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 COMMEMORATION ON THE 1979 ”BETELGEUSE” DISASTER 
 
CESMA was represented by Captain Bill Kavanagh (IIMM) in Bantry, Ireland 
on 8th January at the 40th anniversary commemoration of the “Betelgeuse” 
disaster. On the night of the 7/8th January 1979, 43 crew and 7 shore-side 
personnel died when a horrific fire swept through the French tanker 
“Betelgeuse”.  A visiting crewman’s wife was also amongst the casualties. A 
Dutch diver perished later during the salvage operations.  The bodies of 23 
crew were never recovered. The ceremony was organised and facilitated by 
former World Maritime Lawyer of the Year, Mr. Michael Kingston, whose 
father Tim (Pollution Control Officer) lost his life during the tragedy. 
    

   The tanker “Betelgeuse” loaded about 114,000 tonnes of crude oil in the Persian Gulf in November 
1978 and was instructed to call at Bantry, Ireland, after failing to enter ports in Portugal to lighten 
her cargo. In the early morning of  8th  January 1979, a fire started and quickly spread throughout the 
ship. There was little time for personal to react amidst the very high temperatures. Smoke was seen 
from 10 km away and it was difficult for rescue workers to approach the stricken ship. 
   The vessel did not have an inert gas system or a lodicator and it was later found that the hull 
condition was poor and suffered from fatigue. The inquiry stated that there was considerable 
evidence indicating that the hull buckled due to bad maintenance and improper ballasting and that 
this initiated the fire.  The tribunal of inquiry also found that the tug on emergency standby duty was 
out of sight of the jetty and took 25 minutes to reach the casualty. Also, that there was insufficient 
escape craft on the jetty and that there were alterations to fire-fighting equipment on the jetty. It 
also noted that the safety check lists were carried out conscientiously and efficiently and that the 
crew was well trained in fire-fighting. It also found that there was a decline in safety standards at the 
terminal. The tribunal found that the actions of the ship’s management, Total, contributed to the 
weakened hull condition and the failure to supply a lodicator, contributed to the incident. It also 
found that the terminal management, Gulf, did not position a tug close by or supply rescue on the 
jetty, and that if supplied, lives would have been saved. 

                                                  MT "BETELGEUSE" IN DISTRESS 
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  The tribunal made 45 
recommendations which 
included the fitting of inert gas 
systems on tankers. Also that 
surveys of ships’ structural 
steel hulls should be 
conducted at regular intervals 
and that means of obtaining 
bending moments and 
shearing stresses should be 
provided. Two tugs should be 
on standby at all times and 
paramount consideration to 
safety of life should be given 
by shipping companies. 
 
   A large delegation of families 

travelled from France to participate in the ceremony and a spokes-person repeated many of the 
tribunal’s findings.  
 
   Mr. Michael Kingston, in his address 
in St. Finbarr’s Church, Bantry, 
condemned the various organisations 
and government departments for 
derelictions of duty in relation to 
safety, particularly in relation to 
tankers. He stated that a similar 
incident today would result in charges 
of corporate manslaughter. The 
families of the victims are still 
awaiting answers to many questions 
and feel that they have not yet heard 
the full facts of what really happened 
and why.    

 
   The ceremony was attended by 
hundreds of people from many countries, including France, Ireland, Iceland, and Canada. A guard of 
honour was provided by the Irish Naval Service and many maritime stakeholders from throughout 
the world laid wreaths in memory of the casualties. Later, relatives were taken by boat to the site of 
the disaster, where they laid wreaths. French widow, Mrs. Ginette Ravelu, who lost her husband that 
night, sent a message which was read by the French Consul Mrs Francoise Letellier, which stated  
“We are the Betelgeuse family, in spite of the language difference – we have all endured the same 
tragedy”.   
 
   Michael Kingston played key roles in the development of the Polar Code and the development of 
measures after the ”Deepwater Horizon” and ”Costa Concordia” disasters. In his address to the 
hundreds of people gathered in St. Finbarr’s Church, he stated that the Betelgeuse disaster should 
never have happened and that the memorial would serve as a positive acknowledgement of the way 
it helped improve safety standards in the world shipping industry.  

 
(Capt. Bill Kavanagh, IIMM/CESMA)                   

             WREATH LAYING DURING THE CEREMONY 

      MR. MICHAEL KINGSTON DURING HIS ADDRESS 
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     EMSA’s DRONES ASSIST IN S.A.R. OPERATIONS  
            INCLUDING POLLUTION MONITORING 
   

EMSA’s service of Remotely Piloted Aircraft Systems is being used by the 
Spanish maritime safety agency SASEMAR in the southern province of Huelva 
for the purpose of identifying and monitoring oil spills as well as for 
additional assistance during search and rescue missions. SASEMAR is using 
this opportunity to see first-hand how RPAS can be of value to multipurpose 
maritime surveillance operations. 

 

    
 
   The RPAS being used is a fixed wing, twin engine AR 5 – Evo. It is under contract with EMSA from 
the REACT consortium (Tekever/Collecte Localisation Service). Its capabilities include day and night 
flights, and it is equipped with electro-optical and infra-red cameras, radar and a still camera for 
detailed views of objects of interest. 
 
   This form of surveillance offers the possibility of detecting ship movements through the Automatic 
Identification System receiver on board. It also supports emergency situations as it is fitted with a 
distress signal receiver. The use of satellite communications can enable the RPAS to fly far from the 
coastline, giving it a greater geographical reach than radio line of sight operations. 
 
   The RPAS drone operations, running until early March, will be coordinated at a distance and the 
data monitored by officers at the SASEMAR Maritime Rescue Coordination Centre in Huelva, Spain. 
The remote pilot and payload operator will be directing the RPAS flights from a ground control 
station at the Instituto Nacional de Tecnica Aeroespacial (INTA). 
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   From Madrid, the national search and rescue coordination and operations centre will participate in 
the operations monitoring the flights, using EMSA’s RPAS data centre. This data centre offers an 
online user interface displaying the flight data in detail (images, video, flight path, etc). 
 
   “The RPAS service is a new way in which EMSA is helping national authorities carry out their 
essential day-to-day tasks. It is an additional tool which can intervene in many different scenarios 
where traditional methods have limits,” explained EMSA’s Executive Director, Mrs Maja Markovčid 
Kostelac. 
 
   EMSA’s RPAS services have been developed to assist in maritime surveillance operations to support 
national authorities involved in coast guard functions. This includes: maritime pollution and 
emissions monitoring, detection of illegal fishing, anti-drug trafficking and illegal immigration. Also 
border surveillance and search and rescue operations. The operations may be triggered in a number 
of different ways, including by detections on satellite images provided through the EMSA 
CleanSeaNet and the Copernicus Maritime Surveillance services. (Source EMSA) 
 
 
 

                                 SAFETY WITH SOLID BULK CARGOES 
 

In an article, titled ”Time to Rethink Safety with Solid Bulk Cargoes”, by 
Captain Kevin Cribbin, published on 18th December last year, it was 
highlighted that 24 people had died in ships’ holds while handling of solid 
bulk cargoes during  last year, 2018.    
 
