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                CESMA ANNUAL COUNCIL MEETING 
             IN CORK, IRELAND ON 12TH MAY 2016   
      
This year the Assembly was organized in Cork, Ireland, at the invitation of our 
member association, the Irish Institute of Master Mariners (IIMM). Cork is a 
beautiful and lively city in the southern part of Ireland with many signs and 
places indicating a rich maritime past.  
  The yearly CESMA assembly  started with the council meeting at the Boardroom of the Port of Cork, 
an ancient building with many historical objects and paintings. The Council meeting was attended by 
15 representatives of 13 CESMA member associations from 10 EU countries. Shipmasters from host 
country Ireland, Italy, Germany, France, Belgium, The Netherlands, Slovenia, Latvia, Croatia and, 
Bulgaria attended the Assembly. 
 

 
 
                                                        CESMA COUNCIL 21st  AGA 
                                                                               

   The council was welcomed in Cork by Capt. Sinead Reen, president of the IIMM. Next CESMA 
president, Captain Hubert Ardillon (AFCAN, France), opened the meeting, mentioning several 
maritime issues in Europe which need attention from the side of CESMA, such as criminalisation and 
piracy. He also asked attention for CESMA to acquire more members to make the confederation 
stronger with regard to influence in Brussels. Attention was also given to the farewell from the 
Council by Captain Jef Cuyt,  representative of KBZ (Belgium) from the beginning. His important input 
in meetings will be greatly missed. He is succeeded by Captain Boudewijn Baert.  
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   Various amendments and adjustments to the Statutes were discussed. They will be inserted in the 
By-Laws as changes in the Statutes require a costly procedure at the notary. Proposal is to 
incorporate the function of treasurer in the CESMA Board, to give the function more substance, 
eventually in combination with an assistant secretary position. Problem remains the stipulation in 
the Statutes that two members of the board cannot originate from the same country, this with 
regard to voting. Proposals to solve these issues will be timely brought forward for decision during 
the next AGA.  
 
   Next Captain G. Ribaric (ZPU, Slovenia) stepped down as deputy president after the permitted six 
years in office. Captain M. Carbolante (CTPC, Trieste, Italy) presented Captain R. Surez as candidate 
notwithstanding his absence due to unexpected sea duty. Captain Surez was elected with a wide 
majority with only one abstention. He has a vast experience with cruise industry companies such as 
Costa and MSC. During last year’s AGA it was decided to enlarge the Board with a vice president due 
to expanding membership. Captain G. Ribaric, as only candidate, was elected unanimously. 
 
   Membership has grown in 2015 with the Italian Yacht Masters association. All members possess 
STCW certificates and give additional knowledge for CESMA in the industry for large commercial 
yachts. The representative of the IYM (Loana, Italy), Captain Triggiani, was present during the 
Assembly. Eventual other possibilities are discussed to enlarge CESMA membership. 
 
   To communicate with members and inform other parties about the activities of CESMA, the actual 
lay-out of the CESMA NEWS is discussed. It is decided to upgrade the budget for improvement.   
Problems with the provider to maintain a proper website, will hopefully be solved soon. 
 
   As cooperation with other maritime associations is concerned, it is decided to look for good ties 
with IFSMA and the Nautical Institute, as these two organisations have a Non-Governmental-
Organisation (NGO) status at the IMO which enables them to have influence in discussions at the 
IMO in London. 
 
   The council meeting was concluded with an interesting paper by captain Dimitar Dimitrov, 
president of the Bulgarian Shipmasters Association and pilot in Varna, Bulgaria. (title: ”Paper versus 
Action and Theory versus Experience”).     
 
 

 
                       VASCO DA GAMA PROJECT 
 

Launched in February 2014, the Vasco da Gama project is an European project 
for European Maritime Education and Training (MET) centres. In line with the 
Integrated Maritime Policy and within the main objectives of the European 
Maritime Transport Policy, fostering competitiveness and promote a safe and 
green system, the project has contributed to achieving the development of 
high professional skills and the development of education and training 
conditions within the EU, to ensure efficient, safe, secure and environ-
mentally shipping operations and the overall efficiency of the transport chain.  
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The project was divided into several working programs: 
WP1 : Training for maritime safety 
WP2 : Training and maritime simulators 
WP3 : Greening maritime transport 
WP4 : Maritime Erasmus 
WP5 : Recommendations, dissemination, distribution of the results, proposed 

continuation.  
 

The French merchant navy school (ENSM) in Le Havre was 
nominated as leader for the WP2. As assistant teacher in the 
same school, CESMA president, Captain Hubert Ardillon, has 
participated during the last two years in the project. Several 
meetings were organised in order to prepare a full mission 
exercise on both simulators (bridge and engine), used 
together. First exercise was performed in Le Havre, just for 
contact between teachers and preparation of the second one, 
which was performed in Kalmar (Sweden) on March 2015. We 
represented several schools from Sweden (of course), France, 
Germany and Bulgaria. Other invited countries could not be 
present at that time. 

 
We came with a couple of students (last year of study) and 

also a couple of teachers (one for bridge, one for engine department) and we performed 
an exercise, using three vessels, all with bridge and engine room manned. 
 
The final conference was held at Brussels on 1st March 2016, after two years of contacts, 
discussions and exercises, done with students. Being at the same time representative for ENSM 
and for CESMA, organisers asked me to speak during this final conference . 
 
Hereafter are the words I said during the final conference on 1sst March 2016 at Brussels . 
 

                                     EDUCATION USING SIMULATORS 
 
   As retired captain on crude carriers, I have the particularity to have been ”student” (even if old 
one) on simulators and to be actually teacher on simulators. 
 
   At first, even if it should be noted that education through simulators is giving something above the 
usual and standard education, it should not be forgotten that the technical education, which should 
be delivered above the theoretical one, is obtained mainly by periods at sea, on board vessels, and 
the experience seen as cadets or apprentice officers. This education, on board, is sometimes 
delivered by officers or crew without any Knowledge of it. It represents a general education, basic 
but also specific. Basic, because a cadet can experience at sea the good application of Colregs. 
 But also specific, because it will be for one type of vessel, one size, one bridge, one equipment. So, in 
fact, one or very few vessels. Then it could be necessary to have a kind of update when the officer is 
called to change vessel (size or type), even company. And then education, using simulators, becomes 
addressed. But it should not be given instead of at sea periods. I would like to focus on two points : 
benefits using simulators for education, and some desired recommendations. 
 

     Capt. Hubert Ardillon 
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1-Benefits of education on simulators :  
On simulators, everything is 
possible, it is just a matter of cost. 
And so it is possible to train and 
train and train again on the same 
exercise 
Different kinds of education can be 
performed using simulators : 
+ Basic technical education : as an 
example to verify that when the 
wheel is on starboard, the vessel 
swings to starboard. 
+ Advanced technical education: 
for a young or even an experienced 
officer who plans to change kind of 
navigation (vessel type, size and 
environment), this education can be 
called continuous education. 
+ To learn from failure : I know this type and size of vessel, even if I already manoeuvred it, I can test 
some special manoeuvres, I can see if I am right or wrong, also if what I test could be dangerous or 
too risky. Same, I can do it again and again till success. It is always cheaper to restart computers than 
to hit or to ground a vessel. 
+ How to work as a team. First as a bridge team, then as a ship’s crew and also with shore. 
   
