 Penny Hayworth made her last voyage. The changes in technology, mainly the access to satellite radio
communications, meant shipping companies no longer needed dedicated radio officers on their ships. Around
that time, the Canadian Coast Guard (CCG) was expanding their shore-based radio services, and Penny joined
Coast Guard Radio in Prince Rupert in 1985. The Vessel Traffic Services (VTS) was in the room next to CCG
radio (at that time a separate entity), though only a flimsy wall divided the two operations. Penny left the
“radio side” and joined the “traffic side” in February 1988. Eventually, in 1995 they were amalgamated, and
operators on either side of “the wall” learned both jobs. Penny was indifferent about the amalgamation,
taking it in stride. In 2006, she transferred to Comox Coast Guard Radio and concluded her long career in
2016, the year the Comox station was closed.
A lifelong dedication to communications: This writer had the pleasure of working with Penny Hayworth
during my 13-year career with Coast Guard Radio, the last eight years of which were with the Comox station. I
recall the first time I met her. She was carrying an enormous bag, from which she pulled a beautiful pair of
epaulettes. For Penny, these were an important connection to the time she had spent as a radio officer at sea,
and a reminder of the vigilance required for communications with ships hundreds of miles offshore, and with
only a voice over the radio, or the dah-dit-dah of Morse code, to connect them to the rest of the world. Penny
Hayworth’s 44-year career (13 at sea and 31 with the CCG) reflects her lifelong dedication to communications,
going back to her first seagoing experience as the “Lady Officer” on the Greek oil tanker Canora Canyon.

Lynn Salmon. Western Mariner. October 2017. www.westernmariner.com
For 13 years, Lynn Salmon worked as a marine communications and traffic services officer at Canadian Coast Guard
(CCG) radio stations in Prince Rupert and Comox BC, until the latter station’s closure in May 2016. Still based in
Comox, she writes about BC maritime history and contributes to the Nauticapedia Project (www.nauticapedia.ca) as
senior editor.

Captain G.O. Baugh Memorial Scholarship: A letter from a recipient.
To the Trustees of the G.O. Baugh Fund,
I would like to thank you for selecting me as one of this year’s recipients of the G.O. Baugh Memorial
Scholarship.
As I am originally from Ottawa, my seafaring experience began following my first year of studies at the Marine
Institute. My first sea phase consisted of 40 days working on the Bulk Carrier Mélissa Desgagnés, sailing from
Trois-Rivières, Québec to Corner Brook, Argentia, and Long Pond, Newfoundland carrying a cargo of bulk
cement.
Following my first sea phase, I returned to the Marine Institute for my second year, which was much more
focused on subjects necessary to be successful as an Officer. Following my second year of studies, I spent my
third year of the program on what is colloquially known as the Nautical Science “long sea phase”.
My second sea phase began with 3 months working on seismic research vessels offshore Newfoundland, the
Atlantic Explorer, and the Amazon Conqueror. This was my first experience working with an international
crew, and it was an excellent learning opportunity. In addition to working with crews for numerous countries,
I was given an increased level of responsibility, which assisted greatly in my professional development.
After working on seismic research vessels, my experiences shifted to working on Offshore Support Vessels, in
support of Newfoundland’s offshore oil industry. I spent over 7 months working on the Atlantic Merlin, an
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Anchor Handling, Tug, Supply vessel based out of St. John’s. During this time, I participated in a variety of
cargo operations; anchor handling operations, ice management, and towing operations. I was one of the only
Cadets who was given the amazing opportunity to participate in the tow-out of Exxon’s new Hebron Platform,
which by weight, was the heaviest tow ever undertaken. Upon completion of the tow-out, I sailed with the
Atlantic Merlin to Aberdeen, Scotland and assisted in the decommissioning of a MODU Rig. Following this, I
returned to St. John’s, and spent several weeks working on the Paul A. Sacuta, an Inspection, Maintenance,
Repair, and ROV vessel contracted to the Hibernia platform.
While working offshore Newfoundland, I was also given the opportunity to learn from the Officers in regards
to Dynamic Positioning Systems, and the important role they play in many offshore operations. This
experience has convinced me to pursue a DP Operator’s certificate in addition to my Watchkeeping certificate,
and to use those skills in the field of subsea construction, both within Canada and abroad.
I would again like to thank the Trustees for selecting me as one of this year’s recipients of the G.O. Baugh
Memorial Scholarship.

