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Signals

Around the world, upward 
of 400,000 seafarers — and 

counting — are serving beyond 
their contracts as crew changes still 
don’t occur as regularly as they did 
before the COVID-19 pandemic.

“There are more than 300,000 
seafarers essentially indentured on 
their ships because they can’t get 
relieved,” said Donald Marcus, 
president of the International Orga-
nization of Masters, Mates & Pilots 
(MM&P), addressing coronavirus-

related travel restrictions that limit 
crew changes in many countries. 
“It could be a key problem in the 
global supply chain — and a lack 
of humanity — if this keeps up 
much longer.”

Guy Platten, secretary-general 
of the International Chamber of 
Shipping (ICS), said the group 
estimates that 400,000 mariners are 
beyond their contracts now, with 
the numbers still rising “because 
we’re not doing as many crew chan-

ges. It could go as high as 500,000, 
with another 500,000 waiting to 
get on board, so it could go as high 
as 1 million seafarers affected.”

Both the ICS and MM&P 
emphasize the importance of 
seafarers being designated as 

More than 150 

countries still do not 

classify seafarers as 

essential workers, 

subjecting them to 

COVID-related travel 

restrictions. Some 

mariners have been 

out to sea for as 

long as 17 months 

due to the pandemic.

A
dobe S

tock photo

A year into pandemic, thousands ‘essentially indentured’ on ships

COVID-19 PROTOCOLS

To download the latest COVID-19 

protocols from the International Chamber 

of Shipping, visit www.ics-shipping.org/

free-resources/covid-19.
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essential or key workers since they 
handle more than 80 percent of 
the world’s trade, including medi-
cal supplies, food, fuel and other 
items crucial to economic recovery. 
The United States and Canada are 
among the 42 countries classifying 
seafarers as essential workers as of 
August; more than 150 countries 
still do not. This is important 
because the designation exempts 
mariners from travel restrictions 
that make it impossible for them to 
get to and from ships. 

“In the U.S.-flagged fleet, most 
concerns about repatriation have 
been resolved,” Marcus said. “As an 
international problem, it’s ongoing.”

Some mariners have been out 
to sea for as long as 17 months, 
despite an 11-month limit set by 
the Maritime Labour Convention 
that applies except in cases of “force 
majeure,” or circumstances beyond 
the control of the parties involved.

The ICS, while continuing to 
advocate for the key-worker desig-
nation globally, issued updated 
COVID-19 protocols in late Sep-
tember that included an expanded 
section on testing. 

“We are thinking through every 
step, from a crewmember leaving 
his or her home to board a ship to 
when they leave the ship to go back 
home again,” Platten said. “Testing 
is the key thing.”

The protocols are intended to 
keep crews safe from the spread of 
coronavirus and to reassure decisi-
on makers around the world that 
mariners won’t spread COVID-19 
among the general population. 

“These protocols have been 

designed in industry and have 
widespread support,” Platten said. 

The biggest flaw, according to 
Marcus, is that implementation has 
been “haphazard.”

“Each company is coming up 
with their own protocols,” he said. 
“Some employers are testing; others 
aren’t. … The CDC (Centers for 
Disease Control and Prevention) 
was slow to come up with anything 
at all. Each company was using its 
best judgment on how to proceed.”

“There is no uniform national 
response, though that would be 
very helpful,” said Sean Kline, 
director of maritime affairs for the 
Chamber of Shipping of America. 
“The restrictions and safety proto-
cols vary depending on the port you 
call on in the United States. We dis-
cussed this with federal government 
agencies, as mariners are deemed 
essential personnel. However, each 
state and (its) local officials have the 
power to make their own policies.”

Implementation of ICS proto-
cols is left up to ship operators in 
coordination with local, state, and if 
applicable, international authorities, 
and ship personnel themselves are 
responsible for following them.

Platten said that when protocols 
are followed, mariners are not at 
extraordinary risk of being infected 
by the coronavirus.

“Seafarers are human beings, so 
of course there have been cases,” he 
said. “But in some ways they are at 
less risk than the general population 
because once the ship is on its way, 
they are essentially quarantined 
together. Testing is key.”

Amy Paradysz

Quality Craftsmanship 
IN THE

Proud Maine Tradition

7 Enterprise Street
East Boothbay, Maine 04544 

(207) 633-6517
info@washburndoughty.com

WASHBURNDOUGHTY.COM
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“How is this crowded 

party boat in Boston 

Harbor allowed?” an 

onlooker tweeted on 

the evening of July 

25 as Provincetown II 

prepared to depart for 

a 2 1/2-hour cruise. 

