
From the Bridge 
August 2016 

 
 
“THE COMPANY OF MASTER MARINERS OF CANADA 
is a professional organization, representing command-qualified 
mariners as well as like-minded seafarers, industry and 
government members, and cadets across Canada. Our work with 
and for our members is organized around three pillars: awareness, 
education and advocacy.” 

www.mastermariners.ca 
 

 
 

FROM THE MASTER’S DESK 
	
Our next meeting will be our 49th AGM in Halifax, September 24 / 25, 2016.  At the AGM 
we will need to plan where and how best we can organize a fitting tribute to mark the 50th 
Anniversary of the Founding of the CMMC.  We will also be electing or re-electing some of 
the National Executive and also some of the National Councillors.  All members please 
note that there will be a Partners / Spousal program for Saturday and Sunday morning 
while the National Council and AGM are going on. 
 

There have been a number of people suggesting the AGM should be on Vancouver Island as that apparently is where 
it all started, but the old Letters Patent indicate that the Company was established in Vancouver.  We have the option 
of celebrating our Half Centennial in Vancouver or we could join in on the National Celebration of Canada’s 150th and 
hold it in Ottawa.  Your opinions would be greatly appreciated.  You can send them directly to me or to your Divisional 
Master / Regional Vice President. 
 

Before we go into the AGM, one of the issues that seems to be receiving some mixed reviews is in the Rebranding of 
the Organization and trying to make it more relevant to the next generation of Master Mariners who will be leading this 
organization for the next 50 years.  There is an interesting divergent view on the process.  Mainly the Divisions with 
the younger members are more amiable to the change than some of the other Divisions with more senior members.  It 
is my view, that we should be listening more to the younger leaders and make the changes rather than sitting still and 
doing nothing. 
 

I would like to offer an example of a major company that decided to stick with the old same tried and true business 
model and a couple of thought provoking ideas of new business: - 

• Kodak – In 1998 Kodak had 170,000 employees and sold about 85% of the photographic paper.  Within 
just a few years, their business model disappeared.  What happened to Kodak will happen to us if we do 
not adapt!  Kodak didn’t get into digital cameras until it was too late.  Very few people buy photographic 
paper in the quantities we did when we printed every photo, including the ‘underwater shots’ etc. 

• A few years ago the first 3D printers were about $18,000 and could only make something out of plastic; 
now at around $400 you can buy a 3D printer and make most small spare parts out of metal.  This has 
huge implications for the spare parts businesses. 

• Autonomous cars have the auto industry in a state of panic.  It will kill their business model.  Just imagine, 
using your cell phone to call a car and it picks you up, takes you to your destination and you pay with your 
phone and the car goes on to the next assignment.  Just imagine what will happen to the car insurance 
business model! 

 

The two main projects that we have been working on have been the Professional Development Program, developed 
by Captain Anthony Patterson, NL Division and the re-branding / updating of the Company, as part of our Strategic 
Plan being in the capable of Captain Christopher Hall, Fundy Division.  We have re-designed the website, but still 
waiting for Members’ access pass codes.  There are Twitter posts from time to time, but we need tech savvy members 
to step up and take charge of posting news items in the Divisions to Twitter and also on the Website. 
 

A number of Divisions have started mentoring programs with the local marine colleges.  This is a great program and it 
introduces the Company to the new up and coming Master Mariners.  We need to understand the new and more 
practical ways of communicating.  The Baugh Fund has been giving out scholarships each year and it was planned to 
run it out this year, but a new benefactor had donated some funds, so it will continue for a while longer.  The 
Foundation is also available to do some funding for research projects and also needs more support from Divisions to 
attain our long-term objectives. 
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This last quarter has been relatively quiet.  As National President, I have attended three meetings: - 
 

The first was a meeting of Fundy Division, in Saint John.  There have been some issues with not enough members 
willing or able to share the responsibility of the Division organization – relying on the Divisional Master and one or two 
others.  The Division is currently faced with the choice of remaining viable or deciding to merge with Maritimes.  My 
hope is that Fundy will remain a going concern.  Unfortunately, Fundy is not alone, Montreal is in a similar position, 
just one or two members making things happen, but not enough to draw attention of the local Marine Community.  It is 
very important, when you look at the make up of your Division, it is the same people that organize, arrange meetings, 
participate and make decisions for the whole group.  I often wonder what some members expect from their 
membership dues?  Your fellow members put a lot of time and effort into organizing meetings, arranging speakers, 
seminars – it is a time commitment to make it happen.  And if you don’t, nothing will happen! The only way to get any 
benefit out of the organization is to get INVOLVED.  I do not think there is any benefit in complaining about the way 
the organization is operating if one is not participating.  To expand my point, each Division has expressed their view 
on the Rebranding, some Divisions went to extensive lengths to seek the views and opinions of their members and 
others, ten or twelve regular attendees decided for the Division.  That is fine, but if you as a member have a view, you 
must attend meetings and express your opinion.  One of my main objectives is to try and get ALL members involved 
in the decisions and the way the Company is going forward.     
 

The second was a conference call on June 10th, an Information session for Canadian maritime stakeholders on Trade 
in Services Agreements (TISA) and followed by the AGM of the Canadian Maritime Law Association (CMLA) here in 
Halifax on June 16th. 
 

TRADE IN SERVICES AGREEMENT (TISA):  The TISA is a major attempt to further liberalize trade in services, 
including transportation services, among a subset of 23 like-minded WTO Members interested in a meaningful result 
that has not yet been possible to achieve through the WTO Doha Round of GATT. 
TISA may eventually be multilateralized back into the WTO 
 

Negotiations are ambitious in terms of expanding sectoral coverage as well as improving rule setting for all services. 
Current TISA Parties are: Australia, Canada, Chile, Chinese Taipei, Colombia, Costa Rica, the European Union, Hong 
Kong (China), Iceland, Israel, Japan, Liechtenstein, Mauritius, Mexico, New Zealand, Norway, Pakistan, Panama, 
Peru, South Korea, Switzerland, Turkey and the United States. 
 

The TISA Parties represent a services market of nearly 1.6 billion people and a combined GDP of more than $50 
trillion (in 2015) – nearly 2/3 of the world’s economy.   
I did not get a good feeling that Canadian marine trade was to fare quite so well! 
 

The Third Meeting: The Canadian Maritime Law Association AGM reported on: 
• Amendments to the Polar Code – TC proposes replacing the Arctic Shipping Regulations to Arctic Shipping 

& Safety Regulations 
• Arrest and sale of ships 
• Carriage of Goods – review of TSA – modify the Coasting Trades Act and phase in over seven years. Need 

to collect more data in HNS (Hazardous & Noxious Substances) 
• Carriage of Passengers – very quiet; no news on Marine Insurance Act 
• York Antwerp Rules and sale of ships – questioning the value of Canadian Marine Insurance (CMI) draft 

documents 
• Fisheries – a quicker response to requests on the East Coast to the West Coast i.e. changing registry – 2 

weeks on the East opposed to 4-6 weeks on the West coast 
• General Average Committee – Adopt York Antwerp Rules. YA Rules are back to the 1994 Rules as the 2004 

and 2014 amendments were a failure. Interest rate to fixed by LIBOR and not the CMI. 
• Legislative and Regulations: Responses to the Emerson Report on the CTA; 

Retain User Service fees 
Privatise all the Federal Ports 
Reciprocal Coasting Trades Act 
Merge the four Pilotages Authorities into one (that didn’t work over 40 years ago!) 
Access to other Coasting Trades 
Amendments to Coasting Act to assist foreign ships to move empty containers 
Still working on the reform of the Carriage of Good Act. 
Regulations on Potable water on vessels and re-write the Fisheries Act. 

• Limitation of Liability – e.g. the tipping over of a barge loading turbines for Point Lepreau Power Station in 
Saint John, NB harbour. 