Sincerely, Alexander Brisson
Container Ship Load Planning Systems Are Vulnerable Says Ethical Hackers: Ethical hackers Pen
Test Partners have highlighted a vulnerability in the load planning processes used by container ships.
“Intercepting and modifying the messaging used in bay planning can be relatively
straightforward if you know what you’re doing,” said Senior Partner, Ken Munro.
“When asked to investigate this, we noticed a lack of security in the validation of the
message’s integrity and a simple phishing attack is all it takes to gain access,” he continued.
By modifying the messages, and therefore the loading plan itself, a hacker could cause a vessel to list by swopping
the order that the containers are loaded.
Hackers could also cause environmental damage and incur heavy fines for shipping lines by forcing emergency
discharge of ballast water as a result of unexpected out-of-trim situations caused by bay plan manipulation.
Refrigerated containers could be switched off spoiling thousands of pounds worth of perishable food and so the list
goes on.
Not only that, but Pen Test Partners have discovered that USB sticks are commonly used to transfer the load plans
from ship to port. This poses a major security risk as a USB infected with malware could cause series issues for port
authorities.
“Ship security has a long way to go to catch up with the level of security we expect in corporate networks. They are
remote, difficult to update, and their IT hardware is often old and not well
maintained,” added Munro.
“Ship owners and managers need to have a cyber security plan in place and
should review their current IT systems to make sure that any potential weak
points
open
to
attack
are
closed
as
soon
as
possible.”
Source: Pen Test Partners LLP
International Shipping News 28/11/2017
http://www.hellenicshippingnews.com/container-ship-load-planning-systems-are-vulnerable-says-ethical-hackers/

British technology, innovation, thought-leadership and regulatory know-how creating future of
maritime autonomy: 2017 has been the year of debate and prophecy on autonomy. We’ve heard all about
driverless cars and drones that will deliver parcels to our homes in a matter of minutes, revolutionizing the way we go
about our lives. The maritime sector has not been exempt from this exciting debate.
At shipping weeks and maritime conferences across the world, panellists have offered their thoughts and predictions
on what automation means for maritime.
Many have predicted that unmanned surface and underwater vessels will dominate maritime activity over the next
decade. What isn’t a prediction, however, is the belief that the UK will be the leader in vessel autonomy. It’s not a
prediction – we already are.
Across technology, innovation, thought-leadership and regulatory know-how, the UK is at the forefront. British
companies like ASV Global and AutoNaut lead the world in the design and manufacture of autonomous vessels, and
Rolls Royce leads the pack in developing remotely operated shipping.
Just this year, the UK's first testing service for autonomous maritime systems was announced. The Solent-based
service will provide space to conduct trials and test cutting-edge systems, while being anchored at the heart of a
world-class cluster of academic and industry collaboration.
While commentators may disagree on how autonomy will develop and what it will mean for maritime, everyone is in
agreement on one crucial point: existing global regulatory systems are well behind the curve and need to adapt.
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Here, again, the UK is leading the way. At a Southampton showcase of maritime autonomy, the UK launched an
Industry Code of Practice for the design, construction and operation of autonomous maritime systems.
This Industry Code of Practice seeks to provide practical guidance for the design, construction and safe operation of
autonomous and semi-autonomous vessels under 24 metres long, which will provide guidelines while the more
detailed regulatory framework for autonomous systems is developed.
The Code will be updated as required when guidance from the IMO Regulatory Scoping Exercise is published, and as
the MCA develops policies to meet the needs of forthcoming technological, commercial and regulatory demands.
It is UK thought-leadership that is driving forward advances in technological advances and regulation. Indeed, it was
the UK that led the way in calling for the IMO to launch the scoping exercise.
UK companies have already begun outlining some of the future developments and challenges that autonomy may
pose. During London International Shipping Week this year, Lloyd’s Register, QinetiQ and the University of
Southampton launched a new insight report into marine autonomy, which considers employment, skills and the socioeconomic impacts of these systems.
The report argues that: •
It will be challenging for regulatory and legal systems to adapt,
•
Consumer-driven technological developments will drive the pace of change,
•
Seafarers will be required to change their skillsets.
The new Industry Code of Practice is designed to set initial standards and best practice for all those involved with the
development and operation of autonomous systems. The Code will shape new regulation as it develops.
David Dingle CBE, Chairman of Maritime UK said, “I’m delighted that this timely and comprehensive Code of Practice
has been developed by industry, demonstrating the UK’s pre-eminent role in leading regulatory developments that
benefit our global sector. This, added with our cutting-edge innovation and thought leadership, means that the UK
really is the world’s maritime centre.”
The Maritime Sector Deal that is being developed by industry as part of the government’s Industrial Strategy will
include a significant focus on autonomy, in order to capitalise upon both the UK’s advantage within autonomy and
new opportunities on the horizon.
The UK International Marine Autonomous Systems Regulatory Conference 2017 was held in Southampton on 16th
and 17th November.
https://www.maritimeuk.org/media-centre/blog-posts/blog-british-technology-innovation-thought-leadership-andregulatory-know-how-creating-future-maritime-autonomy/