   There have already been five more fatalities on two bulk carriers this year. Two crew members are 
reported to have died on 1rst  February after inhaling toxic fumes while unloading wood chips on the 
MV ”Green World” in Merak Port in Java, Indonesia. Another three crew members, including the 
master and chief officer, died on 24th February on the MV ”Bahri Bulk” in Damman, Saudi Arabia, 
while unloading wheat bran pellets.  
 
   Crew members 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. “These accidents are an indictment of the entire solid bulk shipping sector 
and cannot just be the fault of the crew members concerned,” says Captain Cribbin. “Ship operators, 
ship managers, shippers, regulators, competent authorities, port authorities and P&I Clubs also have 
a responsibility and must become much more proactive in ensuring that the IMO procedures, 
governing the safe handling of hazardous solid bulk cargoes on board ships, are fit for purpose.” 
 
   The total number of reported fatalities for the period 1999-2018 is 125, of which 106 were due to 

asphyxiation arising from oxygen depletion and/or toxic 
gasses in the cargo holds or adjacent spaces.  Work is 
currently underway on a submission to IMO to address 
gaps in the current IMSBC Code and Enclosed Space Entry 
procedures in order to bring them into line with best 
practices as quickly as possible,” says Captain Cribbin. 
Source : MAREX 
 
(Captain Kevin Cribbin is member of IIMM and former 
councilmember of CESMA)      
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                         THE ”TK BREMEN” CASE 
 

On 15 December 2011, despite a strong winds forecast for the coming hours, 
the Maltese-registered cargo vessel ”TK Bremen”, in ballast, left the port of 
Lorient to anchor in the sheltered waters of Groix Island, before heading to 
England. The ship had sailed from the Ukraine to Lorient, where it had just 
unloaded 5,300 tonnes of sunflower meal. 
 
   

 
                                                        MV "TK BREMEN" HIGH & DRY 
 
   On the night of 15th  to 16th December 2011, the vessel was caught in storm ”Joachim” with 50-60 
knot winds and 5-7 metre waves. She attempted to move to a more sheltered area as she was having 
difficulty holding her anchor. At 00:40, she requested assistance from the maritime rescue 
coordination centre ”CROSS ETEL”.  As it was making this move, the vessel (n ballast) grounded on 
the coast, 2 km south of the mouth of the Ria d’Etel and spilled 112 tons of oil. The general public 
found it hard to understand why the vessel did not stay under shelter in the port of Lorient, but 
legally the Maritime and Port Authorities could not prohibit her from departing. 
 
   The Captain was convicted to a six months suspended jail sentence and a fine of 20.000 euros. 
He had decided to leave the port of Lorient, because he was ordered to leave the berth to 
accommodate  another vessel, most probably urged by his agent or owner. He was accused by the 
prosecutor of making a succession of bad decisions. The court was set to deliver the verdict on 13 
December 2018.. 
 

   And finally, on 13th December, the captain of ”TK Bremen” was released by the tribunal. 
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  Captain Rifat Tahmaz, Master of  the  “TK Bremen”, was the only 
one being questioned in the case of the Maltese flagged vessel 
grounded on the beach of Erdeven on the night of 15th to 16th 
December 2011. Although the prosecutor's office had referred to a 
"series of errors and mistakes" on the part of the captain, his lawyer, 
Mr. Stanislas Lequette, had requested his release, pointing out that 
his client had been abandoned. He also emphasized the absence of 
tugs in the drift.  
 

CAPTAIN RIFAT TAHMAZ IN THE BREST COURT 
 

 

Our (AFCAN)comments: It could be noted that for the first time, the captain, considered 
often as scapegoat by all kinds of authorities, was not in this case considered as the only 
one responsible of the accident. And, as it is more than difficult to prosecute other 
responsible persons in a port, or at least easier to prosecute a Turkish captain than others, 
we can consider the final judgement as a very good one for captains. 
 

    
     EU MARITIME DAY 2019 IN LISBON, PORTUGAL. 

  

The European Maritime Day (EMD) will this year take place on 16th – 17th  
May 2019 in Lisbon, Portugal. EMD is the annual two-day event during which 
Europe’s maritime community meets to network, discuss and forge joint 
action. A delegation of CESMA will attend. 
 

   The focus of this year’s event will be on blue 
entrepreneurship, innovation and investment to transform 
traditional maritime sectors and boost emerging 
technologies and value chains. 
A specific emphasis will be put on research and innovation 
for a plastic-free ocean.  
 
   Stakeholders will find European Maritime Day a great 
opportunity to touch base with strategic partners, to make 
contacts, get visibility for projects, activities and 
achievements, gain new insights in the evolving EU maritime 
policy and provide actual input into the European Maritime 
policy. 
   
   During the two day conference, many workshops will be 
presented, part of which will be interesting for CESMA to 

attend. Also this year, EMD offers an upgraded Blue Expo experience for stakeholders and companies 
to present their products and services.  There is a possibility for companies to present their latest 
products and inventions in the field of maritime security and safety.  
 
In parallel with the EMD Conference in Lisbon (16th  & 17th  May 2019), a series of local EMD events 
will be organised all over Europe for the public at large.     
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                RESTRICTIONS FOR THE USE OF A.I.S  
 

Automatic Identification Systems (AIS) are causing problems for mariners 
transiting waters where there are high concentrations of fishing vessels, 
particularly in the East China Sea. The issue is not the fault of the AIS but the 
inappropriate use of the technology. 
    
    Local fisherman discovered that by putting AIS transponders on their fishing nets, large ships 
would change course for the nets, thinking they were vessels. Fishermen have even been so bold as 
to contact the ships on the VHF radio and tell the bridge watch team what course they should steer 
in order to avoid the fishing nets. 
 

   Captain Mike Jessner, a Captain for American 
President Lines, is working to shed light on this issue 
and to solicit international support in order to change 
the status quo and outlaw the use of vessel units on 
fishing nets. Captain Jessner has seen first-hand how 
these AIS buoys overload the ship’s equipment. On a 
recent transit between Shanghai, China and Pusan, 
Korea, Captain Jessner photographed the ship’s ECDIS 
with hundreds of targets on the screen from broad 
on the  port  bow  to broad  on  the  starboard  bow.   

   It appeared that traffic was clear off the starboard 
beam and out further on the starboard bow. However, 

when he changed course, hundreds of AIS targets appeared on his new course line. The equipment 
identifies these as vessels and it is only able to track a couple of hundred at a time. When there are 
hundreds in use on fishing nets, the ECDIS cannot distinguish which are vessels and which are nets, 
so they all appear as vessels. As the ship changes course, the ECDIS drops the targets that it no longer 
sees as dangerous allowing for acquisition of other targets on the new track, which are not visible 
before the change of course. 
 
   In an article from June of this year, posted on a blog by Sailing Vessel “CRYSTAL BLUES”, it is 
mentioned that this has been an ongoing issue in the coastal waters off Cape Hatteras (USA).  
The blog states that AIS was created as a safety system for vessels to identify ships to each other. 
This, in turn, allows for better communication and clarification of meeting and passing information. 
AIS was never intended as a tracking device for unmanned craft, buoys, or fishing nets. 
 
   There are limitations with equipment which precipitate this issue. However, the major concern is 
with the lack of international laws to prohibit the use of AIS transponders. The IMO needs to take a 
stand on this issue and prohibit the use of AIS on anything other than a vessel. One solution could be 
designating AIS symbols for vessels and others for fishing nets, buoys, and other gear such as long 
lines, hydrographic survey or dredge equipment. This would allow the prudent mariner to 
differentiate between ships and other floating gear allowing for a reasonable assessment of a close 
quarters situation. 
 