• Piracy – No report 
• Ports and Harbours – Discussed issues regarding NW BC crude oil and LNG terminals. 
• Anne Legars, formerly of the Canadian Shipping Federation in Montreal, has recently been appointed 

Administrator to replace Alfred Popp at the SSOPF. There are now plans the fund will take on additional 
work administrating the Fund for Railway Accidents involving designated Goods, which will be funded by 



“From the Bridge” August 2016 www.mastermariners.ca 
 

 3 

shippers of crude oil. The SSOPF is expected to be responsible for the cargo fund once the HNS Convention 
(Hazardous & Noxious Substances) comes into force. 

• Membership for Constituent Members Fees is set at $500.00.  CMMC is a constituent member. 
 

As you will note, there is a large amount of legal work going on regarding regulations for shipping and marine 
services.    
 

Also please remember we would like your Partners to join us in Halifax this year. There is a plan in place for Spouses 
and Partners to enjoy the sights and sounds of the Maritimes.  

 

National President.  Master Mariners of Canada.                                                                                                                                            
 
 

 

IFSMA (International Federation of Shipmasters” Associations). 
The formal proceedings from the recent IFSMA AGA are 

now available at http://ifsma.org/ under AGA. 
 
 
 

 
Message from the Bridge – May 2016.  Ship to Shore:  I recently travelled back to the 
Isle of Man by ferry on Good Friday of Easter weekend, and reflected on one of the blessings 

of my retirement nine years ago from the ferry industry: the ability to relax and enjoy bank holiday periods free from 
the worry of some operational mishap occurring at the most inopportune moment.  In the 31 years during which I 
occupied various shoreside roles in the ferry industry, fortune often decreed that if something was to go wrong it 
would go wrong at the busiest time of the sailing calendar. 
It got me thinking that it was 40 years since I had made the ‘leap‘ from ship to shore, bringing to an end a seagoing 
career that had started deep sea and continued on the ferries that crossed the Irish Sea from Scotland (Stranraer) to 
Northern Ireland (Larne).  It was fascinating to contrast the way of life at sea with life ashore, as I am sure many 
others have done when making such a career change. 
For example, being ashore avoided the extreme pressures which those onboard would endure during the worst 
instances of weather or mechanical problems, but by and large a ship’s crew could ‘switch off’ when their turn of duty 
was over and their responsibilities handed over to the oncoming crew, until their next turn of duty.  Those in senior 
shore-based roles have an almost constant pressure (at least in the back of their minds) of overseeing the shipping 
24/7, trying to ensure it operates safely, efficiently and to time. 
In ‘days of old‘, and particularly when deep sea, communication was very limited – which on a very positive note 
meant relatively little interference from Head Office in the matters of running the ship, but on the downside meant 
virtually no opportunity to stay in touch with loved ones ‘back home‘.  Modern technology has flipped that situation 
around.  But, back then, ‘disappearing off the face of the earth‘ for months at a time was often the driving force in 
deep-sea seafarers seeking shore-based positions or at least onboard positions closer to home. 
Over the long period when I worked ashore, I noticed at times the expansion in shore-based operations to meet the 
greater regulatory, safety and commercial pressures; and at other times the contraction due to some of these 
functions being ‘outsourced‘ to ship management companies or centralised at ‘head office’.  In the ferry industry, I 
always saw merit in the value of locally based senior marine management.  When I moved ashore in 1976 as 
Shipping & Port Manager for Sealink’s Stranraer - Larne route, I also took up the responsibilities of Marine 
Superintendent and firmly believed that local knowledge – of vessels, operating conditions and personnel – enabled 
appropriate decisions to be made.  On my desk, I always kept a copy of the inquiry into the loss of the Princess 
Victoria on the route in January 1953.  This was a constant reminder as to the safety aspects of the Marine 
Superintendent’s job and it was never far from my mind; in fact 
my predecessor in the role had been Captain LJ (Joe) Unsworth, 
MBE who had served on the Victoria and by a fortunate quirk of 
fate had been transferred to another route to cover staff shortage 
a day before Victoria’s final tragic voyage. 
I guess the relative attractions of ship and shore positions are a 
matter of individual circumstances and views, but my trip down 
memory lane to 40 years ago did lead me to conclude that I was 
very glad to have made the career change, before containerisation and other factors changed forever the way of life 
deep sea that I had known and so much enjoyed.  Equally, however, I valued the substantial time I had spent at sea 
before coming ashore.  And who knows – maybe all the grey hairs I gained ashore during all the operational mishaps, 
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weather and engineering disruptions and occasional near disasters – particularly during bank holiday weekends and 
peak holiday periods – would still have turned grey (or fallen out completely had I remained afloat).   
http://www.seabreezes.co.im/index.php?option=com_content&view=article&id=2107&Itemid=146                              HAMISH ROSS. 
 

Editor’s Note:  I have to admit that I knew nothing about the Princess Victoria so I had to research the story.  
There is much to be found, including: https://www.youtube.com/watch?v=rdmKEj8wVz0 
http://news.bbc.co.uk/onthisday/hi/dates/stories/january/31/newsid_2505000/2505913.stm 
http://www.midandeastantrim.gov.uk/culture-leisure-tourism/tourism/larne/m.v.princess-victoria  
http://www.seabreezes.co.im/index.php?option=com_content&view=article&id=1280:sixty-years-since-the-princess-
victoria&catid=34:ships&Itemid=56  
 
 

London	P&I	Club	warns	on	enclosed	space	entry	and	testing	procedures:  The	London	P&I	Club	
says	 it	 continues	 to	 see	 cases	 of	 injuries	 and	 fatalities	 associated	 with	 entry	 into	 enclosed	 onboard	
spaces,	including	cargo	holds	on	bulk	carriers	where	atmospheres	have	not	been	treated	as	potentially	
dangerous.	    In	a	recent	case,	two	shore	staff	were	permitted	by	the	ship's	crew	to	enter	the	cargo	hold	of	a	

bulk	carrier	via	the	usual	means	of	access.		But,	due	to	an	atmosphere 
that	did	not	have	sufficient	oxygen	to	support	life,	one	member	of	the	
shore	 staff	 died,	 along	 with	 a	 crewman	 who	 made	 an	 attempt	 to	
rescue	 them	 without	 following	 proper	 emergency	 procedures.	
London	Club	Loss	Prevention	Manager	Carl	Durow	says,	"Despite	the	
recent	 introduction	 of	 legislation	 relating	 to	 drill	 requirements	 for	
personnel	 engaged	 in	 entry	 into	 enclosed	 spaces,	 the	 club	 is	 still	
concerned	about	the	number	of	spaces	which	should	be	considered	
potentially	dangerous	but	may	not	be	by	crew	who	might	 focus	on	
the	 traditional	 spaces	 such	 as	 ballast	 tanks	 and	 bunker	 tanks.	

    "The	carriage	of	goods	in	bulk	which	may	deplete	oxygen	content	or	produce	toxic	substances	remains	a	
threat,	together	with	the	dangers	arising	from	the	use	of	fumigants	in	ships'	holds.		Ships'	officers	in	particular	
should	 consider	 the	 risks	 of	 cargo	hold	 entry	 at	 all	 points	 during	 the	 voyage	 and	 ensure	 that,	 by	means	 of	
onboard	training,	drills	and	toolbox	meetings,	crew	are	also	minded	to	question	circumstances	in	which	they	
and	others	are	entering	holds.    "Furthermore,	the	club	hopes	that	ships'	officers	and	crew	will	practise	the	
necessary	skills	and	emergency	response	procedure	established	in	their	safety	management	systems,	so	there	
is	every	possible	chance	of	a	positive	outcome	in	the	event	of	such	an	incident."  By Joseph R. Fonseca.   
May	27th	2016.  http://maritimeglobalnews.com/news/warns-enclosed-space-entry-c7a64h		
 

For an additional article on enclosed spaces read, “Save your breath – the deadly danger of 
enclosed spaces” by Michael Grey.  This can be found at: - 
http://www.seatrade-maritime.com/news/americas/save-your-breath-–-the-deadly-danger-of-enclosed-spaces.html 
 
 