2- This leads to some European recommendations I would like to propose you : 
+ To be able to give a high level education on simulators, of course depending of the student’s year 
of study. But a high level and standard education in whatever European country which delivers it.           
I mean the same level for all European countries. Anyway at first. Thereafter the standard could be 
extended to worldwide. 
+ To facilitate the mixing of  the students in METs, most of our students will sail with a multinational 
crew. So why not take profit of trainings, delivered on simulators to mix the students from different 
METs. What we saw in Kalmar, when we performed such an exercise, is also the cultural difference 
between the students, and how they were reacting in front of a problem or a situation. And all 
students said during debriefing that it was really a nice experience to share their reactions with other 
students. They are in demand of mixing.  
+ For simulators makers. To work with a standard of communication between simulators. This will 
give opportunities to improve the equipment, time to time, regularly, without to have to renew all 
systems. Also to be able to combine a bridge simulator with an engine simulator, not coming from 
the same maker. 
 
Then, cost free : 
+ To obtain an internal agreement between different European METs  for certificates delivered. As an 
example, too often a non-French qualification certificate, which should be renewed every five year, 
still poses administrative problems to the seafarer for renewal. This is just a matter of political 
willingness, but it would considerably help the seafarer’s life and career. 
+ And as last (but not least), in order to regularise the level of education inside Europe, based on 
simulators,  to define an equivalence between weeks on simulators and months at sea. Equivalence 
which should be the same (or almost with a maximum and a minimum) for all European countries. It 
is not normal that in one country 2 weeks on simulators gives a 3 months period at sea and nothing 
in another country. If we really would like to propose the same level of education, using simulators, 
inside Europe, all European countries should deliver the same advantages. (Capt. H. Ardillon) 

                         Simulator at ENSM Le Havre 

http://www.bing.com/images/search?q=ENSM+Le+Havre&view=detailv2&&id=E4390752713187816F9DEEC764DCE9E50EC0968C&selectedIndex=66&ccid=b/q3oQtC&simid=608013412750655890&thid=OIP.M6ffab7a10b424f7869b5326b9633
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           INTRODUCING CAPTAIN ROBERTO SUREZ 

              NEWLY ELECTED DEPUTY PRESIDENT CESMA 
During the 21rst Annual General Assembly on 12th May 2016 in Cork, Ireland, 
Captain Roberto Surez, as candidate of CESMA’s full member association  
Collegio di Trieste dei Patentati Capitani Lungo Corso e Direzione Macchina  in 
Trieste, Italy, was elected deputy president with an overwhelming majority 
vote. He was not present during the council meeting as sea duty was calling 
last minute. Can we think of a better excuse? 
 

   Captain Surez was educated at the 
Trieste Nautical College and graduated 
in 1990.He joined the Italian Navy in 
1991 and took part in the NATO Albania 
Mission and the South Adriatic Patrol 
Mission. Then he joined the Fincantieri 
HQ in Trieste in the Transition Plan 
Office, coordinating all technical offices. 
In this period he gained experience in 
contract and design process for new 
buildings and refitting, quality 
Assurance, planning and coordination 
strategy. 
 
In 1994 he completed his Officer of the 
Watch (3rd Officer) certificate. In 1996 
he joined Carnival Cruise Lines as 3rd 
Officer. During this period he was 

appointed to the newbuilding team 
in Helsinki for the “Carnival 

Paradise”. In 1999 he joined P&O Princess Cruises with an appointment as First Officer on board the 
“Regal Princess” in 2000. In 2001 he joined Costa Crociere as First Officer, followed by a promotion to 
Staff Captain in 2003. After 9 years as such he moved ashore. Costa asked him to lead a very 
important project in a very delicate moment, as the post ” Costa Concordia” incident was. Ashore he 
spent the last four years where he had the opportunity to lead several projects, related to maritime 
safety, navigation, stability and, more over, to set up the first ever “Fleet Operation Centre” . 
Once Costa management as part of Carnival Cruises, decided to move the Marine Operation 
Department to Hamburg, where he was supposed to become responsible for the nautical  
department for Costa and Aida, he decided to leave Costa, mainly for family reasons. This decision 
was very difficult because in the last four years he pro-actively contributed to enhance the Safety 
Company Culture in Costa. He guided Costa from the traditional navigation concept into the full 
ECDIS implementation and introduced some elements of E-navigation. 
 
Nowadays Captain Surez Works with the Mediterranean Shipping Company (MSC) where he 
accompanies the construction of two new cruise vessels in Montefalcone, close to his home town 
Trieste and close to my family. Looking to CESMA’s minutes of last year’s Annual General Assembly 
and the agenda of this year, Captain Surez  is convinced that he can give great support to the aims 
and programme of CESMA. (FVW)  

                            Capt. Roberto Surez 
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                             PAPER VERSUS ACTION                     
 

The present paper initiates from several cases of difficulties in my practice as a pilot 
when trying to obey all the rules and regulations and filling up all the papers 
connected with the ISM Code, the ISPO Code, ISO and other standards and at the 
same time doing the real job, safely and smoothly. In modern shipping we have too 
many papers to be filled in and too many preparations for every activity which is 
done on board a ship. The ISM Code is already compulsory for more than 18 years. 
Every day more and more papers are coming to guide us through every minute we 
are on board the ship. In this paper I’m trying to cover just one specific moment in 
every day’s life on board a ship, the moment of approaching the port, embarking 
the pilot and coming alongside. It’s really quite different in various ports of the 
world, but still we have some common features we could generalize. 

  Each manoeuvre in port is preceded by 
preparations from both the ship and shore 
organization. Each person, engaged in such 
activities, should do his job properly in order 
to ensure that the entire venture is successful.  
 
  Let’s start with the ship. Fig.1 shows one 
example of various check lists the officers on 
the bridge should use to prepare for an arrival 
or departure in port. Undoubtedly each 
activity should be completed and every piece 
of equipment should be checked, starting 
from the wheel, radars, VHF stations, update 
of electronic charts, other navigational 
publications to be used, etc. And if one 
forgets one item, then the port state control 
officer, flag state control officer, ISM internal 
and external auditor, class surveyor or who-
ever else is inspecting the vessel, will make a 
remark or will record a deficiency or a non-
conformity report. He will either detain the 
ship or make life on board more difficult with  

corrective and/or preventive measures.   
In my practice as a pilot, I estimate about 30 

percent of the pilot cards are filled in formally with substantial information missing or remaining 
from a previous port. Sometimes the pilot card is just handed over to the pilot after the passage to 
be filed and to be available for inspection.  The other side of the story is the preparation by the pilot. 
With the modern means of communication, the pilot is able to receive well in advance all the 
information of the ship – ship’s particulars, the values of variables like drafts, air draft, dangerous 
cargo on board, any deficiencies, etc. Received well in advance, this information is essential for a 
proper passage planning and preparation of the master/ pilot exchange form (MPAX form) with the 
disposition of tugs, places where the tugs will be made fast, turning areas, communication with the 
VTS stations or terminal operators. It seems that everything is quite simple and smooth. 
 