   As quoted from the U.S. Coast Guard’s Frequently Asked Questions website, “Commercial self-
propelled fishing vessels of 65 feet or more in length, are subject to AIS carriage 
requirements…fishing industry vessels (i.e. fishing processors, tenders, and vessels as defined in 46 
U.S.C. 2101) may use lower-cost AIS Class B units in lieu of Class A devices.”   It is clearly stated that 

               CHINESE FISHERMEN 
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although “there are no outright prohibitions to use AIS…as a marker…it is not permissible to do so 
with equipment intended for use on vessels, (i.e. AIS Class A or B devices), for lifesaving (i.e. AIS 
SART, MOB AIS, EPIRB AIS), or with devices that are not FCC certified and licensed.” Therefore, at 
least in U.S. Waters, the use of these devices on anything other than the vessel itself, is prohibited.  
 
   The IMO has acknowledged the use of radar enhanced Aids to Navigation by assigning symbols to 
these Aids (IMO Annex MSC.1/Circ.1473). To date, there is no symbol assigned to commercially or 
privately launched or anchored buoys or equipment. There is a growing need for oversight for the 
utilization of AIS on floating gear. The IMO is the logical entity to step up and regulate the use, and 
stop the misuse of AIS equipment. It would be wise to also engage The United Nations Conference 
on Trade and Development (UNCTAD), the Food and Agriculture Organization, the United Nations 
Environment Program (UNEP), and the World Trade Organization because of their work with fishing, 
and fisheries, worldwide. 
 
   In a 2018 a paper by The Food and Agricultural Organization of the United Nations, (The State of 
World Fisheries and Aquaculture; Meeting the Sustainable Development Goals, page 157), AIS is 
referenced as an emerging Information and Communication Technology (ICT) in fishing and 
aquaculture. Stating that ICT can “facilitate safety at sea, spatial planning, co-management and social 
networking” they recognize how technology is changing commercial fishing on all levels, without full 
knowledge of the repercussions this may bring. The paper also refers to “Electronic beacons, 
optionally combined with automatic identification systems (AIS) or vessel monitoring systems 
(VMS)…as safety devices” and as providing information on vessel location. Although they are not 
sanctioning the use of AIS transponders for nets, there is a lack of discussion of the dangers of 
utilizing more than one transponder per operation. 
 
   ABALOBI, an information-management system and mobile application, utilizes Global Positioning 
System (GPS) to help monitor and control fishing through VMS (on larger vessels), as well as smaller 
tracking devices such as SPOT trackers. This app, although introduced for sustainability and tracking 
through the supply chain, also has a tab regarding safety at sea. This would be another avenue to 
educate the fishing industry on the dangers of AIS transponders on anything other than vessels. 
If we are to see more unmanned ships in the future, this needs to be rectified. What would an 
unmanned ship approaching a literal “sea” of AIS targets do without a professional mariner in charge 
to properly assess the situation? Ships would be changing course to avoid fishing nets, only to be 
“faced” with a whole new set of AIS targets on the new course. Ship owners may find their 
unmanned vessels turning circles in order to avoid what the automated equipment deems to be 
dangerous, but may only be crab pots or fishing buoys. 
 
   The shipping industry needs to be aware of the risks and 
advocate for regulations to stem this current tide of attaching AIS 
transponders to anything that floats. Until there are regulations, 
and other options available for the tracking of fishing nets and 
buoys, this unsafe practice will continue. 
 
   Mrs. Laura Kovary holds an Unlimited Tonnage Master’s License 
and sailed onboard tankers, freighters, container, and passenger 
ships. She is currently an Instructor for UCLA Extension, CSULB’s 
Center for International Trade and Transportation, and the 

Maritime & Environmental Training Trust. Her company, 
Environmental Maritime Services, provides training and consulting 
on environmental, safety, compliance, port security, and auditing services including ISO and TMSA 
audits www.envmaritime.com             By Laura Kovary (Environmental Maritime Services)     

    MRS. LAURA KOVARY 

http://www.envmaritime.com/
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  THE CASE OF MV ”MSC ZOE”, LOOSING CONTAINERS 

How is it possible that a huge container vessel is loosing numerous containers 
into the sea? This is a question that many occupy since the Panama flagged 
“MSC ZOE” lost more than 300 containers near the German Island of Borkum 
during the night of 1-2nd January 2019, during heavy weather conditions with 
seas up to 8 meters.   

   The accident has led to an outcry from Dutch environmentalists and the inhabitants of the Frisian 
islands of which the beaches have been polluted because many containers and general cargo from 
damaged containers,washed on the beaches. The Frisian islands are a much visited tourist attraction.    

   Looking at the damages to the lashing material 
(broken rods) and the collapse of the lower tear 
containers, it is not difficult to ascertain the 
enormous forces which the vessel, and especially 
the deck cargo of containers, had to resist. To 
imagine this, we have to realize the enormous 
accelerations which a vessel of this size has to 
undergo due to the extreme stability, caused by its 
large beam and loading condition which are 
sometimes difficult to master.  

   Considering the enormous impact that this accident has caused, it is no surprise that competent 
authorities, such as the coastal and flag state (Panama)  are preparing an elaborate investigation to 
find the causes in order to prevent such accidents to happen again. Also investigated will be the 
actions of the responsible ship’s staff and the terminal of last departure (Antwerp). As official 
investigations and the time span in which the official report will be made public, take normally a year 
or more, we will try to give some comments as also appeared in various maritime media in the world.             
According to NVKK member, Captain Roel Ballieux, with experience on similar Very Large Container 
Vessels (VLC) of Maersk Line, the huge tensions on the container lashing materials, including the 
collapse of bottom stowed containers, could have been caused by huge accelerations exercised on 
the container stacks, especially the upper tiers, caused by the extreme rolling of the vessel. This 
could have been worsened by, so called, parametric rolling. Others are of the opinion that the vessel, 
while rolling at 30 to 40 degrees, may have touched the sea bottom. The route chosen by ”MSC Zoe” 
is the shortest way to Bremerhaven but the under keel clearance is rather limited. The draft of the 
vessel was approximately 14 meters, while the water depth is locally no more than 19/20 meters. 
With the vessel rolling at such extreme angles, it is not unimaginable that the bottom of the vessel 
has touched the sea bottom, interrupting the usual rolling character.  It is for this reason that other 
companies, operating VLC’s choose a route more northerly. 