Two evolutionary Carrousel RAVE Tugs with Voith Schneider 
Propellers under construction:  Voith, in co-operation with Robert 
Allan Ltd (RAL) and Novatug, has developed a new tug concept.  The 
Carrousel RAVE Tug is characterised by a towing winch on a ring.  This 
ring can rotate freely around the tug's deckhouse – a unit referred to as the 
"Carrousel Towing System".  This system eliminates the risk of capsizing 
under a tow load.  In combination with two Voith Schneider Propellers 
(VSPs) arranged in-line, the tug design allows for a slender and highly 
efficient hull.  New and previously unseen levels of tug operation safety and 
efficiency will be reached with this evolutionary concept.  The first two 
Carrousel RAVE Tugs are currently under construction at Damen Shipyards 
subsidiary Van der Velden Barkemeyer for Novatug, a subsidiary of 
Multraship Towage & Salvage. 
Braking and steering operations can be performed highly efficiently with 
the new tugs.  Utilisation of the hull forces rather than the propulsion forces 
results in lower fuel consumption and fewer emissions.  The tug can carry out manoeuvres not seen before with any 
other tugboat concept.  It means the yaw angles of the tug are virtually limitless.  The VSPs were chosen for their 
precise thrust control, quick response and insensitivity to variations in inflow direction. Arranged in-line, the VSPs 
allow very smooth and precise control of the tug heading under all possible operating conditions. 
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The towline force can be continuously controlled safely and precisely via the VSPs.  With the help of computational 
fluid dynamics, the Voith ship simulator and model testing, extensive optimisation work has been performed on the 
design to determine the optimum position of the propellers relative to the carrousel system and the optimum size and 
position of the skeg.  The result is a very well balanced tug that is stable and easy to handle in all sea and weather 
conditions. The VSPs are controlled via a fully redundant Voith electronic joystick control system. 
The tugs are due to be delivered in the first quarter of 2017.  They are 32m long with a maximum operational draught 
of 6.3m.  Propulsion is via two 32RV5 EC/250 Voith Schneider Propellers in combination with 1150 DTL Voith 
Turbo Couplings, Renk gear couplings and two ABC main engines delivering 2,650kW at 1,000 rpm. The slender 
hull shape of the CRTs and the controllable pitch propeller characteristic of the VSPs allow a free running speed of 
14 knots.  The bollard pull will be 70 tonnes.  Irrespective of the compact size the steering forces reach 160 tonnes at 
10 knots.  March 24th 2016. 
http://www.tugtechnologyandbusiness.com/news/view,evolutionary-carrousel-rave-tugs-under-construction_42346.htm 
 
 

UKHO Urges Ship Owners To Upgrade To New Digital Chart Standards:  The United Kingdom 
Hydrographic Office (UKHO) has today reiterated its call for ship owners to upgrade to the latest ECDIS software 
standards, highlighting the significant benefits that the new IHO S-52 Presentation Library edition 4.0 will offer 
mariners, including greater consistency in the display of Electronic Nautical Charts (ENCs) and a reduction in the 
number of audible alarms on the bridge. 
According to the UKHO, shipping companies have welcomed the 
recent announcement of a 12-month extension to the transition period 
for owners to switch to the new Presentation Library 4.0.  However, 
upgrade requirements will vary from ship to ship, so the UKHO 
strongly encourages owners to take advantage of the new ECDIS 
Standards at the earliest opportunity, rather than waiting until the new 
deadline of 31 August 2017. 
Tom Mellor, the UKHO’s Head of Original Equipment Manufacturer 
(OEM) Support and Digital Standards and Chairman of the IHO’s 
ENC Working Group commented: 
 

“The UKHO is continuing to work with manufacturers to ensure that 
users can experience the full benefit of the latest software standards.  The transition to the new ECDIS Standards is 
definitely gathering pace and it is encouraging to see such positive progress with ECDIS manufacturers working hard 
to secure type-approval for their ECDIS software. 
“Naturally, ship owners will also have questions about the new ECDIS Standards.  One recurring question is whether 
there are any compatibility issues between newly produced ENCs and the current Presentation Library edition 3.4.  
Owners need not be concerned about this, as ENCs themselves are unchanged.  The upgrade applies to the 
Presentation Library, which governs how the ENC data is displayed on the ECDIS screen, not the data itself.” 
 

As part of ongoing efforts to support ship owners with the transition, the UKHO is continuing to hold free seminars 
designed to ensure the navigational benefits of ECDIS are achieved in an efficient and compliant manner.  A number 
of these seminars will be held at the Posidonia Exhibition in Greece in June. 
Ship owners that are still adopting and implementing ECDIS will be able to attend a morning seminar entitled 
“Implementing ECDIS”, whilst the afternoon seminar, “Living with ECDIS”, is for those who are already operating with 

ECDIS and wish to be informed of new developments, such as the latest Presentation 
Library.  Attendees will be able to ask UKHO and independent experts about ECDIS 
implementation and management, including the latest changes brought through by the IHO. 

Source: UKHO (United Kingdom Hydrographic Office). 20/05/2016. 
http://www.hellenicshippingnews.com/ukho-urges-ship-owners-to-upgrade-to-new-digital-chart-standards/  
 
 

Large cruise ship voyage through Arctic ice rekindles rows.  Campaigners say Crystal Serenity trip 
puts at risk the very environment tourists are travelling to see in Northwest Passage:  A decision to proceed 
with plans to sail the first huge cruise liner through the Northwest Passage this month with 1,000 passengers on board 
has rekindled rows with environmentalists about the Arctic. 
The wildlife charity WWF has accused Crystal Cruises of putting at risk “the very thing that tourists would come to 
see” – a pristine wilderness and home to endangered species such as polar bears and walrus. 
“This voyage symbolises the risk of large-scale cruise ships operating in the Arctic.  The unique wildlife is already 
stressed by a warming climate and the loss of sea ice, and the arrival of mega-cruise ships in this part of the world 
could push it further towards the edge,” said Rod Downie, WWF-UK Polar programme manager. 
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“We recognise the positive steps that Crystal Cruises have taken to minimise their impact, working with local 
communities and in particular choosing not to burn heavy fuel oil in the Arctic, which is more persistent and damaging 
to wildlife if spilled.  But if tourism is not sustainable, we risk ruining the very thing that tourists would come to see.” 
The Crystal Serenity will set sail from Seward, Alaska, for New York on a 32-day, near 1,000-mile journey through the 
famous Northwest Passage waterway via Canada and Greenland. 
Arguments around the Arctic have more recently centred on oil company drilling such as Shell’s controversial and now 

abandoned attempts to explore off the coast of 
Alaska and new plans to open up the Norwegian 
far north. 
But the increasing scope for industrialising the 
region as the ice melts has also triggered 
geopolitical tensions and talk of a new cold war 
because the legal status of who owns what up 
there is uncertain. 
Michael Byers, a professor of politics and law at the 
University of British Columbia, says the Crystal 
Serenity should be used to spur new talks between 
the Canadian and US governments about disputed 
waterway rights in the Arctic. 
On its website, Crystal Cruises describes the 

cruises as a “world away from the sunny Mediterranean and the Caribbean’s white sandy beaches, cruises around the 
polar regions offer an entirely different adventure. 
“Since these are luxury cruises, you could spend your days at sea in a hot whirlpool out on deck, glass of wine in 
hand – or head ashore on an expedition, learning more about 
these remote ecosystems with the help of expert guides,” said 
the Los Angeles-based company. 
In a statement, Crystal Cruises said it was taking great care with 
the sailing. It had been “working on this project since 2013 and 
will be implementing a number of additional precautions to 
ensure the safety of all guests and crew, as well as to protect the 
pristine environment. 
“We have taken many extraordinary operational and equipment-
related measures to ensure a safe voyage.  The typical 
conditions along the planned route during the Arctic summer are 
substantially free of ice and within Crystal Serenity’s safe-
operating parameters. 
“Of note is our intention to use ultra low-sulphur content marine gas oil, which far exceeds the current requirements in 
that region.  This, along with a relatively slow transit speed, will achieve our goal of minimising our carbon footprint.” 
The Crystal Serenity will carry 1,000 passengers – some reputed to be paying up to $120,000 (£92,000) – plus 650 
crewmembers.  There is a casino, six restaurants and a cinema on board. The vessel is by far the largest luxury 
cruise ship to sail through these remote, icy waters. 
For safety backup an ice–strengthened polar logistics vessel, RRS Ernest Shackleton will accompany Crystal 
Serenity.  The vessel is normally used by the British Antarctic Survey (BAS), a publicly-funded organisation. 
Concerns have been raised about this but a spokesman for the BAS said it had no authority over how the vessel was 
employed in the summer months and made no financial gain from the Crystal Serenity work.  August 13th 2016 

https://www.theguardian.com/environment/2016/aug/13/large-cruise-ship-voyage-arctic-ice-crystal-cruises 
Follow the vessel through the Arctic on http://www.kroooz-cams.com/serenity/serenity1.php and 
https://www.vesselfinder.com/vessels/CRYSTAL-SERENITY-IMO-9243667-MMSI-311536000  