First under the Red Ensign: The UK Ship Register has
signed up its first-ever unmanned vessel to the Red Ensign.
The C-Worker 7, of ASV Global, of Portchester, will be used
for subsea positioning, surveying and environmental
monitoring and she can be used under direct control, semimanned or completely unmanned.
“By supporting emerging technologies such as autonomous
systems, we are helping to keep the UK at the forefront of the
global maritime industry,” said Doug Barrow, director UK Ship
Register.
Vince Dobbin, sales and marketing director of ASV Global,
said, “We are delighted to have achieved the first registration
of a semi-autonomous vessel for maritime operations. The
Maritime & Coastguard Agency has been critical in enabling ASV to reach this pivotal milestone recognising the
prominence of unmanned systems in the maritime environment.”
The pressure group Maritime UK https://www.maritimeuk.org has launched a new Industry Code of Practice for the
design, construction and operation of autonomous maritime systems.
27 December 2017. http://www.seabreezes.co.im/index.php/news/maritime-log/2693-first-under-red-ensign

Maersk CEO – self sailing container vessels aren’t worth investing in: With its investments in automation
at several of sister company APM Terminals’ facilities around the world, Maersk is one of the leaders in bringing
advanced technology to the shipping sector. However, it appears to regard autonomous vessels as a step too far,
according to this report from tech news site V3. “Even if technology advances, I don’t expect we will be allowed to sail
around with 400-meter long container ships, weighing 200,000 tonnes without any human beings onboard,” said Chief
Executive Soren Skou.
"Even if technology advances, I don't expect we will be allowed to sail around with 400-metre long container
ships, weighing 200,000 tonnes without any human beings onboard," he told Bloomberg.
"I don't think it will be a driver of efficiency, not in my time," he added.
Both regulation and lack of a return on investment are therefore an inhibitor for this kind of sophisticated
automation in Skou's opinion. But Maersk must have carefully considered this option as it has spent a lot of time
improving its global container fleet and innovating in the field.
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Last month, it formed a joint venture with IBM to develop the use of
blockchain technology to manage and track cross-border trade, and it has
also developed a self-sailing tugboat in its towage unit.
While ships have grown bigger, efficiency and automation have allowed
Maersk to restrict crew sizes - now the company needs less than half as
many sailors to transport a container as it did two decades ago. But Skou
is adamant that fully automated vessels are not part of the company's
strategy.
Interestingly, Rolls Royce's marine unit, which is considered a leader in
developing self-sailing technologies, remains unprofitable. This is even
th
after a restructuring that saw the unit cut 4,200 jobs. The company was put up for sale last month. Feb 18 2018
https://www.v3.co.uk/v3-uk/news/3026839/maersk-ceo-self-sailing-container-vessels-arent-worth-investing-in