   The question remaining are the actions by the ship’s officer of the watch.  Nowadays, the bridges of 
these big vessels are totally closed, giving the officer of the watch little notion what is happening 
outside, thus hampering situational awareness. It seems that the first containers which the vessel 
lost overboard, were not even noticed. Once large amounts of containers started to become loose 
and fell in the sea, the officer of the watch started to change course and speed to prevent worse.  
Earlier detection could have limited the number of containers falling overboard. Switching on deck 
lights in time, is one of the means that are at the disposal of the officer of the watch to check the 
situation of cargo on deck and this also goes for containers. (Capt. Fredrik J. van Wijnen)     
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    AUTONOMOUS VESSELS (AFCAN POINT OF VIEW) 

When the French magazine ”Jeune Marine” asked 
AFCAN to give its opinion about autonomous vessels, 
the Normandy group of AFCAN decided to write a paper. 
Not in depth of course, but we tried to be as 
comprehensible as we could. Due to my colleagues 
being busy at sea on their respective vessels, I tried to 
write the following, which was of course corrected and 
amended by them, keeping in mind the following quote 
from the UK Maritime and Coastguard Agency 
publication ”The Human Element – a guide to human 

behaviour in the shipping industry” : ”Humans are not simply an element like 
the weather. They are at the very centre of the shipping enterprise. They are 
the secret of its successes and the victims of its failures”. 
 
 

Q : Autonomous vessels, including on vessels, one speaks more and more of. What is the 
AFCAN’s position on the subject ? 
 
A : Firstly, we have to define exactly what we are speaking about. There are two concepts, often 
misunderstood by the public, and maybe also by ”experts” : ships without crew and autonomous 
vessels. Two concepts slightly different. A ship without crew is a ship with nobody onboard, 
absolutely nobody. On an autonomous vessel, we could expect crew to be again strongly reduced , 
even if we can consider sometime that this is already the case. Five to six crewmembers on a large 
vessel, VLPC, VLCC or VLGC, while at sea, and why not during port maneuvering or cargo operations. 
Other actual crewmembers being replaced by robots, or not. In fact, if nothing happens during the 
transit at sea, be an optimist, it could be feasible. 
 

Q : So, autonomous vessels, with a very small crew. How, as a seaman and sailing or 
having sailed at a high level of responsibility on these VL vessels, do you see their arrival ? 
 
A : How many changes do we have to make? Not only on board but also ashore. First we should 
recognize that the Advanced Intelligence (AI) is more and more efficient. And we should adapt 
ourselves too. This is quite similar to the introduction of automation in the engine room during the 
sixties. Engine watch at night became useless. Of course, engineers and probably also some captains 
complained that vessels would be less reliable. But in fact, seamen adapted themselves to it. We 
continued to work, but with automation which kept watch at night and even during the day. We 
learned how to be confident in automation. Sometimes too much, but very often with a critical spirit 
which did not cancel the human watch of the engine. We only learned how to live with it. The dark 
side of automation is that managers and owners decreased the number of crewmembers, judged as 
not essential for the purpose of  good and safe navigation. 
 
   But, and this is in relation with the actual conception of autonomous vessels, every seaman, and 
not only the captain or chief engineer, has seen, at one moment, the limitation of  automation.                
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A sensor not working in time, which is not unusual. This truly exists. Each one of us has already 
experienced it. And, by the way, why do ISM systems on vessels require a check of sensors? Why the 
so called “Sunday morning tests” and checks on, for example, a fire detection system?     If checks 
would not be necessary, building costs would increase considerably, even if at the same time, the 
point of the budget considered as the most expensive, the crew expenses, will have decreased.   
 
   Captains should not be, and they are not, 
nostalgic using the sentence “ life was better 
before”.      We will continue to adapt ourselves and 
to adapt the vessel running organization. A lot of 
work can be performed systematically by 
computers or robots. But this should not lead to 
increase the monitoring duty of persons still on 
board. The solution is certainly not to watch the 
software instead of to watch the system itself. That 
means it should be necessary, at least, to double 

sensors but also the management of systems on 
board. But this creates a stronger dependency on 
automation or robots, so a more important confidence, but at the same time become estranged 
from it. And it is necessary to be able to take back the control ” in manual”, which leads to a better 
instruction and knowledge on the management of these automatic systems. 
 
   So we can, and it will be done, pursue the removal of crewmembers which will not be really useful 
in such a system. But we can see two consequences: 
Firstly, less people on board, so a life quality downgraded comparing to the actual situation. With, as 
a consequence, a greater and greater turn-over. How would you keep so few people on the vessel, 
people who will have less and less opportunities to meet each other, and who will keep during 
months a seaman far from home, next of skin, but without any social way of life. Compare when the 
crew consisted of around 30 persons on board. Now with already less than 20, we could feel to be 
alone on board for to work and to live, so imagine with 5 crewmembers only !!! 
 
   And on the other hand, what about the daily maintenance of the vessel ? Nowadays, on vessels we 
can find a supplementary team, most often not seafarers, for example for paint works. How will that 
be done in the future ? More robots, just to chip the rust and to paint ? Robots which will be on the 
weather deck, facing salt, water, cold, heat, etc. Actually, when it is raining and there is no possibility 
for this paint team to be on deck, the officer in charge could find always another identical job inside 
accommodation or engine room. Work is going on, every day. Of course, we can foresee to stop this 
issue of maintenance, but when we know the great importance of the cosmetic for a charterer or  
the media ……. 
 
   Same in the engine room. Nothing actually replaces and will replace in the future, the eyes of the 
one who sees a small oil leak, not big enough for a pressure sensor but large enough for a small pool 
of oil, and maybe the beginning of a fire. The engineer who sees that, because he is walking and 
checking in the engine room, will immediately stop the leak by using a key. This man is really useful. 
Most engineers or ex-engineers had, one day, this reflex which avoided a more serious incident or 
accident to happen. 
 
   Then responsibility. Supposing that they are only 4 or 5 persons on board. Inevitably one will have 
the responsibility over the others and the vessel. The captain. Still named as. He will be the 
responsible person.  
 

                   SHIP OF THE FUTURE? 
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    In case of an incident, do not speak of a serious accident, the responsibility will go quickly onto his 
shoulders. This is already the case during weather routeing. The captain who follows the advice from 
ashore and has nice weather, hurray for the routeing ! The one who follows the advice and has 
adverse weather, is asked why he has no ” marine sense”. His fault, but he has not the power nor the 
decision in his or her hands. The captain can have several tools to help him for decision making, but 
he is required to always keep a critical spirit and to be able to pass over when deemed necessary.     
In that case, he will have more and more tools, more and more efficient, but no doubt, the final 
decision, mainly if controversial, will always be for the human. Not for the software. No organization 
or administration will agree to the contrary. Remember ISM Code, paragraph 5.2 :   “ *…+ The 
Company should establish in the SMS that the master has the overriding authority and the 
responsibility to make decisions with respect to safety and pollution prevention and to request the 
Company's assistance as may be necessary”.  It is clear enough. The captain is a ’’good insurance’’ in 
case of an incident. 
 

   When the software, ”on watch by night”, will have a bug or even a doubt in 
front of the erratic maneuver from another ” non-autonomous” vessel, such 
as a sailing ship, a fishing boat or other, and will ”call the captain on bridge”, 
this person will have very little time to understand the situation (no officer 
on watch to explain to him why he was called), to think about it, to take the 
good and final decision and to take control on manual. It would be very 
difficult for this captain. 
To conclude on autonomous vessels, we are not really in favor, but not 
totally against too.  Technology is growing, sometime too quickly, and the 
captain does not have the correspondent instructions to be close near the 
evolution. And it still remains to create or to improve the sensors of any kind, 
as well as the software for decision making. Still a lot of work for the 

designers. Also this vessel is feasible under some conditions : at sea, only at sea, during a very safe 
passage with nothing strange happening. No strong and adverse weather, no close situations, no 
leaks, no damages, no problems of any kind. And I do not speak about port maneuvers, mooring and 
unmooring, cargo operations. Cargo operations, one question : how to perform a ship to ship 
operation with very few persons on board ? 
 