                checklists on the bridge of a ship 
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   What is the reality? Very often ships receive 
information about ports on the very last moment and 
have not sufficient time to do all the preparations, or as 
is the case with container ships, sometimes ports are 
coming one after another in a very short time. The crew 
of 12 or 13 members is carrying out the preparation and 
checklist inspections either formally or they have the tick 
in the check lists permanently. Most of the time, 
inspections are simply not done at all. The usual excuses 
are “the ship is quite new and everything is in good 
order”, or “the passage from the last port is just a few 
hours and there is not enough  time and no need for 
something to be inspected as it had been inspected for 
the previous port”, etc. And all of this makes sense but 
when a problem arises then that excuse does not work 
with the insurance, investigators, administrations or port 

state control. From the pilot’s point of view, it is not an unusual practice to serve one ship after 
another and to prepare the MPAX form during the transportation from one ship to the other. All 
information is already on the web and use of tablets, mobile phones is quite comfortable to review 
the information of the ship to be handled, immediately on line and to be able to plan the passage 
and manoeuvre properly. But sometimes it is also done formally without the necessary care and 
attention. 
 
   What is the outcome if all the preparations are not accurate or if they are not done at all? The 
ship’s master is in many cases not acquainted with the passage along the canals, speed restrictions, 
notifications or details of the berth and handling of tugs. On the other side, the pilot is not aware of 
the ship’s characteristics and the transitory condition of the ship. If all is going well, then there is no 
problem. But if something goes wrong, then the questions start to come out. In most cases the things 
could be done properly if we sacrifice just a little sleep or rest. However if we should prioritize which 
one is more important under the circumstances, to complete the paper properly or to act in  a way 
which we see as a priority.  
 
   Let’s consider the procedure for 
entering the port of Varna. The 
pilot meets the ship east of the 
meridian of Cape Galata (see Fig.2). 
Normally ships approach the pilot 
boarding area with minimum 
speed, usually six or more knots. 
Distance between pilot boarding 
area and position of meeting the 
tugs and entering confined waters 
is less than 1.5 nautical miles and 
time to exchange information is 
only a few minutes. In such 

circumstances it is more important 
to communicate with the tugs and 
give them instructions, to arrange lines for the tugs, to give commands to the engine and to keep the 
correct heading than to check and fill in papers. In that case signing of pilot cards and other forms 
available, especially on board tankers and other sophisticated ships, is no good practice as one could 
lose situational awareness and disturbance of attention could be crucial for the future development 

            Capt. Dimitar Dimitrov 

                                Approaches to Varna Port 
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of the manoeuvres. The same is valid for the shipmaster regarding pilot papers. But if an accident 
happens then everybody will start asking why this and that form had not been filled in or signed. 
Generally speaking, actions are more important than papers and papers should be completed when 

time is available. Nobody should be blamed if he or she has performed actions instead 
of completing and signing papers. 
 

 
Dimitar Dimitrov 
Pilot in the port of Varna (Bulgaria) 
Master Ocean Going Ships, PHD, MNI, 

Chairman Bulgarian Shipmasters Association 

 
 

       MARITIME LABOUR CONVENTION NEEDS TO    
             UPDATE CONDITIONS FOR TRAVELLING 
The Croatian Shipmasters Association has drawn our attention to the 
conditions under which seafarers have to travel before they are actually on 
board. These remarks were made by Captain I. Kucich during the recent 
CESMA Annual General Assembly in Cork, Ireland. 

 
   When a seafarer leaves home to join a vessel, his or her duties are actually starting and it is no 
more than logical that this travelling time belongs to his or her actual working time. This ‘’door to 
door’’ principle implies that this working time starts on the moment the seafarer leaves home for the 
purpose of travelling to the vessel and ends when the seafarer returns home after his service on 
board. For the moment and under the current MLC stipulations, a large number of shipping 
companies allow only one day for travelling. If the seafarer is travelling for more than one calendar 
day (considering time zones), this additional time is calculated as leave. The “door to door” policy will 
prevent this unreasonable procedure. 
 
   Another concern is the fatigue pattern which in many cases affects seafarers who have travelled 
from far to join a ship. If the travelling time is longer than six hours, seafarers should receive a proper 
rest prior to starting their duties on board. These hours of rest should be provided on board or at any 
other accommodation facility. These requirements might be avoided if seafarers are provided with 
business class flying tickets and/or access to business lounges on airports. 
 
   There are plenty of cases in the maritime industry where seafarers travel more than 12 hours 
before boarding the vessel. Consequently they are directly involved into board watch duties and 
responsibilities which sometimes last for at least 12 hours. Result is that the seafarer concerned is 
awake for more than 24 hours and could easily suffer from fatigue. As a result the risk of an incident 
or accident is evident. Experience has shown that these procedures form a root cause of some major 
incidents which have occurred in the industry.  
 

With the proposed revision of the Maritime Labour Convention, seafarers, who are to 

relieve colleagues on board, will always be ensured of a proper rest before they start 

their duties and this will result in a decrease of the number of incidents or accidents.                                             
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           OVER RELIANCE ON GPS POSES DANGERS  

   Warning that vessels' over-reliance on GPS as a navigational tool may be a danger, 
the UK P&I Club is encouraging navigating officers to also practice traditional 
methods of navigation. The club says that use of GPS as a means of position fixing is 
now commonplace and has made a significant contribution to the safety and 
accuracy of marine navigation. However, it warns, over-reliance on a single form of 
position fixing can become a danger in itself. 

    "Continuing reports of alleged jamming of GPS signals, as well as the potential for other sources of 
signal interference, is of widespread concern to governments and to the shipping industry as a 
whole," says the club. "This can cause particular problems for vessels which have come to rely 
exclusively on GPS for position fixing, and highlights the importance of vessels using the full range of 
navigational equipment available to them, as required by SOLAS and STCW regulations. "Even with 
the continual introduction of new technology and regulations for ship management, there remains a 
steady flow of reports of ship groundings and collisions, with many of these incidents being 
attributed to basic errors of navigation by the ships involved. Aside from the disastrous loss of life 
and pollution, these incidents can prove to be extremely financially burdensome, both to the ship 
owners and to the wider shipping community, due to increased insurance premiums. 

" The UK P&I Club is encouraging navigating officers to practice traditional methods of navigation, 
including celestial observation and keeping a proper look-out, as a failure to do so is often mentioned 
in marine casualty reports. Even with all the technological advances that have been made, says the 
club, the sea remains as hostile a place as it has ever been. "As such, UK P&I believes that the safe 
navigation of a ship to its destination cannot yet be achieved purely with technological resources, 
and still requires the presence of experienced and properly trained people with traditional seafaring 
skills." (Source: MarineLog)   

 

JUDGEMENT SPANISH SUPREME COURT ON PRESTIGE                          

The long-awaited judgment of the Spanish Supreme Court (Criminal 
Chamber) in the ”Prestige” oil spill matter was handed down on 
14 January 2016. 