Down to the sea in ships. Nunavut trainees learn about maritime jobs: A bell chimes six times on the
bow of the Canadian Coast Guard Ship Henry Larsen, as the crew weighs anchor in Frobisher Bay.
Each chime marks a shot, or 27.4 metres of chain link, indicated by a swatch of chipped red paint that prompts the
ringing brass bell. It takes over 10 minutes for the hydraulic hoist to raise the anchor up from the bottom of the bay
and tuck all that chain down into a hold below deck.
For the crew of the 100-metre-long icebreaker, it’s just another day at work. But for a gathered audience of 11
student mariners, it’s a fascinating first-time experience.
“We were just learning about all the chains this week … actually seeing it gives you a different perspective,” said Sam
Aningmiuq, a student at the Nunavut Fisheries and Marine Training Consortium in Iqaluit.
The students are nearing the end of a three-month course that will leave them qualified to work as deck hands on oil
tankers, cargo ships, research vessels or for the Canadian Coast Guard. The program is classroom based, with sea
time supplemented through state-of-the-art simulators at the training school.
But last Friday, students were lucky enough to test their sea legs for real during a day trip on board the CCGS Henry
Larsen.
That included transit to the ship in a helicopter—another first-time experience for most. Once safely on board, the
group was given a full tour of the ship, with detailed explanations of how safety drills are done, how lifeboats are
launched, and so on.
The day also saw a full lunch of fish and chips and a tour of the engine room where earplugs were a must for muffling
the loud whir of the ship’s three 16-cylinder engines.
Students also checked out the forepeak of the ship where the bosun and deck crew showed them the ropes—
literally—as well as levers and straps used to secure large equipment on board.
“It’s cool being here, I’m really glad we got the opportunity,” said Aningmiuq. “I’m torn between going to the Coast
Guard or fisheries now. I can see myself working on a boat like this.”
Aningmiuq, who grew up in Cape Dorset, moved to Iqaluit from Ottawa, where he had been working at one point for
Tungasuvvingat Inuit. “I’ve been jumping from job to job, and this seemed like an actual career,” he said.
Two students from previous classes at the Nunavut Fisheries and Marine Training Consortium worked on board the
Henry Larsen earlier this summer.
“You could spend a month in the classroom explaining things … but when they come here and see it, then it becomes
real,” said course instructor Peter Richards. “They can see the size of things, they can see the danger involved, they
can see how much machinery deserves respect.”
Richards spent his career on oil tankers and dive-support vessels, retiring as a Captain after years spent travelling the
globe. Hailing from Newfoundland, he said he is seeing a change in marine trades here in Nunavut, similar to what
he saw at home during the dawn of the offshore fishing industry there.
“When the offshore started in Newfoundland it was run by Brits, Norwegians and Americans,” he said. “Then the
government stepped in and said, ‘You have to hire local people.’”
After two decades of recruitment and training efforts, “now, in offshore Newfoundland, you’d be hard pressed to find
anybody who is not from Newfoundland, top to bottom.”
That can happen in Nunavut too, Richards said, and the marine school is working to hasten the process.
“If you’re going to exploit the resources here you’ve got to hire local … they need the opportunity.”
For Neil MacDonald, commander on board the Henry Larsen, working with Nunavummiut is all part of doing his job
right. “I made it my personal goal to reach out to community groups while I’m up here,” MacDonald said. “My goal is
to get everyone involved, to do more training and to engage the people.”
And students were definitely engaged as they wandered through the bridge of the ship, learning about navigation and
nautical charts and taking a turn at the wheel—which is one job they could end up doing full-time if the Coast Guard
were to hire them.
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“A ship like this is not quick to respond … it can be difficult to stop too. It’s just getting the feel of handling a bigger
vessel,” MacDonald said.
Watch keeping is another bridge-based job, and on this day leading seaman Yvonne Nochasak, a crewmember from
Nain, Labrador, was doing it.
“It’s always good to see students on the ships who are interested in learning about marine life,” said Nochasak, who
has been with the Coast Guard for 11 years.
She said the travel opportunities in the job are eye opening, and “the small team and environment teach you to work
with other people and see other perspectives … it’s like your second family on the ship.”
Not to mention, “you appreciate stuff on land when you get back from sea,” she said.
After meeting Nochasak, and being ferried around the ship by two female navigation cadets and shown the engine
room by a female first engineer, one more take-away from the day was that a career with the Coast Guard is
accessible to both men and women.
“It gives women encouragement when you see another woman working in a male-dominant environment,” Nochasak
said. “There is opportunity out there for women.”
For Kerry Ningeocheak of Coral Harbour, this was good news. She applied for the marine training program because
she was interested in working in fisheries, but was told that most companies in Nunavut won’t hire women to work on
offshore fishing vessels. “I can’t do it because I’m female,” she said. But that wasn’t going to stop her from getting
trained and finding a new job.