Q : Viewing above for autonomous vessels, what about the vessel with no crew on board ? 
 
A : No crew on board is another thing. She is  ”remote-controlled”, from where ? From a person in a  
control room ashore, who could be in charge of several vessels ? On board under advanced 
intelligence ?  For open sea vessels or for a ferry on a river ? Carrying dangerous cargoes or not ? 
And how sailing or daily work, is proceeding?  Sailing, most probably, the most crucial point, even if 
actually the most studied point. A test was performed. A vessel without crew crossed the San 
Francisco bay. This is what is reported. But in fact we are speaking about a virtual vessel, which, by 
using software, was able to cross the bay avoiding all other vessels. By that, it is proven that good 
software is able to avoid any accident ! But we just forget a fundamental datum: this vessel was a 
virtual one. So in the bay, during the test, no one had seen the virtual vessel. It did not exist ! Neither 
visual or by radar. Why to maneuver for a target, which could have priority, but which does not 
exist ? So if no vessel, real not virtual, undertook a maneuver, it could be easily understood. Bogus 
demo. But if we go further, we have to admit that if vessels with crew do not maneuver, it is clearly 
understood that no one on watch on such vessels knows and applies the Colregs ! Who are we 
laughing at ? Seamen, officers who are making their job conscientiously. Yes these people exist, I saw 
a lot while at sea, and I should not be the only one. So software is running well, yes, but the 
reasoning started from a false principle. Nothing proven. 
 

CAPT.H. ARDILLON 
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   However, if we think about the recent 
collision north of Corse island, with two vessels 
with crew, even with the one sailing, the other 
being at anchor, there should have been no 
collision. But, with two vessels, one with crew 
and one without crew, it should be understood 
that, if required by Colregs, the crewed vessel 
will do something, more or less early. Because 
the officer on watch knows his or her vessel, 
he knows how to react to orders, and so he or 
she will maneuver ”in ample time”, as per 
Colregs. Not sure that the vessel without crew could integrate this specific data.  
 
   Another point. On the internet one can watch a small movie in which it is shown how the 
management is done from shore, vessel without crew of course. It is an amazing, modern, 
anticipation film. There is even  a trouble in the engine room, managed by robots. And, where it is 
absolutely incredible, the vessel is scheduled to berth few days later at a port where the damaged 
spare part would be renewed by a spare part, delivered at that port. When I am remembering the 
time when we were sending a spare part order to shore, the answer was almost systematically:           
6 months delay (or even some time much more), I could say to myself that the world will have been 
deeply modified. And the responsibility in case of incident. Who will be responsible in case of a delay, 
a small hit against a berth, a collision, a grounding ? The software developer ? The owner ? The 
person in the control room ashore ? God ? On the other hand, it’s a safe bet that the responsibility in 
case of incident between a vessel without crew and a vessel with crew will be put directly on the 
latter. Human error does not need to be more demonstrated, contrary to that of the software. 
 
   So there is still much work to do. On regulations. And internationally. Which does not mean speed. 
Because when the vessels without crew would be able to perform in open sea passages, to improve 
the safety of navigation – error being human, necessarily – it would become necessary that all vessels 
on such transits should be without crew. Every. Including the smallest, such as a sailing ship with only 
one man on board. That means to forbid the sea access to ships with someone on board, crew or not. 
But the sea is still an open space, a freedom space. For how long  ?    (Capt. Hubert Ardillon) 
 

   

ARE THERE GOOD AND BAD SHIPWRECKED PEOPLE ?  

And is rescue at sea the exclusive right of states, who alone can determine 
who should be rescued? This is what we can think since all the humanitarian 
organizations present in the Mediterranean have been deprived of the means 
to accomplish their mission. 

  As Captains we have learnt that rescuing anyone at sea was a sacred duty. The International SAR 
Convention has confirmed this principle and, in the past and today, there are countless rescue 
operations carried out by merchant ships in the world, in often difficult conditions including  
administrative difficulties.   Mv ”Alexander Maersk” waited 5 days before being able to land her 113 
shipwrecked people at the end of June 2018. One can imagine the difficulties that the captain of this 
ship encountered, both materially and administratively. 
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   Collecting over 100 people who were shipwrecked on a ship designed to house and feed twenty 
people, is a very difficult operation. Obtaining the administrative authorizations for their landing is 
often more important. 

   It seems that the Captain of the 
”Alexander Maersk” had the support 
of his Danish ship owner, one of the 
first in the world. But will it still be the 
same, when we know the restraints to 
which the large container ships with 
their Captains are being kept under 

pressure to keep their schedules? 

  MV ”ALEXANDER MAERSK” 

   Since humanitarian organizations can no longer carry out their mission in the Mediterranean, the 
Captains of merchant ships are more confronted with these dramatic situations with the risk of being 
seen as accomplices for smuggling by the authorities of the countries where they have finally 
obtained, after many difficulties, the right to land the shipwrecked people. 

   If several humanitarian organizations are now suspected by some leaders of "complicity in human 
trafficking", it might come to the same indictment for ship’s Captains who have come to the rescue 
of shipwrecked people. They may have to defend themselves, performing only their duty in respect 
of international conventions. 

   We fear that this development which will inevitably tend to criminalize even more Captains who 
have come to the help of the shipwrecked people. 

A shipwrecked person is a shipwrecked person and our duty as a sailor is always to assist him or her.  

A seafaring shipmaster (member of AFCAN) 

 

 

                                  REVISION OF STCW CONVENTION 
 

Speaking in Manila, the Chairman of the International Chamber of Shipping 
(ICS), Mr. Esben Poulsson, has called for a comprehensive revision of the IMO 
STCW Convention which governs global standards for the training and 
certification of around two million merchant seafarers.    

 
STCW was reviewed in 2010 with the adoption of the “Manila amendments” but the previous major 
overhaul of the STCW regime was last undertaken by IMO Member States over 25 years ago.           
Mr Poulsson said “It’s now commonplace for employers to routinely provide additional training and 
assessments prior to the deployment of many officers holding STCW certification which raises 
questions as to whether the Convention as currently drafted is still fit for purpose in the 21st 
Century.”     
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   “A fully revised STCW regime would allow the industry to adapt much more 
effectively to technological developments including increased automation.        
It should provide a structure of sufficient flexibility to hit the moving target of 
a changing world fleet, and may need to develop a more modular approach to 
competency accumulation and certification.  The arrival of new technology is 
already changing the functions that seafarers perform on board and the skills 
and training they require.” Mr Poulsson added 
“A revised STCW should seek to improve transparency and the robustness of 
implementation oversight.  The so called STCW whitelist of nations that have 
communicated information to IMO about compliance, now serves little real 
purpose as it includes virtually everyone.  ICS would not wish to tear up the 
white list without a suitable replacement but there has to be a more 

transparent and robust monitoring system of national implementation to ensure that STCW 
continues to deliver competent and quality seafarers.”   
 