The operator, Bay State 

Cruise Company, was 

issued a cease-and-

desist order two days 

later.

Excursion boat companies in 
New York City and Boston 

were the targets of enforcement 
action by authorities this sum-
mer for violations of COVID-19 
regulations. 

On Aug. 1, the captain and 
owners of Liberty Belle were 
arrested in New York for defying 
the state’s coronavirus social-
distancing mandate on a crowded 
cruise. 

When the four-deck riverboat 
returned to Pier 36 in Lower 
Manhattan at about 2350, off-
icers from the New York City 
Sheriff ’s Department broke up 
the 1920s theme party. They 
arrested Ronny Vargas and Alex 
Suazo, the vessel owners, and 
arrested and issued a summons to 
Capt. Joseph Spadaro, who was 
allowed to return the vessel to its 
mooring at Atlantic Basin in Red 
Hook.

Liberty Belle’s cruise began at 

Authorities take COVID action against tour operators in NYC, Boston 
2030 with more than 170 pas-
sengers, many of whom posted 
pictures and videos on social 
media. A civic group, the Resident 
Association of The Two Bridges 

Waterfront Tower, tweeted, “So 
a packed Liberty Belle party boat 
just departed from Pier 36 on 
the (Lower East Side) waterfront 
with no apparent social distancing 
or mask requirement. Who has 

jurisdiction over these floating 
nightclubs?” 

The tweet included photos 
of partygoers crowded together 
without masks. Other social 
media posts showed passengers 
dancing close together without 
masks despite signs on the boat 
warning people to stay 6 feet 
apart.

The sheriff ’s department said 
it sent officers to the pier after 
being contacted by the office of 
Manhattan Borough President 
Gale Brewer. The officers also 
found liquor had been served 
on board despite the boat not 
having a liquor license, officials 
said.

Empire Cruises, Liberty Belle’s 
operator, did not respond to a 
request for comment, and city 
authorities could not provide 
updates on disciplinary action 
against the company. 

In Boston, city and state offici-

M
arty W

alz/Tw
itter photo

Social media posts 
showed passengers 
on Liberty Belle 
dancing close 
together without 
masks despite signs 
on the boat warning 
people to stay 6 feet 
apart.



8 Professional Mariner  December/January  2021

als issued a cease-and-desist order 
to an excursion company on July 
27 after a photo of a crowded 
Boston Harbor tour boat gene-
rated outrage on social media.

The order issued to Bay State 

state’s COVID-19 economic re- 
opening plan.

An image on social media 
showed Provincetown II preparing 
to depart for a 2 1/2-hour cruise 
on the night of July 25 with most 
of the guests clustered on the 
open-air top deck.    

While Bay State insisted that 
all guidelines to prevent the 
spread of coronavirus were fol-
lowed, Boston Mayor Marty 
Walsh said in a prepared state-
ment that the gathering repre-
sented “a serious threat to public 
health.” 

Michael Glasfeld, a company 
spokesman, told local media that 
the vessel sailed at 33 percent 
capacity, within the company’s 
COVID-19 limit of 44 percent. 
He said that allowed for 28 squa-
re feet per passenger, enough 
room for 6 feet of social distan-
cing.

But the cease-and-desist order 
stated that the current phase of 
the economic reopening plan 
prohibited summer music crui-
ses, charters with dancing, and 
activities at bars, dance clubs and 
nightclubs that offered enter-
tainment, beverages or dancing 
without providing seated food 
service prepared on site and under 
retail food permits.

Julie Pagano, Bay State’s general 
manager, said in an email on Sept. 
23 that “what was for us then is 
now behind us, as we continue 
to navigate our small business 
through this unprecedented time.” 
She declined further comment.

Bill Bleyer

Cruise Company by the Boston 
Public Health Commission and 
the Massachusetts Department of 
Labor Standards stated that the 
number of passengers on Province-
town II violated guidelines in the 

i ndus t ry  s igna l s
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A recent report from the Inter-
national Maritime Organi-

zation (IMO) reveals that global 
shipping emissions increased 
nearly 10 percent from 2012 to 
2018, with the industry facing 
a growing challenge concerning 
methane slip.