Bernard Angootealuk gets a crash course in chart navigation
from first officer Gerard Chafe. (PHOTO BY BETH BROWN)

Yvonne Nochasak, a crew member from Nain, Nunatsiavut,
does her job as quartermaster, keeping watch on the bridge.
(PHOTO BY BETH BROWN)

“Usually there are more men [than women] but that’s changing and I want to be a part of that change.” She could
apply to work on a research vessel though, after today, she is pretty sure she’ll apply to work for the Coast Guard.
“It was an amazing experience, it was more than what I expected. We’ve seen pictures of the equipment they have
here but I didn’t know it would be that big,” she said, adding that it was a pleasure to meet Yvonne Nochasak during
the bridge tour.
“She seems to really enjoy it. She’s a motivation to me,” Ningeocheak said.
“We have a lot of young women in the courses now, and it’s an excellent opportunity for them,” said marine school
director Randy Pittman. But he said there’s one catch for northerners applying for work with the Coast Guard: the
high cost of airfare. Coast Guard crews work on rotations, meaning they might be on duty for six weeks and then off
for the next six weeks. But in order to fly home and be with their families during their off time, employees would have
to front their own travel costs. Northern flight prices make an otherwise well-paying federal job with a pension and
benefits look a little less desirable, Pittman said, adding that he is in talks with the Coast Guard to find a solution to
this problem.
The students on the tour were part of the consortium’s Kisarvik program, which is an employment-training program
developed by the college in partnership with the Government of Nunavut’s Department of Family Services. The
program is for youth aged 18 to 30 who are looking to upgrade their education and career skills and who may have
faced barriers to education or employment in the past.
“A lot of the certificates they get are transferable,” Pittman said. “We don’t really care if they go to work in the marine
industry. They develop self-confidence and the skills that they need to go to work.”
As for the day trip, Pittman said it’s a rare opportunity for students at his school to get on board a large ship.
“We’ve got a bridge simulator and the latest and greatest equipment, but the real thing? There’s no substitute for
that,” he said.
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It was clear that the students agreed when, back on the bow, they leaned keenly over the rails to watch the anchor
surface at the side of the ship, and later, when they snapped a few final selfies with their smartphones during the
quick flight back to shore.
The Henry Larsen was the last icebreaker left in the Canadian North, and was finishing one last job near Iqaluit before
closing up the ice season and heading south. MacDonald said the Henry Larsen was to be expected back in St.
John’s, Nfld., by Nov. 24.
http://www.nunatsiaqonline.ca/stories/article/65674down_to_the_sea_in_ships_nunavut_trainees_learn_about_maritime_jobs/

Time-lapse Video: Icebreaking LNG Carrier Eduard Toll Transits the Northern Sea Route
February 13, 2018 by Mike Schuler

Shortly after its official delivery last month, Teekay’s new icebreaking
LNG carrier Eduard Toll made its way to complete both its first
loading at the Sabetta Terminal in the Russian Arctic and its first
discharge in Montoir, France after sailing across the Northern Sea
Route unescorted.
The voyage marked the latest major milestone for shipping in the
Arctic, as it was the first time a vessel made an independent passage,
without the support of an icebreaker, during this time of year.
The team onboard captured a time-lapse of the voyage showing the
start of the Northern Sea Route transit. And it’s quite impressive.
Take a look: http://gcaptain.com/timelapse-video-icebreaking-lng-carrier-eduard-toll-transitsthe-northern-sea-route/

Yo-ho-ho and 900 litres of rum: Tall ship circling globe with spirited cargo.
Lunenburg's Prohibition past; just to make 4 barrels of rum taste even better.
When Nova Scotia's Picton Castle sets sail from Lunenburg
Harbour on a round-the-world voyage this spring, it'll have a little
something special sloshing about in its hold.
Four big barrels holding 900 litres of rum have been hoisted on
board. It's nothing unusual in a town that once saw fishermen
abandon cod to smuggle booze into the U.S., but there is a twist.
The Picton Castle will indeed head straight for the U.S., stopping
in New Orleans, but it will keep the rum on board, sailing it to the
Galapagos Islands, Pitcairn Islands, across to the Cook Islands,
Indonesia, South Africa and Bermuda, before landing right back
in Lunenburg.

