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From the Executive Committee

1.1

Chairman’s Message – Roger Holt (HoltR64)

Dear Members, I very much hope that the weather conditions in your area/country so far this year have not
caused you too much inconvenience and discomfort. Certainly the weather in the first quarter has been quite
demanding in both hemispheres – too cold and wet in one and too hot and humid in the other. Let us take
comfort in the old saying that ‘worse things happen at sea’ which is probably true!
Our Christmas lunch at The Royal Naval and Royal Albert Yacht Club, Portsmouth was well attended and well
organised by Capt Tony Catesby albeit that the management did their level best to upset the careful table
planning which he had spent hours creating. In true Warsash style, we accepted the challenge of the chaos which
was presented to us and got on with it. We have booked The Club for this year (on Saturday 8 th December) and
for sure we will be exercising more control over the final set up. These lunches are always good value and I urge
you to consider attending if you are not a regular. There are no formal speeches but plenty of time to catch up
with friends and shipmates.
The episode of Great British Railway Journeys hosted by Michael Portillo was duly shown on BBC 2 on 5 th
January. Some 6 mins of the programme was devoted to his visit to the Warsash site and he and I were able to
engage in a question and answer session. Given that 1½ hours had been spent on filming without Portillo in June
and a further 1½ hours with Portillo in July, the length of time devoted to the Academy site was disappointing
but compared with other sections of the same programme, we actually did rather well! Given that I had little
opportunity to influence the conversation, I hope that you found it interesting.
As mentioned in my Message in AH 2017-3, I was invited to represent the Association at the Opening Ceremony
of the new St Mary’s Campus at the new site for the Warsash Maritime Academy and wa s accompanied by
David Dearsley (64/2) in his capacity as an Honorary Doctor of Solent University. The event itself was well
organised and HRH Princess Royal spoke eloquently and knowledgably about the maritime industry and the
need for UK training facilities of the quality on show at the St Mary’s Campus. The great and the good of UK
shipping were on parade but for both David and I it was a wonderful opportunity to meet with many of the
Officer Cadets who were at various stages of their shore based education. We found them to be an energetic
bunch and just as keen as we were at a similar stage in our pre-sea training at Warsash.
A visit to the St Mary’s Campus will be planned for members either this year or next but if you are able to take a
tour around the new facilities, I guarantee that you will be impressed with all the lecture rooms fitted out with
the latest teaching aids. The learning experience for the Officer Cadets of today has moved far beyond
blackboards and chalk and is high tech, no matter where you look. Further detail about the facilities can be
found in the contents of this edition of All Hands.
I am very pleased to say that whilst I expressed my disappointment that the UK Budget in 2017 had not included
additional funds for Officer Cadet training, this was all put right by an announcement in January that the UK
Government had decided to double the training grant from £ M15 to £M30 with the requirement that in future,
UK Tonnage Tax shipping companies would be required to provide OOW experience for newly qualified deck
officers for up to one year.
I am delighted that the Department of Transport has listened to the representations which have been made by the
UK shipping industry, including this Association, and have acted very positively. This d oes mean that more
Officer Cadets will be taken on for training, which begs the question that no-one is very sure how they will all
find OOW appointments in the future. Perhaps the off-shore supply vessel market will have recovered
sufficiently in three or four years’ time to take up the conveyor belt of qualified officers – let us hope so.
The eagle eyed among you will have noted that I used the term ‘Solent University’ in para 4, instead of
‘Southampton Solent University’ to name the parent establishment of the Warsash Maritime Academy. This is
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because the Vice-Chancellor has recently circulated a note to say that from now on, the University will be
known as Solent University. This can be taken as a measure of the confidence which he has in the strength of the
brand and that the simplicity of the name will assist in the global marketing of th is progressive university.
An issue which is exercising our minds at the moment is how this Association can fully comply with the
requirements of the General Data Protection Regulation. Whilst nobody could possibly imagine that this
Association could be guilty of exploiting the personal data which we hold on every member and potential
member, nevertheless we are having to jump through hoops to convince the Information Commissioner that we
are as white as the driven snow! In this connection will all members please carefully read the following
section 1.2 about GDPR. The chances are that you will hear a lot more about this matter in the next few months
and I can only apologise if you are inconvenienced by it. The whole process is designed to keep your data safe
and secure which is a laudable objective and I can only seek your co-operation and assure you that we will keep
things as simple as possible.
I hope you enjoy reading this first All Hands edition of 2018 and my best wishes for a very healthy and
rewarding 2018.
Roger Holt, Chairman
With best wishes,

1.2

Roger Holt, Chairman HoltR64 (wachair@warsashassociation.net)

GDPR (General Data Protection Regulations) – Chris Clarke (ClarkeC59)

Requirements of the EU’s GDPR have been assessed by the Executive Committee. We comply with the act’s
eight principles and are communicating with the UK’s Information Commissioner’s Office about the WA’s
exemption from registration and other requirements. Although all of this seems unnecessary for an organisation
such as the WA it is nevertheless deemed prudent for us to take certain actions. If you have any queries about
GDPR please email our Secretary Chris Dancaster via wasec@warsashassociation.net.
WA GDPR statement (all members please read)
This statement explains how the Warsash Association (the Association) handles and uses data that we collect
about alumni of the Warsash Maritime Academy (WMA) and of the School of Navigation Southampton, (1935 1972), the School of Maritime Studies (1972 – 1984) and the College of Nautical Studies (1984-1989) in order
to manage our ongoing relationship.
We will retain your data indefinitely or until you request us to do otherwise. When changes are made to this
statement we will publish an updated version on our website and notify you by other communication channels as
we deem appropriate or necessary.
The data controller for your personal data is the Association’s webmaster ( wawebmast@warsashassociation.net)
who, jointly with members of the Executive Committee, is responsible for monitoring compliance with relevant
legislation in relation to the protection of personal data. The Data Protection Officer is the Association’s
webmaster who, jointly with the Membership Secretary, processes the data.
The legal basis for processing your personal data is that it is necessary for the purposes of our legitimate
interests. We have concluded that our interests do not impact inappropriately on your fundamental rights and
freedoms.
The WA website at https://www.warsashassociation.net is protected by integral data security software which
contains its own inbuilt firewall. Data transmission is encrypted.
We process and share your personal data with other WA members for a number of purposes including a)
administration, b) to inform you of events organised by the Association, and c) to notify you of information
posted by members or the committees of the Association. Your persona l data is not shared with any person who
is not an Association member or any other organisation without your permission.
Online members may change, rectify or erase their own data and stop the receipt of communications if they so
require. For members not online, if requested we will do that for you. To receive the All Hands journal, if opted
for a printed copy do not delete your postal address and if opted for an electronic copy do not delete your email
address.

AH2018-1 (UK Spring)

Page | 3

Data is kept for historical purposes, to safeguard against contacting a person who has previously resigned or has
already declined to join or is on our ‘In Memoriam’ list of deceased members.
Alumni of the WMA who are not members of the Association: Personal data of WMA alumni who are not
members of the Association are processed only for research, statistical or historical purposes. These data cover
the period from the 1940s to the present day. They are used for recruitment research and to monitor age groups
for statistical purposes e.g. membership per decade in which the individual attended the WMA.
1.3

Webmaster’s Message – Chris Clarke (ClarkeC59)

WA Website: https://www.warsashassociation.net Webmaster’s email: wawebmast@warsashassociation.net
WA Membership worldwide is 525 (including 58 Officer Cadets), of which 495 (94%) are online.
Recruitment: Membership of the WA Facebook Group has reached 183, seven of whom have now joined WA.
Personal recommendation is of course the best recruiting method. If you know anyone eligible to join WA who
does not yet belong, please let us know who they are and encourage them to jo in.
Online members: Please be reminded a) you should keep your own personal details up to date e.g. change of
address, and b) to keep you login details in a safe place. Doing that minimises the time volunteers spend
maintaining our database and keeping it accurate. This, if anything, has become even more important due to the
imminent introduction of the EU’s new General Data Protection Regulations (GDPR) which come into force on
25 May. If all else fails and you cannot login, as a last resort, email me and I will help you out.
Website Journals: The website Journals page has been redesigned using an annual matrix making it much easier
to locate & download any of the 135 back-copies it contains. We have Peter Goldberg to thank for scanning and
uploading a large number of previously unavailable editions back to 1949.
From Captain Tony Catesby (CatesbyT58): Some historical maritime films are hosted on the British Film
Institute website. They are worth watching to see how things were done in bygone times going back to 1901.
(Ed. You can view several Warsash related videos on our website in the Film Gallery including a Pathe News
piece about cadets coming ashore after the loss of the ts Moyana in 1956.)

1.4

Editor’s Message – Chris Clarke (ClarkeC59)

All Hands Journal: Email waahed@warsashassociation.net articles or suggestions about future editions.
Members who opt for a printed copy of All Hands may also like to download a printed copy here >> Journals, to
take advantage of internet links, email addresses and colour pictures throughout.
My involvement with All Hands since AH2011-1 and as editor since 2015 has been most interesting and
personally very rewarding. In particular I got to know (electronical ly) many WA members around the world
through their histories and maritime stories. Without your considerable support we could not have got to where
we now are. It is therefore with genuine regret that due to personal circumstances I shall be standing down as
editor after December. Having found this work so very enjoyable I have no hesitation in urging anyone
interested in furthering the reputation of the WA to volunteer their name as our next All Hands editor.
The editor can, these days, accomplish everything from anywhere so could equally be one of our Branch
members, which would be fantastic. Whilst our printers are located not far away , near Southampton, I have
never met them in person nor posted anything to them. Since 2011 I designed and built every jo urnal including
the artwork. Our printers are now gradually taking over this sizeable task. From 2019 the editor should once
again only have to perform editor-type tasks. Apart from planning and monitoring, in general terms, these are to
source, place and review content, then to publish the journal. A detailed explanation of the work and a checklist
already exist.
Old codgers like me have for a long time been having our ‘say’ in All Hands. For the rest of 2018 I hope to
encourage articles from and of interest to our growing number of younger members including Officer Cadets. It
is also time to broaden the source of WA membership to includes deck, engineers, electronic technical officers
and Superyacht professionals.
We may still feature a shipping company in the next edition AH2018-2. The Union Steamship Company of New
Zealand has been suggested, so if you have an article or history of the USC of NZ in you, please let me know. In
keeping with moving forwards I should like AH2018-3 to feature one of today’s active shipping companies e.g.
Maersk, Carnival, Shell etc. Your suggestions will be very welcome.
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WA Notices, News And Events

2.1

WA UK Christmas Lunch– Captain Brian Hoare (HoareB62)

Full set of photos to download from here >>2017 WA UK Christmas Lunch.
Royal Naval Club & Royal Albert Yacht Club Portsmouth: We again gathered at this popular venue on the
9 th December for our annual Christmas Lunch. There were several changes in the organisation of this event in
the absence of a Social Secretary. Tony Catesby took on the bulk of the organising and liaison with the
RN&RAYC management whilst Alan Ewart-James and Brian Hoare produced the name tags. However the
catering management at the RN&RAYC had changed after many years of stability. In spite of there being ‘many
fingers in the pie’ it was good to find that we only had a slight period of choppy water followed by smooth
sailing during the course of a very enjoyable event.
Fifty-five members, partners, and guests attended though one couple were unfortunately prevented from arriving
by traffic congestion. Members attending were at Warsash between 1940 and 2017 but heavily weighted (in
more ways than one!) towards the 1960s. Alec Miller (1940), accompanied by his wife Lucy, was our senior
member present. It was pleasing to see Harry Moore, one of our previous Officer Cadet guests, returning as a
full member accompanied by his father Steven. It would secure the Association’s future if more Officer Cadets
followed Harry’s lead into paid membership, once in full employment. Our Warsash Maritime Academy guests
were Officer Cadets Cary Aston, Daniel White, Felix Amoreth and staff member Angela Winteridge who has
done much to help us in the past year despite her heavy workload during the WMA’s move to new premises.
Our choppy waters were encountered when, on being seated for the meal, we discovered there had been a late
change in table seating plan by the Catering Manager. There followed an enjoyable game of musical chairs
without music. Whilst it did not get us all in the right places, it did jumble us up resulting in a very convivial
mix of individuals. Grace was said, the loyal toast made, and the food itself was to its usual good standard.
Following some brief remarks by our Chairman the three Officer Cadets were invited to summarise their careers
to date and future ambitions. As with previous year OCs they were not fazed by a collection of old salts and
gave us a mature and at times a very humorous account.

OCs Cary Aston, Daniel White,
Felix Amoreth with Roger Holt

Captain Alec & Mrs Lucy Miller

Ursula Dancaster, Jenny England,
Bill Watts & Alan Ewart-James

Chris Dancaster & Tony Catesby

Harry More, Roger Holt & Harry’s
father Steven Moore

Peter Goldberg, Jeff Pitman &
Eileen Goldberg

The Chairman then asked our President, Professor John Millican, to give us a brief update on his comments
made at the October AGM regarding the WMA move to new premises and plans for the old site. His
independent observations were as usual very interesting and in particular on possible planning restrictions that
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may affect the development of the old site for residential purposes. He concluded by proposing a toast to the
WMA as they commence the training of the first intake of Officer Cadets at the new premi ses.
Thus ended a very enjoyable occasion. Congratulations to Tony Catesby and his wife Andrena for organising
things this year. I hope this, and the successful AGM/Social Event held at Dover, will encourage other members
to help organise Association events when in their locality and to fill the current vacancy as Social Secretary.
Put a note in your diary/mobile phone for 8th December 2018 as the room has already been booked!

2.2

Australian Branch News – David Montgomery (MontgomeryD63)

In line with the decision at our Annual General Meeting in Hobart, where it was agreed that the Branch would
revert to Annual Reunion Dinners and in-person AGMs, we are pleased to advise that our next reunion will take
place in Newcastle, New South Wales on 13/14/15 November 2018.
Your Committee are currently gathering together information on suitable accommodation, function locations and
Newcastle experiences. We suggest you look at www.visitnewcastle.com.au to see some of the attractions we
might consider. If YOU have any suggestions please forward them to David Montgomery
(ddorsova7@bigpond.com) for consideration.
In order that we may approach function areas and accommodation houses we do urgently need some idea of
numbers planning to attend. To this end could you please let David know if you do plan to attend by the end of
April? We hope to be able to provide members with the full proposed programme by the end of June 2018.
Finally a gentle reminder, 1 st January 2018 was the date when your Annual Subscription of $35 was due. If you
have not already done so please submit your $35.00 either by direct debit or cheque.
By Direct Debit to: Warsash Association Australia Branch Bank Account, Commonwealth Bank, Ulverstone
Branch, BSB 067406, a/c 10216291 (Don’t forget to include your name with the payment).
Cheque to: Mr Alan Knott, Treasurer, Warsash Association Australia Branch, PO Box 267,Leopold, Vic 3224

2.3

New Zealand Branch News – Tony Peacock (PeacockA60)

WANZ March 23 rd 2018 get together (Cruise to and from Riverhead, and
lunch.) Twenty members and partners boarded the Red Boat ferry for the trip
to Riverhead. The interesting ferry ride took 90 minutes and then we enjoyed
a leisurely lunch at the historic Riverhead Tavern before returning to
Westhaven marina.
The opportunity was taken to progress the plans for our next AGM later this
year. To date our ‘get-togethers’ have been mainly held over one day in
Auckland/Northland. This year we are very keen to extend the function,
hopefully to attract our members from the lower North Island and from the
South Island, as well as maybe from Australia. (Right.: The organising group
for our October/November Rotorua AGM in session).
These photos can be downloaded from Gallery Home/ Warsash Association/
New Zealand Branch/ 2018 March WANZ Reunion

Bill Cobb, Margaret and Tony
Payne and Helen Williams

Dee and Mike Pigneguy, Mike and
Helen Bullock

Fay and Warwick Thomson, Dee
Pigneguy
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Tony Noonan, Adair and Barbara
Craigie-Lucas

Barbara Craige-Lucas, Jill Bayliss
and Rosie Noonan

Helen and David Williams. Robyn
Cobb and Lois Peacock

At last year’s AGM there was a lot of support for a two-night, three-day get together in Rotorua. A planning
group, headed by Mike Pigneguy was formed and dates agreed 31 st Oct. – 2 nd Nov. 2018. The programme will be
as follows:
Wednesday 31 Oct.: PM arrivals. Check into Princess Gate Hotel. Room rate $190/night. Very nice spa pools
inside and outside. Drinks in Hotel bar at 6pm. Dinner at Thai Restaurant 7.30pm (adjustable).
Thursday 1 Nov.: Morning available for activity. Lunch: 1 - 2 pm aboard the Lakeland Queen ($50/pp). 2pm to
AGM time free. AGM followed by Dinner at Princess Gate Hotel (time to be decided, but we can have the AGM
followed by dinner in the same room as dinner and then we will not be charged for the room).
Friday 2 Nov.: Depart.