 
Also read an extensive report printed August 15th  

about the vessel’s impending visit to Nunavut 
at http://www.nunatsiaqonline.ca/stories/article/65674nunavuts_nw_passage_gateway_cambridge_bay_braces_for_giant_cruise/  
 
 

K inder Morgan proposes extending tug escorts through Juan de Fuca Strait  for  
oi l  tankers:   Escort tugs would accompany a wave of new oil tankers bound for the Juan de Fuca Strait, giving 
some comfort to coastal communities but not dispelling fears of a spill. 
Kinder Morgan’s Trans Mountain pipeline extension is expected to result in a seven-fold increase in tanker traffic off 
Vancouver Island. The tankers will be escorted from Burrard Inlet to the entrance of the shipping lane at Buoy Juliet, 
about 16 kilometres off Vancouver Island, the company says. 
Mike Hicks, Juan de Fuca electoral area director for the Capital Regional District, said he is ecstatic to learn the tug 
escort would be extended. 
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“It means that if there’s a breakdown, there’s an escort tug to latch on and keep [the tanker] off the beach until we can 
get someone there,” he said. 
“If there’s going to be increased oil tankers — which we are not in support of — we wanted an escort tug to guide 
them.” 
The National Energy Board granted Kinder Morgan conditional approval in May to triple the capacity of its Trans 
Mountain pipeline between Edmonton and Burnaby. Kinder Morgan projects tanker traffic will increase to 34 tankers 

per month from five. 
Hicks said the CRD board and his constituents had asked 
Kinder Morgan to expand the escort beyond Race Rocks 
to Buoy Juliet on the Swiftsure bank. 
“We think the Strait of Juan de Fuca is just as important as 
anywhere in the Salish Sea, and for that reason, I pushed 
for this,” he said. 
Master Mariner Bikram Kanjilal, the lead for marine 
development on the Trans Mountain Expansion Project, 
said the company decided during the risk-assessment 
process to expand tug-escort requirements for the third-
party tankers. 
“Having tug escorts in those areas would reduce the 
possibility of a drift drowning, meaning if the vessel was to 
lose power and started to drift, then the tug would provide 
service to the vessel without delay,” Kanjilal said. 
Trans Mountain’s additional marine safety proposals 
include pilot disembarkation near Race Rocks instead of 

Victoria, with pilots being trained to disembark by helicopter. 
Christianne Wilhelmson, executive director of the Georgia Strait Alliance, said tug escorts should be required for any 
ship carrying hazardous material. The alliance is a not-for-profit organization that promotes marine environment 
protection and sustainability of the Strait of Georgia. 
“I think any effort to reduce the possibility of an accident is a good thing,” she said. “But it does not deal with the 
myriad of other problems around this project.” 
Diluted bitumen sinks, she said, which makes it impossible to clean up, causing environmental, economic and social 
damage.                                                                                                    June 2, 2016 The Victoria Times Colonist 
http://vancouversun.com/business/energy/kinder-morgan-proposes-extending-tug-escorts-through-juan-de-fuca-strait-for-oil-tankers 
 
 

Azipod 25 year anniversary.  ABB electric propulsion system saved over 700,000 tons of fuel for marine 
vessels so far:  ABB today announced the total fuel savings of the entire installed Azipod fleet since being launched 
is estimated to be more than 700,000 tons.  Assuming the average family car uses one ton of fuel annually, this 
savings corresponds to the annual fuel consumption of 
700,000 cars. 
The gearless, steerable propulsion system reduces fuel 
consumption by up to 20% and achieves decimeter accurate 
manoeuvrability without the aid of tugboats.  It is installed on 
an extremely wide range of vessels, including the world’s 
largest cruise ship (6,600 passengers), the most advanced 
icebreaker, one of the largest crane vessels in Asia, a 105-
meter luxury superyacht, and most recently, an innovative 
cargo transfer vessel.  According to Clarkson’s Research, the 
leading shipbroker and research firm, the number of vessels 
with electric propulsion is growing at a pace of 12 percent per 
year, three times faster than the world’s fleet. 
A pioneering technology leader, ABB is celebrating Azipod 
propulsion’s 25th anniversary this year. The electrical 
propulsion system - where the electric motor with propeller is 
mounted inside a streamlined pod capable of 360 degree movement beneath the ship - has evolved to become the 
industry standard for the marine industry. The system can drive and steer the ship at the same time. 
Azipod propulsion units are the market-leading solution for today’s modern large cruise ships.  The system is also 
dominating the growing icebreaking and icebreaking cargo ship sector.  The most advanced port icebreaker will 
feature four Azipod propulsion units placed in an innovative design to allow the vessel to operate either bow or stern 
first, keeping ABB at the cutting edge of icebreaking technology. 
The entire installed Azipod propulsion unit base has accumulated 12 million operating hours in merchant, offshore and 
special vessel segments.  “Our engineers continue to innovate, like they did 25 years ago, to ensure Azipod 
propulsion meets the demands from a diverse range of ship owners.  Much has changed in the shipping sector since 
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we introduced the first Azipod but the desire for efficiency, manoeuvrability and reliability remains the same.  The fact 
that Azipod propulsion remains the dominant force in podded electric propulsion shows our commitment to meet our 
customer’s needs,” said Juha Koskela, the managing director of ABB’s Marine and Ports business. 
ABB www.abb.com is a leading global technology company in power and automation that enables utility, industry, and 
transport & infrastructure customers to improve their performance while lowering environmental impact. The ABB 
Group of companies operates in roughly 100 countries and employs about 135,000 people.   
Zurich, Switzerland, May 24, 2016.  http://www.abb.com/cawp/seitp202/cc60b05bd9a4cfecc1257faf00505845.aspx  
 
 

Who	 were	 the	 first	 Snowbirds?	 In	 the	 book	 The	 Hidden	 Journals	 –	 Captain	
Vancouver	&	His	Mapmaker,	the	 authors	Wade	 Baker	 &	Mary	 Tasi	 suggest	 it	 may	
have	been	Captain	Vancouver	and	his	crew.	
	

On	 Page	 92:	 Later,	Captain	Vancouver	and	his	men	came	 to	Hawaii	 in	 the	winter	and	 then	went	back	up	 the	
northwest	coast	of	America	in	the	summer.	 	They	went	back	and	forth	like	that	for	three	years.	 	They	were	the	
first	snowbirds.																																																																																																									The	Hidden	Journals:	ISBN	978-0-9938438-1-5	
	

The	book	 is	about	Wade	Baker’s	 journey	 to	discover	a	distant	British	ancestor	 from	the	 late	1700s,	a	Royal	
Navy	Lieutenant	named	Joseph	Baker.	
 