Picton Castle draws on

The rum's owner, Pierre Guevremont of Ironworks Distillery, says
this rum is meant for Nova Scotians.
"The interaction of the barrel and the movement of the barrel, and
the interaction of the spirit in the oak, is always something that
improves the taste of the rum," he said as the barrels went on
board.
"And that's where aging comes from: from sea captains who said,
'This rum tastes better at the end of the voyage than the
beginning.' And so what was a method of transportation became
a methodology of improving the quality of the spirits."
It doesn't hurt as a promotional tool, he admitted.
Slipping barrels of rum onto a ship in Lunenburg has a long and shady history. Far from seeking publicity, the Nova
Scotians who replaced fish with booze in the 1920s and 1930s tried desperately to avoid attention.
Nova Scotia went legally dry during the First World War and remained so until 1930, much like the U.S. But Canadian
distilleries could legally make and export alcohol and transport it by sea — just not into America.
And yet at one point, 90 per cent of the schooners in Lunenburg Harbour were smuggling spirits into the U.S., handing
it to criminals under the cover of darkness along the Boston and New Jersey coast. One Nova Scotian captain who
brought his illegal cargo right into New York Harbour died when authorities fired on the boat.
The crew of the Picton Castle, a 55-metre, steel-hulled, square-rigged barque tall ship, expect to face significantly less
trouble.
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The biggest risk is likely a thirsty crew of 40 men and women eyeing the casks somewhere in the South Pacific.
Nova Scotia - CBC News. Feb 10, 2018
http://www.cbc.ca/news/canada/nova-scotia/ironworks-distillery-rum-picton-castle-1.4528958

Tests Show Ease of Hacking ECDIS, Radar and Machinery:

