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FROM THE MASTER’S DESK
This edition of From the Bridge finds the country in the firm grip of winter and slowly steaming
towards the spring. Winter and spring slowly merge in this country, one slipping into the other,
although sometimes I’m unsure which way. Cold, snow, and ice are all factors experienced by
those at sea and sailing on the coasts or the seaways, which makes our maritime culture unique
and interesting to be involved in. Something interesting to read goes along well with long winter
months and our publication always has articles and stories carefully gathered to provide past and
present views and comment on our maritime industry. Certainly, this edition has topical content
but there are some noteworthy elements. Firstly, as you will read, our upcoming AGM in Ottawa this coming October
starts with a daylong symposium titled “Evolution of Equality and Inclusion in the Maritime Profession”. The event will
focus on examining matters of equality, opportunity and gender and cultural topics and how the industry must continue
to evolve in order to attract people to a seafaring career. Highlighting the long interest and activity of women active at
sea are the articles on Kate Armstrong (first female winner of the Baugh Scholarship) and Mélanie Leblanc and their
experiences. Of course we should also note that the newest icebreaker for the Coast Guard has been called the CCGS
Captain Molly Kool, honouring the first woman to be a licensed Captain in Canada.
(To read about Captain Molly Kool, see the May 2009 edition of From the Bridge, Page 2)
http://www.mastermariners.ca/wp-content/uploads/2016/03/FTB-09-051.pdf

Secondly, this edition will be one of the last for our editor Captain David Whitaker, who after 12 years of being involved in
the creation of From the Bridge will be looking to hand over command. I’ve always enjoyed reading From the Bridge and
appreciated the effort that goes into crafting our newsletter. Over the past two years in my role as President I’ve enjoyed
the advance copy to review and write up a few words. Captain Whitaker has always been patient in waiting for me to get
something onto paper and work it into something presentable for everyone to read. I’m sure I speak for everyone in the
Master Mariners of Canada when I thank Captain Whitaker for his work on From the Bridge, for his work with
Scholarships, and for his interest and efforts on behalf of our organization.

Chris Hearn. National President. Master Mariners of Canada.
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The Captain G.O. Baugh Memorial Scholarships:

In the previous edition of the FTB I
mentioned that I had met a woman who was the first female recipient of a Baugh Fund Scholarship. The year was
1982 and she was attending the Marine Institute of Memorial University of Newfoundland in St. John’s. We have
communicated with each other since then and she has produced this newspaper article that told about her award.

The caption under the photo reads: Kathryn Armstrong of St. John’s is the first female in Canada to be awarded the
Company of Master Mariners of Canada $1,000 scholarship. The 21-year old, second-year nautical science student
at the fisheries college is shown here receiving the scholarship from Capt. Edward Mulrooney, Master of the
organization, at the group’s annual meeting in St. John’s Saturday. The Capt. Baugh Memorial Scholarship is
awarded to a student of nautical science enrolled in an officer cadet-training program for the Canadian Merchant
Marine. The only female in her class at the college, Miss Armstrong wants to be a sea captain. Shown here, from
left, are Capt. Allan Cabot, company secretary, of Vancouver; Capt. Mulrooney; Miss Armstrong; Capt. John Storey,
Master Mariners; and Miss Armstrong’s parents, Shirley and Frank of 6 Burke Place.
Following are details about her career, and the career of another Baugh Fund Scholarship recipient.

Kate Armstrong, Scholarship Recipient in 1982: Since being awarded the Captain Baugh Memorial
Scholarship in November 1982, I worked as a deckhand onboard the
hydrographic ship Baffin, the seismic vessel Fogo Isle and the cargo
vessel Marine Voyager. When the opportunity presented itself for a
position as oiler on the American seismic vessel Acadian Sailor I
jumped in with both feet. My last sea turn was as a bridge cadet on
the chemical tanker Doan Transport.
Due to a head injury, I was having problems with my sea legs so I
enrolled in a 3-year Naval Architecture program at the Marine
Institute in St. John’s Newfoundland. This wasn’t part of my original
career path, however I quickly realized that my sea experience in the
various positions was invaluable in my naval architecture studies.
Following my graduation, I worked in Naval Architecture firms in
Australia, Newfoundland and Vancouver as a junior Naval Architect.
As I got more involved in the marine industry, my sea experience
again became a key component to my success as it allowed me to
(Above – Kate demonstrating the challenge of “One size fits all”)
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have good communication with mariners – in both deck and engine departments. My combination of sea time
and Naval Architecture led me to a position as a hull surveyor with Transport Canada, positions with BC
Ferries, positions with tug and barge companies and starting my own marine consulting company on both the
East coast and West coast of Canada. I am currently employed as the Manager of Regulatory and Compliance
with Seaspan ULC.
Through the course of my career, I have found my strength lies in being able to convey principles of Naval
Architecture and regulatory requirements (from my Transport Canada days) to mariners – from deck/engine
ratings to officers, because I relate it all to my sea experiences and I understand the dynamic world of a
working vessel. In other words – I have walked the walk, so can talk the talk.
In the course of my work with Seaspan, I get out on the tugs as often as possible, and participate in the
operations. My current push is for mariners to appreciate the safety equipment on the boats and the
importance of being familiar with its use, especially immersion suits – which, as you can see from the picture
above, can present challenges to the best of us. Kate Armstrong
(In April Kate will be attending the WMU Conference in Malmö, Sweden, “Empowering Women in the Maritime Community”. Editor)