   In a first judgment, the Spanish Supreme Court reverses part of the 
decision of the Superior Court of A Coruña and in a second judgment, 
holds the Master of the vessel, Apostolos Ionnais Mangouras, liable of a 
criminal offence against the environment resulting in catastrophic 
environmental damage.  The Master is sentenced to two years’ 
imprisonment and is also held liable to pay a fine of Euro 10 per day for 
twelve months and to pay a twelfth of the legal costs of the First 
Instance proceedings. The second judgment holds the Master liable to 
pay damages resulting from the oil spill and holds the owners of the 
“Prestige”, MARE HIPPING vicariously liable for the damages. 

 Capt. Apostolos Mangouras 
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   The insurance of the owner, the London Steamship Owners’ Mutual Insurance (The “London P&I 
Club”), is held directly liable up to the limit of cover on the policy as well as the Oil Pollution 
Compensation Fund. (IOPC Fund) liable up to the limits of the Fund Convention. Finally, the judgment 
confirms the acquittal of Mr. Jose Luis López Sors, Spain’s former General Director of the Merchant 
Marine. 

   The Supreme Court bases the Master’s conviction on the fact that he generated a greater risk by 
deciding to sail on an overloaded vessel of 26 years of age which was also in extremely poor 
condition.  According to the judgment, he was therefore unable to keep the vessel safely under 
control in critical moments. The Court criticises the Master for his reluctance to follow the orders 
from the authorities during the course of the accident. 

   In terms of the civil liability of the Master, the second judgment denies the Master his right to limit 
his liability under the 1992 Civil Liability Convention (“the CLC”).  The Court’s view is that the Master 
acted recklessly and with knowledge that such loss would probably result into an accident, thus 
triggering the exception of article 5.2.  The same exception is applied vis a vis to the ship owner, 
therefore denying their right to limit their liability too. 

   The above is the basic outline 
of the decisions of the Supreme 
Court regarding the liabilities of 
the Master, the ship owner and 
The London P&I Club. Following 
the judgments, issued by the 
Spanish Supreme Court in the 
”Prestige” case, there have 
been several commentaries 
published in the Spanish legal 
press. Generally speaking, the 
judgments have been wel-
comed following the conviction 

of the Master, but also because 
the Supreme Court has con-
sidered the insurers of the vessel liable for any amounts in excess of the CLC limits, up to the limit of 
cover under the policy. However, it seems that those involved in shipping law have received these 
judgments with great surprise and dismay. Indeed on 17 March 2016, the Spanish Maritime Law 
Association held a monographic session dedicated to the judgments where views were discussed by 
all the attendees and in which the State Attorney in charge of defending the Spanish State took part. 
 During the course of the event, it became clear that there was a widespread view that the 
judgments may well be flawed, at least from a maritime law viewpoint. 

   Criminal law experts will no doubt express their views on whether the conviction of the Master was 
indeed feasible, taking into account the finding of fact by the Superior Court of La Coruña that it was 
not possible to determine the cause of the structural problems with the vessel that ultimately led her 
to breaking her back.  Whilst the writer is no expert in criminal law, there must be serious doubts as 
to whether, in these, circumstances the Master can be found guilty of a criminal offence against the 
environment in its aggravated form. However, from the perspective of civil liability insurance, the 
judgments face heavy criticism that they contain an error in law when they break the limits of liability 
of the CLC holding the London P&I Club liable for amounts in excess of the CLC limit. 

 

                               Tanker "Prestige" broken in two 

https://maritimecyprus.files.wordpress.com/2014/11/prestige-oil-tank
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   The arguments put forward by the Supreme Court are open to serious doubt.  First, because the 
CLC is designed to protect the liability insurers’ right to limit their own liability.  The misconduct of 
the Master does not interfere with the insurers’ right to limit their own liability: something made 
very clear in the CLC. The contention that the limit of the policy was higher than the CLC limit should 
not succeed either.  We all know that tanker vessels sail through territorial waters of countries that 
are not party to the CLC and where the limits of liability of the CLC do not apply.  In those 
circumstances, there is a logical need to provide cover in excess of the CLC limit. 

   Finally, the argument that the Club’s strategy failed as a result of their decision of not appearing 
before the Court to defend themselves, is wholly unacceptable.  Firstly, this is not, as a matter of fact, 
accurate, because the Club did appear before the Court to constitute the CLC Fund.  Perhaps more 
importantly, however, is that even if the Club had not appeared, the well-established principle of 
‘iura novit curia’ (that the court should know the law), should force the Supreme Court to observe 
the limits of liability of the CLC without it being pleaded before them.  There was a clear obligation 
on the Supreme Court to apply the rules of the CLC irrespective of the fact that the Club decided not 
to formally appear in the proceedings. 

CONCLUSION 

Whilst it would be unpopular with the victims of this oil spill insofar as their prospects of being 
compensated in full, would have been diminished, whether right or wrong, this is the legal position 
under the International Convention currently in force in Spain. If International Conventions are not 
going to be complied with, it is better not to ratify them or to denounce them. Once ratified, and in 
force, the Courts should apply them.  Spain could have denounced the CLC following the “AEGEAN 
SEA” incident but decided not to, nor did it following the “PRESTIGE”.  Spain can denounce the CLC 
now, assuming all the consequences for the tanker industry that such a measure would entail, but it 
cannot have it both ways. 

Source: Eduardo Albors of Albors Galiano Portales, published by Steamship mutual P&I club. 

Relevant news article:Flashback in history: Prestige sinking and oil spill – 19 November 2002 

  

 

PREVENTION AGAINST MARITIME PIRACY 
A CRIMINOLOGICAL PERSPECTIVE  

The amount of successful piracy attacks off the coast of Somalia has been declining in 
recent years, and many already start to forget the horrors of the piracy heydays several 
years ago. The decline is generally contributed to three initiatives: the presence of naval 
forces in the region, the BMP4, and the deployment of armed guards. However, with 
Somalia still being considered a failed state and with the piracy infrastructure still in place, 
contemporary Somali maritime piracy silently continues to pose a significant threat to 
international shipping. Indeed, when the naval presence starts to decline in the near 
future due to shifting priorities, the industry might need to rely solely on its own 
protection capacities.  

https://maritimecyprus.com/2015/11/20/flashback-in-history-prestige-sinking-and-oil-spill-19-november-2002/
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In an attempt of contributing to safe shipping and to add to the discussion on the usage of private 
armed guards on vessels, Wouter Klijnsoon conducted research on the expected influences of 
existing anti-piracy measures against potential Somali pirates. By using the criminological approach 
of Situation Crime Prevention, it was analyzed which anti-piracy measures would offer the greatest 
potential in safeguarding seafarers against pirate attacks.  
 
   As mentioned before, Somali maritime piracy continues to pose a significant threat to seafarers 
while the naval presence in the area is declining each year. Moreover, due to a lack of scientific 
research and divisions between the parties that are involved, it remains uncertain how to give 
substance to the piracy problem. The shipping industry is offered various means to counter piracy 
attacks, which largely fit into one of the following two categories: technological prevention or armed 
guardianship. While many consider armed guards to be the only solution, not everybody agrees 
about a privately armed response. In addition, the uncertainty of the industry’s anti-piracy policy is 
strengthened by the fact that various national laws (e.g. The Netherlands) forbid vessels to carry 
private armed guards on board due to associated risks and a legal ambiguity.  
 