In July, the IMO released the 
fourth version of “Reduction of 
GHG Emissions from Ships.” At 
577 pages, it’s hard to oversta-
te the report’s scope and detail. 
The big picture: Total shipping 
emissions rose from 977 million 
tons in 2012 to 1.07 billion tons 
in 2018, a 9.6 percent increase, 
mostly carbon dioxide (CO2). 
The industry’s share of global 
greenhouse gas emissions increa-
sed from 2.76 percent in 2012 to 
2.89 percent in 2018. 

Maritime carbon intensity 
improved between 2012 and 
2018, the IMO report stated. 
However, the reduction has not 
been constant, and it has slowed 
since 2015.

One of the most troubling 
aspects of the report is the incre-
ase in methane emissions. Met-
hane, the primary component 
of natural gas, has 86 times the 
climate impact of CO2 over a 
20-year period, according to the 
Intergovernmental Panel on Cli-
mate Change. In ships, the use of 
liquefied natural gas (LNG) incre-
ased by about 30 percent from 
2012 to 2018. During that same 
time, methane emissions increased 
by more than 150 percent.

IMO emissions report raises new concerns about methane slip
Ships typically burn LNG in 

engines with low-pressure and 
high-pressure injection. Of the 
two, low-pressure engines are 
more common. Unfortunately, 
they emit more unburned metha-

Methane slip occurs on LNG-powered ships as 

a result of gas leaking during bunker transfers, 

and from fuel that fails to burn in the combus-

tion process.

A related problem is nitrogen 
oxide (NOx) pollution. At higher 
speeds, an engine creates and 
emits higher levels of NOx. If 
the workload is tempered down, 
methane escapes unburned but, 

advantageously, NOx levels are 
lower — critical in regulated air-
sheds.

Fuel suppliers and engine 
manufacturers are acutely aware 
of this two-headed emissions 
challenge. Steve Esau, general 
manager of SEA-LNG, a mem-
bership-based industry coalition 
that advances LNG as a maritime 
fuel, noted the importance of 
the IMO’s new work. He said, 
though, that by choosing LNG 
as a marine fuel today, “we are 
moving the dial forward in terms 
of reducing carbon emissions in 
shipping, setting a clear course 
toward a near-zero carbon future.” 

Esau added that engine manu-
facturers “are on a pathway to 

A
do

be
 S

to
ck

 p
ho

to

ne. Both technologies emit more 
methane than steam turbines 
aboard older LNG ships, many of 
which also have switched to inje-
ction engines.

Some climate advocates want 
new regulations to address the 
problem. Dr. Bryan Comer, a 
senior marine researcher with the 
International Council on Clean 
Transportation, said methane “is 
not yet regulated by the IMO, 
but it should be.” The council 
wants the IMO to include all 
greenhouse gases, including met-
hane, in future regulations.

New controls, though, bump 
up against complex engineering 
challenges. Methane isn’t delibe-
rately released, of course. Minu-
te remnants escape via engine 
exhaust and crankcase ventilati-
on. Leakage occurs from spark-
ignited and dual-fuel engines.  
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continue to reduce methane slip.” 
He foresees new engine techno-
logy with the potential to reduce 
it “by a value greater than 90 
percent.”

Engine manufacturers MAN 
and Wartsila are homing in on 
these kinds of solutions. MAN 
reports that its two-stroke dual-
fuel engines are achieving extre-
mely low levels of unburned met-
hane because of new injection, 
ignition and exhaust processes 
and timing. For its four-stroke 
engines, MAN’s engineers are 

working to offset unavoidable 
leaks from the fuel inlet and 
exhaust valves, which are not part 
of two-cycle engine constructi-
on. MAN seeks to limit “valve 
overlap,” when both the inlet 
and exhaust valves are open. The 
company said it will be ready to 
apply the new technology “when 
the market demands it.”

Wartsila engineers are similarly 
focused. Some of the company’s 
land-based engines already operate 
with a methane slip of about 1 
gram per kilowatt hour (kWh). 
Wartsila is confident that it will 
have marine engines operating at 

Dr. Bryan Comer 
of the International 
Council on Clean 
Transportation said 
methane “is not yet 
regulated by the IMO, 
but it should be.”

this level by 2023. “Compared to 
diesel engines, a methane slip of 
1g/kWh would cut greenhouse gas 
emissions on a tank-to-wake basis 
by 23 percent over a 100-year 
time frame and 14 percent over 20 

years,” according to the company.
In November, the IMO’s 

Marine Environment Protection 
Committee will consider formally 
approving the report. 