Mélanie Leblanc, Scholarship recipient in 1999: After studying in the
Navigation program at the Institut maritime du Québec (IMQ) in Rimouski, it is in
2002, after 3 years of studies and 12 months of training at sea around the globe, that I
obtained my Deck Officer, Third Class Certificate.
I then set out to conquer my dream with my first job as an officer for the Greek
company Cérès, on a transatlantic super tanker. This first contract away from land
and family, as the only Canadian and only woman on board, lasted 7 months. This
journey allowed me to submit for my exams to obtain my Second Officer Certificate in
October 2003. Until June 2005 I continued my job as an Officer with the same
company and, during my shore leave, I held teaching contracts with L'École des pêches
et de l'aquaculture du Québec, Grande Rivière QC and the Institut maritime du Québec.
Despite my long departures and contracts from one end of the world to the other, I
found time to fall in love! In June 2005, I began the greatest of
adventures: marriage! I then accepted a more stable job with Oceanex,
carrying containers between Montreal and Newfoundland, a job that
allowed me to be at home every other month. Along the way, I obtained
my Certificate as First Mate (Master, Intermediate Voyage Certificate).
The idea of starting a family slowly made its way and in January 2007,
during the time of my pregnancy, I worked as a maritime expert at the
IMQ Technology Transfer Centre. When I returned to work, I decided to
join the Navigation Department as a teacher, a position I held until April
2012.
Today, I am a mother of two girls, ages 8 and 11 years, and I have been
working since April 2012 as Assistant Director of Student Services at IMQ.
As part of my duties, I am responsible for the recruitment of our future
work force, for overseeing IMQ agreements with Transport Canada and
for representing IMQ in the maritime industry. I am actively involved in the promotion of our institute and I
am committed to grooming the next generation of mariners and promoting maritime careers.
I strongly wish to witness a growing interest for these extraordinary trades and a better attraction of women
who are still too few in our industry!
Mélanie Leblanc, Assistant Director, Student Services, Institut maritime du Québec.
What’s it like being a female Deck Officer? “Let’s make 2018 the year the scales tip in favour of women in
shipping,” then shipping minister John Hayes said during London International Shipping Week last September (2017).
Hayes said he was “determined that we can and must do more” to get women into careers at sea, which he said
would help both the maritime industry and the wider economy to prosper.
Nusrat Ghani, Hayes’ successor, has taken up these ambitions with fresh energy. The new minister attended the first
meeting of Maritime UK’s Women in Maritime Taskforce in February.
“In the autumn, the Government challenged maritime leaders, businesses and colleges to find ways of increasing the
number of women in the sector, and it is great to see them respond in this way,” Ghani said at the time.
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“There is a fantastic wealth and breadth of career opportunities in maritime, and I am determined to see more women
accessing these,” she continued.
The UK Chamber is also represented on the Women in Maritime Taskforce. For its part, the Chamber has been
speaking to female seafarers new and old to tell us what it's really like to work at sea, asking what it’s really like – and
is there any disadvantage to being female?
th
The result is part of a series of articles, which began on International Women’s Day (8 March) with this one in which
we spoke to Cadets. This time we’re speaking to Deck Officers.
We also asked our seafarers what advice they would give to any women who were thinking of getting a job at sea.
Their responses, at the end of this article, are telling.
“I towed and sailed as a teenager on the Medway Estuary and saw ships entering and leaving port, which inspired me
to take a job in the maritime sector,” says Sarah, 28, who works for a ferry company in the Irish Sea. After working for
the Port of London Authority for three years, she decided to take the leap and go to sea.
It has now been seven and a half years and Sarah is a Third Officer, qualified to OOW. She will be studying for her
Chief Officer’s certificate this year and has ambitions to become a Master Mariner and serve as Captain, before
eventually becoming a marine pilot.
But there are three main areas in which her career progression could be challenged, she says: finding the money to
pay for her qualifications; balancing work and life (“it’s difficult to start a family as a woman at sea”); and sexism at
sea. “Thankfully I work on a ship where sexism in the workplace is minimal but it can be a real challenge for some
women at sea,” she explains. “Even on better ships, there are some who think that women should not be at sea or
who find it hard to take orders from a female.”
Sarah speaks from some experience. “An AB, who was my watchman on the bridge one night, told me that women
have no place at sea and said that women are not capable to work as ABs,” she says. “I waited until a colleague
came to the bridge and chewed him out about it, but it made me feel like I would never fit in in the workplace.” She
has also noticed that men will rarely swear in front of women – “it makes you feel that you are being treated differently
because of your gender”.
Much like Sarah, Rachel foresees that working at sea could eventually interfere with her starting a family.
“For me, there is always an overhanging knowledge that my personal life will always conflict with my career, and that
one day I will have to make a choice between my career and a family,” she says. “This is a choice I made when I
decided to go to sea at 18, but it’s always in the back of my mind.”
Rachel is now a Third Officer onboard passenger vessels and first went to sea four years ago.
“I love the responsibility of being in charge of a vessel; to have the knowledge and experience to keep the passengers
and crew safe, to feel the sea breeze and watch the sunsets,” she says. “Every day is different and every day
something happens that makes me glad I chose this career.”
Companies are trying very hard to promote women within the industry and so sometimes it can be beneficial to be a
woman at sea, Rachel says – but that’s not to say she hasn’t received any nonsense along the way. “When I was a
Cadet I sailed with several ‘old-school’ officers who made things tricky for me and would give me admin-based jobs,
or cleaning because I ‘should learn to do a women’s job before I’m allowed to do a man’s’,” she says.
“All this did was give me the drive to prove them all wrong and be the best, gender aside. For me, people work on
ships, not men and women, and this is the way it should be moving forward.”
Rachel says the prospect of a challenge was what made her want to go to sea. “I wanted to do something different
that was challenging and I felt this calling to the sea and navigation and thought ‘let’s give it a go!’” she says.
“My career ambition is to be the best of every position I become, and to make my way up the ranks as long as I am
passionate and love my job. If that is as far as Captain then bring it on!”
What would be your advice to prospective female seafarers?
Sarah: “Do it! It’s a very rewarding and enjoyable career with plenty of career progression and opportunity. And if you
can’t beat them, join them!”
Rachel: “You have to be a certain type of person to pursue a career at sea, whether you’re a man or a woman. You
need to be able to cope with being away, being lonely, being tired, working hard, and having a lot of responsibility and
stress. But if you can take these things on with the right passion and motivation, then the positives of the job far
outweigh the negatives.”
th
March 13 2018 https://www.ukchamberofshipping.com/latest/whats-it-being-female-deck-officer/

Following is a report about the voyage of the schooner Minstrel Boy, direct non-stop from Victoria
B.C. to Taiohae Bay, Nuku Hiva, Marquesas in the Fall of 2018. Captain Jeremy Young, of the MMC
Vancouver Division submitted it to Captain Alec Provan for inclusion in this newsletter. Included
in his crew are his wife Svetlana and their 15-year-old son Misha. For information on the Marquesas
go to https://tahititourisme.ca/en-ca/french-polynesian-islands/the-marquesas-islands/
To see Taiohae Bay go to https://www.youtube.com/watch?v=qfSkXnG4F_8.
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MINSTREL BOY VOYAGE REPORT

Date:

DEPARTURE

ARRIVAL

Oct.17/2018

Nov.29/2018

Time:

1905 local (Z-8)

1055 local (Z-9.5)

Location:

Oak Bay, B.C.
Canada

Nuku Hiva
Marquesas
French Polynesia

Fuel:

1000 gallons

535 gallons

Fresh Water:

500 gallons

560 gallons

Crew:

4

4

Total Mileage: 4476.11 nm.
Total Duration: 41.6 days
Sails only: 25 days. Motor only: 12 days. Motorsailing: 5 days +/Fuel consumed: 465 gallons
Fuel consumption: 1.1-gph average while running
Average daily run: 107.6 nm
Mechanical or electrical breakdowns: None
Crew injuries or sickness: None beyond minor bumps and bruises
Near Misses: Mousing on the towline shackle at the end of port stabilizer pole was spotted missing 19/10/18 shackle pin partially backed out. Paravane recovered, pole raised, mast climbed and shackle reversed, re-attached
and secured with SS wire. No further problems.
Weather: A weather log was kept every 3 hours throughout the voyage with all weather parameters including sea
surface temperatures recorded. Overall very benign weather throughout the voyage noted with average wind speed
of 10-15 knots, max wind speed 24 knots and max recorded wind gust of 28 knots.
Combined sea and swell height averaged 2 metres, maximum 3 metres.
All weather parameters were recorded and compared regularly with historic norms using old and new pilot charts
(1981,1994,2011) and reference books (DMA, Admiralty, Cornell, etc.) and found to be well within normal range for
this time of year. Sea surface temperatures found to be very slightly on the high side of normal (within 1-2° C) in
tropical regions, but this may be within the error range of our recording instruments - Furuno LS 4100 and Sitex HE
705 Mk2).
Interestingly, the barometric pressure hardly varied at all during the entire voyage, crossing more than 56° degrees of
Latitude from the North Pacific to the South Pacific. Only 4 mb of variation from 1007 mb to 1011 mb (uncorrected)
for the whole trip!
-

Equator crossed at 2126/16/Nov_2018 at 125° 22.8' W - Co. 190°T Sp.6 kts in 15 kts of SE wind - 3 of 4 sails
up - Genoa at 80%, Stays'l at 100% and Main full.