2.4

North America Branch News – Gordon Cooper (CooperG66)

The Co-Chairs of the WA’s North American Branch, Captain Stan Bowles and Gordon Cooper had sought to
organise a General Meeting of the members in the San Francisco Bay area between 26-29 th of April 2018.
Discounted hotels had been arranged and visits to sights like the Liberty ship S.S. Jeremiah O’Brien, the
educational tall ship Matthew Turner and the Army Corps Of Engineers Hydrostatic Bay Model had all been
arranged. However even with a reasonably priced closing dinner at the Sausalito Yacht Club we were unable to
assemble more than seven members (eleven with spouses) out of over 80 members and associate members, for
the dates selected. So it’s back to the drawing board to arrange our next General Meeting. Potentially Sept/Oct
in the U.S. Atlantic Coast – Baltimore and points north. A member survey will go out soon.
Two new members have joined the branch: Capt. Scott Cooper (2008) working at Chevron Corp. and Martin
Hugh Gough (1954) still working in Enfield, Connecticut. We are also trying to establish communications with
Nick Potter (1988), an Engineering alum living in Houston. Jim MacIntyre (1959), Capt. Peter Swift (1978) and
Gordon Cooper (1966) often meet Capt. Martyn Reynolds (1962) at the CMA’s Connecticut Carnivore Club
monthly luncheon. In Canada, Stan Bowes attends the Conway Club for those that did not ‘sail’ in Conway.

2.5

1958ers’ Sixtieth Anniversary Reunion – Captain Tony Catesby (CatesbyT58)

A re-union was held at the Blunsdon House Hotel near Swindon on the 13 th April for any cadets who attended
Warsash in 1958 to celebrate the 60th anniversary. Twenty-four attended including ten wives and partners.
It was organised by the Jan-Dec 58 class but we were pleased to have two from the previous term and two from
the following terms join us. Twice the number eventually attending had expressed interest with several unable to
come on the day due to poor excuses like Golden Wedding Anniversaries and family birthdays!
The hotel offered first-class facilities e.g. swimming pool and spa, but the bars won out in the end where many
tales of ‘daring-do’ were repeated for the umpteenth time, much to the delight of the partners who pretended
never to have heard them before!
The evening was the main event and due to late cancellations the table plan had to be revised, however twenty four finally sat down for dinner. The partners, led by a ‘p articularly rebellious re-union attendee’, decided at the
last moment that they wanted to sit together to avoid the nauticalia prevailing all evening. Amazingly this was
an excellent decision and we were left free to swing derricks, load lamb, navigate the Straits of Hormuz and talk
about cummerbunds - completely un-interrupted.
Our partners meanwhile discovered they too had much in common. All husbands collected things they refused to
part with, had garages full of things that ‘might come in handy’ one da y, old ship photos and Warsash records.
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Oh, and all were apparently Grumpy Old Men! An excellent ‘Full English’ followed the next morning and we
managed to drag it out until almost eleven o’clock before finally taking our leave of our colleagues, many of
whom we had not met since our Warsash days. The suggestion to do it again in 2028 is on the back-burner!

Pictured above left (14), L to R: (A=Australia, NZ=New Zealand, C=Canada) Tony Catesby, Bill Williams,
Doug Potter, Paul Bowes, Roger Ferry, John Brooks, Chris Dancaster, Robin Drakes (A), David Archer, Alex
Lang (NZ), Keith Javan, Giles Simms, Tony Woollacott (A), Andrew Hooper (C).
Pictured above right (10), L to R: Penelope Bowes, Liz Potter, Jan Drakes (A), Jackie Hooper (C), Andrena
Catesby, Jenny Simms, Susan Archer, Betty Lang (NZ), Ursula Dancaster, Jan Brooks

2.6

News of Captain Peter Ward – Captain Michael (Danny) Drew (DrewM67)

Caption Drew provided the following information about Captain Peter Ward remembered by many members as
a well-respected and popular instructor at the School of Navigation in the 1950s and 1960s.
Peter and I took Masters together in 1954; both joined the staff from the Extra Masters class; then found
ourselves both working on Halcyon for a few years. After I left Warsash in 1967 for Kiribati, Peter was running
the tanker safety course, and occasionally gave the same course to the USA Maritime college. His wife, Edna
sadly died of (I think) a motor-neurone disease in the 1980s. He left Warsash to settle in USA and continue
tanker safety courses and re-married there. My last Christmas card contact was in about 1998. I cannot
remember the name of the US College but it was East Coast.

3

Warsash Maritime Academy News

3.1

WMA New Accommodation Opening Ceremony – WMA

Full set of photos on the website here: Gallery/WMA/2018 Opening Ceremony St Mary's Campus. Reports below
from Roger Holt and David Dearsley describe their favourable impressions of the new WMA campus.
WMA Report: We were honoured to welcome Her Royal Highness, The Princess Royal, on Thursday 18
January to officially launch our new £6 million home for officer cadet education and training and first
certification courses at our St Mary's campus in Southampton. The Princess Royal unveiled a plaque inside the
building to commemorate the occasion and toured the new premises.

HRH The Princess Royal, Professor
Graham Baldwin & Admiral Lord West

Officer Cadet
Alastair Bolton

Professor Graham Baldwin HRH Princess
Royal with OCs
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The new building provides our students and officer cadets with a modern teaching environment, brand new
engineering workshops, a welding area, electrical and control laboratories, an ECDIS simulator suite and marine
electro-technical officer (METO) workshops.
Her Royal Highness was received by the Lord-Lieutenant of Hampshire, Nigel Atkinson Esq. She was then
presented to a number of dignitaries including the Vice-Chancellor of Solent University, Professor Graham
Baldwin; Chancellor of Solent University, Admiral Lord West; Director of Warsash School of Maritime Science
and Engineering, Dr Syamantak Bhattacharya; and staff and officer cadets from the School.
Professor Baldwin added: “The development at St Mary’s campus is the first phase of our investment into
maritime education and training at Solent. It has modernised our facilities and allows us to build on the heritage
and expertise associated with Warsash Maritime Academy. We are proud that Warsash has become world renowned for providing cadet programmes and professional short courses for more than 70 years.”
During her visit, Her Royal Highness met with cadets and staff. Charlotte Astbury, who is completing her
Officer of the Watch Unlimited certificate, said: “It was a pleasure to meet Her Royal Highness; she was very
well informed. We showed her an exercise in ship simulation collision avoidance. I hope to work on a research
vessel or tanker once I’ve completed my certificate.”

Report by Roger Holt (HoltR64): Suzanne Galloway looked after me very well and I had the opportunity to
speak to Deputy Vice Chancellor Michael Wilkinson. He was very receptive to the idea of a visit to the WMA
by a group from the Warsash Association and so this needs discussion by the WA Executive Committee. In fact,
I have a strong feeling that the Warsash Association is well thought of and I don’t think it will be difficult to get
traction with the OCs under the new regime.
The guests were divided into groups of those selected to speak to HRH and those who were not – unfortunately
the WA rep was in the latter group.
The turnout of senior shipping people at the launch of the new School was impressive and my take on this is that
Graham has a good grasp of the support he needs to be successful. We were not issued with a guest list but a
couple of Alumni who are not signed up as members are Guy Platten, CEO of the UK Chamber and Capt . Martin
Reed, Master of the HCMM. Doug Barrow as Director of the UK Register was much in evidence. We have of
course now received the good news that SMarT Funding plus has been doubled to £ M30 AND UK Tonnage Tax
companies will be required to provide OOW experience for newly qualified deck officers. How such watch
keeping experience can be provided by sponsors who do not have a fleet of ships such as Maritime London and
Trinity House, is not clear to me.
One interesting piece of news is that it is the intention to build a survival pool on the lower site at Warsash for
practising escape drill for the offshore industry and life raft drill.
There were groups of OCs present and I was able to spend time with each and introduce the Association to them.
Some had only just started their course and so what I had to say did not mean much but other groups were back
for their next academic session after a spell at sea. One particularly articulate OC was being sponsored by
Evergreen under the UK Tonnage Tax system. He was serving on containerships and was the only European in a
crew of Taiwanese. He was thoroughly enjoying the experience and was not at all bothered that he was not
oriental.
I have received the attached from Graham Baldwin which just about says all there is to say about the launch.
Letter to Roger Holt from Professor Graham Baldwin, Vice-Chancellor, Solent University; Dear Roger,
Thank you for joining us at the official launch of our new Warsash School of Maritime Science and Engineering
facilities at St Mary's. We are delighted that you were able to join us and HRH the Princess Royal and I hope
that you enjoyed the occasion.
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As we said at the launch, the development of St Mary’s is a significant milestone in the implementation of our
Maritime Strategy. It provides the modern learning environment that will enable us to continue to be a global
leader in maritime education and training. We are proud to be world renowned for our cadet pr ogrammes and
professional courses.
Photography from the event can be downloaded here (unfortunately needs SSU login, Ed.) and you can also take
a look at our video that captures highlights from the day below. Please feel free to share the video and pictures
through your own communication channels and remember to tag us in any social media posts. If you have any
feedback regarding the event please contact our events team via eventas@soloent.ac.uk.
Once again thank you for joining us in marking a key milestone in the University’s history and I look forward to
welcoming you back on campus again soon.
Report from David Dearsley (DearsleyD64); Colleagues, I will add a few thoughts of my own to complement
those from Roger. I am not sure what capacity I was invited but presumably as an Honorary Doctor of Maritime
Transport awarded by Southampton Solent.
The tour of the new facilities was what I had really come to see and they were very impressive, I thought. What
looked like fairly conventional classrooms complete with blackboard turned out to be all very hi gh tech. The
‘blackboard’ was in fact a huge IPad to which all students were linked via their own workstations, with the
ability to record each session either from their desks or remotely. Indeed, the overall facility computer system
seemed to control everything from the week’s lecture schedule to the availability of empty rooms for study. I do
not know if this level of technology is now standard everywhere or whether the Warsash facility is better than
others by virtue of being new, but I was certainly impressed.
The engineering workshop and simulation equipment was also most impressive. Everything from generators to
ECDIS simulators was brand new and often replaced the old Warsash campus equipment that was 1960's era.
The lady ‘Cadet Manager’ who accompanied the tour I was on had obviously read her brief. She stressed that
timekeeping by OCs was excellent and their enthusiasm to learn was awesome. The facility to record sessions on
their PCs was taken up by around 70% but was not used to avoid actual attendanc e, where the attendance rate
was over 90%. The uniform issue was a non-event. The OCs were happy to wear them, even in town - indeed
they expected to wear them. When all students were asked to help out at, say campus open days, the main
campus would usually ask for the OCs to wear uniform as it looked good to parents and prospective students
even when on different courses. Indeed the St. Marys campus had recently had enquiries from some students on
different courses asking whether they could switch to the maritime course.
But not everything in the garden was rosy. I had difficulty in trying to find out precisely (or even approximately)
how many OCs there were and two industry guests I spoke to were quite sceptical about the WMA prospects.
The OCs I spoke to were a credit to WMA - well-spoken, forthright and keen. The OC Roger mentioned, serving
on an Evergreen ship, was certainly very enthusiastic, indeed he had an App that converted English to
Taiwanese, and vice versa, that he used to try to converse with other crew members in their own language - very
enterprising, I thought.
All in all a very worthwhile visit.

3.2

Government Doubles Maritime Smart Funding - WMA

More than 400 extra cadets will be trained in maritime roles every year thanks to a £15 million funding boost
announced by Maritime Minister Nusrat Ghani today (2 February 2018). The investment, which will double the
support for young people to £30 million a year, will be offered through Support for Maritime Training (SMarT),
enabling the annual intake of cadets to rise from 750 to 1,200. Multinational shipping companies, includ ing
Carnival UK, BP, Shell, Maersk and Stena Line, have also pledged to create an extra 450 training positions on
board ships.
These positions will give SMarT cadets the experience at sea that will help them gain internationally recognised
qualifications, setting them in good stead for future careers both within and outside the sector. This commitment
comes shortly after the launch of the Year of Engineering, a campaign to show young people from all
backgrounds the variety and opportunities an engineering career can bring.
Maritime Minister Nusrat Ghani said: We are building the maritime workforce of tomorrow and I want to
encourage more young people to consider an exciting and rewarding career at sea. By doubling the funding for
cadet training, we will help make sure that our engineers and captains of the future can access the right
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opportunities to reach their full potential. It will also strengthen the UK maritime sector’s position as a world
leader and ensure people have the skills they need to help the industry flourish after we leave the EU.
Shipping and ports are critical to supplying the UK’s daily needs, with around 95% of imports and exports
coming by sea, including 40% of our food and at least a quarter of our energy. By supporting young people
wanting to get into maritime, we will boost a growing sector, ensuring that the UK remains the first port of call
for shipping companies seeking highly skilled officers. UK Chamber of Shipping Chief Executi ve Guy Platten
said: Nothing will prove that the UK is open for business quite like seeing more British seafarers arrive in the
world’s ports. We already recruit people from all backgrounds and all corners of the country, and with this new
investment we will be able to create thousands of new opportunities in the years ahead. The taxpayer sees a £5
return on every £1 it invests in seafarer training, so this funding will see the economy and the workforce, as well
as the industry better off.
Seafarers are highly skilled and well paid, and have the opportunity to build a successful long -term career. We
know this funding will help us to unlock the talents of more young people, and it goes to show what can be
achieved when government and industry work together. T he training places are open to anyone across the UK
who has an interest in becoming a navigation officer, engineer or an electro -technical officer.
Places will be available at training colleges including Warsash Maritime Academy in Southampton, City of
Glasgow College, Lairdside Maritime Centre in Liverpool, South Shields Marine School and the Fleetwood
Nautical Campus.
Emma Jordan, 27, is taking a foundation degree in marine engineering at Warsash Maritime Academy. She said:
I was a motorbike mechanic before but I discovered a more challenging role with BP Maritime Services. I’d
really like to be a chief engineer and the guys on board are really good as they’re really interested in your
training because if they do it right then you’re going to be useful.
The funding will increase annually over seven years to fulfil demand for seafarer training.
The maritime industry has a crucial role to play in inspiring the next generation of engineers throughout 2018.
The government’s Year of Engineering is being supported by organisations from across the industry, including
the Royal Navy, UK Nest, Seafarers UK, the Maritime and Coastguard Agency, Land Rover BAR and
Associated British Ports.

Warsash to Deliver MCA's Superyacht Engineering Qualification – WMA

3.3

The MCA has brought into force a new alternative pathway to
engineering qualifications. This is to help simplify the number
and levels of qualifications across the superyacht and other small
commercial vessel sectors.
As a result the MCA has pulled together the pre-existing
qualifications for engineer officers leading to certificates of
competency (CoC) restricted to yachts only, into a single generic
qualification called ‘Engineer Officer Small Vessel Certificate of
Competency’. The details for the new pathway are co vered within
MIN 524 (Certificate of Competency for Engineer Officer of
small vessels).

We will be phasing in the new small vessel certification courses over the coming months:


January 2018 start for Second Engineer (Small Vessels) up to 9,000kW & 3,000GT



June 2018 start for Chief Engineer (SV) up to 3,000kW & 500GT and the larger group, up to 9,000kW
& 3,000GT

The MCA will allow the current Y4, Y3 and Y2 courses to continue to run until 1 July 2021 as per MIN 524,
however we will be phasing out Y4 in December 2017, and Y3 and Y2 from May 2018.
Chris Patterson, Head of Marine Engineering, says: “We recognise that the small vessel engineering certification
is an exciting new development from the MCA. The structure provides a progressive career path fo r those across
several industries, simplifying the number of qualifications required and allowing engineering officers to
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transfer their job to alternative industries with the small vessel CoC. We are looking forward to running the new
courses from January 2018 at Warsash.”
The small vessel certification is for engineer officers wanting to work on commercial yachts, tugs, large
workboats, fishing vessels, stand-by seismic survey vessels, oceanographic research vessels and Government
patrol vessels up to 9,000kW and 3,000GT. A CoC gained through this route will be transferable between these
industries.