 
“Ultimate Responsibility”.  Becoming a Navigation Officer:  People often ask me why I wanted to become 
a Marine Navigation Officer.  My father has been a Master for many years, and from a young age I have always 
admired his position and professionalism as a Captain.  But there are other reason why I have chosen this path; I love 
the beauty and power of the ocean, the sheer size and engineering of ships, the practice of marine navigation, and I 
love the responsibility.  Sailing as a Cadet I often heard the phrase “ah Cadet, no responsibilities, easy life”.  I hated 
this statement.  I wanted responsibility; I strived for responsibility; without some sort of responsibility what is your 
purpose onboard a vessel?  Being a Navigation Officer you have lots of responsibilities, you are responsible for the 
lives of the sailors that sleep soundly below the bridge, you are responsible for the safe navigation of the ship, you are 
responsible for protecting the marine environment, and you are responsible for contributing to the safe and effective 
operation of the ship.   
My journey to becoming a Navigation Officer started in September 2012 at British Columbia’s Institute of Technology 
(BCIT), in North Vancouver BC, Canada.  For my first semester of school I was given a general overview of the 
various aspects of shipping and navigation.  After 6 months I was off to join my first vessel Americas Spirit in Whiffen 
Head, Newfoundland.  I remember the day clearly, it was cold and grey outside, I was driven to an oil terminal that felt 
like it was in the middle of nowhere and was greeted by a 260m long Aframax conventional oil tanker.  Walking up the 
gangway I felt like I was going to be sick.  A flood of emotions were running through my body, excitement, 
nervousness, anticipation, and sadness for knowing the fact I would be away from the people and things I loved back 
at home.  After 5 months of sailing up and down the East coast of North America it was time to come back home for 
another school term at BCIT.  My second school term was much 
more valuable.  I had some sailing experience under my belt I could 
better relate and understand topics.  Before I knew it I was back out 
to sea, this time on Matterhorn Spirit.   
I joined her on May 7, 2014 in Brofjorden, Sweden.  I was onboard 
her for 7 months sailing all over the North Sea and Baltic.  I was on 
a mission, a mission to get as close to that officer role as possible 
as this was to be my last time sailing as a Cadet.  I was expected to 
act like an officer and that is what I did.  Even while disposing of 
garbage when in port, while the wind was blowing nasty food juices 
in my face, in my mind I was there acting as the responsible officer, 
overseeing the operation and making sure the garbage was 
disposed in accordance with statutory and terminal requirements.  
On December 13, 2014 I returned home to Victoria BC, where I 
began my final school term at BCIT as a Cadet.  It was a very important year for me.  At the end of the 7 month long 
semester I would face my oral examination to become an officer.  I studied hard, I put in the effort, and on July 20, 
2015 I officially became a Navigating Officer.  I stepped out of that Transport Canada building and on to the brick road 
of Government Street with a piece of paper in my hand, a piece of paper that said I could legally hold a navigation 
watch on any size of vessel anywhere in the world. 
I was ready to go.  I couldn’t wait to get out to sea as a Navigation Officer.  I waited for what felt like forever, until 
finally one day I received notice from my company.  It wasn’t the news I wanted to hear but a few days later I was on a 
plane to Manila in the Philippines to do some company specific training.  I was there for little over 3 weeks doing 
mostly simulator courses.  They put us through the paces, navigating through some of the busiest shipping lanes in 
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the world in all kinds of conditions.  It may have been all simulated, but it felt very real, and I left the Philippines with 
even more confidence than before.  I waited a few more weeks at home and then one day it came.  I was to join 
Galway Spirit as she was passing through the Strait of Gibraltar en route to Rotterdam.  A few days later on 
November 13th, 2015 just before midnight, I found myself on a small tugboat heading towards Galway Spirit.  As I was 
sitting in the rolling tugboat a flood of emotions washed over me much like my first time joining a vessel on Americas 
Spirit.  I was excited to finally be joining a vessel with a proper stripe on my epaulets, but with that stripe came a 
whole lot more responsibilities and expectations.  This is what I had been striving for since the beginning, but as we 
approached closer and closer to Galway Spirit, the pitted feeling in my stomach became stronger and stronger.  I 
signed the Articles of Agreement early next morning and I was officially a Third Officer. 
The responsibility I was looking for hit me hard.  In my handover I read my duties and responsibilities.  The list 
seemed endless.  My primary duty and responsibility was to hold a navigation watch while at sea and a cargo watch 
while in port from 8-12 am and pm.  But that was only the tip of the iceberg, my secondary duties extended from port 
papers and ships administration to keeping inventory and organization of flags and day shapes.  I remember my first 
navigational watch as an Officer.  It was on that same day that I joined the ship.  Saturdays for a Third Officer are 
generally a busy day and not the ideal conditions for a first time Officer.    Emergency systems are tested, alarms 

going off everywhere, fire zones needing to be isolated.  It was 
the quickest 4 hours of my life.  After watch there is still always 
much work to do.  I had to familiarize myself with all my 
secondary duties, all of the ship’s computer systems and where I 
could find the information I needed to do my jobs.  I remember 
feeling completely overwhelmed, like I was never going to 
remember everything and wouldn’t be able to do my job.  But with 
time these tasks became almost second nature.   
Standing watch on the bridge felt right, it was what I had been 

striving for.   I would find myself smiling from ear to ear for no apparent reason, just because of the fact that I was 
happy to be doing what I loved.  For my first few days as a Navigation Officer I simply just had to follow the passage 
plan, maintain a good lookout, actively assessing the situation, using all available means to determine the vessel was 
safe.  There were a few overtaking/being-overtaken situations but nothing exciting, as we steamed north off the coast 
of Portugal and across the Bay of Biscay.  But soon we were in the English Channel and transiting through the Strait 
of Dover where my knowledge and skills were really to be put to the test.  I remember my first collision avoidance 
situation where I was required to take substantial action.  Leaving the Port of Rotterdam, following the Traffic 
Separation System (TSS), I detected a vessel crossing from starboard in the approaching junction.  The Closest Point 
of Approach (CPA) was zero.  We were steaming half ahead, there was a vessel overtaking me on my starboard side.  
I weighed out my options; reduce speed further, alter boldly to starboard to pass astern - but after accessing the 
situation I determined that I would be able to pass at a safe CPA ahead by increasing to full ahead and a slight 
alteration of course to port.  This I saw to be the safest option due to the overtaking vessel on my starboard quarter 
and the large amount of vessels astern of me that would also have to overtake in a narrow traffic lane if I had reduced 
speed drastically.  It was when I put that telegraph to full ahead and the rudder to port that my heart really started 
racing, as the situation unfolded and I saw that I was passing safely ahead I could relax and I left the bridge that 
evening with a boost in confidence.     
Throughout the next few months my experience and skills grew as a navigation officer.  I was presented with different 
situations in which I had to apply the different rules of the collision regulations.  I became more and more familiar with 
the ship’s equipment on board.  I’ll always remember the first time I called the Master to the bridge.  Our ship was 
awaiting orders, steaming dead slow into the heavy wind and seas, making about 1.5 knots over the ground.  Two 
vessels were approaching from my port side; one was overtaking the other, both with zero CPA.  Rainsqualls were 
passing every 5 minutes or so, at one moment visibility could be over 10 miles and the next less than 2.  As the two 
vessels approached it became clear the one would pass ahead of me but the other continued to maintain her course 
and speed.  I waited until she was at a 2.5-mile range and when I could see she still hadn’t taken any action, I called 
the Captain.  We both contemplated our options, we couldn’t reduce speed as we were already barely moving, 
increasing speed would reduce the CPA with the vessel passing ahead, an alteration of course to starboard and 
running parallel to the two vessels seemed the best option but would still result in a close quarter situation.  I was 
standing by the horn and just about to blast 5 short when finally she altered her course to starboard and it became 
clear she was going to pass astern.  Both vessels passed our ship at exactly the same time, one ahead and one 
astern, CPA both less than a mile.  That situation got my heart pumping and made my palms sweat.  When I looked 
over at the Captain I couldn’t read any emotion on his face.  No sign of nervousness, but also not too relaxed, just 
calm and collected, the face of years and years of experience.  The situation that day was a perfect example of the 
importance of calling the Master in good time whenever in doubt.  While holding watch you are the Master’s 
representative, the responsibility of the safe navigation of the ship is with you, but overall the responsibility is with the 
Master, he will be the first to be questioned and convicted in the event of a collision or accident.  That is why he has 
four gold bars on his epaulettes; that is why his title is “Master”, that is why he holds the ultimate responsibility.   
I signed off Galway Spirit on March 10, 2016, I had successfully completed my first contract as an Officer.  I still had a 
lot to learn and experience to gain but for the first time since my journey started I felt a complete sense of pride for 
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what I had accomplished.  After all, I was a Navigation Officer, sailing on the vast ocean, responsible for keeping my 
crew, my ship, and the oceans I love safe.                                                                                                 Dylan Fowler 
Note: 1) An edited version of this article first appeared in the August 2016 edition of Seaways, the journal of The Nautical 
Institute. 2) See FTB February 2014, Page 1 for another article written by Dylan Fowler. 3) Dylan is a Director of the BC 
Branch of The Nautical Institute. 
 