-

Fish caught - 40 pound Dorado (Mahi-Mahi) at 22° 50'N 127° 18'W and 15 pound Big Eye Tuna at 8° 58'S
134° 12.7'W. Freezer full.

-

More than 100 Flying Fish landed on deck during voyage starting at 46° 30'N. Some flew through open
windows and door in pilothouse and one flew through a hatch and landed flapping on the pillow beside my
wife - interesting wake-up call!

-

They seemed to be attracted to our HID (High Intensity Discharge) bow light at night and at times would
appear to hover in front of the light...

-

Multiple squid also landed on deck - all cooked up and eaten.

-

Only 4 ships sighted on the entire voyage - visually, AIS and radar. Several weeks with no signs of human
life whatsoever. Very little garbage or debris sighted - only one small barnacle-encrusted green plastic pop
bottle at 11° 06'N 127° 32'W - despite 2 person 24/7 lookout, bow light operated at night and paravane
stabilizers deployed 99% of the time - checked daily with nothing ever caught on them except some kelp off
the coast of Washington.
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-

Very healthy amount of wildlife sighted and noted. Fish, birds, whales and dolphins on a daily basis. Often
accompanied by dozens or even hundreds of dolphins throughout the voyage. Humpback and Grey whales
sighted several times.

Voyage concept:
-

Depart Victoria before onset of fall low pressure systems with minimum 4 day good forecast - stable or
improving.

-

Proceed north of traffic lanes outbound through Juan de Fuca Strait. Once outside of Juan de Fuca Strait
proceed in a SW direction (towards Hawaii) until approximately 128° west Longitude thence in a southerly
direction staying approximately 200 NM offshore to avoid heavier traffic concentrations and coastal weather
systems off Oregon and North California.

-

Aimed to cross Equator around 125° west Longitude depending on location of ITCZ (Doldrums), thence SW
to maximize downwind component of SE trade winds for sailing to destination.

-

Speed and voyage duration not important - safety and comfort of crew and integrity of vessel was of primary
consideration at all times.

-

200 sq. inch Paravane stabilizers were deployed during both sailing and motoring on original trolling poles
shortened to 40 feet run at 45° angles. Roll reduced to less than 10° P&S 90% of the time with occasional
rolls to 20° and very occasional 25° rolls. Average roll period 4.5 to 5 seconds. Estimated speed reduction
due to drag of stabilizers - 1/2 knot.

Description of vessel:
Minstrel Boy was designed and built as a full Schooner-rigged offshore tuna-fishing vessel designed for use in the
North Pacific. She was the last of 5 such vessels built to a design by Victoria Naval architect Frank Fredette, and
reportedly is the last offshore sailing fishing vessel built in North America. She was very heavily built of fibreglass in
1981 in Vancouver. Her older sister vessels were all built of wood and at least 2 of them are still fishing (Pathfinder II
and Fearless II).
Minstrel Boy was converted for pleasure use by her present (second) owner for use as a yacht over the past 15 years.
The work included conversion of the fish hold to accommodation (2 double cabins plus head/shower, bosun stores /
washer/dryer and increased water tankage), installation of watermaker and upgraded electronic and electrical
systems, replacement of all rigging, new sails, winches and furling systems etc.

The United Nations agency that regulates safety at sea is failing to
protect seafarers properly, argues Nautilus Council member Captain
Michael Lloyd: The International Maritime Organisation (IMO) can trace its
origins to the first International Convention for Safety of Life at Sea (SOLAS), signed
in London in January 1914 and drawn up in direct response to the Titanic disaster in
April 1912.
It was a remarkable achievement to develop the convention over such a short space
of time. A further SOLAS convention followed in 1929, and the first task of the IMO, following its creation by the
United Nations (UN) in 1948 as the Inter-governmental Maritime Organisation was to adopt a new version of the
convention in 1960.
Alongside this – and often forgotten – is the UN Convention on the Law of the Sea (UNCLOS). This was born from
th
the 17 century concept of the freedom of the sea being limited to the range of a cannon shot, which was assumed as
three miles.
UNCLOS came into force in 1994, and while mostly dealing with coastal areas of
responsibility, it does have one important article of particular concern to those at
sea: Article 94, which defines the duties of the flag state.
Article 94.2 (b) clearly requires the flag state to assume jurisdiction over not only
its registered ships, but also over the master, officers and crew of such ships.
However, very few flag states acknowledge or comply with this.
It’s hard to see the point of any law that is not administered or enforced. Yet both the Division of Ocean Affairs at the
UN and the IMO, which is a body of the UN, refuse to accept any responsibility for the UNCLOS convention.
Logically, it would seem that this should be the responsibility of the IMO, but there is probably a good reason it does
not want it. The Organisation continues with the fallacy that it has no powers to enforce its legislation, and that this is
the responsibility of the flag state. But giving the IMO responsibility for enforcing UNCLOS would place the behaviour
and compliance of flag states under its remit and with a legal right to take action against those breaking the law, which
would be most of them.
The sovereign right of flag states to sail ships on the high seas and their decision to grant their nationality to ships is
guaranteed under Article 90 of the Convention. However, these rights are not absolute, and are qualified in UNCLOS
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1958 thus: ‘There must exist a genuine link between the state and the ship; in particular, the state must effectively
exercise its jurisdiction and control in administrative, technical and social matters over the ship flying its flag.’
This was upheld in a judgement by the International Tribunal of the Sea in 1999 (the mv Saiga No 2 case), which
reaffirmed that the ‘genuine link’ was to be viewed in the context of the effective exercise of jurisdiction and control,
and not for determining whether a state is apt to allow ships to fly its flag. If applied, that would certainly severely
reduce the number of flag state registries – but again nothing is said or done by the IMO.
The IMO also has a resolution (A912) stating that ‘a flag state should provide for the enforcement of its national laws,
including the associated investigative and penalty processes’ and ‘ensure the availability of sufficient personnel with
maritime and technical expertise to carry out its flag state responsibilities’.
Both of these are flagrantly ignored by the majority of flag states – yet the IMO, under its concept of no power of
enforcement, does nothing. These breaches leave those on board ships registered in these states without the
protection that UNCLOS Article 94 was formulated to support.
In January 2016, the IMO began a flag state audit. But who are the auditors? I don’t recall seeing any advert for the
work – and with good reason, as they were ‘selected by the marine authorities of the flag states. It would be good to
see the results of these audits, but flag states can choose to keep them confidential – possibly not surprising, as no
proper audit could find some island states able to comply with UNCLOS Article 94 or IMO Resolution 912.
I would suggest that an audit of the IMO as a whole would be far more urgent.
Whilst the Organisation was formed for the safety of those at sea, in recent years this objective has been increasingly
overtaken by pollution and environmental concerns.
My enquiries about how many members of the IMO’s safety committee have any seagoing experience resulted in
being advised that this is impossible to ascertain. However, I am confident that most of the delegates, including the
UK’s, have no seafaring experience.
Very few, if any, delegates speak out on their own initiative. This is also in contravention of another convention – the
1969 Vienna Convention on the law of treaties, which states that ‘in all international organisations the international
civil servant is bound by the wording of article 100 in the UN Charter that requires he or she may not take orders from
the home state or other authority external to the Organisation’.
There can be no doubt about the influence of a number of non-governmental organisations with observer status that
represent shipowning interests in opposing safety initiatives, and of their influence on many flag state governments.
One island flag state – with more than 1,000 ships, including 80-plus cruise vessels, on its books – was cited in a
recent US human rights report for ‘frequent reports of government corruption’.
This kind of dysfunction may explain the situation that seafarers face today: outdated safety equipment not fit for
purpose; unreliable and unsafe quick-release lifeboat systems; inadequate manning and training legislation leaving
ships unable to comply with international watchkeeping requirements; and hours-of-work regulations with no
requirements for porst and owners to provide lay-by berths or downtime.
The list grows and becomes worse each year. It must be said that many seafarers are being injured or die as a
consequence of the IMO’s failure to ast effectively.
The Organisation does state that its regulations can be enhanced by individual flag states. However, many
government marine administrations have two responsibilities – one to the seafarer and the other to the flag state. And
the priority to grow the national fleet will take precedence over safety, on the grounds that ‘gold plating’ IMO
requirements would reduce the attractiveness of the flag.
Finally, if things go wrong, who is responsible? Consider this. In 1914, when SOLAS was first conceived, lifeboat
capacity was based on an average weight of 165lb per person. A century later, that formula remains unchanged,
even though the weight of the average North American, the main cruise customer, is assessed at 178lb. In theory this
means all current lifeboats are approved at holding 14% more
than their capacity.
Now imagine a very large cruise ship sinking at night in medium
weather conditions. It is widely acknowledged that it would be
impossible to abandon the ship in the stipulated time, especially
when a good proportion of the passengers will be elderly, infirm
or inebriated.
Any subsequent inquiry would ask why all passengers could not
fit into the lifeboats, or why some were found with broken necks
from using SOLAS-approved lifejackets without crotch straps or
trying to jump from heights over 4-5 metres for which the
lifejackets are not approved.
Given that such facts are known to IMO delegates, one might
expect an inquiry to result in them facing criminal charges. Not
so, as they will have diplomatic immunity. And the shipping
company will also walk free, having conformed to existing
regulation.
The International Memorial to Seafarers at IMO headquarters in London (above)
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That leaves the seafarers to blame – shades of Costa Concordia, perhaps? And just like Costa Concordia, everything
will settle and the gravy train will continue after a flurry of activity.
We deserve better than this. It is not what was intended by those who founded the IMO all those years ago. It’s
certainly not what seafarers and the hundreds of thousands of passengers on our ships deserve.
Many in the industry know the faults of the IMO, but accept them on the basis that the Organisation is needed and
there is nothing else.
However, I suggest there comes a time when – regardless of the size or power of such a body – it needs a complete
overhaul to re-establish itself and deal with the many inconsistencies that have crept in over the years of
administrative and leadership neglect.
Sadly, from the seafarers’ point of view, the IMO appears to be a house of cards and a broken organisation with little
left of the dream of those who formed it. The seafarer – supposedly at the heart of the IMO’s care – is all but
forgotten, except when it comes to blame.
From: The NUMAST "Telegraph" of January 2018, by Capt. Michael Lloyd. www.nautilusint.org
Submitted by Captain Alan Knight. Maritimes Division.