   Mr Poulsson explained that ICS increasingly views the STCW 2010 amendments as an interim 
revision which had added some new training and certification provisions, without making the 
structural changes needed to accommodate new developments in training or the competences that 
would be required to operate ships in the future.  He recalled that during the early 1990s, IMO had 
responded positively to industry requests to address serious concerns about training standards in 
many of the newly emerging seafarer supplying countries, many of which now had world class 
training institutions.  He said “with the involvement of all industry stakeholders, we think the time 
is now right to consider the next comprehensive revision of STCW akin to that completed by IMO 
Member States back in 1995”. (ICS) 
 
 

                   HOW CARGO SHIPS CAN GO GREEN 

Shipping is the lifeblood of global commerce — more than 80 percent of 
world trade goes by water. But the industry is also an environmental menace, 
producing as much carbon dioxide annually as Germany. The IMO has 
helpfully called for ships to produce about 85 percent less sulphur by the end 
of next year, and to halve their total greenhouse-gas emissions by 2050. 

   The shipping industry is properly responding with various obvious strategies: emissions-scrubber 
systems, slower operating speeds, and the use of cleaner-burning fuels, including liquefied natural 
gas. These are essential steps — yet not adequate. To meet the 2050 target, shippers will need to try 
alternative sources of energy. 

   To begin they’ll need to invest in developing complimentary sail and solar power. Energy storage is 
needed, too, to take advantage of these intermittent power sources. Other technologies needing 
further experimentation include zero-emission hydrogen fuel cells and biofuels, which can be made 
of everything from leftover cooking oil to algae. However not all improvements need to be highly 
technological or hugely expensive. One practical idea is to remove the barnacles that attach 
themselves to ships’ hulls. The drag this creates can increase a vessel’s fuel consumption by as much 
as 20 to 40 percent. Several new technologies can do the job: chemicals that repel the mollusks, 
polymers and Teflon-like coatings that make it harder for them to attach themselves and underwater 
drones that scrub them away without needing to put the ship in drydock. 
 

MR. E. POULSSON  

https://www.bloomberg.com/opinion/articles/2018-10-29/imo-emissions-rules-winners-and-losers-from-a-sea-change-in-oil
https://cleantechnica.com/2017/07/27/crazy-new-cargo-ship-gets-ready-solar-wind-energy-storage-closeup/
https://maritimecyprus.com/2018/09/04/liquid-hydrogen-ship-a-reality-in-the-near-future/
https://www.ship-technology.com/features/backing-biofuels-will-shipping-industry-ever-get-board/
https://www.economist.com/technology-quarterly/2011/09/03/reducing-the-barnacle-bill
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   Another easy improvement known as cold ironing stems from the days of coal-powered fleets: 
When ships are being unloaded at a port, they use electricity supplied from the shore rather than 
their own power systems. California already has cold-ironing requirements at its commercial ports. 
Other states and nations should follow this example. 
 
   And then there is, literally, the nuclear option. The idea of fitting commercial craft with nuclear 
reactors isn’t actually new. In the late 1950’s, the U.S. government funded the building of 

the ”Savannah”, which served as both a cargo carrier and passenger liner for a decade. Russia’s 

nuclear-powered container ship “Sevmorput”, launched in the 1980s, is still in service. 
It’s still possible that the advantages of nuclear — no emissions and tremendous speed — can 
eventually overcome the additional costs involved with developing the technology and protecting 
against catastrophic accidents or terrorist theft. 

None of these strategies can work alone, and some may turn out not to work at all. But the 
shipping companies, shipbuilders and nations whose economies depend on them, are going to 
need to become more inventive — 2050 is coming faster than they think. 

Source: Bloomberg 

            MORE AUTHORITY FOR VTS OPERATORS ? 

During a recent IMO meeting in Pusan (Korea), a resolution was adopted 
which contained a revised resolution (IMO 857), dealing with the authority of 
VTS operators against the authority and responsibility of the shipmaster. 

   The concern is that the new resolution will give more competences to the VTS operator, limiting 
the shipmaster’ s authority and responsibility. As far as juridical aspects are concerned, the new 
resolution will have impact on insurance companies (P&I Clubs), ship owners and the juridical 
position of the shipmaster in general. 

   Another concern is the fact that , as far as we know, no shipmasters have taken part in discussions. 
However from 24-28 June this year, IALA (International Association of Marine Aids to Navigation and 
Lighthouse Authorities), working closely together with IMO, will host a seminar at its headquarters in 
Saint Germain-en-Laye, near Paris, during which stakeholders, including shipmasters, can give their 
opinion on the new resolution.  The seminar will include presentations from expert speakers and 
stakeholders on various aspects relevant to VTS and the use of dedicated Focus Groups to progress 
the actual topics.  

   The guidelines for VTS are associated with the SOLAS regulation V/12 and should be complied with 
when planning, implementing and operating a vessel traffic service (VTS) under national law.  VTS is 
recognized internationally as a navigational safety measure. In VTS areas a vessel should provide 
information as required by the VTS and take into account advice provided by the VTS. It should 
comply with the provisions and instructions given to the vessel by the VTS, unless contradictory 
safety reasons exist. Masters may be required to report on their actions, should they disregard any 
instruction, advice or request by a VTS operator. (Guidelines, responsibilities 4.4.1 iii).                        
In General Principles under 6.1 it is stated that decisions concerning the navigation and maneuvering 
of the vessel remain with the Master. Nothing in this Resolution changes the Master’s responsibility 

for all aspects of the operation of the vessel. (NVKK) 

https://www.marineinsight.com/marine-electrical/what-is-alternate-marine-power-amp-or-cold-ironing/
https://www.arb.ca.gov/ports/shorepower/faq/faq.htm
https://arstechnica.com/information-technology/2017/07/aboard-the-ns-savannah-americas-first-and-last-nuclear-merchant-ship/
https://thebarentsobserver.com/en/industry/2016/02/nuclear-container-ship-move
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                   PIRACY IN THE MEDITERRANEAN? 
 

Together with a number of other maritime organisations such as ICS, CESMA 
is very concerned by reports that a merchant ship, the Palau-flagged tanker 
”Elhiblu 1” had been taken over migrants, rescued in the Mediterranean.        
It was reported that the ship was going to return the some 100 rescued 
persons to where they came from, Libya. 
 
   According to the latest news, Maltese authorities have taken action to ensure that the situation is 
safely resolved. The ICS (International Chamber of Shipping) will seek to raise the issue with the 
International Maritime Organization which is in session in London this week. 
 
   If a ship is directed to disembark rescued people in Libya, it creates a potential for conflict between 
the crew and desperate and frustrated people that might run the possibility to being returned. Giving 
the numbers, picked up in such large scale rescue operations, the crew of the rescuing ship can easily 
be outnumbered and overwhelmed. This possibility has been constantly highlighted by CESMA during 
maritime security meetings in Brussels and elsewhere. 
 
   Masters of merchant ships  should expect that coastal states search and rescue authorities will co-
ordinate and provide for disembarkation at a place of safety, both for those rescued and for 
seafarers involved in the rescue. (ICS) 
 

   
              CESMA ANNUAL GENERAL ASSEMBLY 2019  
                                   IN ANTWERP, BELGIUM. 