3.4

Great British Railway Journeys Filmed at WMA - Roger Holt (HoltR64)

The BBC TV documentary series, Great British Railway Journeys was premiered in 2010 and has now
completed eight series. The series features Michael Portillo travelling around the railway networks of the UK
referring to a copy of Bradshaw’s Guide, comparing how the various destinations have changed since Victorian
times. Apparently Bradshaw’s included an advert referring to a Navigation School at Southampton which
provided tuition for seafarers sitting their 2 nd Mates, Mates, Masters and Extra Masters examinations and I was
asked on behalf of the WA to contribute to his particular programme. It seems that in this Navigation School
was almost certainly the Gilchrist Navigation School founded in 1909 and incorporated into the University
College Southampton in 1932. It was renamed Southampton School of Navigation in 1935 under the direction of
Capt G W (Whalley) Wakeford and was located at South Hill, Bassett. In 1937 pre-sea cadet training was
introduced to the School which moved to South Stoneham in 1939 where it remai ned during WWII. In 1947-48
the School moved to Warsash on the River Hamble and the rest is history – our history.
I met with the researchers, production team and camera crew on the morning of 19 th June and guided them
around the WMA campus and grounds (we used to call this process a ‘shovel’ when accompanying a guest or
guests on a visit). Film was shot at every conceivable location and the scenes were used to add interest to the
final production.
I returned for further filming with Michael Portillo on 17 th July. After a good breakfast and not wishing to
outshine the presenter, I presented myself in Warsash Association tie, blue shirt, blazer and grey flannels.
Michael arrived in an unmarked white van plus film crew. He wore his standard uniform of salmon pink jacket,
open neck white shirt and lime green slacks. We were introduced and exchanged a few pleasantries then got
down to business. There followed numerous scene locations, with and without dialogue, but all being repeated
many times until the final version was considered acceptable.
The weather was perfect for filming and we spent quite some time on the foreshore with an intense question and
answer session between the two of us – Michael asking the questions and me trying to keep up with suitable
answers! Inevitably either one of us lost the thread of the contrived conversation but eventually everyone was
happy to move on to the next scene which was the Seamanship Block. This location had excellent film content.
Good footage was taken of the instructor teaching groups of students in the use of the bosun’s chair, applying
mooring line stoppers and various cargo handling methods. Michael seemed to be very taken with the union
purchase and happily played with the runners discharging imaginary cargoes but was less keen on the bosun’s
chair. (Ed. – I wonder what the ghost of Bos’n Khulman thought of it all.)
The team then moved back to the upper site for further film shoots with Michael alone and I bade them farewell.
He is a man of few words but I could not fault him for his professionalism and found the experience to be both
enjoyable and challenging. It was something of any eye opener to consider how long it takes to put a relatively
simple programme together. However when transmitted the first six minute s of the programme were devoted to
Warsash out of nearly three hours spent filming on location which, all in all, was very good.
This programme, which also included two Officer Cadets being interviewed, will promote the Warsash Maritime
Academy to a wider audience, albeit at a time of great change. It may provide an awareness of the maritime
industry to the many that are currently unaware of its importance both nationally and internationally.
The production company Boundless Productions has kindly given its permission for us to use the following link
to view the programme BBC’s Great British Railway Journey at WMA. It may be shared with family and friends
but it must not be used for any commercial or promotional purposes. Some stills from the film are here
>>Gallery/Warsash Association/UK Events/2018 Great British Railway Journeys at Warsash.

4

New Joiners Since AH2017-3 – (Editor)

We offer a very warm welcome to the following new members who have joined since the last All Hands journal
including our first Nigerian member Fah’d Saffiq and our first South Korean member Wook Suhmoon.
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OC = Officer Cadet
Title
Name
Mr
Richard Asquith
Mr
Cary Aston
Mr
Christopher Doyle
Mr
Michael Gray
Mr
Fah'd Saddiq
Captain Robin Plumley
Captain James Welford
Mr
Graham Perkins
Mr
Colin Batty
Mr
Daniel Smith
Mr
Wook Suhmoon
Mr
Martin Gough

5

Total Since
Username
AsquithR61
AstonC17
DoyleC13
GrayM63
SaddiqF09
PlumleyR72
WelfordJ95
PerkinsG78
BattyC78
SmithD17
SuhmoonW16
GoughM54

2016 AGM
WA Year
1961
2017
2013
1963
2009
1972
1995
1978
1978
2017
2016
1954

17
Country
WAAB
UK&Ireland
UK&Ireland
Singapore
Nigeria
UK&Ireland
WANZ
WAAB
WANZ
UK&Ireland
South Korea
WANA

Enrolled
28/11/2017
01/01/2018
13/01/2018
24/01/2018
28/01/2018
01/02/2018
04/02/2018
20/02/2018
25/02/2018
13/03/2018
25/03/2018
14/04/2018

Strick Line History – Barry Peck (PeckB71)

I am very grateful to Barry for this history of Strick Line who has joined our All Hands review team (Ed.).
Frank Clarke Strick was born in Swansea in October 1849. His father was a Lloyds agent and shipper of coal
from Swansea. Frank Strick initially joined the family business before becoming a partner in a ship broking
company. In 1885 he moved to London and formed Frank C Strick & Company Ltd. In time he owned or had
interests in many enterprises, notably the iron ore trade from North Africa, coal bunkering depots, Suez Canal
facilities, and interests in the Persian Gulf including a lighterage service from the Shatt-al-Arab bar up to Basra
and Khorramshahr.
However, it became obvious to him that owning the ships required for these businesses would maximise the
profits. In 1887 he therefore bought his first ship, the Normand, which he sold the following year to finance a
bigger ship, the Alphonse Perran. These early ships were for the Mediterranean trade, and in 1893 he built the
first Persian Gulf trade ship, Arabistan. From these beginnings grew what became two separate fleets, one
trading from South Wales to France and other Mediterranean ports with coal and general cargo outwards and
iron ore and other cargoes homewards, and the second one carrying bunker coal and general cargo to the Persian
Gulf and local produce homewards, although until 1912 the ships inte rchanged between the two trades. Strick
had business associates in Paris and the Mediterranean trade was a partnership between them, however the
Persian Gulf trade was Strick’s own business. The Mediterranean trade ships were under several different
companies and funnel designs, while the Gulf ships were owned by Strick and sailed under the famous chevrons
on the funnel and house flag.
The Mediterranean trade ships (the “Medi” boats as they were usually known) lasted until after World War II.
By that time the trade was dying and by 1952 the surviving ships were sold, leaving the Gulf trade, which was
growing with the oil industry and those countries’ development, to continue the Strick name. Because of this
early demise, very little remains recorded of their history or trade.
Although inevitably over the lifetime of the two fleets some ships were built in other shipyards, Strick and his
succeeding company directors had two preferred shipbuilders who supplied the majority of the two fleets.
William Gray & Co Ltd of West Hartlepool built 39 ships between 1893 and 1927, and John Readhead & Sons
Ltd of South Shields built 46 ships between 1926 and 1970, the final two after the yard had been taken over by
Swan Hunter Shipbuilders Ltd.
Strick Line Ltd was formed in 1913 by merging two of the earlier companies owned by Strick and his associates.
It should be noted that the parent company, Frank C Strick and Co Ltd, remained throughout wholly owned by
Strick and following his death, the directors of the company who owned the shares. The company shares were
never traded publicly. In 1919 Strick Line Ltd was sold to the P&O SN Company to raise money to replace war
losses, but Strick remained as ship and trade operator. In 1923 restructuring within P&O created Strick Line
(1923) Ltd, and then in 1928 Strick acquired 49% interest in this company which continued to operate as a
separate shipping line until finally in 1972 P&O re-acquired the 49% interest and integrated the fleet and the
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Gulf trade into the P&O General Cargo Division which had been formed the previous year. In 1946 the company
was again renamed as Strick Line Ltd.
Right from 1893 the Gulf trade ships, the “Stan” boats as they were known to every stevedore in the UK, with
one exception always carried a name ending in “istan”, which were place names in Persia and the surrounding
Arab countries. This comes from the Persian and Arabic meaning land of or place of, and a careful search of old
maps of the area will discover most of the names. The only exception was t he 1927 built Arabistan, which in
1929 had its name changed to Bandar Shahpour at the request of the Shah of Persia to commemorate the opening
of the port of that name in the Khor Musa.
The Strick Line management was notably in two stages. Frank Strick per sonally managed the ships and trade
into the middle 1920s when he was approaching his eightieth year. While he then continued to take an active
interest, finally retiring in 1939, his board of directors became the controlling influence. This showed in the
change of preferred shipbuilders, but also notably in the retaining of the ships. Strick himself would build or
purchase ships, make a quick profit, then sell them on and use the money to buy more ships. Sometimes he
would order a class of ships and sell some of them on while they were still building. However, from 1927
onwards the company purpose-built ships for the trade and kept them for their economic working lives.
The manning of the ships also reflected this trend. Strick Line ships throughout had Bri tish deck and engine
officers. Initially British sailors and stewards and Arab firemen were carried, then later it was all British crew
and for the period 1920 – 1925 there were Chinese catering staff. From 1925 onwards the crews were Indian
deck and engine with Goanese catering. The carpenter was normally Chinese.
From 1909 to the amalgamation of the ships into P&O GCD in 1972 there was a working arrangement with
Ellerman Line, called the Strick and Ellerman Line. This was purely a trading and marketing a rrangement
between the two companies with Strick as the freight manager for the Persian Gulf trade, and there was never
any other connection between the two companies.
With some variations the appearance of the ships from the beginning until World War II was fairly standard,
usually with three islands, one funnel, two masts and four or five hatches. Notable exceptions were the
Tabaristan of 1907 which had two funnels and after World War I a class built in the early 1920s that had king
posts fore and aft instead of masts. It was only after World War II when the ships were being designed
specifically for the Gulf trade that the ships had their own characteristics and were immediately identifiable as
Strick Line.During World War I six Gulf ships were lost, four by enemy action, one wrecked and one
disappeared fate unknown. Strick managed nine captured German ships for the Government. Five war standard
ships were purchased to replace the losses.
Up until 1926 the bar at the mouth of the Shatt-al-Arab river could not be dredged deeper than 20 feet, and
lighters were used to partially discharge the inward bound ships. However, there were never enough lighters,
and the ships, when fully discharged, would often do a lightening trip before leaving the Gulf. In 1 923 and 1924
the Serbistan and Muristan each spent 18 months acting as lighters. As this was not planned before the ships left
the UK and crew changes were not practicable this was not a popular task on board!
In the mid-1920s Strick Line began to seriously build ships designed for the trade, and from 1927 to 1930 a class
of seven ships were built, Arabistan (renamed Bandar Shahpour in 1929), Baharistan (re -named Selvistan in
1958), Floristan, Arabistan, Gorjistan, Kohistan and Registan. This was the first time that ships were built for
long term service, and the three that survived World War II lasted into the early 1960s. During the 1930s the
major world problem was the Depression. This had a huge impact on the British merchant navy and the
shipbuilding industry, and Strick, as with most shipping companies, did not invest in new tonnage during that
period. Following the Depression a further class of six ships were built between 1937 and 1940, Armanistan,
Baltistan, Shahristan, Turkistan, Afghanistan and Baluchistan, the last two completed after the start of World
War II. Two of these survived and also lasted into the early 1960s. An advance for this class was the addition of
a low pressure exhaust turbine to boost the service speed.
During World War II Strick Line ships served in all theatres, and in addition to the losses there were many
incidences of daring and heroism, including the evacuations of France and Crete and various landings.
Hazardous cargos were carried in dangerous waters. As in the previous war, the Gulf ships suffered heavily in
proportion to the fleet size, losing eight to enemy action, one by fire and one wrecked. Six ships based on utility
designs were built, Avristan, Bardistan, Arabistan, Floristan, Registan (sold to Hain 1945), and Shah ristan.
Strick operated nine war standard ships for the Government, while after the war the Liberty ship Samglory was
subsequently purchased in 1947, becoming Serbistan. The six survivors served in the fleet into the early 1960s.
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At the end of the war the fleet consisted of five pre-war ships and five wartime built ships.
However, a number of these were not immediately available for trading. Four ships were on Government
contract in the Far East, with the Kohistan not finally returning home until August 19 46. Strick therefore needed
new ships and commenced ordering new tonnage.
After World War II the only outward trade was UK and Northern Europe (normally Antwerp) to the Arabian
Gulf, marketed as Strick & Ellerman Line. The agreement with Ellermans was tha t one ship per month came
from them under Strick cargo management. If no Ellerman ship was available other ships were chartered in.
Main loading ports were Antwerp, Grangemouth, Middlesborough and London on the East Coast and Glasgow,
Cardiff (occasionally), Manchester and Liverpool on the West Coast, normally four ships per month. This
volume of trade continued right through to the P&O amalgamation in 1972.
The fleet during this period was affected by two canals. The Manchester Ship Canal had a considerabl e
influence on the design and size of the vessels, while the open or closed status of the Suez Canal had a major
effect on passage times and homeward trading patterns.
Manchester was a very important port for exporting the industrial production of the Midl ands, and therefore it
was essential that a sufficient number of the fleet were able to get up the Canal. The width and depth of the
locks limited the beam and maximum draft, while the height of the bridges limited the air draft. The taller
funnels had to be built in sections for removal at the Eastham Crane Berth inside the canal entrance, and the
masts had telescopic topmasts. These limitations meant that if one class of ship was too large to use the canal
then it was usually followed by another class with reduced dimensions, even though the vessel layouts were
similar.
During the period between the end of World War II and the merger of the Strick fleet into the P&O General
Cargo Division the Suez Canal was closed twice. The nationalisation and British and French invasion of 1956
caused its blockage for four months, then much more serious was the Six Day war of 1967 which closed the
Canal until after the P&O merger due to wrecks blocking the channel. During both periods the Strick fleet, as
with many other lines, was routed via South Africa. The regular, and popular, bunkering port was Durban. This
increased the outward passage from about 17 to 20 days while the Canal was open, to 30 plus days when it was
closed. Depending on homeward charter ports, a proportionate increase in passage time back to the UK applied.
For the company this gave the inevitable increase in fuel and running costs, although for many crew members
the improvement in weather conditions compensated for the extra passage time compared with the Suez Canal
and Red Sea, and the additional passage time allowed more ship maintenance.
Homewards approximately one ship per month loaded in the Arabian Gulf and, when the Suez Canal was open,
occasionally Red Sea ports to UK and Northern Europe. Most others were chartered out, normally with the
intention to bring ships back to UK profitably for normal trade. Occasionally ships urgently needed were
brought back light ship when the Suez Canal was open. The basic aim was to have at least three ships in any
month available for loading in the UK, and preferably four. Charters took the ships to many ports from Australia
in the east to the East coast of the USA and Canada in the west, with occasional discharge and loading in the
Great Lakes. They rarely ventured into the Pacific area, though in the final months before the P&O GCD
merger, five were chartered to a Far East company loading in ports in that part of the world for crossing the
Pacific to the Panama Canal to discharge on the USA East Coast.
The expanding Arabian Gulf oil industry, and also the generally developing nations of the area requiring
construction materials, needed increasing amounts of heavy and indivisible cargo items. With no heavy lifting
equipment in the Gulf ports except Basrah the ships had to have their own equipment. Most of the new build
vessels therefore had a 50 ton derrick on the foremast to work over number two hatch, which always was larger
than the others, and many also had a 30 ton derrick. Two immediately post -war had much heavier derricks on
the foremast, whilst in the 1960s three were built with Stulken derricks.
Before the post-war new builds arrived, the fleet consisted of eleven ships, Baharistan, Gorjistan, Kohistan,
Turkistan and Afghanistan from pre-war, and Avristan, Bardistan, Arabistan, Floristan, Shahristan and Serbistan
wartime builds.
The post-war built ships can be summed up as follows. With the exception of two, all ships were ordered by
Stricks. One ship was purchased during construction, and one was purchased when three years old. With the
exception of three, all ships were built for Strick at the Readheads yard in South Shields, which became part of
the Swan Hunter group in the late 1960s. All ships before the P&O merger were only sold for scrap or sold
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onwards due to becoming economically unsuitable to keep for the Arabian Gulf trade, the main problems being
increasing fuel costs and age based maintenance costs.