 
The Perils of Positional Precision.  While navigational satellites may offer unimaginable positional 
precision, placing too much trust in technology could still land ships in dangerous territory:  Nobody ever gets 
lost any more, thanks to the wonderful navigational satellites orbiting our earth.  They offer us positional precision that 
was unimaginable when all we had were heavenly bodies and our trusty sextants to produce position lines with. 
But you can place too much trust in technology, as the Royal Institute of Navigation warned recently, pointing out that 
you really ought to learn how to read a map just so that you don’t end up making enormous detours after the Satnav 

has misheard its instructions.  Mountain rescue and lifeboat 
people are also getting a bit exasperated at having to retrieve 
people who have been completely lost because the battery in 
their “smartphone” had become exhausted and with it their 
navigational “app”, leaving them without a clue about their 
position. 
Navigational precision is wonderful, but I can hear the 
rollicking I received as a junior watchkeeper, all those years 
ago, after passing a ship rather too close for the Master’s 
comfort.  “You never know what might happen should the 
steering gear in either ship break down at the crucial 
moment,” he warned me.  I was grateful for that warning a 
few years later when such a thing actually happened and we 
started to go around in circles in the middle of the Straits of 
Gibraltar, fortunately with other ships being at a reasonable 
distance. 
You can also be rather too precise these days with your 
computerised passage plans that ensure that you steam the 
very shortest possible distance between departure and 
destination.  In the “old days” you would lay down courses 
that kept you well clear of any hazards, and gave thought to 
the density of traffic so that in busy places you didn’t bunch 
up, or all want to alter course at exactly the same place. 

But such is the confidence of many modern navigators that in their enthusiasm for the shortest distance, their 
computers program their passage plans along exactly the same track.  If you doubt this, the wonderful facility of 
automatic identification enables those concerned with coastal surveillance to replicate the tracks of vessels on 
passage, and the sheer number following the computerised ‘favourite’ route has to be seen to be believed.  Which is 
not very sensible if you are thinking about the mitigation of risk and traffic density. 
Another concern about the precise electronic navigator is that too often 
the person doing the passage planning is using seamarks, lightships 
and buoys, as waypoints for their voyage.  Captain Ian McNaught, who 
as Deputy Master of Trinity House has a vested interest in those aids to 
navigation, points out that such navigational practices have a nasty 
habit of leaving his equipment damaged and dented.  In his foreword to 
the latest Marine Accident Investigation Branch Safety Digest he 
emphasises the importance of the traditional watchkeeper’s mission of 
looking out of the window on a regular basis just to see if a lightship is 
disappearing under the bow. 
He notes that Automatic Identification System (AIS) data tells Trinity 
House that ships are being taken closer to danger and that “passage 
plans are perhaps not as cautious as they once were”.  Whether this is due to distraction, fatigue, problems with 
technology on the bridge, training or the interface between humans and equipment, the end result, says Captain 
McNaught, is that “more of our physical aids to navigation are being damaged by collision from vessels”.  And that is 
not something of which navigators can be proud, if they clout a well-marked and charted buoy or a whacking great 
lightship that is visible miles away, day or night. 
It is a problem worldwide, as, while fewer ships are being lost, the insurers point out that the number of navigational 
accidents, strandings and collisions, remain the same.  What might be the reason for this in an era where ‘dead 
reckoning’ is pretty well dead and everyone knows where they are on the surface of the earth with such pleasing 
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precision?  Maybe ‘not looking out of the window’ is at the core of the problem, with people keeping their heads down 
in front of their screens. 
This issue of Safety Digest recounts an eminently avoidable collision largely by people chatting on the VHF to each 
other, not speaking the same language, misunderstanding each other’s stated intentions and causing a great deal of 
damage to two ships.  If they had just ‘shut up’, as in the days before the facility of VHF, and got on with interpreting 

the regulations, they would have passed clear.  The same edition offers 
us a ship ran ashore when the OOW was too busy correcting charts 
either to look out of the window or alter course at the crucial moment, 
and another when an exhausted Mate sat on a sofa and was woken up 
when the ship hit the beach.  But there was never any doubt about either 
ship’s position! 
Maybe the answer lies in even cleverer equipment, better designed, 
without alarms going off all the time and ‘head up displays’ on the 
wheelhouse windows, like they have in jet fighters.  But it would probably 
be better still if more effort was made to teach people to use th wonderful 
equipment they have already, so that they don’t edit out lightships and 
other aids to navigation from their electronic charts, which they then go 
on to dent, after failing to look out of the window! 

                                                                Michael Grey.  The Sea. May/June 2016. www.missiontoseafarers.org	 
	
 

Concerns about inappropriate heaving line weighting gather momentum:  For some time now there 
have been growing concerns within the towage and ports sectors about ships’ crews using inappropriate weighting 
methods on heaving lines to make them easier to throw to a tug. 
This places individuals on the deck of a tug, mooring boat or harbour berth at a 
high level of risk, which could result in serious injury or death.  The UK Code of 
Safe Working Practices for Merchant Seamen Chapter 25 (25.3.2) states: 
“Vessels' heaving lines should be constructed with a ‘Monkey’s Fist’ at one end.  
To prevent personal injury the ‘Fist’ should be made only with rope and should 
NOT contain added weighting material.”  Anyone who encounters weighted 
heaving lines is instructed to remove the hazard or replace with a sand bag. 
Despite such warnings, it is clear that the practice is still far from uncommon.  
Marc Niederer, managing director, Svitzer Europe, says, ”We have regular 
incidents where vessels add weights, such as twistlocks or stones, and throw the line down.  You can imagine what 
might happen if you get this on your head when the line is thrown from the equivalent of three floors up.” 
Last month Svitzer reports a historic low point, when the crew of a vessel attached a large iron hook to the heaving 
line and threw it down to the tug for a Svitzer crew member to catch.  The heavily weighted line only missed the crew 
by 1 metre.  
Mr. Niederer says, “To be honest, these weighted heaving lines are keeping me awake at night.  If nothing is done, a 
fatal accident is about to happen.” 
Svitzer is now actively working with vessel owners and different industry associations to avoid this.  “We are providing 
sand pouches to vessels, as most seafarers these days don’t know how to make a Monkey’s Fist.  We are also 
addressing these incidents at chief executive and board level of the relevant shipowners,” says Mr. Niederer. 
The Maritime and Coastguard Agency (MCA) warned late last year, that vessels found using dangerously weighted 
heaving lines in the UK may be subject to prosecution.  Perhaps the MCA, and other authorities across Europe, need 
to start flexing their legal muscle and initiate a high profile prosecution case.  Do we have to wait until a tug crew 
member is killed, or seriously injured, for those in authority to take steps to hold those who undertake ‒ or who turn a 
blind eye ‒ to such incredibly dangerous actions to account? 
06 Jun 2016 by Clive Woodbridge 