The 24th CESMA Annual General Assembly 
will be organised in the beautiful 
historical city of Antwerp, Belgium, at the 
invitation of the Royal Belgian Seaman’s 
College. Antwerp is the capital of the 
Antwerp province in Flanders. With its 
population of over 520.000, it is  the most 
populous city in Belgium. It is situated on 
the River Scheldt, linked to the North Sea 
by the river’s Westerschelde estuary. The 
port of Antwerp is one of the biggest in 

the world and the city is also known for its diamond industry and trade. Both 
economically and culturally, Antwerp has long been an important city. The 

premises of the Assembly,  Hilton Hotel, is in the ancient centre of the city. 
 
 The Assembly will be preceded by the Council Meeting on 9th May 2019, organized in the same 
premises at the Hilton Hotel Old Town. The Council Meeting is open for council members and their 
deputies only, as only husbandry issues will be discussed. The Council meeting will be followed by a 
visit to the Antwerp Maritime Academy. 
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On 10th May the CESMA Annual General Assembly will take 
place at the Hilton Hotel Old Town. It will be preceded by a 
seminar under the title: ”The future of shipping”.  
Keynote speaker will be Mr. Alexander Saverys, CEO CMB 
NV. He will give ”The shipowner’s view”. Next, Dr. Rowan 
Van Schaeren, MD Maritime Academy, Antwerp will touch 
on “Autonomous Shipping and its effect on maritime 
education and training”. This will be followed by a 
presentation of Capt. Wilfried Lemmens (MD, RBSA) on 

“Climate Change and Shipping”. Next, after coffee, Mr. 
Eugeen van Craeyevelt (DG FOB Mobility Belgium) will 

speak about “ The Flag State View”. Next speaker will be Mr. Kenneth Ruyts (Partner Westray) on the 
issue of ”Implementation of Todays’ and Tomorrows’ Technology in Shipping”. This will be followed 
by “How will Autonomous and Unmanned Ships affect Maritime Law” by Mr. Walter Verstrepen 
(Legal Advisor Admirality). Mrs Natalie Shaw (ICS) will conclude with “Seafarers and Digital 
Disruption”. The seminar will be closed by a discussion with speakers and audience. 

   After a lunch, the Annual General Assembly will be continued by a presentation of the 
actual and ongoing activities of CESMA in the European maritime field.  
SCHEDULE: 
08.30 – 09.00 registration 
09.00 – 09.15 welcome speeches 
09.15 – 10.25 seminar  
10.25 – 10.55 coffee 
10.55 – 12.35 seminar 
12.35 – 13.00 discussion. 
13.00 – 14.00 lunch 
14.00 – 15.15 CESMA Annual General Assembly 
15.15 – 15.45 coffee 
15.45 – 17.00 CESMA Annual General Assembly 
19.00 -  23.00  Gala Dinner for invited guests only.   

                                   
                                       
                                      CESMA LOGBOOK 
                                                     (2019 – 1) 
                        We were represented at the following occasions: 
 
08 Jan    Bantry (Ireland) Commemoration “Betelgeuse” 
10 Jan    Rotterdam  NY Reception NVKK 
31 Jan    Brussels  CESMA Boardmeeting 
14 Mar  Cork   Ports & Pilots seminar  
15 Mar  Cork   Today’s Challenges 
26 Mar  Amsterdam  Colregs in an up to date setting (lecture, NI) 
 

On the front page: 
The brandnew cruise ship“Seven Seas Splendour”. 
Captain Serena Melani, first female captain on a newbuilt “Seven Seas Splendour”. 
The Lisbon Conference Centre, premises of EU Maritime Day 2019.  

         MR.ALEXANDER SAVERYS 



 20 

                                  FROM THE EDITOR 
 

 The Danish/German classification society DNV/GL  has announced that it has started offering 
remote surveys for some inspections on all DNV/GL classed vessels. This means that for a 
range of surveys, a DNV/GL surveyor will not be required to travel to the vessel. In stead, 
surveyors will do video streaming to provide support to vessels anywhere in the world with 
documentations, images, video and input provided by the customer and the crew. 

 The German firm TECSIS GmbH has developed a technical solution to weigh containers by 
using twistlocks sensors, attached to straddle carriers or trucks which use a container 
spreader for moving containers. Weighing of containers before loading on board ships, has 
become mandatory by a SOLAS guideline, which was introduced two years ago. 

 After the city of Barcelona asked the Spanish government to commit itself for the 
introduction of an Emission Control Area (ECA) for the Mediterranean, the French 
administration has also announced to be in favour of such a legislation. Italy is still 
considering a similar proposal. According to investigators, shipping is responsible for 40% of 
air pollution in the coastal areas of the Mediterranean.  

 The English consortium Rolls Royce has sold its commercial maritime business to the 
Norwegian based firm Kongsberg. Apart from many other activities in the maritime domain, 
Rolls Royce had gained experience in the technological development of autonomous ships 
and ships operated from a distance. 

 As a consequence of transfers in the banking business, German ship owners fear a sell out of 
the German fleet under the German flag. There is already a considerable fall in numbers of 
ships since 2011. Without these new developments, of the 3784 ships under the German flag 
in 2011, only 2359 remained  in 2018. 

 To celebrate international Women’ s Day 2019, the international Maritime Organization, 
along with other maritime stakeholders, are putting the spotlights on the roles and 
contributions of women to the maritime sector. The theme of this year’s IMO’s World 
Maritime Day is: “Empowering Women in the Maritime Community”, giving particular 
resonance to this year’s International Women’s Day” celebrations.  

 Well known Belgian Professor Mr. Eric van Hooydonk has written a visionary paper about the 
future of unmanned ports, visited by unmanned vessels and vehicles. In this paper, he calls 
the port of the future a ”Botport”.  In the ultimate scenario, this port is a machine rather 
than a human working community. 

 CESMA Vice President G. Ribaric and CESMA Council Member Captain M. Carbolante will 
represent CESMA during the Motorways of the Seas (MOS) conference in Trieste, Italy, on    
4th April 2019. CESMA participates in the MOS project in the Human Element sector. Title of 
the conference is “Envisioning the Port of the Future, the 2030 Horizon”.    

 The EU has express concern on the Philippines’ compliance with seafarer’ standards. There 
are “deficiencies” in complying with the Standards of Training, Certification and Watch-
keeping (STCW) for seafarers. Yet, it allows Philippino seafarers to be employed in 
international seagoing ships. They are employed by shipowners in many countries in the EU . 
EMSA visited the Philippines already in 2014 to audit the education and training facilities in 
order to find ways to improve the situation. Still, there seems to exist deficiencies with a 
number of training institutes, reason why EU examiners will visit the Philippines shortly.  

 The recent, almost, disaster with the cruise ship ”Viking Sky” in stormy Norwegian waters 
have again raised questions about the safety issue for passengers on board in case of an 
emergency. In this case, the 4 engines of the vessel became out of order by a lubrication 
failure. Although close to the coast, only ca.  500 passengers could be rescued by helicopters. 
The others survived because the crew managed to restart one engine, just in time. We will 
revert in our next issue of the CESMA NEWS on this very important issue.  //// 
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                   AIMS OF THE ORGANISATION (abridged)                                                              

                                  

 TO WORLDWIDE PROTECT THE PROFESSIONAL INTERESTS AND STATUS OF EUROPEAN 
SEAGOING SHIPMASTERS. 

 TO PROMOTE MARITIME SAFETY AND PROTECT THE MARINE ENVIRONMENT. 