Baharistan 1959 - 1972 in Port Said 1963

Baltistan 1953 - 1972

In many areas Stricks post-WWII were in the forefront of the British merchant navy for fitting the latest
technology of the time for most things. On the bridge they had gyro compasses and radar well before many other
companies, and to aid the discharge at the considerable number of Gulf ports called at on an average voyage the
Chief Officer had a Ralston stability calculator. Into the 1960s automation in the engine room and on deck was
normal. Safety equipment was always maintained at the highest level. Air conditioning for the en tire
accommodation started in 1956, though the earlier post-war ships had it in the public rooms. The one navigation
aid they would not fit was the Decca Navigator, which considering that the Arabian Gulf had better coverage
than most areas of the world and frequently had poor visibility was a strange omission.
During the period 1947 to 1970 Strick Line ships had four basic vessel designs, reflecting the patterns to be
found in general cargo vessels worldwide, although within those four there were variation s in layout and size in
classes or individual ships. Between 1947 and 1950 propulsion was steam reciprocating engines, all with an
exhaust turbine except one, steam auxiliaries, hatch beams and boards, and most had funnels too short when
built, which were extended later to keep the smuts off the decks. Between 1953 and 1959 propulsion changed to
motor engines but still with Scotch boilers and steam auxiliaries, and still with hatch beams and boards. From
1953 onwards all Strick-built ships had Doxford opposed-piston diesel engines. Between 1959 and 1963 the
auxiliaries changed to diesel generators with electric winches and manually operated McGregor hatches. Finally,
from 1965 to 1970 deck auxiliaries were electric winches, cranes and hydraulically operated McGregor hatches,
and the ships had main engine bridge control and an engine room control room with UMS capability. The first of
this type, the Shahristan, was featured in The Motor Ship magazine in 1965 as having the most advanced engine
room in the British merchant navy. All the motor ships from 1953 onwards, except for one, survived until the
P&O merger in 1972.
The first group of ships, built between 1947 and 1950, were Nigaristan, Tabaristan, Registan, Albistan,
Armanistan, Goulistan, Muristan and Tangistan. Albistan was notable as not being to Strick design as she had
been ordered by an Australian company from Shorts of Sunderland, who then sold her to Strick while still
building. With the need for larger heavy lift capacity Nigaristan had a 1 40 ton derrick and Tabaristan had a 150
ton.
The second group, built between 1953 and 1959, were Baltistan, Khuzistan, Baluchistan, Seistan, Karaghistan
and Baharistan. Seistan was tragically lost in 1958 on only her second voyage in a massive explosion in Bahrain
that was Stricks’ worst peacetime tragedy and must rate very high in the list of peacetime tragedies in the British
merchant navy, with 57 dead, including four on a tug alongside.
By 1959 Strick Line owned a total of 25 ships, but increasing competition fr om around the world for the Gulf
trade meant this was too many, and in the period 1959 to 1963 all the surviving pre -war and wartime vessels had
reached the end of their economic lives and were scrapped or sold on. In addition, the 1950 built Goulistan was
prematurely scrapped in 1962 due to economically unrepairable engine room damage. By 1963 the total was
down to 17, however these were all relatively modern vessels for the time, all dating from 1947 onwards.
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The third group, built between 1959 and 1963, were Farsistan, Kohistan, Gorjistan and Turkistan. The first three
were near identical sisters, while Turkistan was the first to adopt the three quarter aft layout that was then
becoming the norm for general cargo ships.
During the period 1964 to 1968 the remaining steamships were disposed of, with the exception of two reliable
ships, Albistan (scrapped 1971) and Tangistan (who arrived at the scrapyard the month of the sale of Stricks to
P&O), both therefore spending their entire lives under the Strick flag .

Floristan 1965 - 1972

Registan 1966 - 1972

The fourth and final group, built between 1965 and 1970, were Shahristan, Floristan, Serbistan, Registan,
Tabaristan and Nigaristan. With the disposal of the old Nigaristan and Tabaristan with their very heavy derricks
there was a need for replacements, and Shahristan, Floristan and Tabaristan were fitted with Stulcken masts, the
first two with 180 ton derricks and Tabaristan with 150 ton. The last ship, Nigaristan, was fitted throughout w ith
cranes, four of which were tandem which could together lift 25 and 50 tons. The last two were the first in the
fleet to have bulbous bows. In addition to these Strick-built ships, the 1965 built Elysia was purchased in 1968
with the demise of Anchor Line, being renamed Armanistan.
In March 1972 P&O re-acquired the 49% shares, and in April the ships were absorbed into the P&O General
Cargo Division under P&O management. At that time there were sixteen ships under the Strick flag. Three of
them, Baltistan, Khuzistan and Karaghistan were sold within the first year, while the remaining thirteen
continued to trade for P&O under their flag and livery, which was black hull with the white P&O logo on blue
funnel. In 1975 it was decided to unify the entire GCD fleet under one identity, adopting names beginning with
“Strath”. The only remaining clue to their origins was the next letter, so the ex -Strick fleet began “Stratha”.
Livery was changed to the traditional P&O passenger ship corn yellow hull. With the rapid expansion of
containerisation all the general cargo ships were being disposed of, many at a premature age. All the ex -Strick
ships were sold off between 1977 and 1979, all except Baluchistan for further trading. The final ex -Strick Line
ship afloat was Serbistan, scrapped in 1988.
Along with the other companies whose ships were absorbed into the P&O GCD, this was the end of a great
company whose funnels, flag and reputation for excellence were recognised around most of the world.

6

The Right Kind of Boy – Dr Frank Evans (EvansF43)

(Frank Evans joined WA in February 2017 & sadly crossed the bar in October 2017 aged 91. This is the final
article published in All Hands of three he submitted last year (see AH2017-2) – Ed.).
Sea Apprentice: The first money I ever earned was as an apprentice serving aboard a Shell tanker in the North
Atlantic. I was seventeen and had spent the previous year at navigation school. Now I was to learn to be a deck
officer at an initial rate, as my indentures stated, of ten pounds a year. In fairness, I must say that this was
enhanced by a further six pounds a month of so-called war risk money. I joined my first ship in Birkenhead in
1943, an innocent abroad, and there I met my fellow apprentice. At first he seemed quite strange, with an accent
I had difficulty in following and he hailed from a place that might have been Ultima Thule. It was called Heaton.
He was senior to me and instructed me accordingly but I was sometimes misled, for instance into believing that
the ship's ullage pipes were called 'orlage pipes', after his pronunciation. But we got on fine and in due course
our ship arrived in New York, or more correctly, into a tanker berth many miles from Manhattan. There on a bus
we picked up a couple of girls. They were very proper young ladies and took us home to be vetted by mother.
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Happily, we were permitted to take them to the cinema. On our return to the house my fellow apprentice insisted
on a song. He would sing "The Blaydon Races" and I must join in. I had heard this song often around the deck
but had no idea of Blaydon, believing the word to be "bleedin' ". Not wishing to give offence I replaced it with
"bloomin' ".
I drew an advance in New York (at four dollars to the pound!) and there bought my very first ice skates (I am
still skating). Like everybody else aboard I bought a thousand American cigarettes out of bond. They were dirt
cheap. Apprentices were not allowed to buy drink, however (so me hope).
At navigation school I had received much firearms training and aboard ship the twin barrelled heavy machine
gun on the starboard bridge wing was given into my very own charge. The other apprentice had the port gun. We
found a couple of tin hats, painted them grey to match the ship's colours, and felt very proud. Later, in the
Mediterranean I blazed away merrily but like so many gunners everywhere, sometimes was not entirely sure
what I was firing at.
Service in my first ship lasted a year. For several months during that time we were taken off the Atlantic
convoys and put to hauling fuel from the western UK convoy ports, down E -Boat Alley to the D-Day invasion
fleet in the south east. In that time we must have entered just about every tanker port in Britain. We saw the
mighty battleships waiting in the Clyde and the huge armada of smaller vessels gathered for D -Day around
Portsmouth. And later we saw the ships returning from France, many bearing boards proudly proclaiming
"D+1", "D+3", etc.
At the end of my year I had a month's leave before joining my second ship, a tanker which was also an aircraft
carrier. But that is another story. My first ship was sunk in the Irish Sea in 1945.
The following is an extract from an account written for Capt. David T homas’s 2004 book on sea apprentices,
“The Right Kind of Boy”. Frank Evans 1944-5, my second ship and my second year at sea (aged 18).
The Right Kind of Boy: At home on leave after a year at sea I had difficulty filling my days, although the
evenings were better. On previous leaves I had gone to youth clubs with friends, but they were now all in the
Services. My girl-friend (now my wife) was still at school, from which I used to meet her at the end of the
afternoon. Once, my father took me to a boys' club which he had a part in running. Another man there was in the
uniform of a sub-lieutenant in the Sea Cadet Corps, just about the most undistinguished naval commissioned
rank one could imagine. He asked me when I was going up for my Second Mate’s ticket. When I told him he
said: "When you go in for your oral, be careful to talk like a seaman." I wondered what on earth such a curiosity
as a Sea Cadet Corps officer could know about such things, but when that day finally came, to my surprise it
was he (of course a former ship's captain and extra-master mariner) who examined me.
I may remark here that throughout my apprenticeship, which was a fairly typical one, I gained a lot of
experience of travelling by train in Britain. During the war large sections of the populace were constantly on the
move, mostly in uniform, mostly uncomfortably. I got to know the twelve hour journey from London to Glasgow
very well (it was a toss-up which of the four Glasgow stations the train would terminate at) and took a spare
jersey and slacks to change into so that I could sleep on the journey. I spe nt nights in Merchant Navy hostels in
such places as Glasgow and Newcastle while waiting for ships, slept in the sailors' home in Greenock (a shilling)
and made my way with trunk and kitbag to outlandish stations such as Whistlefield on a deserted Scottish loch,
the nearest rail link to some remote tanker berth. Fortunately in this respect, I had not properly lived at home
since the outbreak of war and was well used to this kind of travel.
After my year at sea and a month's leave I joined another of the company's ship's, a tanker which had been
modified as an aircraft carrier. She was the merchant aircraft carrier Adula. MACship s were designed to keep
convoys free from U-boat attacks and were very successful in this. All were bulk carriers, either tankers or grain
ships, with funnel and bridge removed and fitted with a flight deck. They all flew Swordfish aircraft. They took
off from our very short flight deck and on landing were brought up short by rising arrester wires which engaged
with a hook on the aircraft tail; these wires were raised and lowered by the Chief Engineer, standing in the
perimeter catwalk. As a last resort a heavy temporary barrier, much resembling a tennis net, stretched across the
deck to catch the late landers. The tankers carried a full cargo of black (furnace) oil. Personnel numbered about
a hundred, with flight and service crews from the Fleet Air Arm, army and navy gunners, and merchant seamen,
including the captain. Although a thousand tons of extra metalwork had been added to the s hip no extra sailors
to paint it were supplied. The two apprentices, of whom I was now senior, smeared paint on endlessly. For this,
the other apprentice and I dressed in blue jeans, blue work shirts worn outside navy jerseys, and we had bought a
couple of girls' gob caps in Halifax, bright red, which we sported proudly to keep the paint out of our hair.
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We had a wide mixture of men aboard, all British this time. The bo'sun was an ex -Cunarder, a good sailor but
conscious of his position. "This morning," he would say, "I shall paint the foredeck." That meant that everyone
else would paint the foredeck as I rarely saw him with a paint brush in his hand. The Chief Steward was another
passenger ship man with three very thick zig-zag rings on his uniform jacket. He was known as 'Gold-sleeve'.
Stewards were looked down on by deck and engine room staff, not least by apprentices, as lacking status. They
bore a stigma, most probably undeserved, of dishonesty; the sort that would smuggle goods ashore to sell!
Leisure activities at sea consisted to a great extent of card and board games; "Monopoly", of which we had an
American version aboard one ship was very popular. ("Anybody wanna buy a railroad?") The only radios were
in the wireless room where, during the war, a constant watch was kept by the radio officers. It was an
astonishment to me that quite small shops in Halifax and New York transmitted advertisements on short wave
that we picked up hundreds of miles away at sea.
However, aboard the MACship there was one game not available on other ships: deck hockey. This was a violent
game played on the flight deck with cut-down ice hockey sticks and a hard-laid grommet in place of a puck.
Why nobody went over the side I cannot imagine. The naval surgeon in Halifax was r eported to have said that he
had more casualties from deck hockey than from enemy action. It was great fun.
Life on the MACship was punctuated by parties. Extra space had been built on forward of the midships
accommodation for the aircrew and to provide a wardroom. Here we all assembled to entertain ourselves in the
usual way, that is, to drink, sing and recite. The songs and verses were all improper and frequently witty. The
aircrew in particular lived close to death and their vivacity was correspondingly high. But I have come to realise
something of the divide between men under military discipline and those engaged in a commercial venture,
which we merchantmen were.
One of the pilots, Lt. J. R. Godley RNVR (Lord Kilbracken), later wrote of his experiences when serving aboard
our MACship. He remarked: "The merchant navy officers and men were all members of a trade union, which
laid down the exact hours they were to work; most men, even in wartime, even at sea, even in the face of the
enemy, would not work a minute overtime. The stewards' working day began at seven-thirty in the morning
when they brought a cup of tea to each officer in his cabin, breakfast was at eight and not a moment sooner; the
last meal of the day was at six in the evening. So if we were taking off on an early flight we could get nothing to
eat beforehand and would be flying on extremely empty bellies."
Godley was, of course, mistaken about the merchant officers and apprentices, who worked as they were directed,
and on a fixed salary. As to the crew, they worked overtime only if they were paid for it, as they had always
done. If the company refused to pay overtime then overtime was not worked. And it was the policy of
shipowners as it had forever been, always to avoid unnecessary expense. I t seems that attitudes and practices at
sea changed little from peacetime. Captains guarded the company's coffers; crews responded with suspicion and
resentment. So pilots took off without their breakfast. Paid overtime affected apprentices, not in missed meals,
but in the imposition of work which would otherwise have meant payment to deck crew e.g. Sunday day work.
I have felt as resentful as Lt. Godley over his missed breakfast at having to turn -to on a Sunday and paint out a
galley or chip a winch after keeping a watch, just because it was not company practice to pay for Sunday
overtime to the ABs. Many of the merchant seamen were, of course, well past military age and could not
properly be equated with servicemen. Were it not for war -time regulations some could easily have found less
hazardous work ashore.
Service aboard a MACship could in many ways be exciting. My fellow-apprentice and I did more than just
watch the take-offs and landings of those antique biplanes. For flying-off and landing, the MACship needed to
fall astern of the convoy and turn into the wind. Often one of us was at the ship's wheel when this happened. Into
the wind is the easiest direction to steer, nevertheless the responsibility was high and was keenly felt as we came
onto course and held it while our three Swordfish roared past us along the flight deck in succession.
Our MACship made continuous passages from the Clyde to Halifax; I cannot remember how many times I
crossed the Atlantic on her. Once, we witnessed the capture of a U -boat, a most unusual event. It was achieved,
not by our escort of corvettes, but by an independent frigate group. Our convoy was directed to keep clear of her
torpedo tubes as she surfaced, "just in case".
Everyone had a warm feeling for our convoy escort, in my time almost always composed of corvettes. These
wonderful little ships fought their way through the hardest weather. And the excitement when one steamed down
the convoy flying a long black pennant signifying an attack on a U-boat was intense. Corvettes had insufficient
fuel to cross the Atlantic and had to be refuelled in mid -ocean. MACships undertook this additional task.
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Swordfish about to catch an arrester wire

Adula from the air

There were no derricks or gantries as in modern Royal Fleet Auxiliary tankers; the hose, sealed at the end, was
floated astern on a warp and picked up by the corvette, a little after the fashion of modern air refuelling.
Constant signal lamp communication was necessary during this operation and I recall one or two exchanges:
"Come closer and we will polish your windscreen," "We supply water with our oil" and "Just part of the
MACship Super Service". The Mate, who was in charge, used to go aft with a bible; anyone who could direct
him to a suitable quotation from it to transmit won approval.
VE Day found us in Halifax and sailed at noon amid much grumbling. Once at sea, for celebration everybody
received a drink from the captain, generally a tin of beer. Not being allowed alcohol, apprentices got a cheap
cigar each.

Apprentices aboard a Swordfish (me in rear
cockpit). Note illegal MN on the fuselage.