   This criminological study carried out a 
situational analysis of possible anti-piracy 
prevention methods that can be utilized on 
vessels that transit the High Risk Area. 
Situational Crime Prevention (SCP) is a strategy 
that has the goal of reducing criminality by 
making the opportunity to carry out criminality 
less attractive and more risky through 
manipulation of the situation and the 
interaction between the offender and the 
target. Piracy is like many other crimes the 
result of motivated offenders seizing the 
criminal opportunities they encounter, where 
some highly motivated offenders may seek out  

 
 
 
criminal opportunities while others may come across them by accident and seize them anyway. 
However, in either case it is the existence of criminal opportunities that is a requirement for criminal 
success. Consequently it is this criminal opportunity that needs to be altered when preventing piracy 
attacks. When moving to the practical application of SCP, the approach offers 3five general crime 
prevention categories that cover twenty-five opportunity-reducing techniques that focus on altering 
the criminal opportunity in such a way that the cost-benefit analysis of the crime becomes less 
attractive and therefore remains absent (see Table 1).  

 
Table 1 The twenty-five opportunity-reducing techniques of Situational Crime Prevention (Cornish & Clarke, 
2003) 

Increase the effort Increase the risks Reduce the 
rewards 

Reduce 
provocations 

Remove 
excuses 

1. Target harden 6. Extend                                  
Guardianship 

11. Conceal 
targets 

16. Reduce 
frustrations and 
stress 

21. Set rules 

2. Control access to 
facilities 

7. Assist natural 
surveillance 

12. Remove 
targets 

17. Avoid disputes 22. Post 
instructions 

3. Screen exits 8. Reduce 13. Identify 18. Reduce 23. Alert 

 MSA North Sea Test Day 2016 of non-violent 
protection means against piracy and armed 
robbery 
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anonymity  property emotional arousal conscience 

4. Deflect offenders 9. Utilize place 
managers 

14. Disrupt 
markets 

19. Neutralize peer 
pressure 

24. Assist 
compliance 

5. Control 
tools/weapons 

10. Strengthen 
formal 
surveillance 

15. Deny benefits 20. Discourage 
imitation 

25. Control 
drugs and 
alcohol 

 
   With this matrix in mind, the search for the most promising and feasible measures to provide 
Somali maritime piracy with less opportunity to carry out its activities, was approached on the basis 
of three kinds of data: academic literature, general public reporting and interviews with key 
informants from shipping companies, Private Maritime Security Contractors (PMSCs), interest groups 
and governmental organizations. This data resulted in a systematic study of the utilization, costs, 
pros and cons of the following twenty-one anti-piracy measures: Anti-climb barriers, Ballistic 
protection, Electric fences, Freeboard, LRADs, Propeller entanglement systems, Razor wire, High-
powered searchlights, Water canons, Control access routes, Rerouting, Manoeuvring, Speed, Group 
transit, Remote access, Increased vigilance, Local law enforcement, Multinational Naval Taskforce, 
PMSCs, Vessel Protection Detachments (VPDs), and Citadels. Besides the fact that this study offers a 
reference book of current anti-piracy measures, it was shown that there exists a wide variety of 
measures with varying human involvement and with varying prices.  
 
   The analysis clearly showed that the industry tends to lean towards the usage of armed guards, 
without much concern for technological prevention measures that go any further than the basic ones 
that are described in the BMP4. However, it was also shown that combinations of technological anti-
piracy measures are expected to be similar as armed guardianship when it comes to their expected 
deterring effect. However, the difference is that in some situations the technological measures 
appeared less feasible than armed guardianship while the latter bears significantly more risks for 
death or injury than technological measures.  
 
    Considering that properly implemented technological measures and armed guards both appeared 
to be successful in deterring potential pirates, in view of the additional risks of armed guards it was 
concluded that the shipping industry should be focusing more on technological anti-piracy measures. 
Even though the technological anti-piracy measures did not yet reach its full potential due to a lack of 
investments, technological prevention should be able to offer a more reliable and financial beneficial 
non-lethal means of protection against piracy threat in the near future.  
 
   This result provides a rebuttal against the overreliance on armed guardianship, generally the 
preferred option due to (wrongly) assumed high costs and a lack of effectiveness and 
operationalization. Indeed, the persistent lack of open-mindedness towards a technological anti-
piracy approach might remain the biggest challenge that the shipping industry is facing in the fight 
against contemporary Somali maritime piracy. However, the Somali piracy business is weakened. It is 
about time that the shipping industry takes matters in its own hands and offers the Somali piracy 
business the final blow by taking steps to permanently protect itself against maritime criminality 
instead of being depended on unreliable third parties and a legal ambiguity.  
 
Wouter Klijnsoon MSc conducted this study as set out in the article above in the context of his 
dissertation for the Master Criminology at VU University Amsterdam. For those who are interested 
in the full report, please do not hesitate to contact: wouter.klijnsoon@gmail.com 

 

 
 
 

mailto:wouter.klijnsoon@gmail.com
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          NEW SOLAS FREGULATIONS TACKLE SAFETY       

                        CONFINED SPACE ENTRIES 
 

With most of the recent regulatory focus being on the new SOLAS 
verified gross mass rule for packed containers, another new regulation 
has entered into force aimed at enhancing the safety of seafarers 
entering enclosed spaces by requiring ships to carry portable 
atmosphere testing equipment on board. 

   Enclosed spaces are spaces that 
have limited openings for entry and 
exit, inadequate ventilation and are 
not designed for continuous worker 
occupancy. Atmosphere in any 
enclosed space may be oxygen-
deficient or oxygen-enriched and/or 
contain flammable and/or toxic 
gases or vapors. Entering enclosed 
spaces on ships presents a major 
hazard to seafarers and has been 
blamed for countless deaths over 
the years, often times, involving 
more than one person at a time. 

   The new regulation XI-1/7 Atmosphere testing instrument for enclosed spaces in the International 
Convention for the Safety of Life at Sea (SOLAS), requires ships to carry an appropriate portable 
atmosphere testing instrument or instruments, capable, as a minimum, of measuring concentrations 
of oxygen, flammable gases or vapors, hydrogen sulphate and carbon monoxide, prior to entry into 
enclosed spaces. 

   Enclosed spaces covered by the regulation include cargo spaces, double bottoms, fuel tanks, ballast 
tanks, cargo pump-rooms, cofferdams, chain lockers, void spaces, duct keels, inter-barrier spaces, 
boilers, engine crankcases, engine scavenge air receivers, sewage tanks, and adjacent connected 
spaces, among other areas. The list is not exhaustive and enclosed spaces should be identified and 
listed on a ship-by-ship basis, the IMO says.  Similar requirements for offshore drilling units are also 
entering into force, under amendments to the Code for the Construction and Equipment of Mobile 
Offshore Drilling Units (1979, 1989 and 2009 MODU Codes).    