Tug Technology and Business 
http://www.tugtechnologyandbusiness.com/news/view,concerns-about-inappropriate-heaving-line-weighting-gather-momentum_43196.htm 
 
 
Lost at sea.  Ecological assessment around a sunken shipping container:  Thousands of shipping 
containers are lost from cargo vessels each year.  Many of these containers eventually sink to the deep seafloor.  In 
2004, researchers at the Monterey Bay Aquarium Research Institute (MBARI) discovered a lost shipping container 
almost 1,300 meters (4,200 feet) below the surface of the Monterey Bay National Marine Sanctuary.  In the first ever 
survey of its kind, researchers from MBARI and the Sanctuary recently described how deep-sea animal communities 
on and around the container differed from those in surrounding areas. The red dots seen in some of the underwater 
footage are lasers mounted on the remotely operated submersible.  The lasers are 29 cm apart and allow the 
scientists to estimate animal size.     https://www.youtube.com/watch?v=vFxtNsUPRKE  
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For more information visit:     MBARI press release:   http://www.mbari.org/news/news_releas... 
Published on May 7, 2014 
 

Not every container sinks however.  Eight of us were at lunch 
recently (all retired, including 5 Master Mariners and 2 from 
Shipping Agencies) and we discussed this subject. 
 

Afterwards I went to Google and found lots on the subject. 
First:  Colliding with a water-logged shipping container in the 
middle of a gale is a sailor’s worst nightmare, but that’s exactly 
what happened to Capt. Andrew Segal one November evening 
while sailing his Pearson 530 from Newport to Bermuda.  Click on 
the link below to read more about it.  
http://www.oceannavigator.com/March-April-2013/A-legendary-
offshore-danger/. 
 

Next there is: The consequences of losing containers overboard 
have become far greater than simply losing the value of the cargo 
and the container shell. 
In February 2014 the SVENDBORG MAERSK was reported to have lost 517 containers in the Bay of Biscay, 85% 
were empty with the balance containing dry non-hazardous goods.  With only 17 floating containers recovered, the 
French authorities ordered the ship owners to map the exact location of the containers that sank. 
Read more at http://www.gard.no/web/updates/content/20845267/bigger-consequences-for-container-loss-at-sea- 
A great image of a floating container can be seen at http://www.chriscameron.co.nz/cc/hazard-at-sea/ 
 

Shipping containers lost at sea: how much of a danger are they to sailing yachts?  When you are offshore and 
looking at empty water stretching all around, the odds of running into something barely visible seem very slim.  Yet the 
hazard is common enough to warrant its own yachting acronym in France.  There they are called UFOs: unidentified 
floating objects, and chief among them these days are shipping containers lost at sea. 
Sometimes these UFOs are marine creatures, basking sharks or whales mostly, identified perhaps by blood in the 
water from the injured animals.  It’s sad and gruesome, dangerous on both sides and very difficult to prevent. (Read 
more about the risks of collisions with whales.) 
Statistically, though, perhaps a greater risk is from semi-submerged container lost overboard from a ship.  In March, 
the Office of National Marine Sanctuaries, a department of US oceanography and weather body NOAA, published an 
extensive report on the loss of shipping containers worldwide.  It makes for chilling reading. 
http://www.yachtingworld.com/blogs/elaine-bunting/shipping-containers-lost-at-sea-61867 
 
 

Russia's Latest Nuclear-Powered Icebreaker Extends Arctic Dominance:  The Cold War may be long 
over, but there's still the Arctic chill.  Russia floated its largest and most powerful nuclear-powered icebreaker in June, 
upping the ante in what is literally the coldest global gold rush. 
The ice-smashing ship was Russia's sixth reactor-driven polar vessel.  The United States doesn't have a single one. 
Moscow's dominance of the northern seas — courtesy of vast investments — has America and the West worried. 
Here's why. 
What do we know about Russia's icebreakers?  Moscow is the most active player in the race for polar dominance 
— despite the current economic crisis debilitating its fortunes at home.  Of Russia's 39 icebreakers, six are powered 
by nuclear reactors. 
The newest vessel, the Arktika, was floated on June 16 and will make its maiden voyage next year.  An unchallenged 
feat of icebreaker engineering, the vessel is 1½-football fields in length and is powered by twin nuclear reactors. 
Arktika's job will be to smash through ice in the northern seas to allow other ships safe passage, in addition to 
delivering supplies to high-latitude research expeditions.  Its nuclear reactor means it can stay at sea for months 
without refuelling. 
"Russia is implementing the [Arctic] plans it made some years ago," said Alexei Fenenko, an associate professor of 
global politics at Moscow State University.  "It's a long-term game." 
The Department of Homeland Security said in 2013 that the U.S. needs at least six active icebreakers. 
It currently has two active icebreakers and one ice-capable research vessel — none of which are nuclear-powered. 
Admiral Robert Papp, a retired Coast Guard commandant, told NBC News last year that America is "clearly behind in 
the Arctic."  President Barack Obama has backed plans to build a new vessel worth $1 billion, but the ship would not 
float until at least 2020. 
Russia's closest rival is Canada, which has seven non-nuclear ships.  Other nations with such vessels include 
Finland, Sweden and China. 
Who needs these smashing ships?  The dominance of Moscow is not surprising given the country's vast, 25,000-
mile northern seaboard.  "Just look at the length of the Russian Arctic coastline, it's the biggest in the world," said 
Pavel Gudev, at Moscow's Institute of World History and Economic Relations.  "Of course you need more ships." 
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By comparison, the U.S. has an Arctic coastline of just 1,000 miles.  (Canada's coastline is technically the longest in 
the world — at 62,000 miles — but much of this is made up of its labyrinthine Canadian Arctic Archipelago.) 
Those disparities haven't stymied the intense interest in the region from both Washington and Moscow since the 
outbreak of the Cold War.  The closest route for a Russian ballistic missile to reach the States — and vice versa — is 
over the North Pole. The same goes for warhead-carrying submarines during their regular visits to the Arctic Ocean. 
"The Arctic area remains part of Russia's strategic defense plans," said Fenenko of the Moscow State University. 
That stands in stark contrast to the current U.S. capabilities, one that has broader implications for American interests. 
"The lack of U.S. ice-breaking … is a growing liability, as the U.S. is not able to advance America's interests in both 
poles," said Heather Conley, a senior vice president at the Centre for Strategic and International Studies, a 
Washington-based think tank. 
 
A map showing Russia's 25,000-mile Arctic coastline. Google 
 

 

The Arktika, a nuclear-powered icebreaker, is launched in the Russian 
city of St. Petersburg on June 16. Ruslan Shamukov / TASS via Getty 
Images 

 
Why else do nations want Arctic power?  Beyond the potential defense implications, the Arctic also could hold vast 
oil and gas reserves, commercial fishing.  It also might enable a corridor from East Asia to Europe around Russia's 
northern coast that is 3,000 miles shorter than any current alternative. 
Still, most potential riches would only become unlocked when all of the ocean's ice melts — which by U.S. 
governmental estimates won't happen before the middle of this century. 
Given the uncertain future around any windfall, the real reason the U.S. is interested in the Arctic is for global-warming 
research, according to Conley at the Centre for Strategic and International Studies. 
In the meantime, the potential for countries to work together remains high — especially on safety and rescue in the 
remote region, which is already host to dangers beyond guns and missiles. 
The U.S. has invited all Arctic nations to participate in a joint rescue exercise this summer dubbed "Arctic Chinook." 
And the military focus of the Cold War, while not vanished, is much reduced. 
"A military conflict in the Arctic is not unfeasible," Fenenko said, although all of the analysts interviewed for this story 
said that was unlikely.  JUL 3 2016 
http://www.nbcnews.com/news/world/russia-s-latest-nuclear-powered-icebreaker-extends-arctic-dominance-n602381 
 