‘Pregnant’ Swordfish with airborne radar and RATOG (rocket
assisted take-off gear

Our last trip, no longer in convoy, was from the Clyde back to New York. Our Swordfish and their crew s were
gone and our flight deck and accommodation were now loaded with US Army Air Force planes and their
personnel being returned home. Few of them knew New York as well as we apprentices did, but one, a
Brooklyner, on seeing the Statue of Liberty with her torch held aloft shouted: "You can put that down now, lady,
I've come home!" I left the MACship in August 1945, just as the war was ending.
My wife, Rosie, added this piece for Capt. Thomas at the end of my account: I met my British Sea Apprentice
again when he was eighteen and I was sixteen. We had known each other in primary school. It was 1944, an
anxious time for me, living as we did in an area much favoured by flying -bombs. It was a dangerous time to be
at sea, especially on coastal trips. Even in the Atlantic, U-boats were still a hazard.
Waiting for letters was a dominant part of my life - cables sometimes - but mostly those curious Aerograms
(which were really photographs of letters, to save weight) from the States or Canada, which seemed to say s o
much in a small space. There were proper letters, too, handed to the pilot in the time -honoured fashion.
Occasionally a parcel would come, beautifully sewn up in canvas to defy HM Customs and Excise. They would
have been hard-pressed to undo those tight stitches, which proved that the sail-making instruction at the School
of Navigation had borne fruit. I was sent chocolate bars, silk stockings and, later, nylons, and other things
unavailable in Austerity Britain.
Life at sea to me seemed bleak - not for us ship-to-shore telephones or flights home when leave was due. Shore
leave was all too short. I enjoyed at second hand all the yarns about the curious world of shipboard which was so
different from my own. The uncertainties of shore leave, the sudden dislo cations of arrivals and departures, the
prospect of long trips, played havoc with our social life and turned us into young stoics.
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Graduation Photo – Winter Term 1968

7

The previous journal AH2017-3 featured Summer Term 1967 graduates and unfortunately the n ext photo
available is Winter Term 1968. If you can supply any of the missing copies please let us know.
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8.1

Life After Warsash – Chris Coy (CoyC57)
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I had a wonderful year at Warsash from the moment I got off the school bus as a junior and started “doubling” to
my final term as JCC Port (Best Watch). It was fantastic learning the art of Celestial Navigation and at the other
end of the spectrum boat work was very good and enjoyable. We marched through the Bar Gate after winning
the Torbay to Lisbon Race. The End of Term Dances with Pearl’s “hand -picked Hampshire Maidens” was also
most enjoyable.
However, this article is about Life After Warsash, I left in April 1957 and after a short break I joined the Port
Melbourne, at the time she was quite a new ship. Train down to London, taxi to the ship, as I reached the top o f
the gangway, it was “get into a boiler suit and unblock the apprentices toilet”. We had a great first trip out to
Australia and New Zealand, we had Roger Mott (one of the Mott twins approximately 54, one was CC Port and
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one was CC Starboard), on his last trip. Mike Twaites 55 and another cadet John Shelldrake, who went on to be
a Port Line Superintendent.
I was Cadet on the Port Macquarie, another trip on the Melbourne (they had forgiven my transgressions on the
first trip), and then two trips on the Port Hobart. Fellow Cadet was the future Commodore of Cunard and first
Master of Queen Mary II, Ron Warwick. I finished my trip with a thirteen months voyage on the old Port
Chalmers. On that voyage we started with a Brocklebank Charter to the Red Sea, Ad en, Seychelles, India,
Ceylon and Singapore. The Seychelles in those days had one ship a month, no wharf, no airfield and the cargo
mainly consisted of Gordon’s Gin, Schweppes Tonic and good French Cheese! After three weeks waiting to go
up to Calcutta in the Monsoon we went to the other extreme by doing a double header MANZ Run (for those not
aware it stood for Montreal, Australia, New Zealand). On this run we were in Newfoundland with the Port
frozen over, when we pulled a bollard out of the wharf in a blizzard. The ship swung around at right angles to
the wharf, hit the Manchester Liner tied up astern, so nothing to do but let go. The radar froze up with the snow
and we went aground on a rock ledge with large icicles from the overhanging rocks crashi ng onto the foredeck.
These are the things that are great experiences, as long as you witness them as a Cadet. This was also true when
we had a collision on the Hobart overtaking a Coastal Tanker!!!
Two months in a Bed-Sit in Lancaster Gate saw Writtens and Orals Passed. As the weather was still quite
pleasant, three of us decided to fudge the Signals Exam, allowing us a further three or four weeks before going
back to sea. On the third time up for Signals the Chief Examiner called the three of us in an d told us in no
uncertain fashion, that he had read the reports on our Writtens and Orals, and could see no reason why we were
not back at sea with our Second Mates Certificate. If we failed this time, he would fail our Writtens and Orals.
Of course the three of us picked up a Second Mates “Buff Chit” on our way out.
I fancied a trip to South America with Royal Mail or maybe Maggie Booths up the Amazon. Royal Mail had a
job, but, they wanted me to have a Sextant. I had pawned everything of value as we h ad had a fairly social time
in London. No spare cash for a Sextant, in fact hardly any cash at all.
Went around to China Navigation and yes they had a vacancy for a Third Officer on their good ship Changsha Far East to Australia, general cargo, freezer and 85 passengers. Now that sounded like my sort of ship and I
accepted their kind offer “can we give you an advance against your first months wages?” yes thank you! “Can
we give you a chit to purchase a Sextant and deduct the cost over the first three m onths?” yes thank you!!
Off I went; BIG farewell party, paid my Landlady and got ready to fly out to Hong Kong on a BOAC Comet.
I was somewhat wide eyed after landing in Hong Kong, met by the Assistant Superintendent and whisked by taxi
to Kowloon. I was then put in a Sampan with my cases, handed a fist full of dollars and then on the Hong Kong
side of the Harbour another taxi to the Officer’s Bungalow, but, I was on the second floor.
Before joining Changsha, I was transferred to Chefoo that was on the Sou th Pacific run. She was a relatively
new ship, built at the Company’s Taikoo Dock Yard. The Third Officer was Bill Jeffries (56), who had broken
his foot jumping down on a pile of bulk sugar, which he thought would be soft, however, unfortunately it was
like a rock. The next twenty months on the Chefoo was spent in the South Pacific to Japan and then the ship
was transferred to the Australian/Japan run, and by now I had been promoted to Second Officer. I found Japan
was a great place for time ashore. The food and scenery was fantastic, etc., etc., etc.
In 1962 I went ashore in Hong Kong for Mates Certificate, again a hectic social life, mixed with some study,
mainly the last weekend before the exam. I passed after two months at school; I then went back to sea to get
time in for Masters. I joined the Soochow that was on the Australia to Papua New Guinea run (see CNCo
Article on NGAL). I got married in Sydney during one of our calls, the Third Mate held the fort while I had a
two day honeymoon. In July 1964 I went ashore in Sydney to take my Masters. Married life curtailed the social
life somewhat, but, the Australians at the Sydney School didn’t even go out for a pint at lunch time!!!
At the age of twenty four, I had my Masters, I went back to sea and was soon after promoted to Chief Officer of
another Taikoo Dock Yard built ship the Kweilin, which was in fact the last ship built in Hong Kong for the
company. We were trading around Australia to the Far East, some 39 Loading/Discharging Ports, and a grea t
way to learn the ropes about stowing cargo. Whilst on Kweilin I paid my first visit to Shanghai, just at the
beginning of the Red Guard period. At the end of 1965 I went on leave for the first time in five years, I really
couldn’t tell the office I was having too much fun at sea to go on leave.
Back to sea in 1966 and life still very enjoyable, with varied trades and ships, I was promoted to Captain at
twenty nine, which I had told my father, I would try to achieve. I did one trip as Staff Captain on the Pilgrim
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Ship Kuala Lumper (see CNCo Article re the Hadj). After this I went in Command of one of our second -hand
ships called Ningpo Ex Essequibo, so in the end I did sail on a Royal Mail ship.
Following this in 1970, found me seconded to Hong Kong O ffice as Personnel Manager. During this time I was
converting the Fleet to a General Purpose Crew and I did odd trips on the Taiwan. She was an ex DFDS Ferry
and we ran it from Hong Kong to Keelung. She had side ports and carried some 350 passengers, at 18 knots.
We found she was too short in length for the north east monsoon and only lasted some three to four years.
After my stint in the office, I went on leave in our home in Australia, and then up to Osaka, where I stood by the
building of the Erradale, a 38,000 ton ‘bulkie’ chartered to Diachi and running from Japan to Houston and New
Orleans and then back to Japan, a great run. One trip, I was waiting for cargo and then loaded winter grain by
grabs from barges, which meant that I was in New Orleans for a month, which included a week of the Mardi
Gras. Enough said! Back on the Papua New Guinea run, I sat for and received a Pilotage Exemption for the
Port of Brisbane; I used this whenever I was on a ship that was on a Queensland to PNG run. This was great
experience, which I didn’t know that I would put to good use in later years. I did another trip on a bulkie from
Japan to LA, round the Horn to the Argentine, Brazil, Hamburg, Kiel Canal, Lubeck and then back to Japan,
another memorable voyage.
The highlight of my time with CNCo/John Swires was as Captain on one of the first Adventure Cruise Ships the
“Lindblad Explorer”. I did a manning survey on the China coast before we took over the ship from the Swedes.
I finished the report “if you give this ship to any other Captain I will not speak to again” luckily they saw the
funny side, and I was Master for the whole time we had the ship! We ran from Antarctica to the Arctic
following the sun all year. I took the family to Antarctica, and in fact, we were the first passenger vessel to land
punters at Commonwealth Bay, Mawson’s Hut, and Dumont D’Ville. The family also came with me on a trip
through Indonesia from Bali to all the islands east of Bali, such as the Asmat Region of West Iran. This is
known as the area where Rockefeller went missing, presumed eaten!!! Also went to Halmahera, Sulawesi and
the Spice Islands of Banda and the twin Sultanates of Ternate and Tidore, to name but a few. I sometimes
wondered why I was getting paid as well as being Captain of one of the most interesting ships afloat. I’m glad
to report, that the Norwegians and Swedes had put her aground, but, while under the Command of an Ex
Warsash man, we always had at least two fingers of water under the keel! Unfortunately, life like that doesn’t
remain forever and due to a cash flow problem on the American marketing side, the vessel was sold, all a bit of
a shock.
I was seconded to the Offshore Division and stood by the building and delivery to West Af rica of a Dive
Support Vessel. Not knowing anything of the Offshore Industry, I was pleasantly surprised to find in Port Gentil
in Gabon, a good Lido where one might learn to Windsurf, a Casino staffed with lasses from Manchester. While
at the Storage Tanker checking the ground tackle, the French Divers would always come up with a couple of
sacks of Lobsters. Saturday night was BBQ night with some good French Wines and then Sunday lunch was on
the French Flagged Storage Tanker with up to five courses, followed by cognac and ci gars, in a smoke safe
Captain’s Lounge. My New Zealand Chief Officer, who came from an offshore background, kept telling me that
this wasn’t the real Offshore. Did I mind that I was missing something!
Back to Container Ships and one fine morning, with a Port Phillip Pilot aboard going into Melbourne, it came up
in conversation that I had had a Brisbane Exemption for some ten years “would you like to join the Port Phillip
Sea Pilots?” Well I did, and had a fantastic twenty-five years Piloting with them. I was a Check Pilot and an
Examiner of Exempt Masters and Pilots. I remarried a couple of times over this period. The last 22 years
happily married to Roslyn. After retirement in 2008, we had eight years in Port Stephens a picturesque area
north of Newcastle, some two hour’s drive from Sydney. It was a great boating area and we had an English
Built Fisher 37’ Ketch Rigged double ender, great boat, built for North Sea Weather. We latterly replaced her
with a 42’ new Halvorsen, single screw displacement cruiser. Eighteen months ago we moved to the North end
of the Queensland Gold Coast. We have a house overlooking the Marina and our boat is just 25 meters from our
back gate. We are just 45 minutes to Brisbane, where I attend Master Mariners and the Nau tical Institute
regularly. We enjoy a few Warsash get togethers organised by Peter Isherwood (57), alternating between the
Sunshine to the North of Brisbane and the Gold Coast to the South.
To keep myself out of trouble, I drive the 700k down to Newcastle every four to five weeks, to work as a
Facilitator/Instructor at Port ASH, the only manned model Ship Handling Centre in the Southern Hemisphere.
Also at Port Ash is Barry Kebble (58), I was very happy last year successfully nominating Captain Cliff Beas ley,
who established the centre from a green fields site, when he was awarded an AO in the Queen’s Birthday
Honours. It would be good to see more Seafarers on Honours list. I have a grown up son and daughter in
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Sydney and a grown up daughter on the Sunshine Coast in Queensland, altogether they have presented me with
seven grandchildren, all a credit to their parents.
Hello to all OWA members who sailed with me or who knew me over the years. After my Cadetship, I never
met up with any of my Term Cadets, but, kept a life-long friendship and time together with the late Bob Fewtrell
(57) and his late wife Ann (Faith).
After some 60 years since leaving Warsash, I’m happy to say I would do it all again and have the advantage of
experience.

8.2

New Guinea Australia Line (Swires) – Captain Chris Coy (Coy C57)

In 1952, following studies of the Australia – PNG Trade, it was decided in London and Hong Kong, to allocate
two ships that had been on the China Coast Trade. The Shansi and Singkiang had been built at Greenock in
1947 and where designed for use on the China Coast. By 1950 the whole of China had been taken over by the
PRC (People's Republic of China i.e. Communist China) and new trades were required for part of the China
Navigation Company fleet
The trade had been established and was running reasonably well when I joined the Soochow in 1962 which had
replaced Singkiang that had been reassigned to the Hong Kong Keelung Trade. Shansi a nd Soochow were
almost sisters, except that in the Soochow’s Engine Room sat a three cylinder Doxford, as against Shansi’s four
cylinders. At this point in time the ships were running Sydney, Brisbane, Port Moresby, Samerai, Lae, Madang,
Rabal and back to Sydney. A trip of about five to six weeks.
We carried eleven passengers, mainly expat Australians coming or going on leave. We had Missionaries, Patrol
Officers, Traders, Crocodile Hunters and employees of Steam Ships. They were our Agents (latterly a wholly
owned part of Swires). We had Chinese crew and mostly UK Officers. Up until 1964, we also carried a Writer
(Purser), who was in charge of six tallymen. We worked hard in PNG Ports with the crew discharging/loading
cars, trucks and heavy lifts. We had four hatches; number two with a jumbo, two deep tanks and reefer lockers
in the twin deck of number two.
Most Ports in PNG had only one wharf, non-compulsory Pilotage, no tugs and sometimes a recreational dingy to
run the lines. (Once I was in Command at 29 it was a great run to be on to come to grips with the art of ship
handling.)
I spent some twenty years on this run, interspersed by worldwide trading.
In 1967 I was taken off the Shansi where I was Chief Officer and spent four weeks in the of fice in Sydney. A
planning team had been assembled to work on a new project that involved converting a small ex -Norwegian
Coaster into a side-port-loader along the lines of the Fred Olsen ships. This ship revolutionised the trade with
PNG, I stood by the conversion which was carried out at the Swire owned Taikoo Dock in Hong Kong. We
arrived a little late in Australia, due to riots and bombings that led to a lockout of labour at Taikoo, this broke
the strikes, riots and bombings for the whole of the colony, as Taikoo was one of the largest of employers of
labour in Hong Kong.
The ship was a very good unitized vessel, having six purpose-built low profile forklifts, two side port doors and
a full drive through upper deck from for’d to aft. We had steel twi n hatches that folded up to the side of the
hatch, one side was left closed and we could pass unitised cargo from deck to deck.
Loading rates in Australia were quadrupled with less labour, which meant vastly reduced Port time and Port
costs. Pilferage of valuable cargo was eliminated as they were carried in 6’ X 4’ locked containers. Cargo in
the lower holds, which was palletised, could be handled with union purchase with an A frame or passed deck to
deck by forklift for discharge/load through the side port door. This was still the era when the Chief Officer
planned the stowage of the cargo. His stow was transmitted to Sydney and Brisbane and the sheds were laid out
accordingly. From the first voyage the Papuan Chief was loading a full cargo in 38 hours or less, averaging 100
tons/hour achieved by two six-man side port gangs and two ten-men break bulk gangs, that handled pre-slung in
number one lower hold and palletised in number four freezer hold. I seem to remember in Port Line days,
somewhere between 10 and 20 tons/hour was a good rate.
The labour in PNG adapted to forklifts very quickly. In Samaria, which was a very small port on a very small
island, we landed a couple of forklifts and ships officers and/or crew would drive them. The Chinese Chief
Steward took his driving licence on the strength of his Samaria forklift experience! As the side doors were only
on the Port side, we had to berth on a North making tide. A flag on the end of the wharf to which the tide was
flowing gave the Master the present current. Much consternation, when on final approach, the Port Manager
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was seen to be moving the flag to the other end of the wharf. This led to some anxious ship handling moments,
not least the danger of wiping out the over water toilets, that were on long jetties either end of the wharf!!! “In
..it” either way if things didn’t go well.
There were conversions of many more vessels, the first being the Tsingtao ex -French Vessel 6000 odd tonnes,
five hatches, 17 knots. When she started on the NGAL she returned the trade to the Ports of Lae, Madang,
Wewak and Rabal, as the Papuan Chief had only serviced Port Moresby and Samaria. She was also a very
special ship, as she was my first command in 1969. In 1977, due to competition and labour costs, again
affecting the trade in Australia, it was decided to again get a planning team together and plan the next stage of
the NGAL, which was to become the Chief Container Service (CCS). Three ships were built at Miho Ship
Building Yard in Shimizu, Japan. One was under charter to the PNG Government, another to AWPL (a Swedish
Company), and the third under China Navigation Colours. All three ships were manned by Swire Officers and
Crew. They were 6373 grt and carried one travelling gantry crane that covered all ha tches. It was decided not
to fit them with thrusters on the assumption that all the previous ships had managed to berth without them!
Containers in some of the smaller Ports of PNG, such as Kaviang and Wewak, would have necessitated the
purchase of large 20 ton forklifts. A bigger-than-life man called Geoff McKenzie, who owned and established
Rabal Stevedores, invented an Arbi Lift, that by using moving lifting points, a 20 ton container could be moved
using a 5 ton forklift. This was a God send for small underdeveloped Ports in various places in the world at the
start of the Container era.
I enjoyed the Ship Handling of the new ships and there were new routes to pioneer. One Reef passage called
Raven Channel did not have any navigational marks. However, I had sailed with a Captain who had been
through this passage during the war in the Pacific. I found myself on the Coral Chief, one of the three original
Container Ships and we were going to arrive at Raven Channel in daylight. I’m glad to report that we made it
through the Reef safely and saved 85 miles on a 44 hour passage. Hong Kong office notified the fleet, but,
added it was not to be regarded as a challenge and banned Company vessels from using the said channel.
Sometime later it was fitted with a couple of nav aids and it became the accepted route through the reefs north of
China Strait.
The other unique part of this service was the establishment of a CNCo Sea School at Port Moresby. Young men
were recruited from the Milne Bay area of New Guinea and taken to a live-in school, which was set up in Port
Moresby. One of our senior bosuns was seconded to the school and he took his wife and family down to Port
Moresby to set up house. The recruits were taught basic seamanship and worked under bosun Chan on our ships
that came through the port. A Chief Officer was sent down to Moresby to oversee CNCo activities and he
trained the ones that wanted to be stewards. They were trained to high standards in making up cabins to Silver
Service, as you would expect from an ex-Warsash man (Derek Boys 1958).
These recruits slowly replaced the Chinese crew and over some twenty years proved to be very good value. As a
pilot I was often greeted at the top of the ladder of a CCS ship by a mature sailor or bos un that had sailed with
me as a bit of a tearaway at 20, often having his beer allowance stopped!
In the years between the introduction of containers to the present day, there have been about three series of
Miho-built ships, with all of them reverting to cranes after the initial three ships. Over the years NGAL/CCS
saw off most competition due to astute management led by legions of the ship industry in Australia, such as
Martin Speyer and Sir Edward Scott. We also had enthusiastic young managers in Moresby s ent down from
Hong Kong to cut their teeth in what was still the frontier of shipping. These people were ably supported by the
Captains, Officers and Crew. There were many friendships formed between management and senior officers,
which is not always the case in British Shipping companies. We worked very hard for long hours, and then
played even harder, whenever we had time. Ninety-five percent of them were very much Company men (and
had great pride in their ships and the company).
It should be pointed out that malaria was still rife in PNG; so many Gin and Tonics had to be consumed to keep
it at bay.