Associated Guidelines to facilitate the selection of portable atmosphere testing 
instruments for enclosed spaces as required by SOLAS regulation XI-1/7 
(MSC.1/Circ.1477) have been agreed, to facilitate the selection of a portable 
atmosphere testing instrument for enclosed spaces.    
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      FLEET DIGITALISATION COMES WITH GREATER               

                       CYBER RISKS TO SHIP SYSTEMS 

With the expected digitalisation of global shipping fleets, comes the growing 
risk from cyber threats that could enter ship systems via their satellite links. 
Within the next 10 years, ship owners, managers and vessel operators will be 
linking many more of their assets to onshore networks over satellite. They 
will be connecting networks of sensors on their ships to onshore computers 
and experts for big data analytics. 

   Ship owners and managers will monitor vessel and system performance, and cypher information 
that will impact their decision processes. They will be able to invest in condition-based maintenance 
schemes, fuel and trim optimisation, and improve voyage planning and weather routeing, while 
enhancing onboard operations. Equipment suppliers will use the data to improve performance and 
for designing the next generation of onboard systems. However, all this would come with the threat 
of hackers and malware, and other cyber threats. 

   DNV GL forecast a wide adoption of digital technology 
across fleets of ships of various types and sizes in its 
recently published Technology Outlook 2025 report. 
This provides foresight to the shipping industry to help 
owners and managers plan their investments. But the 
class society did not come up with any disruptive 

technologies. DNV GL predicts widespread adoption of existing technology, such as onboard sensor 
networks, VSAT communications, greater onshore support to crews, as well as the first steps towards 
autonomous operations. 

   DNV GL expects greater integration between physical and cyber systems controlled by software 
and fitted with smart sensors, enabling condition and performance monitoring, smarter 
maintenance, improved vessel management and remote system upgrades. Many of the benefits are 
described in more detail in the upcoming issue of Marine Electronics & Communications. 

    In the technology outlook report, DNV GL predicts a wider adoption of cyber-physical systems 
across shipping fleets. This is where physical onboard systems are linked to online monitoring and 
analytics programmes. One of the requirements for cyber-physical systems would be testing and 
assurance of the control software. Greater levels of testing will be needed to ensure the sensors and 
software are reliable enough for safe shipping operations. Technologies, such as hardware-in-the-
loop testing would be needed to check the software before it is deployed, and after major software 
updates.   Cyber security will also be required to prevent potential attacks on ship systems. Firewalls 
and antivirus programs may not go far enough as threats may not be just software based. 
Shipowners also need to consider vulnerability and penetration testing to find the weak points in 
their ships. Vessel operators should not forget the crew when it comes to cyber security – guidance 
and training of seafarers could prevent accidental infections in the future. Whatever the solution 
owners and managers take, it would be far better than doing nothing. As more ship systems are 
linked online over satellite, they will be vulnerable to cyber threats. Owners must not hide from the 
risks – they need to be prepared for cyber attacks. (Martyn Wingrove)  

https://www.dnvgl.com/
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     LAST CONFERENCE ON MOTORWAYS OF THE SEAS 

It was about Safety, Human Element and Traffic Management during the last 
MoS Forum organized by Mr. Brian Simpson OBE, European Coordinator of 
Motorways of the Sea, last 18th May in Brussels. Held at the European 
Commission premises, the event gathered more than 60 invited people, 
including CESMA, who met to discuss on these topics, identified as the third 
MoS Pillar. The meeting concluded the series of MoS Fora, dedicated to the 
MoS priorities and gave important contributions for the development of the 
Deep Implementation Plan, (DIP) that will be presented to the EU Parliament 
in a few weeks time, the 15th of June. 

   The full day event was chaired by Mr. Brian 
Simpson OBE and managed to gather important 
stakeholders, both institutional and industrial. 
The main issues raised were in relation to 
innovative maritime safety solutions and their 
application on MoS and the management of 
human element both in relation to special 
requirements for ports and for ship-owners. In 
particular same relevant elements to be taken 
into account were put forward such as: the 
migration problem, the training initiatives, the 
contingency measures in case of emergencies, 
the reduction of human errors, the training 
related to new technologies, the development 

of Maritime ICT, the digitalization process, the development of information-sharing platforms and 
the management of big data, the cyber-security threats, the Single Window concept and 
implementation. 

   The agenda of the work was completed by an interesting and stimulating interactive discussion 
where the invited participants, including CESMA, could raise questions and challenge the MoS 
Coordinator to express his opinion on several topics, but mainly on the future work that needs to be 
done in order to produce the DIP and carry out the MoS Work Plan. Mr. Brian Simpson, enthusiastic 
for the participation, collected their inputs and encouraged the audience to pass the message of 
the relevance of MoS in the EU and to focus on the three priorities for future possible call. 

 

 

We are pleased to inform that the Annual General 
Assembly 2017 will take place in Riga (Latvia) at the 
invitation of the Latvian Shipmasters Association. 
Tentative dates are   4TH  and 5TH  May 2017                                                                                            

               MoS Meeting at EU Commission 

http://www.onthemosway.eu/wp-content/uploads/2016/05/13254649_1234787143212150_2161987801989114338_o.jpg?
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RESOLUTIONS FROM 21st CESMA AGA ON !3TH MAY 2016 AT THE 
NATIONAL MARITIME COLLEGE OF IRELAND, RINGASKIDDY (CORK) 
Resolution nr. 1: Criminalisation of seafarers. 
The 21

st
 Annual General Assembly in Ringaskiddy, again noted that the problem of criminalisation of seafarers 

and of shipmasters in particular, continues to be a matter of great concer Two new cases: “HMS Lawrence” and “Thyseas” 
have come to our attention. CESMA urgently requests ship owners and/or operators to always provide legal assistance for 
masters, serving on their ships, in case of an incident as a consequence of which they are detained by local authorities, 
until, at least, a verdict has been pronounced. Moreover masters are urgently advised to consider taking a risk insurance.  
 
Resolution nr. 2: Piracy  
The Assembly again discussed the problem of piracy against ships in various parts of the world, with attacks on ships in the 
West Africa area still frequent and violent, while piracy in seas around Somalia seems to have more or less disappeared. 
CESMA no longer resists the use of armed security teams, either military or private but also advocates the use of non-
violent measures which become more and more sophisticated as an alternative in combination with BMP 4 practices. Under 
all circumstances the authority of the master should be efficaciously maintained, even when fire-arms have to be used. 
CESMA also insists on exact rules of engagement to be observed under all circumstances.   
  
Resolution nr. 3:  Fatigue and safe manning. 
The Assembly again discussed the problem of fatigue in the maritime industry. The requirement of a minimum of three 
certified bridge watch keepers, including the master, on each seagoing vessel of 500 GT and more, is still supported by 
CESMA, although we see improvement due to better controls by some flag states (Spain) and Port State Control officers.     
It continues to urge them to intensify verification of work and rest periods, including travelling before taking over duties, 
during shipboard inspections, The introduction of the Maritime Labour Convention can only have a positive influence, if 
lists, showing work and rest periods, to be inspected by Port State Control officers, are correctly completed at all times.   
 