Tom Ewing
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The full impact of the global 
0.5 percent sulfur fuel cap, 

implemented by the Interna-
tional Maritime Organization 
(IMO) on Jan. 1, 2020, has yet 
to be felt due to the slowdown in 
trade caused by the COVID-19 
pandemic and the subsequent 

decrease in fuel usage.
According to Kathy Metcalf, 

president and CEO of the Cham-
ber of Shipping of America, the 
larger impact may surface as trade 
returns to traditional levels and 
fuel prices adjust. The heaviest 
burden will be experienced by 
operators overseas. In North Ame-
rica, U.S. and Canadian coastal 
fleets already operate below the 
limit — 0.1 percent while sailing 
in an Emission Control Area 
(ECA) that stretches 200 nautical 
miles from shore. 

As regulators continue to 
mandate new standards for emis-
sions, the cost of doing business 
— paying for onboard scrubbers, 
testing biofuels and obtaining 
compliant fuel — increases. Each 

Pandemic delaying full impact of global 0.5 percent sulfur fuel cap
company, whether owner or char-
terer, is left to determine how to 
make the financial adjustments 
necessary to remain viable. 

“Everybody’s having to bear that 
cost,” Metcalf said. “The question 
is whether they’re trying to regain it 
from their customers.”

In addition to an 

IMO 2020 mandate 

capping the sulfur 

content of marine 

fuel at 0.5 percent, 

vessels also can 

no longer carry 

high sulfur fuel on 

board if they are 

not outfitted with 

scrubbers.

ased sludge, waxy appearance and 
viscosity issues. 

A survey launched by BIMCO, 
the International Chamber of Ship-
ping, Intercargo and Intertanko 
is providing an early look at how 
compliant fuel is impacting ships. 
According to operator reports, 
fluctuating fuel oil properties are 
creating quality and safety pro-
blems. While there have been no 
major casualties, the process of 
how best to meet the cap and what 
adjustments should be made to fuel 
mixes remain a focus.

For companies that installed 
emissions equipment on their ships 
to operate within ECAs, another 
focus will be the safety of dischar-
ges from open-loop scrubbers. 
While discussions at the IMO have 
been stalled because of COVID-19, 
the topic has been pinpointed for 
when meetings resume.

Janenne Pung

With that in mind, Metcalf and 
other shipping experts are closely 
watching two primary issues rela-
ting to the 0.5 percent cap: fuel 
availability as the 50,000-vessel 
global fleet places more demand on 
the supply of low-sulfur fuel, and 
potential challenges from how the 
fuel burns.

“We’ve seen no availability issues 
in the United States or Canada, but 
we are concerned about the availa-
bility in Africa, South America and 
some ports in Asia,” Metcalf said.

Supply and demand could 
impact North America’s bluewater 
operators if increased usage cau-
ses fuel costs to spike. The second 
concern stems from potential 
inconsistencies in fuel mixes from 
bunker suppliers, as well as incre-

H
apag-Lloyd illustration

 

“We’ve seen no 
availability issues in 
the United States 
or Canada, but we 
are concerned about 
the availability in 
Africa, South America 
and some ports in 
Asia.”Kathy Metcalf, Chamber of  

Shipping of America
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Bouchard Transportation Co. 
Inc., the largest independent 

petroleum barge company in the 
United States, announced in Sep-
tember that it and 51 subsidiaries 
had filed petitions to restructure 
under Chapter 11 of the U.S. Bank-
ruptcy Code.

The filing in U.S. Bankruptcy 
Court for the Southern District 
of Texas followed an announce-
ment in March that Bouchard had 
obtained financing to settle mul-
tiple claims from dockage compa-
nies and employees that they had 
not been paid, as well as claims 
for accidents involving company 
barges.

The filing estimates the 
company’s assets at $500 million 
to $1 billion, and liabilities at 
$100 million to $500 million. The 
largest unsecured debt was $17.4 
million owed to VT Halter Marine 
in Pascagoula, Miss.

Bouchard stated that it intends 
to fund the Chapter 11 process 
with debtor-in-possession finan-
cing. That would provide the 
company with the liquidity to 
maintain normal operations and 
pay its employees and its bills while 
it undertakes restructuring, which 
would include ensuring its fleet is 
in full compliance with all opera-
ting regulations while emerging in 
a stronger position for long-term 
success. 