Time to Rethink Safety in Enclosed Spaces: Crewmembers are often blamed for deaths in enclosed spaces.
Human error; so it would seem. But, there are those in the industry who believe that others should be held
accountable, that new action should be taken.
In a submission readied for the IMO this year, the International Dry Bulk Terminals Group (DBTG) reveals that its,
admittedly not exhaustive, study shows that over 70 accidents occurred during the carriage or handling of solid bulk
cargoes between 1999 and April 2018. Captain Kevin Cribbin collated the accidents, and his research showed that
they involved the death of both seafarers and shore workers. 88 people lost their lives due to asphyxiation or carbon
monoxide poisoning. Another 18 died as a result of fire or explosions. Of the 88 that died of asphyxiation, 76 died on
hold access ladders. Another nine died in the cargo area and three in adjacent forecastle spaces.
DBTG Executive Director Nic Ingle notes the number of fatalities is increasing. Since the submission was prepared in
June, the death rate has increased over 300%, taking the number of deaths from 106 to 126 in that short time. Ingle
wants the issue on the table at the IMO and is looking to get state endorsement for the submission.
“Ideally what will come out of this is clearer instruction for all, better information to make those involved aware of the
potential hazards that some cargoes present - a pile of coal in a hold looks harmless, but it is not in most cases. It
can be full of a variety of dangerous gases such as methane and carbon dioxide - which will kill.”
Ingle says that some P&I Clubs believe the issue is already well covered by regulation. “My response to them is that
the regulations cannot be working, as the statistics testify. The statistics would suggest that a minimum of six people
will die every year in a dry bulk carrier as a result of the cargo - all preventable.”
He says there is an inadequacy of training, but training alone will not solve the problem - awareness across the board
is required - including shoreside. He is proposing changes be made to the International Maritime Solid Bulk Cargoes
Code (IMSBC Code) to include a specific requirement for a risk assessment to be carried out for all solid bulk
cargoes. The existing recommendations for entering enclosed spaces on board ships (resolution A.1050 (27)) should
be amended to provide guidance on how these risk assessments should be carried out or an new set of guidance
developed.
The Problem with STCW: Captain Jeff Parfitt, Director of the confidential incident reporting scheme
CHIRP, says that although the IMO recently introduced requirements under SOLAS Chapter III requiring regular
enclosed space entry drills, STCW has proven to be a bottom common denominator in respect of international crew
certification and training.
“The concept of STCW is a good one, but it has resulted in
a reduction in skill and expertise in the international
seafarer market. This is obvious when even senior
officers have been shown to lack the knowledge required
to, for example, launch a lifeboat or understand the
operation of breathing apparatus. Why would a costefficient shipping company invest in sophisticated training
and education when internationally recognized certification
is available at a huge cost saving?
“The result, in our opinion, has been a deterioration in the
quality of training for many seafarers. Whilst some
companies, notably tanker operators, understand the risks
concerned with enclosed spaces, those ship operators that do not have regular exposure to this operational
environment are deficient in knowledge and without experience and guidance simply are not aware of their own
deficiency.”
Additionally, Parfitt says there is a prevalent cultural pressure to frequently inspect enclosed spaces on the basis that
it is planned maintenance or a class requirement. “This mindset needs to be re-visited. There is no reason that such
inspections cannot be postponed to a maintenance period when a proper shore side chemist can conduct certification
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for safe entry. Routine checking on the coating condition of a space could be deemed low priority, and the vessel
superintendent would in any event require all inspections to be repeated once the vessel is in maintenance.”
Holding Someone Accountable: Captain Ghulam Hussain, Technical Manager and Head of IMO Delegation at The
Nautical Institute, believes that in addition to a designated person on board being responsible, someone needs to be
held accountable for ensuring enclosed space entry procedures are actually followed and that it is not just a tick-box
exercise. He believes that person should be one of the senior officers on board. “There are times when a number of
things in a ship's SMS manual are not followed. Nobody does it purposely. It is not purely neglect, but in real life,
you've got to get the hold cleaning done quickly, you've got a survey coming up, you presume it will all go well and
before you know it, an incident has occurred.”
Hussain says it is up to the ship manager and the Master to ensure that best practice, underpinned by IMO regulation,
is documented, available on board and strictly followed. “The major issue is that despite all precautionary measures
being mentioned in various documents, and everyone being aware of the dangers, the system of entry into enclosed
spaces is not being followed,” he said. “It is a recurring preventable issue which is not being properly addressed.
Someone has to take full responsibility and be held accountable for ensuring all safety parameters are checked before
permitting entry.
“I don't think it can be an IMO resolution. It is best practice and due diligence that managers and shipboard officers
need to inculcate amongst crewmembers. There are many directives available from various authorities including P&I
Clubs. These need to be followed.”
Regular drills related to entry into enclosed spaces as well as an educated awareness of the safety equipment
available could assist in minimizing casualties. The port state control regime could also assist by inspecting a
vessel’s readiness on how enclosed space entries are undertaken. Lessons may be learnt from the mining industry,
which has a much higher safety level when dealing with entry into enclosed spaces, says Hussain.
Holding Ship Managers Accountable: Captain Kuba Szymanski, Secretary General of InterManager,
believes that the results of Concentrated Inspection Campaigns demonstrate that seafarers generally have a good
knowledge of the risks and procedures and that it is a myth that ships don't have oxygen meters on board. The 2015
Paris MOU campaign found scores of over 90% in most categories - except crewmembers being familiar with their
duties (88%) and the lack of a manual on board (83%).
The Tokyo MOU's 2015 Concentrated Inspection Campaign had similar results. In this case, only the lack of a
manual was below 90%.
“This is a ship management problem,” says Szymanski, who sees any perceived lack of training also as an
InterManager problem. “Why do incident investigations stop at blaming the senior officer? A management company
employed him, trained him, scrutinized him, maybe even promoted him, and now it is saying that he is substandard?”
Operational pressures could be contributing to the risks being taken, says Szymanski. “Has anyone checked the
voyage instructions? Has anyone tried to wear the Master's shoes? Has he been given absolutely incompatible goals
– get the ship ready in 24 hours when sticking to all procedures would actually take 72 hours? Has anyone checked
how many people he had to do the job? Was he able to delegate? That’s what astonishes me – no one seems to be
reading behind the usual 'human error' conclusion.”
InterManager is currently asking seafarers for their opinion on what they believe should be done, and Szymanski is
getting plenty of responses. So far, he notes a number of fresh ideas have been received. One is to involve the
shore office in on board enclosed entry procedures. Make the office aware when and who is entering and prepare a
plan in conjunction with them. Make them understand what it takes and how long it takes to enter the space.
Ship designers should start thinking of ships with enclosed spaces in mind: first access then rescue, should
something go wrong. Lack of ventilation is a major shortcoming in enclosed spaces at present, along with the size of
manholes and passageways.
Another suggestion is that every space has gas-metering equipment and every seafarer be equipped with a gas
detection system. And another is that there is a seal control mechanism, which would only allow one person (the
Master or Chief Officer) to open an enclosed space, with an alarm system indicating unauthorized entry.
Szymanski hopes by asking seafarers to have their say, it will help to shift the paradigm of blame from seafarers to
those responsible for the environment they perform their duties in. “It is up to us, ship managers, to change the
situation and end these deaths.”
In return for providing their opinion, seafarers could earn a MacBook Air as a prize for the best response and $2,000
for their vessel’s welfare fund. Responses should be received by January 1, 2019.
The opinions expressed herein are the author's and not necessarily those of The Maritime Executive.
https://www.maritime-executive.com/features/time-to-rethink-safety-in-enclosed-spaces BY WENDY LAURSEN 2018-12-01