Resolution no. 4: Safety of roro- and large passenger ships. 
The Assembly again discussed the safety of roro- and large passenger ships as well as car carriers. Disembarking a great 
number of passengers and crew in an emergency situation, continues to be a great concern. Damage stability as a result of 
flooded decks caused by an accident, is still not sufficiently observed, also with regard to new buildings. The ”Costa 
Concordia” accident has started new initiatives. 
 
Resolution no. 5: Mooring accidents 
The Assembly expresses its concern about the increase of serious mooring accidents on board and ashore. Reasons 
discussed are the increase in sizes of vessels, mooring equipment used and the ability and number of crew at the mooring 
stations. Also disturbances in communications due to language problems. In all circumstances the master stays responsible.   
 
Resolution nr. 6: Employment of EU seafarers 
Following the growing shortage of EU officers, employed on EU flag ships, partly due to  complicated procedures by some 
administrations regarding training and certification, the Assembly urges EU administrations to support their respective 
seafarers by recognizing certificates issued by all EU administrations and enforcing simpler issue/renewal procedures for 
certificates of EU officers. CESMA again appeals to EU ship owners to create opportunities for young EU officers to 
complete their practical education and training and obtain their certificates. In this way maritime knowledge and 
experience within the  EU maritime industry can be maintained. All efforts should be employed to interest young people in 
the EU to choose for a maritime career.  
 
Resolution nr. 7: Illegal immigrants in the Mediterranean 
The Assembly again noted with concern the situation in the Mediterranean where illegal immigrants try to reach Europe by 
using unseaworthy craft which sometimes, due to overcrowding and bad condition, require assistance from merchant navy 
vessels nearby. According to the SOLAS Convention, ships are obliged to render assistance or take the immigrants on board. 
This could lead to dangerous situations whereby the crew is outnumbered by the quantity of immigrants. Moreover their 
intentions and medical condition is unknown, as most ships have no professional medical staff on board. As a consequence, 
vessel and crew could be endangered. The Assembly wants to convey its concern to the European Commission and 
Parliament, as well as the IMO, in this respect. This includes the difficult position of the vessel’s master if he considers that 
taking the immigrants on board, might endanger the safety of his crew and his vessel.   
 
Resolution nr. 8: Future of simulator training in the EU maritime industry  
The Assembly underlines the importance of simulator training in the maritime industry. However it urges EU 
administrations to standardise the principles of substituting on board education and training by on shore simulator 
training. The Assembly also realises that this matter first has to be agreed and standardised at IMO level. 
 
Ringaskiddy 13

th
 May 2016 
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                                            FROM THE EDITOR 
 

 The German ship- owners association  (VDR), is concerned  about the continuing shrinking of 
the German merchant navy fleet. The number of vessels under a German flag diminished 
from 448 to 350 units at the end of 2015. The number of German seafarers went back from 
7.000 to 6.700. The VDR asked the German government to support the maritime industry by 
granting tax facilities within the framework of European regulations. Tax facilities should also 
be granted to German seafarers in order to compete with foreign colleagues. In this way 
flagging out (such as recently by NSB) could be avoided. Also the obligatory number of  
German officers on a German flagged vessel is intended to be brought back from 4 to 2. 

 Myanmar (formerly Birma) is the 75th state to ratify the Maritime Labour Convention  (2006). 
As Myanmar is becoming an important supplier of seafaring personnel for the global fleet, 
this ratification is a significant milestone for the MLC. It is also important to learn that the 
convention is signed by Mrs. Aung San Suu Kyi, who did her utmost to bring democracy back 
to Myanmar. 

 The Nautical Institute has issued another MARS Report referring to a fatal accident in which 
several minor elements combined, created a disastrous collision and explosion at sea. 
Distraction on the bridge, a lack of clarity about intentions, an unjustified assumption and an 
excessive speed all played an important role in the cause of the accident.   

 The Netherlands Shipmasters’ Association (NVKK) organises a seminar on autonomous ships 
of the future on 6th October at the premises of Zeemanshoop in Amsterdam. A number of 
distinguished speakers will enlighten the various aspects of this revolutionary concept.    

 The International Maritime Organisation (IMO) approved interim guidelines on maritime 
Cyber Risk management, published as circularMSC.1/ Circ. 1526, during the recent Maritime 
Safety Committee (MSC) 96th session. Seafarers should be aware that due to increasing  
dependency on cyber technology on board ships, they could also become target to hackers 
with criminal intentions. 

 As one of the first countries in the world, Denmark has, of 24 June 2016, ended 100 years of 
tradition of certifying ships by means of old fashioned certificates on paper. Until now the 
certification has been carried out by printing, stamping and subsequently sending them 
around the world to be kept on board ships. Electronic or digital certification will put an end 
to these cumbersome procedures, reduce administrative workloads and pave the way for 
further maritime digitalisation. In the EU project e-Compliance, CESMA has been already 
involved in preparing relevant guidelines and procedures which also have the full attention of 
the IMO. 

 The captain and crew of the Holland America Lines’ cruiseship “Veendam” has won the 
”Seafarer of the Year’ Award” from Lloyd’s List for rescue of a pilot who had ejected from his 
craft in the Pacific Ocean. The award recognizes the skills, bravery and professionalism of 
seafarers, in this case the crew of the “Veendam”. 

 A new report in the discussion of ship recycling has been published by the European 
Commission. It recommends the introduction of ship recycling license in the form of a 
financial incentive, aimed at preventing the practice of re-flagging end-of-life vessels so they 
can be disposed of at substandard ship breaking yards. 

 In certain jurisdictions, the use of helicopters to transport pilots to and from a vessel, is 
becoming the norm. The Nautical Institute has issued a Mars Report referring to lessons 
learnt from dangerous helicopter transfer arrangements, also important for masters.              

On the front page:  New cruiseship ”Koningsdam” (HAL) baptized recently by 
Her Majesty Queen Maxima, Queen of the Netherlands. On the right side:           
The city of Riga, host city of CESMA AGA 2017  
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                        IT’S DOGGED AS DOES IT 

Italian yacht masters have always sought a dialogue with the Italian 
administration (MIT), regarding their qualification for STCW (Certificate of 
Competence). We waited until April 2016 to see the publication of the last 
 Decree regarding the courses, mandatory for the Manila 2010 amendments. 
What is still missing is the one regarding Medical Care and First Aids refresher 
courses. 

 
Today  less than half of the Italian training centres  are authorized to administer  those courses. 
The rest of the schools is awaiting the inspection and the authorization by MIT. 
In the meantime the Italian Administration does not recognize as valid any STCW  course made in 
another EU country. European law, which implements STCW MANILA 2010, stipulates that until 
1.1.2017 a State  (IMO  Party) can use the previous regulation in order to revalidate  the CoC. 
 
We tried to  suggest to our Administration that this was the best way to cope with the enormous 
delay in issuing the Manila Amendments into Italian legislation, but they insisted in giving the 
1.1.2017 as deadline for all Italian seafarers to comply with all mandatory courses. Imagine the 
chaos and the panic, less than six months for over 80.000 seafarers in order to comply and have 
 BST, Advanced Fire fighting, Ecdis, Leadership, Management, SSO, High Voltage, Medical Care and 
First Aids courses done or refreshed. 
 