8.3

Captain Brian Agnew OBE, Master of the Gothic – Frank Pickering (PickeringF64)

Captain Brian Agnew, who crossed the bar on 12th April 2015, will be fondly remembered not only by his Shaw
Savill Line colleagues, but also in the wider shipping circles. He was the Master of the ill -fated Gothic in 1968,
when it suffered a disastrous fire, with tragically the loss of seven lives. Without his outstanding leadership and
the valiant efforts of his officers and crew, the ship could well have become a total loss.
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Captain Agnew was at the time lauded by the maritime community and e specially the New Zealand media, as the
whole country was captivated by this remarkable story of courage and survival against almost overwhelming
odds. The Gothic was already well known to many New Zealanders, because of her role as the Royal Yacht,
during the Royal Tour to Australia and NZ in 1953-4.
The British Government also bestowed the OBE on Captain Agnew in the 1970 New Year’s Honours, in
recognition for his outstanding role on the Gothic, during that emergency.
Captain Agnew was highly respected by those who had sailed with him, this was just one such comment from
Tony Mullen: “As one of the crew on the Gothic that survived the fire back in 1968, it is indeed very sad to read
that our courageous Captain has passed away. The best Captain that I sai led with as a genuine friend of all
hands, respects to his family and farewell to a great seaman”.
This was an epic story of survival that many would be familiar with; it’s also well documented in the highly
recommended book by Andrew Bell and Murray Robinson, Shaw Savill’s Magnificent Seven.
In the early hours of 1st August, 1968, when 5 days out from Bluff steaming towards Panama, the Gothic was
faced with her greatest danger. Fire had broken out in the deck officer’s smoke -room, just behind the chartroom
and was quickly spreading, being fanned by the wind as the ship was then heading into a force 8 gale.
An outbreak of fire at sea being the dread of all mariners, so one can only imagine the frightening scenario that
Captain Agnew was confronted with. It could not have been worse and would ha ve been daunting to anyone in
that situation. The agony of command - as the Captain carefully weighed up his options, with valuable input
from his officers. This included the possibility of abandoning ship, as the fire was then rapidly spreading
through the vessel, with concern that the lifeboats would also soon be damaged, thereby lessening the chances of
survival. However, with the state of the sea at that time, their only option in the end - a dire one at that, was to
remain onboard and attempt to save the ship.
In no time the bridge, chartroom and much of the officer’s accommodation, including the forward cabins below
and what was previously the passengers lounge were engulfed in an inferno. The forward part of the
accommodation extending to about 70ft aft was eventually totally destroyed.
The lifeboats were quickly cleared away ready for launching. When the helm became unresponsive, the Captain
then used the engines, being twin screw, to turn the vessel off the wind, before abandoning the bridge as flames
were about to consume it. The Captain then took up his emergency station aft , on the docking bridge, whence
the ship was then being steered. A relay chain was also established to pass orders to the engine room control
platform, as the phone system was then out. Meanwhile the chief officer was in charge of the firefighting
parties, with 12 hoses manned, and was later assisted by the chief engineer after leaving the 2nd engineer in
charge below. After about 3 hours the fire was under control, but it to ok another 3 hours before it was finally
extinguished.
The fire had taken a huge toll, causing major structural damage to the forward superstructure, but nothing was as
devastating as the very tragic loss of life, which cast a pall of great sadness throu ghout the ship. John Halliday, a
company employee in Wellington, who was travelling with his wife Eileen and their two young sons on a trip of
a lifetime to the UK, all perished in the fire. The 5th and 9th engineers were also trapped in the accommodation
and died from suffocation. The 3rd electrician had fallen overboard whilst fighting the fire, having been
overcome by the smoke. The victims were all sadly ‘fare -welled’ with a burial at sea.
The death toll could have been much higher and there were a fe w lucky escapes, including that of the chief
officer’s wife, Judith Griffin. With the fire raging through the deck officer’s accommodation, the only means of
escape then for Judith was to squeeze through the narrow porthole of the chief officer’s bathroom onto the
starboard bridge wing, with the help of her gallant rescuer, the 3rd officer. Judith, being a registered nurse was
later able to provide valuable medical aid to those who had suffered from the fire.
The radio room had also been gutted, but fortunately the radio officer managed to save the emergency lifeboat
radio. Nearly 4 days had elapsed since the fire, before the plight of the Gothic was known to the outside world.
Her very faint signal requesting assistance was eventually picked up by Awarua R adio, a Government operated
station in Bluff.
The ship was then heading towards Wellington with only a small chart and lifeboat compass to guide her. The
binnacle at the emergency steering position aft was minus its compass, as it had been stored in the c hartroom for
safe keeping, due to previous incidents of pilfering. Alas, it was also destroyed in the fire along with all the
other navigational equipment.
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The New Zealand Oceanic Search and Rescue authorities quickly sprang into action with a rescue pla n, to ensure
the Gothic was able to reach Wellington safely. This also included the involvement of the New Zealand Air
Force and Navy, who were quick to respond in a very professional manner.
A Royal New Zealand Air Force P-3 Orion surveillance aircraft was scrambled at 1330 on 5th August from the
Whenuapai base near Auckland, to search for the Gothic, which they sighted some two hours later. Without any
direct means of communication between the aircraft and ship, apart from by Aldis lamp, messages between them
were relayed via Wellington Radio. Prior to returning to base, the Orion passed on valuable information to the
Gothic, to set her right for her passage to Wellington.
Meanwhile the New Zealand Navy’s Whitby Class frigate HMNZS Blackpool (on long term loan from the Royal
Navy) was hurriedly prepared for sea and within a few hours with additional medical personnel onboard, was
dispatched from Auckland at 28 knots, heading to the Gothic. After steaming for some 20 hours, they
rendezvoused at 1725 on the 6th and HMNZS Blackpool then took up station nearby to guide her in.
Once Gothic’s position was established, there wasn’t another vessel in the immediate area, so Union Company’s
Navua, alongside in Wellington at the time, was then requested to proceed to sea to render assistance and
provide navigational aid. Under the command of Captain Ian McCaskill, they sighted the Gothic at 1430 on 6th
August. Captain Roger Tindall, who was then the chief officer recalls: “When we found her we went ahead of
her on the correct course for Wellington so that she could set up on the lifeboat compasses. Once everything
settled down, she overhauled us and disappeared over the horizon. We arrived in Wellington the next day. The
Master of the Gothic came over to thank us and invited us over”.
Although Navua was only capable of 11.5 knots at best and probably doing much less in the prevailing
conditions, against Gothic’s 16 knots, her assistance was nevertheless, most vital at the time. Her job was done,
as HMNZS Blackpool was on the scene some three hours later.
The huge relief that must have been felt by those onboard the stricken Gothic, would have been overwhelming,
when help was finally at hand, with the Orion circling at low level overhead, then followed by the Navua and
HMNZS Blackpool.
When Wellington’s Chief Fire Officer and other experts inspected Gothic’s fire damage, they agreed the ship’s
company had done a fantastic job, in what was an almost “super human” effort in successfully fighting the fire,
otherwise the vessel would have been gutted right to her stern.
Whilst in Wellington, temporary repairs were carried out, sufficient to sail back to the UK. Because of the
vessel’s age, Shaw Savill Line decided that it was uneconomical to fully repair her. She then made o nly one
more return voyage to New Zealand and was scrapped at Kaohsiung in August 1969. This was a sad end to a
remarkable ship that had served the company with such distinction over the years.
After the Gothic was scrapped, a memorial plaque was made from one of her propellers and presented by Shaw
Savill at a moving ceremony to St Andrews Church in Plimmerton, just north of Wellington, where the Hallidays
had been members of the congregation.

Captain B Agnew, Master of the
ship Gothic, her first voyage after
the fire in Wellington 7th Jan. 1969

Gothic, battling her way back to
Wellington after her disastrous fire.

Fire damaged wheelhouse on
'Gothic' at Wellington, 7 Aug. 1968

Above images: Alexander Turnbull Library, Wellington, NZ, Evening Post collection Ref: EP/1968/3324/C4 -F)
I had more than a passing interest in the Gothic, as I had sailed on her on my last trip as a cadet in 1964 during
her glory days, when she still carried 85 passengers in first class. I had also sailed with Brian Agnew in 1966, on
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a UK coastal voyage when he was chief officer. He struck me then as an impressive an d quietly confident person
and he was easy to get along with. Ray Griffin, the Gothic’s chief officer and I were also former shipmates, he
was a most competent officer and a pleasure to sail with. I had the highest regard for both these men; the Gothic
was certainly in good hands during her darkest hour.
The Gothic was fortunate to survive that ordeal the way she did and Captain Agnew with his magnificent crew,
well deserved all the acclamations accorded to them at the time. They were all heroes on that fateful day. Gothic
had not only distinguished herself with pride for the British Merchant Navy as the Royal Yacht - but also in
adversity some 14 years later.
Footnote: I was at sea somewhere in the Far East, during Gothic’s heroic battle, so it wasn’t until letters from
home which also contained some newspaper clippings, that I then became aware of the disaster. My father also
mentioned that his friend Professor Lance McCaskill, from Christchurch had proudly informed him, that his son
Ian, was the Captain of the ship that initially went to the Gothic’s aid. Captain Ian McCaskill went on to become
a pilot in Melbourne and sadly crossed the bar, a month after Cap tain Brian Agnew.
References & Acknowledgements: With thanks to Murray Robinson – Wellington, Captain Jim Stanaway –
Auckland, Captain Roger Tindall – Auckland; Alexander Turnbull Library, Wellington New Zealand, Evening
Post collection of photos; Shaw Savill’s Magnificent Seven: Andrew Bell & Murray Robinson; Shaw Savill &
Albion – The Post-War Fortunes of a Shipping Empire: Richard P de Kerbrech

9

North America Branch Articles

9.1

RMS Thessaly 1957 – Bob Wise (WiseR54)

My tenure with Royal Mail Lines in the days of the middle 1950s was a tale of short voyages and long leaves
which were nice but not contributing to my sea time to sit Second Mates. I was fortunate to have nearly always
started and ended my voyages in London which was a blessing in many ways, not least was the ease with which
I could get home by public transport after work and back early enough in the morning.
The short trips and long leaves came back to haunt me as I just didn’t finish my qualifying time before my cadet
apprenticeship expired. I had to complete my time as a Supernumerary at an exalted wage of 30 pounds per
month! This led me to the outfitting of ‘Thessaly’ in Glasgow at H&W for her maiden voyage. All a bit vague
at this time of my life but I do know we had to stand by until she was ready for sea trials and acceptance. Ian
’Hoppy‘ Hopkinson and I were the two fall-guy cadets who had to do all the errands but we eventually departed
from Glasgow to load in London for the West Indies. We had a great crew made all the better by Captain
Medlycott, Chief “Tanker” Boyd, 2nd Hugh “Captain” Thornbury. Cannot remember who the 3rd was but we
were pretty well matched for a change. It became very apparent that any celebration of the maiden voyage was
going to be put off until we reached a homeward loading port as most of the outward calls were at the lower
Caribbean ports. i.e. La Guaira, Curacao, Maracaibo and Cartege na et al. Homeward cargo was unknown but we
assumed it would be sugar in some form although it did not seem to be certain. Later the strong favorite seemed
to be the U.S. Gulf Coast for grain, which indeed it eventually was.
We were finally told to proceed to Galveston, Texas for grain and that really set us into the celebratory mode, as
it was at least an English speaking country! Well, sort of anyway!
We duly arrived in Galveston to be told we would need to be fitted with shifting boards and hatch top g rain
feeders, which would take about 10 days, before we could even start to load. Great news, so we started to plan a
party to end all parties as the ship had a separate lounge at the rear of the boat deck, which would serve
admirably as a suitable venue. We had all been saving our ‘allocation’ of liquid refreshments for such an event
and we persuaded the Chief Steward to provide some food. Now all we wanted was guests of the female
persuasion. The first hurdle was to get permission from Captain Medlycott to hold the party at all. He was all for
it as we also had the Chief’s backing and he was just as keen as we were.
Hugh Thornbury volunteered to tap the usual source, the local hospital, for nurses but came up with a round
turn, as they were most indignant at being asked! Why should they be so indignant to such a great bunch of
good-looking guys? Hugh scratched his head, used his nous and called the YWCA to be told that they couldn’t
help but knew of someone who might help, namely Dorothy Thompson who knew a few young ladies from the
“Y” who might be interested. Hugh proceeded to call Dorothy who said she would try to help. I don’t know
what negotiations went on subsequent to that but on the appointed day sure enough some lovely, but
apprehensive Texas gals arrived at the gangway for a shipboard party. Imagine that happening in today’s world ,
I couldn’t! Most of the evening and the entertainment was a blur to me but Dorothy & I managed to hit it off and
danced right through, having a great time. One of the engineers, a Scot (what else) gave a recital of funny

AH2018-1 (UK Spring)