A better experience in port – Technology may now be endemic, but not when it comes to port visits.
Drones – they are better than boats and cheaper than choppers. Which is, we are told, why that energetic ships’
agent Wilhelmsen Ship Services has teamed up with the mighty aircraft manufacturer Airbus to trial the use of drones
to deliver things to ships in the Singapore Eastern Anchorage.
The Singapore Maritime Authority, always keen to be at the forefront of progress, is giving its support, and soon spare
parts, documents, the latest charts and various consumables and hopefully the crew’s mail, will be seen winging their
way between shore and ship, using the Airbus Skyways unmanned air system.
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It seems like a good idea and perhaps if the agent no longer has to call as a result
of this new technology, there will be one official fewer waiting in the queue outside
the Master’s office on arrival in port. Calling into port is increasingly becoming an
ordeal for those aboard, who might just have been looking forward to a spot of rest
and relaxation with the ship alongside.
So why cannot rather more modern technology, not least the use of email for the
transmission of documents, be used to remove some of the burgeoning
bureaucracy that those aboard ship find an increasing burden? Why is it still
necessary for officials from so many agencies to physically meet a ship, to demand
their copies of the documents appertaining to their own particular interest and to spend time questioning the Master
(who just might have other things to do0 about them?
Land requirements: Everywhere ashore today, whether we like it or not, we are being urged to do everything “on
line”: to pay our bills, fill in our tax returns, undertake our banking and all the tasks that once would have required a
visit to a bank, tax office, town hall etc. And if we want to actually meet people or talk to a human being on the phone,
we find that this is becoming increasingly difficult, as the banks, tax offices, town halls etc continue to reduce the
opportunities for personal contact. If you cannot do it online you are left feeling rather out of it.
But not in the shipping industry, where the queues of officials demanding time with the Master on arrival get ever
longer. More boxes need to be ticked, more complicated forms need to be completed and more ship certificates
provided; and any paperwork to do with the crew needs to be produced and inspected. And there will be more
questions on the way once the Port State Controllers start
getting into the issue of emissions and demanding to sample
the bunker tanks and the mud adhering to the anchor cable.
It is no wonder that when seafarers are asked about the
things that really give them nightmares, port visits – and the
hard time they have in port with officialdom – is high on the
list of complaints.
Surely it is time that all these documents, declarations, and
certificates about the ship, those aboard her, and her cargo,
could be whizzed across the ether in nanoseconds – well
before the ship heaves over the horizon – to the office
terminals of those who currently have to clump up the
gangway of every ship that comes to port?
You might suggest that it is the absence of trust that makes
the officials insist on personal visits to the ship. And it might
well be true, as there are many jobs that seem to depend
upon this lack of trust and the existence of mutual suspicion. Why else do we have auditing teams from three or four
charterers wishing to climb all over a tanker they might wish to charter? And the chances are they will all turn up at
once, demanding to be accompanied by the Chief Officer, who would much rather be loading or discharging the
cargo. Why can’t they share the information, rather than asking all the same questions on their more or less identical
checklists? Somebody once told me this was because of competition law, and if that were true, it would show indeed
that the law is an ass.
With a bit more trust, along with much more use of technology and the brilliant means we have for communicating,
we might just be able to make a port visit less of an ordeal and something that seafarers might once again eagerly
anticipate, rather than dread. So those Wilhelmsen drones might prove to be a step
towards a better future.
Michael Gray. theSea. Sep/Oct 2018. www.missiontoseafarers.org