For this reason the Italian Yachtmasters, with the assistance of its lawyer Mr. Giuseppe Loffreda, 
partner of the legal Firm Gianni, Origoni, Grippo, Cappelli& Partners , started  legal action against the 
MIT, the Italian Ministry of Transportation . 
 

Today. 9th June 2016, we received the sentence of the  court:TAR LAZIO 

 which stipulated that all STCW Certificates of Competence can be revalidated until 

1.1.17 with the old legislation for 5 years and not only until 1.1.2017, giving us complete 

satisfaction of our request.                                         

                                        
                                        
                                      CESMA LOGBOOK 
                                                 (2016 – 2) 
                             We were represented at the following occasions: 
 
28 Apr  Florence  Court case ” Costa Concordia” (appeal) 
12 May Cork                              CESMA council meeting 
13 May Cork        CESMA annual general assembly 
18 May Brussels  Motorways of the Seas conference 
25 May Istanbul  IFSMA AGA 
21 Jun   Rotterdam  TEN-T (EU COMMISSION) 
23 Jun   Rotterdam          TEN-T (EU COMMISSION)              
29 Jun   Cardiff                              SIRC symposium 
30 Jun   Cardiff                              SIRC symposium  
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AIMS OF THE ORGANISATION (abridged) 
 
                                                                

                                    

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

 TO PROMOTE MARITIME SAFETY AND PROTECT THE MARINE ENVIRONMENT. 

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

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

 TO CO-OPERATE WITH OTHER INTERNATIONAL MARITIME ORGANISATIONS. 

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

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

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

 TO PROMOTE THE SEAFARING PROFESSION IN EU MEMBER STATES 
 
ANNUAL SUBSCRIPTION: EURO 16,- (EXCL EURO 5,- ENTR. FEE) PER 
 SEAGOING MASTER (WITH A MINIMUM OF 25) 
 EURO  8,- PER SEAGOING MASTER 
 FOR ASSOCIATED MEMBER ASSOC.   ( “” “”) 
                                                                                                                                                                                                                                                                       
  LIST OF CESMA MEMBERS AND REPRESENTATIVES  
 

MEMBER REPR CAPT. W.VON PRESSENTIN TEL: 0049 40 384981 
       VDKS PALMAILLE 29                                     FAX:0049 40 3892114  
    GERMANY 22767 HAMBURG  E-MAIL:  vdks.office@t-online.de 
 
MEMBER REPR CAPT. B. DERENNES  TEL:  0033 2 98463760 
       AFCAN RUE DE BASSAM                  FAX: 0033 2 98468361 
      France 29200 BREST   E-MAIL: courrier@afcan.org 
 
MEMBER REPR CAPT. F. VANOOSTEN  E-MAIL:vanoosten.francis@wanadoo.fr 
ACOMM/AENSM 201 RUE RENE CASTELIN   
       France 59240 DUNKERQUE                            
 
MEMBER REPR CAPT. L.J.H. GEENEVASEN TEL:  0031 512 510528  
        NVKK  WASSENAARSEWEG 2    
NETHERLANDS 2596 CH  THE HAGUE  E-MAIL: nvkk@introweb.nl 
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MEMBER REPR CAPT. M. CAROBOLANTE   TEL:   0039 040 362364 
         CTPC        VIA MAZZINI 30   FAX:  0039 040 362364 
        ITALY        34121 TRIESTE   E-MAIL: collegio69@collegioditrieste.191.it 
 
MEMBER REPR  CAPT. G. LETTICH   TEL:    0039 010 2472746 
        CNPC     VICO DELL’ AGNELLO 2/28 FAX:   0039 010 2472630  
        ITALY      16124 GENOA   E-MAIL: info@collegionazionalecapitani.it  
 
MEMBER REPR CAPT. C. TOMEI   TEL:    0039 010 5761424 
        USCLAC VIA XX SETTEMBRE 21/10 FAX:   0039 010 5535129 
          ITALY 16121 GENOA   E-MAIL: usclac@libero.it 
 
MEMBER REPR CAPT. D. SAVINO                                TEL: 0039 3483365010 
           IYM MOLO CENTRALE BANCHINA PORTO 
         ITALY 17025  LOANO (SV)                        E-MAIL:italianyachtmasters@hotmail.com 
 
MEMBER REPR CAPT. M. BADELL SERRA    TEL:/FAX    0034 93 2214189 
         ACCMM      CARRER  ESCAR, 6-8                    MOB.: 0034 680321138   
         SPAIN      08039 BARCELONA  E-MAIL: info@capitansmercants.com 
    
MEMBER REPR CAPT. B.BAERT   TEL  0032 3 6459097 

KBZ  ITALIELEI 72 
      BELGIUM ANTWERP   E-MAIL:sg.kbz-crmb@telenet.be 

                           
MEMBER REPR CAPT. B. KAVANAGH  TEL: +353 214970637  
            IIMM NATIONAL MARITIME COLLEGE     
       IRELAND RINGASKIDDY / CORK  E-MAIL:bill.kavanagh@nmci.ie 
                                    
MEMBER REPR CAPT. G. RIBARIC  TEL(GSM): +386 31 375 823 
             ZPU OBALA 55 
    SLOVENIA S1 – 6320 PORTOROZ  E-MAIL: zpu.slo@siol.net 
 
MEMBER REPR CAPT. D. DIMITROV  TEL : +359 52 683395       
          BSMA 17 PANAGYURISHTE STREET E-MAIL : mitko652012@yahoo.com 
  BULGARIA 9000   VARNA                                                      mitko652012@gmail.com 
                                                                                              chairman@bsma-bg.org  
MEMBER REPR CAPT. J. SPRIDZANS  TEL:  +371 67099400    
       LKKA TRIJADIBAS STREET 5  FAX: + 371 67323100   
     LATVIA         RIGA, LV-10 48   E-MAIL: jazeps.spridzans@lja.lv. 
 
MEMBER REPR CAPT. I. KUCICH     E-MAIL: udruga.kapetana@zd.t-com.hr 
       UKPTM       TRG PAPE ALEKSANDRA III,3 
   CROATIA       23000 ZADAR - HRVATSKA  
 
MEMBER REPR CAPT. J. MILUTIN  E-MAIL : captain@t-com.me 
      UPKCG PELUZICA b.b   TEL : +382 32 304 672 
MONTENEGRO 85330 KOTOR    FAX :+382 325 107   
 
MEMBER REPR    CAPT. J.LIEPUONIUS                          E-MAIL : jurukapitonuasociacija@gmail.com 
         LCC                AGLUNOS g.5                                      TEL : mobile +37069875704 
LITHUANIA           KLAIPEDA/ LT- 93235 
 
MEMBER REPR    CAPT. J. TEIXEIRA                               E-MAIL :sincomar.fesmar@net.vodafone.pt 
  SINCOMAR         CAIA DE ROCHA                                 TEL: +351 213918180   
 PORTUGAL           CONDE D OBIDA 
                                ARMAZEM 113 
                                1350 352 LISBON 

mailto:usclac@libero.it
mailto:zpu.slo@siol.net
mailto:jazeps.spridzans@lja.lv
mailto:udruga.kapetana@zd.t-com.hr