Page | 28

rhyming stories and had everyone in stitches but we were not too rowdy and it was a great success although
some of us were the worse for wear next day! Some of us including yours truly managed to get telephone
numbers and I arranged to call Dorothy the next day to fix a date.
Needless to say the carpenters were delayed in fitting the boards but it meant we were drifting into the long
Thanksgiving holiday weekend at the end of November.
We had by this time had another gathering at the YWCA and a second party of sorts but I was well under way
with my dating and took every moment to get ashore. The longer the grain boards took to fit was OK by me!
Dorothy invited me home for Thanksgiving but her family was not too anxious to have a stranger for dinner so
we arranged to have Dinner on our own at a local hotel. In the middle of dinner a local DJ approached us on live
radio to tell him what we were doing at dinner at a hotel on Thanksgiving! When he found ou t I was from a
visiting ship he proceeded to tell his audience that I was a sailor on the HMS Thessaly! We laughed so hard.
But nevertheless a very successful dinner. (Now for all you with dirty minds nothing happened after dinner at
the Jack Tar hotel in Galveston!)
Eventually the grain boards were finished and we started loading all five hatches except that there was not
enough grain on hand to finish it. Yet another delay well beyond the Thanksgiving period. Suited me because I
made the most of my time, spending it with Dorothy. Finally the day came to leave and we had to leave
Galveston for home. But not before I had extracted a promise from Dorothy to marry me at the first
opportunity!! I was on cloud nine but had to buckle down to do my job and get ho me, as this trip would
complete my sea time, finally!
We hauled the ship’s bottom out of Galveston, loaded really deep. I think we had used every bit of tonnage to
get the maximum load. Although these ‘new’ ships had the same type of hull to the previous “E” ships the
tonnage capacity was higher and had no passenger accommodation.
All went well until we started up the Florida Strait to head out into the Atlantic. There was a storm warning for
the area but we could not avoid it, as there was nowhere to run. The storm just got worse and worse until we
were forced to heave to. We were taking a real pounding even when holding our own into the wind but with such
a low freeboard the water was continuously filling the main deck and hitting everything on deck with force. At
the peak of the storm both glass-fibre lifeboats were rendered useless as they were stove in, fixed engine room
ventilators were simply bent over, and derricks were twisted out of line in their seatings. All we had remaining
were the inflatable lifeboats, which managed to stay fixed to the deck somehow. Pretty frightening by anyone’s
imagination.
Ventilators in the outboard alleyways were not all secured and with water constantly filling both alleyways to
the top, water found its way into the dining room because it was forced upward through the open vent and into
the vent shaft! One engineer who happened to be under the vent in the dining room had his meal washed away
without any warning. It also filled the dining room with seawater. Eventually the vent was plugged but not
before some hapless guy had to risk being washed overboard to reach it. Nobody’s fault but it did cause some
consternation and eventual laughter at how the unfortunate engineer lost his meal in a soggy downpour from the
deck head.
Because of my constant shore leave Galveston and burning the candle at both ends something had to give and I
came down with a horrible dose of tonsillitis and was confined to bed during all this ‘excitement’. As I was not
getting any better Captain Medlycott gave me some of his precious fresh milk to ease my throat and help me get
some nourishment. I recovered after a few days but was very run down and pale. Needless to say I was teased
unmercifully from then on. But it was not fun being sick and trying to stay in bed during a bad storm. Apart
from me I don’t think many people had much sleep during tho se storm days and everyone finally sighed relief
after it had passed and we were able to get under way again. Most of the voyage home after that was spent
repairing the damage and clearing up. All I can say is that the carpenters in Galveston must have do ne a terrific
job as everything held and we had no cargo shifting.
It was finally disappointing to be told that we had to dock in Bristol for unloading and the closer we got to
Christmas 1957, we realized that not many would be getting leave for the holida y. It transpired that I was the
only one remaining on board during discharge as I was leaving the ship to study for my 2 nd Mates ticket.
Consequently I didn’t get away until we finally docked in Liverpool on Boxing Day for balance of the discharge.
I remember travelling home from Liverpool on the day after, with the train service barely running, even in those
days.
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This was an eventful maiden voyage but I will always have a soft spot for ‘Thessaly’ for three reasons a) I met
my wife, the love of my life, b) the horrendous storm that was forever etched in my brain, and c) I ended my
apprenticeship at the end of 1957 after a long time getting there.
I passed my Second Mate’s in early 1958. In May of the same year my bride -to-be came over from Texas and we
were married on May 10. We have been married for 52 years after a very full and exciting shore life, two
children, six grandkids & two and a half great-grandkids later, to eventually retire to the area in Texas where it
all began! After coming ashore in 1961 I continued to travel all over the world for my various employers but
not by sea as the jet age took over.
I know life goes on & the shipping industry has changed beyond our wildest imagination from 60 years ago, but
it was extremely sad to me to see all those new ships that I served on for their maiden voyages finally end up in
a breakers yard in Taiwan after such a short life and service. It seemed such a waste. The same can be said for
the “A” ships but I really don’t think the RML management was farsighted enough to know what was coming.

9.2

My Career after Royal Mail Lines – Bob Wise (WiseR54)

Now that we are mainly composed of older folks some of whom have taken other career paths since being at sea
with Royal Mail, I thought it might be interesting to reflect on what has happened to me since I was at sea,
especially as we are nearing the end of the life of the Royal Mail Association .
Can you imagine today being on a ship in the heat and humidity of the Maracaibo Lake with no air conditioning
and very little ventilation either forced or natural? That was what it was like when I was with Royal Mail in the
mid to late 1950s. Lying at night in unrelieved perspiration with very little cooling was quite natural and any
relief came from going out on deck to get what cool air there was.
Such was life in those days, yet we thought nothing of it and I must admit the good times clouded out the bad
times. I complained like everyone else but I would not have changed it for the world at the time. There were no
bureaucrats telling you what to do, only your superiors who lived by a set of rules that were not normally broken
because it affected everyone and their safety. Compared with to day it was a much simpler life. No satellites, no
computers and snail mail was still the communication ‘du jour’.
As many have said, the pay was abysmal and the food even worse. The pay never varied but the food was awful
as we neared home because the Chief Steward was counting his daily rate or had run out of fresh food… or both .
We survived and made up for it with treats like “befecompleto y dos huevos” (y uno banger!) at one of the many
German restaurants in Buenos Aires. All washed down with copious gla sses of delicious cheap red wine.
Admittedly these treats were few and far between but if you couple that with dishes like roasted pigeon (very
little meat actually) and delightful local side dishes at a girl friend’s house in Kingston, Jamaica (no, not D oris’s
bar!) it was a something you hoped for and looked forward to.
I cannot communicate the feeling of sheer excitement that making landfall and arriving at a foreign port gave me
all the time I was at sea. It never left me and to this day arriving at an other location by car or by air still brings
that feeling that is inexplicable.
Nevertheless my seagoing days were cut short by marriage. I simply could not stand the change of status that
marriage brings when being away at sea for months on end so I left with no regrets but a hankering for it for the
rest of my life. It was the right decision, as we have a great family after more than 50 years of wedded ‘bliss’!
My wife has suffered all the trials and tribulations of my varied career, which might not have been the same if I
had remained at sea until retirement.
Life ashore seemed very petty because it was not the daily challenge that I was used to. Commuting was a chore
and the little office dictators with very little authority became a total bore and an an athema to me. I was like
many, in that, at an early age you are given serious responsibility. To have some pencil -counting jerk tell you
what to do was totally alien. Small-minded people in small jobs. I must emphasize again that leaving the sea was
never a decision I regretted; just that the life was difficult to shrug off suddenly and change overnight.
I think that living at close quarters for months on end with strangers made me more aware of the need to simply
get on with people. I certainly met some really great shipmates who I will always remember, not least those with
whom I trained at Warsash. It was incredibly special.
The hilarious times outweighed the down times by far but my new found life as a ‘travelling salesman’ opened
doors that set me on a course for the rest of my working life. At the time I wanted to go ashore there were hardly
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any opportunities for lucrative employment for unqualified personnel so I was lucky to find a steady position
with a good company that was closely connected with my former career.
I stuck it out for over five years with managers who seemed to spend more time in the pub than actually doing
any managing. It was useless trying to get any sense out of any of them after lunch as they had been
‘entertaining’ clients and were totally useless until they could leave work in time for the evening pub opening.
In the meantime, we minions were left to run the place without any guidance or authority to make decisions until
the next morning when the managers were in a filthy mood fr om their escapades the night before or from their
nagging wives!
I later briefly joined a shipping broker who looked after the London interests of Ben Line but the pettiness was
worse, as this was a very Victorian company that would have had us standing at upright desks with quill pens if
they could have got away with it. It was full of useless unqualified ex -public school boys with posh accents and
nothing much else, who were totally subservient to the owners, and enjoyed giving anyone else their work as
long they could spend their working day talking about the next party or their night out fumbling under the sheets
with “Bunty”. I also have to say the Ben Line captains I met in the course of this job were a totally different cut
from those under whom I served at RML. Not what I expected at all. The kindest I could say was that they were
very unprofessional.
I nevertheless made some lifelong friends during my first stint ashore and remain in touch with some of them to
this day. One, a real entrepreneur, left the shipping business to sell pickles at fairgrounds with a small trailer and
lots of samples. He was a very good salesman within the food distribution business, eventually becoming a
millionaire many times over. It was he who suggested that I try sales and introduced me to a sales personnel
agency that had helped him.
I was immediately placed and was to attend an interview with a paging company that was recruiting. The
consultant called me to ensure I would attend the interview (presumably to protect his commission) and I said
that I didn’t think I would get the job. He insisted that I had already got the job and told me that all I had to do
was turn up at the interview! I did and he was right! They were desperate for a warm body to fill the ranks!
For some reason the company needed people quickly and because of my background at sea was considered ideal
as a sales person! The money was good and commission potential was good so I left the City for a somewhat
riskier career! I made the right decision despite my father telling me that I was going to be labeled a ‘travelling
salesman’! What a stigma!
I made a better living at most of the later career opportunities I found. Although Harold Wilson and Jim
Callaghan tried to take a goodly proportion of my earnings in tax. That was one of the many reasons I eventually
made an overseas move to work in Hong Kong, which in turn brought me to the USA and even more
opportunities. Unfortunately I chose an industry which was always in flux where buyouts and changes of
ownership were very common. It remains the same today. Yet I must confess I still enjoyed it and my years of
travelling the world comfortably at someone else’s expense was an experience I relished despite the stress and
time away from home it required (still far less than being at sea).
The last ten years of my working life were devoted to US domestic business, which was a real change from
dealing with the Middle East, & Far East culture, yet I met more really great people and enjoyed exploring my
adopted country, again at someone else’s expense.
Retirement came slowly as I officially retired from a full time job one day and the next went to work part -time
selling & installing siren warning systems at military bases in the wake of 9/11. This work allowed me to phase
out of the workplace and into retirement while still having the opportunity to add to the retirement fund . I finally
called it quits after three years, hoping to enjoy the fruits of my labours living in North Carolina.
However another challenge awaited me as my wife then said as we had nothing to hold us in NC any more we
could move to Texas as she wanted to be near her family in the Houston area. Maybe I said this before but we
have now come the full circle since we first met in Galveston in November 1957 on board “Thessaly”.
I really believe that my experience as a young man at sea stood me in good stead for my future life because it
taught me resilience, self-reliance and an ability to get on with most people. One of the reasons that I think I
might have succeeded was because I always did what I said I would and that goes back again to my schooling,
training and my first career.
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You see so much, hear so much and are presented with some extraordinary problems that shore based problems
pale by comparison. In conclusion, I would like to say I would not change a thing about my life if I had it to do
all over again in the same circumstances.

10

Maritime Industry Focus

10.1 Six Monster Ship Engine Designs – by John Konrad (gCaptain)
Captain John Konrad is the founder and CEO of gCaptain and author of the book Fire On The Horizon. John is
a USCG licensed Master of Unlimited Tonnage and is a distinguished alumni of SUNY Maritime College.
What secrets do ship engines hold? Driving the world’s largest ships are power plants that deliver serious
horsepower. These modern ship engines vary in design and use but they all provide the brute force necessary to
move monster ships through monster waves. Let’s take a look at a few of the most impressive.
1 GE LM2500 Marine Gas Turbine: When cost of fuel is
less important than power and available space the gas
turbine has no equal. Powering naval ships worldwide, gas
turbine engines let you feel the acceleration of a boat while
conning a ship. But naval applications are not alone in the
use of gas. The turbine’s lack of noise and space-saving
design make them ideal for use on large cruise ships where
they can be placed in tight spaces far from passenger cabins.
We choose the LM2500 for the sheer number of these units installed aboard ships, well over one thousand at last
count. Providing background about the LM2500 General Electric, the turbine’s manufacturer, says:
The LM2500 marine gas turbine is a simple-cycle, two-shaft, high performance engine. Derived from GE’s
aircraft engines, the LM2500 consists of a gas generator, a power turbine, attached fuel and lube oil pumps, a
fuel control and speed governing system, associated inlet and exhaust section s, lube and scavenge systems as
well as controls and devices for starting and monitoring engine operation.
Easy to install and maintain, the LM2500 features the following: a simple modular design, marine corrosion resistant materials and minimum size, weight and space requirements per horsepower produced. The LM2500
delivers high thermal efficiency and low fuel and airflow per horsepower produced.
2 General Atomics Hybrid Propulsion: The Superconducting DC Homopolar Motor pictured right has a big
name but an even bigger purpose. While ships are already incredibly efficient compared to all other modes of
transportation the merchant fleet still has yearly carbon dioxide emissions equal to the emissions of 130 million
to 195 million cars. Of course they carry more cargo than trucks and cars but there is room for significant
improvements in emission reduction.
This motor is one part of General Atomic’s hybrid marine
propulsion system they are currently testing for the US
Navy. They tell us General Atomics is developing Electric
Ship technologies in support of Integrated Power Systems
for a range of ship class applications. These technologies
utilize advanced power conversion technology to convert
and distribute shipboard electrical power with improved
reliability, survivability and power.
GA will evaluate new architectures for distributing power
and will develop the enabling high-voltage power
electronics systems required to meet the electrical power
demands of modern warships and merchant vessels.
This work builds on GA’s past work developing Integrated Fight Through Power (IFTP) power conversion
modules (PCM).
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3 CODAG Combined Diesel/ Gas Turbine:
Diesel engines are the workhorses of
maritime transportation while gas & nuclear
turbine technology propelling nearly all naval
combatants. The reason is speed vs cost.
Operating a large diesel engine requires less
fuel and larger amounts of horse-power for
long ocean transits.
But what if you want the economy of a marine diesel for extended voyages b ut need the speed of gas turbines
when operating close to land? This is the problem faced by designers of the Queen Mary II. Their decision?
Combine the two systems into the hull of one ship a system called Combined Diesel And Gas or CODAG for
short. Wikipedia tells us: Thrust is provided by four Rolls-Royce Mermaid podded propulsion units, each
featuring one forward-facing low-vibration Kamewa propeller with separately bolted blades. (Queen Mary 2
carries 8 spare blades on the foredeck, immediately forward of the bridge screen.) The forward pair of pods are
fixed, but the aft pair can rotate through 360°, removing the need for a rudder.
As in most modern cruise ships, Queen Mary II′s propulsion machinery is electrically decoupled from
her propeller shafts and her propulsion arrangement can therefore be more accurately described as “CODAG electric” (by analogy with turbo-electric and diesel-electric). The diesel engines and gas turbines drive electrical
generators, which provide the power to drive four 21,500 kW (28,800 hp) Alstom electric motors located inside
the podded propulsors (and thus entirely outside the vessel’s hull).
4 Siemen’s 340 MW Gas Turbine: With 340 Megawatts of
power, advance control systems and a myriad of parts the
largest (and unnamed!) gas turbine is missing only one
thing, a ship! That’s right, this powerhouse was built for a
power plant in Germany but considering its size and weight
there is no reason it couldn’t be repurposed for marine
propulsion… well no reason except what ship would need
that much power?
Siemens tells us: Residents of the town of Irsching in
Bavaria, came out in droves this year to witness the
traditional raising of their white and blue maypole. Three
weeks later, they appeared in droves again, this time out of
concern for the pole, as an oversized trailer had shown up
carrying a new turbine for the town’s power plant.
The residents were worried that the turbine, which measured 13 m in length, five meters in height, and weighed
444 t, could pose a threat to their beloved maypole.
The world’s largest turbine, which was built at Siemens Power Generation (PG) plant in Berlin, travel led
1,500 km to get to Irsching ”initially by water along the Havel river, various canals, the Rhine, and the Main. It
then went down the Main-Danube Canal to Kelheim, where it was loaded onto a truck for the final 40 km. This
odyssey was undertaken because the only way to truly test such a large and powerful turbine is to put it into
operation at a power plant.
5 Wartsila 32 Engine: Sure the world’s largest engine is impressive but
today’s most technologically advanced vessels, like Pride International’s
new P1000 class of Drillships, make use of advance dynamic positioning
systems to automate some of the most difficult ship-handling techniques
like remaining stationary at sea. To power these new monsters of the
drilling world you need multiple propellers that can rotate 360 degrees to
pivot the ship on demand. Since the largest engines are direct drive this
solution would not work for ships like the Deep Ocean Ascension which is
outfitted with Six Rolls-Royce 5.5 MW thrusters.
To solve the problem engineers string together Six Wartsila 18V 32/40 diesel engines each capable of
producing 9,000 horsepower. Impressive indeed! (Visit Wartsila tells us)
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The Wärtsilä 32 engine reached an important milestone in March as the 6000th engine rolled out of the
Wärtsilä factory in Vaasa, Finland. This popular engine, which is efficient, has low emissions, and is able to run
on various liquid fuels, has stayed at the top of the industry thanks to long -term product development. The
engine still attracts new customers worldwide both in the marine and energy industries. Moreover, most of the
engines built 30 years ago are still in use.
6 Emma Maersk’s Wärtsilä-Sulzer Super Ship Engine: The Emma
Maersk’s Wartsila-Sulzer RTA96-C turbocharged two-stroke diesel ship
engine is the most powerful and most efficient prime-mover of super ships in
the world today.
The RTA96-C is the largest engine in the world and is available in 6 through
14 cylinder versions, all are inline engines. These engines were designed
primarily for very large container ships but similar large diesel engines run
large ships of all kinds. Ship owners like the combination of a single engine
and single propeller for reasons of efficiency and cost of production vs
operation of these mega-vessels. As ships continue to get larger with new
generations of larger container ships being built each year shippers like
Emma’s owner, A.P. Møller – Mærsk, will need bigger engines to propel
them. To help relate to the size of this monstrous engine consider that one
cylinder bore alone is just under 38″ and the stroke is just over 98″. And the
alone engine weighs in at 2,300 tons and is capable of delivering 109,000
horsepower.