Security company Naval Dome
https://www.navaldome.com has demonstrated what it says is the maritime industry’s nightmare security scenario
with a series of cyber penetration tests on systems in common use on board tankers, container ships, super yachts and
cruise ships.
The tests demonstrated the ease with which hackers can access and over-ride ship critical systems.
With the permission and under the supervision of system manufacturers and owners, Naval Dome’s cyber
engineering team hacked into live, in-operation systems used to control a ship’s navigation, radar, engines, pumps
and machinery.
While the test ships and their systems were not in any
danger, Naval Dome was able to shift the vessel’s
reported position and mislead the radar display.
Another attack resulted in machinery being disabled,
signals to fuel and ballast pumps being over-ridden
and steering gear controls manipulated.
Commenting on the first wave of penetration tests, on
the ship’s Electronic Chart Display and Information
System (ECDIS), Asaf Shefi, Naval Dome's CTO, the former Head of the Israeli Naval C4I and Cyber Defense Unit,
said: "We succeed in penetrating the system simply by sending an email to the Captain's computer.
“We designed the attack to alter the vessel’s position at a critical point during an intended voyage - during night-time
passage through a narrow canal. During the attack, the system's display looked normal, but it was deceiving the
Officer of the Watch. The actual situation was completely different to the one on screen. If the vessel had been
operational, it would have almost certainly run aground.”
According to Shefi, the Naval Dome hack was able to alter draft/water depth details in line with the spurious position
data displayed on screen.
“The vessel's crucial parameters - position, heading, depth and speed - were manipulated in a way that the navigation
picture made sense and did not arouse suspicion,” he said. "This type of attack can easily penetrate the antivirus and
firewalls typically used in the maritime sector.”
Shefi said: "The Captain's computer is regularly connected to the internet through a satellite link, which is used for
chart updates and for general logistic updates. Our attacking file was transferred to the ECDIS in the first chart
update. The penetration route was not too complicated: the attacking file identified the Disk-On-Key use for update
and installed itself. So once the officer had updated the ECDIS, our attack file immediately installed itself on to the
system.”
In a second attack, the test ship’s radar was hit. While the radar is widely considered an impregnable, standalone
system, Naval Dome's team used the local Ethernet Switch Interface - which connects the radar to the ECDIS, Bridge
Alert System and Voyage Data Recorder – to hack the system.
"We succeeded in eliminating radar targets, simply deleting them from the screen,” said Shefi. “At the same time, the
system display showed that the radar was working perfectly, including detection thresholds, which were presented on
the radar as perfectly normal.”
A third controlled attack was performed on the Machinery Control System (MCS). In this case, Naval Dome's team
chose to penetrate the system using an infected USB stick placed in an inlet/socket.
"Once we connected to the vessel's MCS, the virus file ran itself and started to change the functionality of auxiliary
systems. The first target was the ballast system and the effects were startling. The display was presented as perfectly
normal, while the valves and pumps were disrupted and stopped working. We could have misled all the auxiliary
systems controlled by the MCS, including air-conditioning, generators, fuel systems and more.”
Naval Dome says that system manufacturers can unwittingly transfer viruses infecting ship systems. “As
manufacturers themselves can be targeted, when they take control of onboard computers to carry out diagnostics or
perform software upgrades, they can inadvertently open the gate to a cyber attack and infect other PC-based systems
on board the ship.” BY MAREX 2017-12-21
https://maritime-executive.com/article/tests-show-ease-of-hacking-ecdis-radar-and-machinery#gs.IqpJ=vc
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And now for something completely different!
A comedy of anxious moments: It may have been mid-1949, or towards the tail-end of that year – the record is
not all that precise – that the Liberty ship Student lay anchored off the port of Beira in Portuguese Mozambique
awaiting her turn to berth. In those days that could mean a delay of several weeks, weeks in which a diligent Chief
Officer could marshal his crew to perform prodigies of maintenance. The Student had one such Chief Officer, and
one who was always prepared to lead by example. Thus, early on this particular morning he was to be found scaling
patches of rust forming on the fishplate running along one of the main deck alleyways. In order to reach the target of
his eager chipping hammer he had been obliged to stand on an old box that was imperfectly balanced in relation to
the scupper. Consequently, it was no surprise to any student of the forces of equilibrium when, as he reached
outboard, the box tilted, throwing him off balance and over the rail into the murky waters of the Rio Pungue.
Now, the Mate (known affectionately as ‘Butch’ to his many friends, a sobriquet inspired, I hasten to add, by his florid
complexion, bull neck, brawny build and formidable strength) could not swim. Perhaps he belonged to that school of
seafarers that resolutely declined to embrace the natatorial arts on the grounds that, if one did have the misfortune to
fall overboard in mid-ocean, such skills only prolonged the
agony without averting the inevitable.
Be that as it may, when Butch surfaced he let out a mighty
yell, expelling what air remained in his lungs before
submerging for the second time. His bellow had been
heard however, the situation nicely judged, and men took
up the ageless cry of “Man Overboard!”
Meanwhile, the Chief Officer’s semi-submerged body was
being carried aft on the swift-flowing tide. For a brief
moment his streaming eyes cleared and he saw before him
the obdurate steel side of the ship, rising cliff-like from the
muddy, brown stream, the pink boot-topping barnaclestudded, patchy with rust and green moss, and with not a
hand-hold in sight.
As he went down for the third, and probably the last time, his flailing arms struck painfully against the stern frame with
its complex arrangement of propeller and rudder. He hung on grimly, fighting for breath.
On the deck high above, the cries of “Man Overboard” had reached the ears of the Captain (The Mighty Atom). His
reaction was swift and predictable. “Call the Mate”, he cried. “But Sir, it is the Mate!” was the anguished reply.
Heads peering over the side had observed the Chief Officer’s progress towards the stern, and another strangled yell
from below had pinpointed his precarious position as he clung to the stern frame.
Somewhat nonplussed, the Captain nevertheless took charge. “Fetch a ladder,” he ordered. Unfortunately, this was
easier said than done, for, owing to the depredations of local thieves, all moveable stores and equipment were locked
away in port, including the all-important rope ladder. The Bosun reported back to the Captain. “The ladder’s in the
forepeak, Sir, and it’s locked!” “So! And where are the keys?” “The Mate has them, Sir!”
All eyes locked on to the unfortunate Chief Officer, and anxious enquiries confirmed the truth of the statement.
Someone passed down a light heaving line, and with considerable difficulty, and at risk of being swept away, Butch
managed to extract the bunch of keys from his sodden trousers’ pocket and attach it to the heaving line. He watched
anxiously as it was whisked away, and eventually, after what must have seemed an age, the ladder was shipped in
position. Then, mustering what remained of even his considerable muscle-power, he climbed back to safety.
This incident, so fraught with anxiety, and with a clear potential for tragedy, had ended happily. But the story will live
on in the rich folklore of that company’s cautionary tales for many years to come.
How deep is the ocean? Take a look at this video. This incredible animation shows how deep the ocean
really is: http://www.hellenicshippingnews.com/this-incredible-animation-shows-how-deep-the-ocean-really-is/
Just how deep does the ocean go? Way further than you think. This animation puts the actual distance into
perspective, showing a vast distance between the waves we see and the mysterious point we call Challenger Deep.

That is the February 2018 edition of “From the Bridge. The next will be in May. If you have any items for
inclusion in the FTB please send them to me at whitknit@telus.net. I look forward to hearing from you.
Sincerely, David Whitaker FNI
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