THE AMUNDSEN ICEBREAKER: UNDERSTANDING THE CANADIAN ARCTIC
Executive Director of Amundsen Science, Alexandre Forest manages the largest research vessel in Canada.
His primary passion is oceanography in the Arctic seas. And his second home is the research icebreaker
CCGS Amundsen, which has been traveling in the Canadian Arctic for 15 years now. For Alexandre Forest, a
researcher in oceanography and specialist in Arctic marine ecosystems, this complex universe, in perpetual mutation,
is the object of a lifetime spent trying to better understand and know the mechanisms of evolution, feeding and
survival. .
The only one of its kind, this icebreaker, a survivor of scrap metal in the early 2000s, has been converted into a
scientific machine thanks to funds invested by Université Laval and the Canadian Coast Guard. Now equipped with
65 scientific systems and 22 fixed and portable labs, it offers a state-of-the-art research platform designed to navigate
and document the under-resourced regions of the North.
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A floating university pavilion: After spending the winter performing her traditional icebreaker duties, the ship sets
sail every summer to the Arctic to lend herself to her scientific
mission. Since 2003, it sails up to 152 days per year the frozen
seas with, on board, 40 researchers and 40 sailors who ensure
the continuous operation. "It runs 24 hours a day. We go from
one oceanographic station to another," says Alexandre
Forest. Everything is designed to make the best use of valuable
time and make the most of a costly operation: complete scientific
equipment, but also what is needed for optimal logistic
management. "Even if we live in promiscuity, everything is done
so that we can devote 100% to our research. It's like having a
floating university pavilion."
Since its conversion, the ship has revolutionized the North Sea
research community. "We are trying to learn how systems are
initially to better understand how they evolve in response to
climate change and human disturbance. And we went a long way in 15 years. Verdict? "It's about the whole
ecosystem that is changing right now. This is a non-debatable and robust reality.
A new generation of experts: The research on board is far from confined to the
natural sciences alone. Biology, analysis of bacteria and phytoplankton rub
shoulders with medical missions and social sciences. Because the ecosystem is
changing, it is also a way of life that evolves: that of neighbouring communities
that for centuries have been eating seafood.
In the end, the whole deal changes with the operation of this extraordinary
vessel. "We are training a whole generation of new experts who have deep
knowledge of the North, who will be seasoned to make decisions and who can
better manage them in the future. At the forefront of stakeholders: local
communities who want to take an active part in managing their changing
environment. "The scientific community is willing to do things for the North, from
the North, to involve the communities even more and to provide training."
Concerns on the horizon:
Despite its crucial mission, the
CCGS Amundsen can at any time be requisitioned to do anything but science
and have its research projects interrupted for other assignments. Alexandre
Forest and the scientific community are keen to see the Canadian icebreaker
fleet renewed in the coming years so that the CCGS Amundsen can continue its
mission on an ongoing basis. The goal: not to lose the north!
To learn more about the CCGS Amundsen, visit their website. For any questions
about training programs or related research projects, contact Alexandre Forest.
https://www.port-montreal.com/en/amundsen-aout2018-en.html
CCGS Molly Kool: The first of three new Canadian Coast Guard
icebreakers refitted at Quebec's Davie Shipyard will be named after
a female maritime pioneer. The Coast Guard took possession
today of CGCS Captain Molly Kool at a ceremony at the shipyard
across the St. Lawrence River from Quebec City. Federal officials
also announced another $90 million in work for Davie. The ship,
one of three bought from Norway in August, is the first new
icebreaker floated by the Coast Guard in 25 years.
Myrtle "Molly" Kool was the first woman in North America to
become a licensed ship captain. She was born into a family of
mariners in Alma, N.B. in 1916 and earned a reputation as a
fearless mariner transporting cargo on the Bay of Fundy.
https://www.ctvnews.ca/canada/coast-guard-takes-possession-of-new-icebreaker-named-after-pioneer-molly-kool-1.4218430

LEVIS, Que. December 14, 2018
To learn about Molly Kool read http://section15.ca/features/people/2000/11/07/captain_molly_kool/
or see “From the Bridge” May 2009, Page 2 http://www.mastermariners.ca/wp-content/uploads/2016/03/FTB-09-051.pdf

Examining the evolution of authority of a Shipmaster and the impact
of modern communication systems on their role: When the Maritime
Labour Convention 2006 (MLC2006) was being drafted, one of the last questions to be decided was whether the
Shipmaster should be included in the definition of a seafarer, (It was finally decided that a Master is in fact a
seafarer). While the main issue of MLC 2006 discussions related to whether the hours of both work and rest
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requirements would apply to a Master, the debate highlighted the extraordinary position that Masters have in
maritime law.
The Master’s authority is derived from commercial shipping practices first recorded in the Middle Ages. Long
voyages and little or no communication with shore meant that Masters needed to have as much legal authority as
shipowners to act on behalf of their vessel. For this reason, maritime law, in many ways, treats Masters more like
shipowners than seafarers.
Limited definitions: Surprisingly, there is very little written in court decisions, in statutes or in international
instruments that describe a Master’s authority. Modern laws and court decisions seem to take for granted the
extraordinary authority of a master relating to vessel operations. In no commercial occupation on land does the law
give such vast authority as maritime law provides to a Master at
sea.
Masters have moral and legal responsibility for the safety of their
ship and cargo, as well as the wellbeing of every person on board.
Because of these responsibilities, maritime courts have consistently
decided that it is essential for Masters to have great legal authority
to protect lives and property entrusted to their care at sea.
Maritime law requires seafarers to promptly and respectfully obey
their Master’s lawful orders. Even though the Master may be
wrong, gives orders in a harsh or disrespectful way or punishes
without sufficient cause., seafarers must obey the commands of the
Master while at sea. The only exception is if obeying the order
will result in a serious permanent injury, but even in such instances, violent challenges to a Master’s authority are not
permitted.
However, Masters are not above the law and can be held to account for abuse or authority once their ship arrives in
port. Seafarers can report abuse to their shipowner’s delegated person ashore, as well as their vessel’s flag state
authority.
Violence, or threats of violence, by seafarers against a master’s lawful
authority at sea is a serious maritime crime; mutiny. The crime of mutiny is
committed when a seafarer or a group of seafarers, through violence or threats,
resist a Master’s lawful authority. Resistance by seafarers to a master’s lawful
commands accompanied by force, fraud or threats, or through preventing the
Master from carrying out the free and lawful exercise of authority and
command, is considered mutiny.
In emergency situations where a master is unable to manage the vessel because of gross intoxication or insanity, a
Chief mate would be justified in taking over command. In these instances, a Chief mate should take every
precaution to avoid mutiny, for instance by seeking permission from their shipowner and flag state.
Levels of liability: A Master’s great authority is balanced by great responsibility. In fact, the responsibilities of
Masters are more clearly defined in law than their authorities. For example, Masters can be held personally liable for
all contracts signed on behalf of their vessel, including contracts for repairs, supplies and other necessities, and they
can also be held personally responsible for paying crew wages, even if their shipowner has paid neither crew nor
Master.
Masters can be criminally liable for abandoning a crewmember in a foreign port, while a shipowner who has
abandoned Master and crew cannot be held to be criminally liable. Additionally, Masters can be criminally liable for
not going to the rescue of persons in distress at sea. Masters can also be held strictly liable for pollution crimes, even
when they did not knowingly commit a criminal act. Although the law continues to recognise a Master’s legal
authority, modern communications and technology have enabled shoreside management to become increasingly
involved in detailed decisions about a ship’s operations. Today’s Master needs to be responsive to directions from
shoreside management, even on minute details.
At the same time, Masters’ shipboard administrative responsibilities have increased. The current reality is that actual
authority is shifting from Masters to shoreside management, while Masters’ responsibility
for ship operations is increasing.
By Douglas B Stevenson. theSea. Nov/Dec 2018. www.missiontoseafarers.org
(Douglas B Stevenson is the Director of the “Center for Seafarers’ Rights at Seamen’s Church Institute, New York NY”.
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U.S. Army Corps of Engineers Authorizes Construction of Second Large Lock at Soo Locks
The U.S. Army Corps of Engineers is proceeding with plans to build a new Soo Lock at Sault Ste. Marie, Michigan
more than three decades after a new lock was first authorized. The construction of a second Poe-size lock large
enough to accommodate the largest ships servicing the Great Lakes region is one of the largest Great Lakes
infrastructure projects in a generation.
The green-lighting of the project came last week in the form of an announcement that the Corps has formally allocated
$32 million this fiscal year for design and construction of the project, which was first authorized in 1986, but project
stalled under several administrations.
President Trump finally authorized the project in October by signing into law a sweeping bipartisan bill authorizing
federal funding for a wide range of water infrastructure projects across the United States.
The construction of the new lock will take place over the next 10 years and funded through additional annual
appropriations. The federal funds could also be combined with another $52 million committed by Michigan Governor
Rick Snyder.
“This is the moment we have been waiting for more than 30 years,” said Jim Weakley, President of Lake Carriers’
Association. “The announcement by the Army Corps’ that the construction program for the new lock at the Soo will
officially begin is the direct result of the tireless efforts of so many people and organizations banding together to
update one of the most critical pieces of American infrastructure. It is a great day for Michigan, the Great Lakes
region, and the entire nation. We are elated.”
The funds will be used for design work and to resume construction that began in 2009. Construction projects initiating
the new lock include deepening the upstream channel to accommodate more modern Great Lakes’ vessels as well as
construction of the upstream approach walls.
“Money added by Congress and the Corps over the last decade has been used for rehabilitation of the existing locks
and for some preliminary construction for the new lock, but this is the first time the Corps has funded construction on
its own,” Weakley said.
The Soo Locks at Sault Ste. Marie allow vessels of over 1,000 feet long to move between Lake Superior and the
lower four Great Lakes. In a typical year, as much as 80 million tons of cargo pass through the Soo Locks, made up
mostly iron ore for steel production, but also coal, grain and limestone.
Due to size limitations, the Poe Lock carries over 90 percent of all cargoes, as opposed to the smaller MacArthur lock.
The addition of a second Poe-size lock will therefor boost efficiency and also offer a backup in the case that one of the
locks needs to be closed. According to the 2018 study by Martin Associates on the economic impacts of vessel traffic
moving through the Soo Locks, over 123,000 jobs are reliant on the locks which in turn supports $22.5 billion in
economic activity. A Department of Homeland Security study conducted in October 2015 estimated that a six-month
outage of the Poe lock would result in 11 million unemployed Americans due the production stoppage.
“This announcement by the Corps’ is
welcomed and timely as we approach the
th
50 year since the opening of the Poe Lock,
critical to moving cargoes between Lake
Superior and the lower Great Lakes,” said
Mark Pietrocarlo, Board Chair of Lake
Carriers’ Association. “The Locks are the
backbone of American steel industry, power
generation, construction, and essential for
international trade with America’s heartland.
This new lock provides resiliency and
assurance that Great Lakes’ commercial
maritime traffic will continue to support
237,000 jobs and drive $35 billion annually
in economic activity.”
https://gcaptain.com/u-s-army-corps-ofengineers-authorizes-construction-ofsecond-large-lock-at-great-lakes-soo-locks
November 26, 2018 by Mike Schuler
Aerial picture of the Soo Locks and International Bridge at Sault Ste. Marie, Michigan. Photo Credit: Creative Commons