Above: DU-Sulzer 12RT A96C
Is this the largest piston in the world?

10.2 Maritime Industry Foundation – Ed.

These photos are from Aioi Works of Japan’s Diesel
United who built the first engines for Emma Maersk
and her sister ships.
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You may already be aware of the Maritime Industry Foundation with
which two of our WA members are involved. In 2007 Captain Peter J.
Swift (SwiftP78) was appointed General Manager to manage the
development of the Foundation’s strategy and to generate membership
support. WA Chairman Roger Holt is one of the MIF’s six trustees.
Objectives: The maritime industry wishes to reach out to people who know little or nothing about the industry.
It is largely a low profile industry with little known about it by the world at large both in terms of historic and
contemporary knowledge, and also in terms of the vast and useful service it provides t o every one of us.
However when the industry does get coverage in the press, this tends to be in the wake of an accident or
disaster, and is therefore for the wrong reasons and problems and disasters create a negative impression. This
lack of knowledge is perceived to create problems for the industry as a whole, making it difficult for it to take
control of its destiny, to promote maritime heritage and to attract the dynamic young talent that it needs.
Vision: Our vision is Education. Education of the public and education within maritime circles to take the
industry forward technologically and to protect and identify maritime heritage. The aim of our Maritime
Industry Knowledge Centre is ‘to enrich human knowledge and understanding of the vital roles of mari time
industries and commercial shipping in the economic, social, political and cultural life of the global
environment.’
The Maritime Industry Knowledge Centre is a programme of communication through education. It is about
increasing public awareness and understanding of the maritime industry and the vital role it plays in sustaining
day-to-day life around the world. It is about what the maritime industry in all its forms can offer young people
and about providing worldwide access to quality in-depth information to those who know little about the
industry. However, one of the challenges in realising these ambitions lies in the very nature of the industry. It is
vast, global and fragmented, made up of a diverse range of segments with their associations, membe rs and
accompanying interests. Its Maritime Directory provides an excellent graphical illustration of the industry.
Purpose: The project is about reaching out to people who know little o r nothing about the maritime industry. It
is neither political nor commercial and its solid web -based structure with its responsive design for media devices
from desktop to tablet to mobile phone has an enormous potential for outreach to all generations in a cost
effective and efficient way. You can access the Knowledge Centre in English, Spanish, Mandarin and shortly
Greek. Several other key languages are in the pipeline.
The main target groups are politicians and regulators, mainstream media, students and young persons.
Recognising that this initiative is industry-wide and to advance the programme, the Round Table (BIMCO, ICS,
Intercargo, INTERTANKO) supported by the International Maritime Organization (IMO) established and
financed in 2005 the formation of the Maritime Industry Foundation as a registered charity.
Funding: The Foundation is a membership organisation, funded and supported by subscriptions and donations
from corporations, educators and individuals that are involved in all aspects of maritime transport. Today the
Foundation has over 130 members – Corporate, Individual, Supporters, Educators and Seafarers category of
membership. We invite you to support our aims by joining the Foundation as a corporate, individual member or
by giving a donation. You will find membership fees illustrated on the website at Maritime Industry Foundation.
US Contributors: The Foundation is a member of the Charities Aid Foundation America (CAFAmerica). This
enables US donors to support a non-US charity while still obtaining the maximum tax benefits allowed by
federal law for their contribution.
UK Gift Aid: If you pay income tax in the UK you can make your donation worth more by allowing the
Foundation to reclaim the tax already paid.

10.3 New Training Vessel - SUNY Maritime College (US) - gCaptain
For comparison with WMA visit the website of the SUNY Maritime College located at Manhattan, New York.
Click here SMC for a video about the college. https://www.youtube.com/watch?v=735AvOldrpM
The $1.3 trillion U.S. Government spending bill signed by President Donald Trump includes $300 million in
federal funding to build a new National Security Multi-Mission Vessel to replace the Empire State VI as SUNY
Maritime College’s training ship, the state maritime academy announced on 23 March. In a letter to the
Maritime College Community, RADM Alfultis, President of Maritime College, said the new vessel, which will
be the nation’s first National Security Multi-Mission Vessel, will be delivered in time for the 2022 summer term.
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Visualisation of the National Security Multi-Mission Vessel Empire State VII
Video of current Empire State VI which trains 550 cadets at a time and accommodates 90 crew members.
“After many years of work, our dreams of having a new, purpose -built ship to educate and train the nation’s
future mariners has come to pass,” wrote RADM Alfultis. “Hundreds of Maritime College faculty, staff, alumni
and supports advocated to replace Empire State VI through several letter -writing campaigns. I thank you for
playing your parts in getting us to this exceptional day in Maritime’s nearly 150 -year history,” he added.
Maritime’s current training ship, Empire State VI, was built in 1962 and later converted to serve as a training
ship for Maritime College students in 1989. Of the six training ships in America, Empire State is the oldest and
has been in service the longest. The U.S. Maritime Administration has been working with Alameda, California based Herbert Engineering for the past several years on the design of the National Security Multi-Mission
Vessel (NSMV), the details of which were released to the public last year.
The National Security Multi-Mission Vessel will be an entirely new class and designed specifically for training
purposes. The vessel will also be designed to respond to national disasters, as state maritime academy ships have
done in the past in the wake of hurricanes Katrina, Sandy, Harvey, Irma and Maria. The first NSMV, which will
be called Empire State VII, will have berthing for more than 700 individuals, or up to 1,000 people for up to two
weeks in times of humanitarian need. It will have roll-on/roll-off capability and container storage, with a cargo
crane and a side ramp for self-loading. The vessel also features hospital facilities, a helicopter landing pad,
training spaces, including eight classrooms, a full training bridge, lab spaces and an auditorium. For propulsion,
the vessel will be equipped with stern and bow thrusters, and a flap -type rudder to allow the ship to moor
without help from tugs. The vessel will not be dynamically positioned.
Maritime College says the first NSMV will cost approximately $350 million to build. “This news would not
have been possible without the consistent staunch support of our elected officials, espec ially Representative Joe
Crowley, Senators Chuck Schumer and Kirsten Gillibrand, and the rest of the New York delegation, as well as
the dedication of Transportation Secretary Elaine Chao and SUNY Chancellor Kristina Johnson,” wrote RADM
Alfultis. “A new training vessel is an investment in the next generation of mariners – one that will foster the
expertise and judgment necessary for America’s maritime community to continue leading the world,” said
Chairman Crowley, whose district includes SUNY Maritime College.
“SUNY Maritime is known for its world-class ability to churn out talented engineers by the boatload, but they
need a new, world-class vessel to continue to do that into the future,” said Senator Schumer. “This $300 million

AH2018-1 (UK Spring)

Page | 36

investment for a new training vessel will help better train the students of SUNY Maritime and steer them toward
an even more successful future.”
“This funding is an important investment to repair and replace the training vessel at SUNY Maritime so that our
mariners continue to have the training facilities they need,” said Senator Gillibrand. “I was proud to fight for
these funds to be included in the Omnibus legislation because our mariners deserve the most up to date
equipment and training facilities to learn the latest and most efficient technologies.”
Click NSMV to watch a video about the planned new training vessel which will accommodate 600 navigation
and engineering cadets and will also be capable of providing emergency and humanitarian assistance.

10.4 Maritime Industry Website e-Articles – Bruce Smith (SmithB65) & Ed.
There are many maritime articles on the Internet these days. Those listed below include a random selection which
discuss the development of vessel automation, followed by various other topics well worth our attention. (Ed.)
Vessel Automation
Autonomous vessels & collision avoidance (COLREG) - Baird Maritime (WMA is involved)
Ship Intelligence for cargo vessels - Rolls Royce
Fully Autonomous Vessels "Unrealistic" – Maritime Executive
Autonomous Naval vessels - Rolls Royce
True Implications of the Technology Revolution - Maritime Executive
Autonomy Questioned - Maritime Executive
Norway and U.K. Accelerate Autonomy - Maritime Executive
SeaQ Bridge - Vard Group AS (YouTube)
Auto crossing systems – Rolls Royce (YouTube)
World’s first remotely operated commercial vessel – Rolls-Royce (YouTube)
US behind in race to self-navigation ships – MSN News

Various topics
Ship safety officer responsibilities - Marine Insights
IMO Agrees to CO2 Emissions Target - Maritime Executive
How disputes are tackled – The Seafarer Times (Aus)
Royal Navy Opens Base in Bahrain - Maritime Executive
Royal Navy Commissions First New Offshore Patrol Vessel - Maritime Executive
Rolls-Royce Intelligent Awareness (IA) system - Vessel Finder
MN Memorial Tower Hill, London
Augmented Reality Easy Marine - (YouTube)

10.5 Is Technology Outpacing Implementation? - Captain Jorge Viso
This articles originally appeared in Pacific Maritime magazine (http://www.pacmar.com). It was recently
published in The Newsletter of the Nautical Professional Education Society of Canada founded in 1995 by the
British Columbia Branch of The Nautical Institute, the editor of which I discovered is David Whitaker who
happened to be Second Officer when I was a cadet on mv Bardic in 1960/61. Captain Viso is chairman of the
APA Navigation and Technology Committee and APA vice-president for the South Atlantic Region. He is a
graduate of the US Merchant Marine Academy. (Ed.)
The basic principle of eNavigation as initially articulated by the IMO (“harmonized collection, integration,
exchange, presentation and analysis of marine information on board and ashore by electronic means...”) has
undoubted merit and is a worthy goal. It appears, however, that many of the ideas for the future of eNavigation
have gotten way ahead of the reality of operations onboard merchant vessels. If you talk to crew members on
cargo ships, the subject of eNavigation is a short conversation. The word is not getting to the front lines, and it
may be difficult for crew members to get excited about the promise of eNavigation; they don’t see harmonised,
integrated marine information. Instead they see a collection of components and chunks of information that are
too often unreliable, unusable, or disjointed.
In this context, integration of data or information is a valuable objective, but before we talk about all the ‘cool’
things that it can do for those on the ship and the shore, let’s make sure we have the basics right on the ships.
After all, the ship and the needs of the professional mariners serving onboard should be driving all of this.
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GPS and a Radar. The reality of ship navigation is that most vessels plying the oceans are equipped with the
basic requirements: gyro, radar, GPS and a chart. The integration i s basic, and ECDIS arrives as the platform to
tie it all together. While eNavigation is all about integrating and sharing data, what about the quality of the data?
We all remember the ‘GIGO’ adage that originated in the 60s: ‘garbage in, garbage out’. This axiom should be
resurrected as we tie all these pieces together, especially in the wheelhouse. Harbour pilots, who routinely use
portable pilot units (PPUs), see disturbing discrepancies in position or information data generated by the ships
on which they work. While the discrepancies encountered in the past are trending lower, every time a new piece
of electronic equipment or information source is added to the navigation system, it opens the door to another
opportunity for error.
Case in Point. Pilot carried PPUs have detected GPS smoothing in vessel position data that can lead to problems
if that information is relied upon when making navigational decisions (GPS smoothing is the induced delay of
current GPS to yield a smoother average COG/SOG i.e. course/speed over the ground – Ed.). These errors
coursing through the system usually go undetected in open waters where precise position information may not be
necessary. In confined waters or restricted visibility however, they can lead to catastrophe.
The recent push for deployment of synthetic AIS aids to navigation has stumbled on to a similar problem: the
integration of smoothed GPS data on to a radar display. A simple case of apples and oranges: radar and GPS.
There is a relatively easy solution to this, but the fact that the development and deployment of AIS AtoNs
(Automatic Identification System/ Aids to Navigation – Ed.) got this far without the smoothing effect being
considered should be a cautionary tale. Gyro error and smoothing combined can ma ke proposed virtual buoys a
detriment – not an aid to navigation.
These types of errors and discrepancies were discovered through cross checking between PPU information,
which has a high level of accuracy, and ship’s equipment. It is obviously good when th ese things are recognized
before they lead to serious mistakes, but it is also often quite disturbing to realize how vulnerable modern
navigation is to bad information.
Currently there are limited resources in the regulatory field to enforce quality assura nce and detect system
‘glitches’ before new technology is implemented. A pilot who encounters bad information at the end of the AIS
pilot plug has little recourse in the immediate sense to fix a problem with the ship’s equipment, and there is
often limited interest from authorities to follow up. Pilots have had to tailor their equipment to overcome the
shortcomings of regulated ship’s equipment. All PPU vendors provide pilot plug interfaces that correct for
improperly configured pilot plugs, along with providing independent differentially corrected GPS and, more
recently, rate of turn generators.
There is, of course, another aspect to this situation. Many of the more elaborate eNavigation scenarios being
proposed today envision an increased shore-side involvement in ship navigation. These shore-side wannabe
‘navigators’ would be relying on data and information from the ship but would not have the ability that mariners
on the ship have to cross check the data and information – whether by a PPU or simply looking out a window.
Before we move on to integrating everything together in the ‘internet of things’, we might consider the veracity
of the individual components. Start at the ship’s equipment and expand from there. Better data makes for better
information. Harmonizing, integrating, exchanging, and sharing bad information compounds the potential
dangers posed by that bad information, makes navigation less safe. That’s not what eNavigation was supposed to
be about.
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Obituaries

We hope to include obituaries for the following ex-Warsash cadets in the next edition of All Hands.
Alan Woodley (WoodleyA59) – from Andrew Manser (ManserA59); Andrew Manser has forwarded the
following sad information which he received from Tim Thompson, the Secretary of the Felixstowe Master
Mariners Club. ‘We have learnt from Mrs. Jane Woodley that her husband Alan sadly passed away peacefully in
hospital this afternoon. RIP.’
Alan Woodley was a fellow cadet with me in 1959. I recall a quiet, diligent and thoughtful cadet who on leaving
Warsash served his time with Furness Prince Lines. I was in touch with him by phone a few years ago when he
told me he was incapacitated and had difficulty getting about. (Editor)
Captain Peter R Lyon (LyonP57) – from the Editor: A friend of mine who knew him well has told me that that
Peter Lyon crossed the bar in April.

Strick Line Ltd.

Arabistan 1929 - 1942

Afghanistan 1940 - 1962

Registan 1923 - 1928 in Avonmouth 1925

Floristan 1965 - 1972

Shahristan 1945 - 1962 at Muscat

Selvistan (ex-Baharistan) 1928 - 1960

Nigaristan 1970 - 1972

Kohistan 1960 - 1972 in Avonmouth 1967
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