 TO PROMOTE ESTABLISHMENT OF EFFECTIVE RULES WHICH PROVIDE HIGH PROFESSIONAL 
MARITIME STANDARDS AND PROPER MANNING SCALES FOR VESSELS UNDER AN EUROPEAN 
NATION FLAG. 

 TO INFORM THE PUBLIC IN THE EU ABOUT DEVELOPMENTS IN THE EUROPEAN MARITIME 
INDUSTRY AND THOSE CONCERNING SHIPMASTERS IN PARTICULAR. 

 TO CO-OPERATE WITH OTHER INTERNATIONAL MARITIME ORGANISATIONS. 

 TO RETAIN AND DEVELOP THE HIGHEST MARITIME KNOWLEDGE AND EXPERIENCE IN EUROPE. 

 TO BE INVOLVED IN RESEARCH CONCERNING MARITIME MATTERS IF APPLICABLE IN CO-
OPERATION WITH OTHER EUROPEAN INSTITUTIONS AND/OR ORGANISATIONS. 

 TO ASSIST MEMBER SHIPMASTERS WHO ENCOUNTER DIFFICULTIES IN PORTS WITHIN THE 
REACH OF NATIONS REPRESENTED BY CESMA MEMBER ASSOCIATIONS 

 TO PROMOTE THE SEAFARING PROFESSION IN EU MEMBER STATES 
 
ANNUAL SUBSCRIPTION:   EURO 16,- PER SEAGOING MASTER (WITH A MINIMUM OF 25) 
                                                 EURO  8,- PER SEAGOING MASTER FOR ASSOCIATED MEMBER         
                                                                   ASSOCIATIONS (WITH A MINIMUM OF 25) 

                                                                                                                                                                                                                                                                     
  LIST OF CESMA MEMBERS AND REPRESENTATIVES  
 

MEMBER REPR CAPT. W.VON PRESSENTIN TEL: 0049 40 384981 
       VDKS PALMAILLE 29                                     FAX:0049 40 3892114  
    GERMANY 22767 HAMBURG  E-MAIL:  vdks.office@t-online.de 
 
MEMBER REPR CAPT. B. DERENNES  TEL:  0033 2 98463760 
       AFCAN RUE DE BASSAM                  FAX: 0033 2 98468361 
      France 29200 BREST   E-MAIL: courrier@afcan.org 
 
MEMBER REPR CAPT. F. VANOOSTEN  E-MAIL:vanoosten.francis@wanadoo.fr 
      HYDROS          201 RUE RENE CASTELIN   
       France 59240 DUNKERQUE                            
 
MEMBER REPR CAPT. L.J.H. GEENEVASEN TEL:  0031 512 510528  
        NVKK  WASSENAARSEWEG 2    
NETHERLANDS 2596 CH  THE HAGUE  E-MAIL: nvkk@introweb.nl 
 
MEMBER REPR CAPT. M. CAROBOLANTE   TEL:   0039 040 362364 
         CTPC        VIA MAZZINI 30   FAX:  0039 040 362364 
        ITALY        34121 TRIESTE   E-MAIL: collegio69@collegioditrieste.191.it 
 
MEMBER REPR  CAPT. G. LETTICH   TEL:    0039 010 2472746 
        CNPC     VICO DELL’ AGNELLO 2/28 FAX:   0039 010 2472630  
        ITALY      16124 GENOA   E-MAIL: info@collegionazionalecapitani.it  
 
MEMBER REPR CAPT. C. TOMEI   TEL:    0039 010 5761424 
        USCLAC VIA XX SETTEMBRE 21/10 FAX:   0039 010 5535129 
          ITALY 16121 GENOA   E-MAIL: usclac@libero.it 
 
 

mailto:usclac@libero.it
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MEMBER REPR CAPT. L. TRIGGIANI                            TEL: 0039 3483365010 
           IYM MOLO CENTRALE BANCHINA PORTO 
         ITALY 17025  LOANO (SV)                        E-MAIL:italianyachtmasters@hotmail.com 
 
MEMBER REPR CAPT. M. BADELL SERRA    TEL:  0034 934089288 
         ACCMM       CARRER DE SARDENYA 259 1-4   MOB.: 0034  680321138   
         SPAIN      08013  BARCELONA  E-MAIL: info@capitansmercants.com 
 
MEMBER REPR     CAPT.J. ZARRAGOIKOETXEA          TEL:  0034 94 416 65 06 
       AVCCMM        C/BAILEN, 5   PLANTA – 1               MOB: 0034636 44 90 54  
          SPAIN            48003 BILBAO                                   E-MAIL: avccmm@avccmm.org  
                                                              
MEMBER REPR CAPT.B. BAERT   TEL  +32 475435942 

KBZ  ITALIELEI 72 
      BELGIUM ANTWERP   E-MAIL:secretary-general@kbz-crmb.be 

                           
MEMBER REPR CAPT. B. KAVANAGH  TEL: +353 214970637  
            IIMM NATIONAL MARITIME COLLEGE     
       IRELAND RINGASKIDDY / CORK  E-MAIL:bill.kavanagh@nmci.ie 
                                    
MEMBER REPR CAPT. G. RIBARIC  TEL(GSM): +386 31 375 823 
             ZPU OBALA 55 
    SLOVENIA S1 – 6320 PORTOROZ  E-MAIL: zpu.slo@siol.net 
 
MEMBER REPR CAPT.  I. CONEV       TEL : +359 889 903779       
          BSMA 49  CHATALDZHA BUL          E-MAI: chairman@bsma-bg.org 
  BULGARIA 9000   VARNA                                                      
                                                                                               
MEMBER REPR CAPT. J. SPRIDZANS  TEL:  +371 67099400    
       LKKA TRIJADIBAS STREET 5  FAX: + 371 67323100   
     LATVIA         RIGA, LV-10 48   E-MAIL: jazeps.spridzans@lja.lv. 
 
MEMBER REPR CAPT. I. SOSIC        E-MAIL: udruga.kapetana@zd.t-com.hr 
       ZHUPK      TRG PAPE ALEKSANDRA III,3 
     CROATIA       23000 ZADAR - HRVATSKA  
 
MEMBER REPR CAPT. J. MILUTIN  E-MAIL : captain@t-com.me 
      UPKCG PELUZICA b.b   TEL : +382 32 304 672 
MONTENEGRO 85330 KOTOR    FAX :+382 325 107   
 
MEMBER REPR    CAPT. J.LIEPUONIUS                          E-MAIL : jurukapitonuklubas@gmail.com 
         LCC                AGLUNOS g.5                                      TEL : mobile +37069875704 
LITHUANIA           KLAIPEDA/ LT- 93235 
 
MEMBER REPR    CAPT. J. TEIXEIRA                               E-MAIL :sincomar.fesmar@net.vodafone.pt 
  SINCOMAR         CAIA DE ROCHA                                 TEL: +351 213918180   
 PORTUGAL           CONDE D OBIDA 
                                ARMAZEM 113 
                                1350 352 LISBON 
 
MEMBER REPR.    CAPT. S. SUNDBERG                           E-MAIL: stig.sundberg@pp1.inet.fi  
   HELSINKI             VENNAKUSA 7                                     TEL: +358 705974954 
SHIPMASTERS       06400 PORVOO 
   FINLAND                 
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