The following appeared in a 1974 edition of “MB News”, the periodical of the MacMillan Bloedel
Forestry Company. It refers to a trans-Pacific voyage of a ship chartered to the Canadian
Transport Company, a division of MacMillan Bloedel. The paper also included a story about the
1940 Voyage of the Schooner, City of Alberni, which will appear in a future edition of the FTB.
Voyage of m.v. Athol, 1973: Since 1940 when the “City of Alberni” made her historic voyage for the Canadian
Transport Company there have been great improvements in weather forecasting and radio communications and, of
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course, great changes in the vessels themselves. But for those who undertake the task of delivering our lumber
across the seas, the old perils still remain as this recently published account of the “m.v. Athol’s” voyage testifies.
Captain Ed Monteiro remembers the 50 foot-high wall that roared across the wintry North Pacific and
smashed into his 13,000-ton freighter as “the biggest wave I’ve ever seen” and insists that an act of God
saved his ship and crew.
Monteiro is the 33-year old East Indian Master of the Motor Vessel
Athol, a 439-foot long “Fortune” class freighter built in Japan in 1971.
The Athol is under charter to Canadian Transport Company.
rd
On December 3 1973,
during a storm-plagued
voyage from Vancouver
Island to Yokohama,
Monteiro very nearly
lost his first command in
a storm of incredible
ferocity, battling waves
50 feet high and winds
in excess of 100 knots.
CTCo officials have
described the young
shipper’s actions on
behalf of his stricken vessel, crew and cargo as a feat of superb
seamanship. But the Captain himself says that at the moment of
gravest danger when the big wave struck, “I could not have done any
more and the vessel was in the hands of God.”
The North Pacific passage appears in his log simply as Voyage 10/5. But the eloquent Bombay-born Master talks of
that trip, in person and in his formal written report of the voyage with more than a trace of emotion.
Faced worst experience: “When I saw that wave coming there was
a moment when I thought we weren’t going to make it”, he said
solemnly. “I doubt very much if this kind of experience will ever
happen to me again. I’ve sailed the North Pacific in winter a number
of times but this was the worst experience I’ve ever had.”
th
The Athol sailed from Chemainus, B.C. on November 15 with an
East Indian crew of 24, carrying 12.3 million board feet of lumber,
including 3 million board feet stowed on deck, mainly in the form of
12-inch thick timbers.
Monteiro had planned to sail the southern route to Japan but he was
forced to take the Athol along the northern route because of bad
weather. He charted a course slightly below the Aleutian Islands and
turned northwest.
Five days out of Chemainus the Athol ran into strong winds and a heavy swell of 16 foot-high waves. In a split
second, the timbers stacked 11 feet high on No.1 Hatch shifted forward eight feet. The crew lashed the cargo back
into position, but the cargo shifted again a few hours later as the
weather continued to deteriorate.
Monteiro anchored the vessel for two days in the relative calm of an
Aleutian bay where the crew, equipped with only rudimentary tools,
battled the shifted cargo back into place.
Back at sea the Athol had its first serious tangle with the vicious North
Pacific winter weather off the Kurile Islands in the late afternoon of
th
November 29 .
“The ship was riding well into the swell but at about 1600 we were hit
just abaft the starboard beam by a 30-foot-high wave that came at us
from a different direction,” said the Captain. The ship rolled over very
heavily, to about 36° on the inclinometer.
“We put the helm hard over and changed course immediately but the
deck cargo had moved over to port and was jutting out about a foot
over the port side. The ship had a list of about 8°. We corrected this by transferring fuel and water. There was a
series of about five or six of these waves but it was the first one that hurt us.”
rd
Heading straight for us: “On the morning of December 3 we learned that the storm had changed direction and was
heading straight for us. We tried to avoid it by changing course, but we were moving at 15 knots and the storm was
travelling at 40 knots.”
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By mid-afternoon the winds had reached 100 knots and the vessel was rocketing over 30-foot-high waves. “We
couldn’t get out of it so we brought the ship to a standstill. The quartermaster, my best helmsman, was steering the
ship to meet every wave.”
“Then we saw it, a half-mile away and moving towards us. A mountainous wave, 50 or 60 feet high – the largest wave
I’ve ever seen in my life. With that kind of monstrous wave and the deck cargo shifted, we didn’t have much of a
chance. “We just said our prayers. You can’t run away, you have to face it. We turned the ship into it and the vessel
started climbing, up, up, up and up, endlessly. It was like a mountain.
“The entire bow of the ship was out of the water. Everything on the bridge and in the chartroom started smashing
around. She couldn’t climb any further and the crest of the wave broke right above the deck cargo at No.5 Hatch.
“At that instant the chains at No.4 and No.5 Hatches parted with a crack like a pistol shot and the cargo on the
starboard side slid into the water, each and every timber. The cargo booms at No.4 and No.5 broke loose and
flapped around with a tremendous noise.
“The ship started heading down and the second in the series of these monstrous waves came roaring in. At that time
it appeared we’d go right through it and never come up again. But she did come up.... she came up.”
The third wave took more of the timbers off the deck. The Captain got
on the intercom and ordered his crew to assemble on the boat deck.
He told them:
“We have lost our deck cargo. We are in danger. All hands please
assemble on the boat deck inside the accommodation. Wear your
lifejackets. Do not panic.”
As the crew assembled, Monteiro had Chief Mate Inder Kakan, 28,
broadcast an urgency message, giving the Athol’s position: “Deck
cargo overboard, ships in vicinity please stand by.” The nearest
vessel was the Jagda Asha, 120 miles from the Athol.
The Captain said he and the Chief Mate remained on the bridge and
declined to wear lifejackets “for traditional reasons.” Helmsman
Bachoo Simha, who had been at the wheel for three hours, “declined
to be relieved, even to get his lifejacket.”
On the boat deck, “there were no visible signs of panic and all were afraid but prepared to face death. All hands were
joined as they prayed for survival.”
Chances were slim: “It was impossible even to crawl out on deck. Any person who attempted to do so would have
been blown overboard. The chances of lowering a lifeboat in such severe conditions were very slim. Besides, the
water was too cold. You could last a maximum of perhaps two hours, and the nearest ship was miles away.”
The Athol smashed through one wave after another. Monteiro says he has the highest respect for the Japanese
shipbuilders who put her together so well, but says that if the engines had failed, the freighter would probably have
turned turtle and gone under.
“By 1800 I found that things had improved substantially and the swell
was down to 30 feet. To keep the crew occupied I ordered the Chief
Steward to get dinner organized. I went back on the intercom and
said that we appeared to be safe.”
The following day the storm had subsided and Monteiro put the Athol
back on course for Japan. The Athol had lost a quarter of her deck
cargo, No.4 boom “appeared ghastly, bent and twisted”, two
ventilators had been sheared off and the single screw propeller was
fouled by a half-ton of wire that had gone overboard.
Despite the damage, the Athol declined all offers of assistance and
continued to Japan with a 3° list to starboard. Miraculously, not a
single crewmember had been lost or injured.
th
The North Pacific took one final shot at the Athol on December 7 , one day out of Yokohama, hitting the vessel with
20-foot waves and winds up to 50 knots. A few more timbers were lost but there was no further damage to the ship.
th
Monteiro anchored in Yokohama harbour and ordered “finished with engines” at 0812 on December 8 , “to close a
long and hazardous voyage” of 23 days’ duration that covered 5,425 miles. The trip usually covers about 4,320 miles
in less than 14 days.
Since that time, not a single member of the Athol’s crew has left the ship. “I am extremely proud of my crew and they
are still with me. I guess this kind of experience makes us a very close family.”
Also see https://open.library.ubc.ca/collections/macmillan/items/1.0351894
Numerous radio messages passed between the Athol and the Canadian Transport Company offices. For CTCo in Tokyo
was Captain Richard Landahl and in Vancouver it was Captain Tony Monaghan. Captains Monteiro, Landahl and
Monaghan are all members of the Vancouver Division of the Master Mariners of Canada.
Detailed accounts of this voyage will appear in the April, June, August and October 2019 editions of “Seatimes”, the
newsletter of the Nautical Professional Education Society of Canada http://npesc.ca/.