 
Federal government opts for off-the-shelf design to cut costs of new warship:  Ottawa is going to save 
time and money in the construction of its next generation of warships by buying and modifying an off-the-shelf design, 
the federal public services minister said. 
Judy Foote said during a news conference Tuesday that holding a competitive bid for an existing design will knock 
about two years off the process.  "The new approach significantly reduces the design and technical integration time," 
she said during a news conference at the Halifax shipyard. 
Behind her, welding sparks flew while shipbuilders worked on the keel portion of the Navy's first Arctic patrol vessel, 
which is due for completion by 2018. 
Foote said the work on the patrol ships will continue into "the early 2020s," before any construction begins on the 
warships. 
The Halifax yard is one of two construction sites contracted in the government's bid to build new warships, with the 
surface combatant fleet to replace the Iroquois-class destroyers and the Halifax-class frigates.  Over the past year the 
figures on just what the massive program will cost have been shifting.  Original projections put the cost of building 15 
new vessels at $26 billion, but internal documents and reports published last fall suggest the bill could run as high as 
$40 billion. 
Last month, Foote indicated the government would stop making public cost projections to allow for wiggle room as the 
project evolves.  She held by that approach on Tuesday, saying it would be "irresponsible" to interfere with the 
competitive bids by 12 pre-qualified firms. 
However, she added that after the requests for proposal are complete, her department will make the costs public. 
Kevin McCoy, the president of Irving Shipbuilding, predicted major savings.  "You're essentially saving 10 per cent of 
the cost if you can knock two years off the time period," he said after the news conference. 
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"A modern warship costs over $2 billion to design from scratch. ... Canada will not have to pay that money.  There will 
be some licence fees still to be determined during the procurement process, but think of the effort it takes to design a 
warship from scratch.  Canada won't have to go through that." 
Commodore Craig Baines, the commander of the East Coast fleet, said the Navy is still hoping for the 15 ships 
proposed originally.  However, he added that total could change depending on "how much capability goes into the 
ships and what Canada can afford."  "They'll end up where they end up," he said. 
Foote said the Halifax shipyard will build "up to 15 ships," but also said during a news conference that the Royal 
Canadian Navy's requirements may change as the frigates are produced. 
"It depends again on the requirements ... Those requirements might 
change as it goes on.  So maybe we'll be able to accomplish what 
we need to accomplish with fewer ships than 15 ships in terms of 
the Navy." 
James D. Irving, the president of parent firm J.D. Irving Ltd., said he 
remains optimistic that the yard won't see its original task scaled 
back.  "We need 15 (ships), possibly we can do more than that," he 
said. 
Foote estimates that about 2,400 jobs will be created at the peak of 
construction for the surface combatants and Arctic offshore patrol 
vessels.  June 13, 2016 
http://www.ctvnews.ca/politics/federal-government-opts-for-off-the-shelf-
design-to-cut-costs-of-new-warships-1.2943307   A group of Halifax-class frigates heads out of Halifax harbour in 2000. (Andrew Vaughan/The Canadian Press) 
 
 

Information that used to be carried by the pilots of an 
Air Canada Airbus A320, which amounted to two 17-kilogram 
bags of paper documents, is now saved on the company-issued 
iPad.  The iPad stores all airport and en-route charts, as well as 
aircraft manuals. 
During the flight, the iPad is mounted on a side window using 
suction cups.  Here the First Officer of this Airbus A320 consults 
the SID (Standard Instrument Departure) for Toronto. 

 
From enRoute, the inflight magazine of Air Canada. 
 
 

 
 

 
 

Maybe I was wrong! 
I must confess that my imagination refuses to see any 
sort of submarine doing anything but suffocating its crew 
and floundering at sea.   
H.G. Wells, British novelist in 1901. 
 

“How, sir, would you make a ship sail against the wind 
and currents by lighting a bonfire under her deck? I pray 
you, excuse me, I have not the time to listen to such 
nonsense.”  Napoleon Bonaparte, when told of Robert 
Fulton’s steamboat, 1800s. 
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The Algoma Enterprise (down bound) as she comes out of the 1,000 Islands. 
  
 
 
 
 
 

This picture appeared in June.  It impressed me.  It shows the 
vessel leaving the “1,000 Islands” near Brockville.  Since my 
knowledge of that part of Canada is sadly lacking I resorted to 
Google to learn more. 
Brockville is located on the north shore of the Saint Lawrence 
River opposite Morristown, New York, about halfway between 
Ontario's Cornwall to the east and Kingston to the west.  It is one 
of Ontario's oldest communities and is named after the British 
General Sir Isaac Brock.  It is known as the "City of the 1000 
Islands". 
Brockville will be the site of a “Tall Ships Festival” between 
September 16th and 18th.  Information about this can be found at 
www.tallshipsbrockville.com.  It is expected there will be ships from Denmark, Spain, the USA 
and Canada.  One vessel is over 400 feet in length requiring anchorage because of its size.  
 
 
Tall ships battle in Semiahmoo Bay:  A pair of tall ships sailed 
through Semiahmoo Bay last weekend as part of an annual maritime 
celebration hosted across the water in Blaine, Washington. 
Lady Washington and Hawaiian Chieftain offered tours and sailing 
excursions from the Drayton Harbor Marina – and the classically masted 
vessels also put on a show that could be seen by residents on the 
Semiahmoo Peninsula in British Columbia. 
For three hours Sunday the ships recreated an 18th century naval 
skirmish in the bay with real cannons and gunpowder – just no cannon 
balls. 
The two ships, which staged their first mock sea battle in 1993, are 
operated by Grays Harbor Historical Seaport Authority and visit up to 50 
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ports a year on the West Coast. 
Lady Washington is a full-scale replica of an 18th-century American vessel that became the first vessel to make 
landfall on the west coast of North America.  Since its 1989 launch the 112-foot ship has racked up numerous film and 
TV credits, including a spot in the 2003 movie Pirates of the Caribbean: The Curse of the Black Pearl. 
Its companion ship, Hawaiian Chieftain, is a 103-foot vessel based on early merchant ships that visited Hawaii. 
Aug 11th 2016.  http://www.peacearchnews.com/news/389920531.html  
 

 
 
The Honourable Company of Master Mariners: In earlier editions of “From the Bridge” I have mentioned the 

invitation for any of us to visit the headquarters of the HCMM in London, 
HQS Wellington.  In June I was able to take advantage of that invitation.  
My youngest sister was with me and we were made very welcome.  We 
had a grand tour of the ship and learned much about its history.  Would 
you believe that this panelled and carpeted hall, the “Court Room” was 
once the engine room of the warship? 
HMS Wellington was built 
in 1934, one of 13 
Grimsby Class sloops. 
During WWII the ship 
performed convoy duties 
in the Atlantic, rescued 

450 Merchant Seamen and was active at Dunkirk and the North African 
landings.  In 1947 the HCMM had the opportunity to buy the vessel, 
convert it into a livery hall and berth her on the Victoria Embankment of 
the River Thames.  If you ever have the opportunity I recommend you 
visit the ship and the Honourable Company.                 David Whitaker. 
 http://www.hqswellingtonship.co.uk/hqs_wellington_history.html 
 
 
Don’t forget:  The 49th Annual General Meeting of THE COMPANY OF MASTER MARINERS OF 
CANADA will take place in Halifax on September 24, 2016.  All members are invited to attend. 
 

The official Notice of Meeting and Proxy form can be found at: 
http://www.mastermariners.ca/wp-content/uploads/2016/03/FTB-16-07AGM.pdf  

 

In his message, “From the Master’s Desk”, the National Master asked for our opinion regarding the 
location of next year’s AGM.  Should it be in Vancouver where the Company was founded or perhaps in 
Ottawa where the Nation will be celebrating Canada’s 150th Birthday?  Please send your ideas about this 
to him or to your Divisional Master. 
 

That concludes this edition of “From the Bridge”.  The deadline to send articles to me for the next edition is 
November 18th.  Mail them to me at 509 – 15111 Russell Avenue, White Rock, B.C. V4B 2P4 or to 
whitknit@telus.net.                                Enjoy the rest of your summer.  Sincerely, David Whitaker FNI. 