15

“From the Bridge” February 2019 www.mastermariners.ca

A FRENCH LESSON – IN A MARINER'S WORDS
VEILLER AU GRAIN: The expression “veiller au grain” means
keep a close watch on something to avoid a tipping point in a
situation, a possible danger or loss of control over events. In
other words, whenever we should be really vigilant and careful
because we want to be prepared for any eventuality.
The “grain” in the expressions has nothing to do with agri-food. It
actually refers to a marine reality. For seafarers, “le grain” is a
sudden, extremely powerful storm gale, a whirlwind that forms
out of the blue and messes up ship manoeuvres. It doesn’t last
long but it can do damage. That’s why mariners stay vigilant to
be ready to react like clockwork. In short, they keep a close watch on the wind. Use of the expression “veiller au grain”
aboard ship can be traced back to around 1830.
The fox might attack the chickens at night, but we’ll keep an eye on things and prevent that.
https://www.port-montreal.com/en/keep-eye-grain-jan2015.html

Position of Magnetic North Pole Officially Changed: NOAA
has announced that the National Centers for Environmental
Information has updated the World Magnetic Model mid-cycle to
reflect unexpected changes in the location of the magnetic north pole.
Sir James Clark Ross first discovered the North Magnetic Pole in
northern Canada in 1831. Since 1831, the pole has been moving
across the Canadian Arctic towards Russia's Siberia. The most
recent survey determined that the Pole is moving approximately
north-northwest at 55 kilometers (34 miles) per year.
The Earth's magnetic field evolves due to unpredictable flows in
Earth’s core. The North Polar Region is experiencing one of these
erratic changes, necessitating the update to the model. Typically, a
new and updated version of the model is released every five years.
With the last release in 2015, the next version was scheduled for
release at the end of 2019.
The out-of-cycle update before next year’s official release of the
model will ensure safe navigation for military applications, commercial
airlines, search and rescue operations and others operating around
the North Pole. The military uses the model for undersea and aircraft navigation, parachute
deployment, and more. Smartphone and consumer electronics companies also rely on
the model to provide consumers with accurate compass apps, maps and GPS services.
The map shows the location of the north magnetic pole (white star) and the magnetic declination
(contour interval 2 degrees) at the beginning of 2019. Courtesy of NOAA NCEI/CIRES.

BY MAREX 2019-02-06.
https://www.maritime-executive.com/article/position-of-magnetic-north-pole-officially-changed

A link to a voyage of the Uchuck 3, submitted by Captain Alec Provan, Vancouver Division.
https://www.youtube.com/watch?time_continue=22&v=kdhJIJYqPO8

YOUTUBE LINKS to
Master Mariners of Canada video
English: https://youtu.be/IKrQF8yvyoY
Français: https://www.youtube.com/watch?v=icy_ikC67rk

The new logo for the Women in Maritime programme comes as IMO focuses on women in maritime during 2019,
under the World Maritime Day theme ‘Empowering Women in the Maritime Community’.

That completes this edition of “From the Bridge”. In his letter on Page 1, Chris Hearn said
Canada was in the grip of winter. However, at that time southwestern BC was not – but it is now.
Please send your contributions for the May edition
to me at whitknit@telus.net
Thank you, David Whitaker FNI
Remember that this and earlier editions of “From the Bridge” can be seen at
http://www.mastermariners.ca/from-the-bridge/
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