The company said it would fill 
several key executive management 
positions that were open at the 
time of the filing on Sept. 28. Bou-

Bouchard Transportation files for Chapter 11 bankruptcy protection

chard declined to elaborate on this 
or comment further on the filing.      

Bouchard was founded in 1918 
and its first cargo was a shipment 
of coal. By 1931, the company 
had acquired its first oil barge. 
During the past century and five 
generations of family ownership, 
Bouchard expanded its fleet to 25 
barges and 26 tugboats operating 
in the United States, Canada and 
the Caribbean.      

After obtaining additional finan-
cing in March, Bouchard addressed 
deferred maintenance and crew 
payment problems that had led to 
Coast Guard captain of the port 
orders in New York and New Orle-
ans, and in Port Arthur and Corpus 
Christi in Texas. The enforcement 
actions restricted operation of the 
company’s tugs and barges. 

In December 2019, the Occu-
pational Safety and Health Admi-
nistration (OSHA) ordered the 
company to compensate a barge 
worker who the agency said was 
illegally fired after reporting safety 
concerns to the Coast Guard. The 
whistleblower decision followed the 

deaths of two Bouchard employees 
when barge B. No. 255 exploded 
off Port Aransas, Texas, on Oct. 20, 
2017, spilling about 2,000 barrels of 
crude oil. The company was ordered 
to pay back wages with interest, and 
more than $250,000 to cover emo-
tional distress and punitive damages.

In 2004, the company pleaded 
guilty to violating the Clean Water 
Act and was fined $10 million for 
an oil spill the previous year that 
fouled 90 miles of coastline in Buz-
zards Bay, Mass.                          •

Bill Bleyer

Coast Guard captain of the port actions against 

Bouchard in early 2020 included an order affect-

ing the tug Donna J. Bouchard and barge B. No. 

272. The articulated tug-barge was restricted to 

the dock in late March in Leeville, La., “to elimi-

nate the pollution threat posed by the vessels,” 

a Coast Guard spokeswoman said.
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Increments and corrections
In the Trends article about cordage 

in the September 2020 issue of Pro-
fessional Mariner, the manufacturer 

of Dyneema fiber was misidentified. 

Dyneema is manufactured by DSM of 

Heerlen, the Netherlands.



John Joseph, left,

one of three tug-

boats in the Stasinos 

Marine fleet, heads 

westbound through 

the Kill Van Kull 

between Staten 

Island and Bayonne, 

N.J. Business partners 

Jon and James Sta-

sinos, below, started 

their company in 

2017. The twins got 

their first maritime 

experience at age 

10, cleaning fish and 

rinsing down boats in 

Plymouth, Mass.
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Story and photos by Will Van Dorp

ATR UpdATe

Z
ero non-confor-
mities is what you 
want to hear when 

the U.S. Coast Guard 
inspects your tugboat. 
Once you’ve prepared 
your vessel, the inspec-
tors come aboard to 
peruse your paperwork. 
They ask you pointed 
questions, to which they 
expect straightforward 
answers. Perusal com-

pleted, they then scru-
tinize all of the related 
safety systems, from bilge 
to antennas — even the 
ship’s bell. 

You must demonstrate 
for them that you can 
proficiently operate all 
systems, such as those for 
firefighting. Then, after 
a visit of several hours, 
when the inspectors 
announce they’ve found 

Bay State brothers find industry niche by making old into new

Towing
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The wheelhouse of 

John Joseph, above, 

elevates from 23 feet 

to 38 feet height of 

eye. The offshore 

tug is home-ported 

in Boston. At right, 

Maine Maritime Acad-

emy graduate Glenn 

Anderson takes a turn 

at the helm.

16

tow ing

zero non-conformities 
and issue the certificate 
of inspection (COI), it’s 
a moment for the entire 
crew and company to 
celebrate.  

For the crew and own-
ers of Stasinos Marine’s 
John Joseph, celebrating 
the COI in September 
meant roast beef sand-
wiches with a side of 
company pride. The 
sandwiches from a deli 
along the Mystic River 
in Boston are now a 
Stasinos COI tradition 
— thin slices with may-
onnaise, barbecue sauce 
and cheese. 

“Getting the COI 
makes this a pretty spe-
cial day,” said Jon Sta-
sinos, co-founder of the 
Weymouth, Mass.-based 
company, between bites 
of his celebratory sand-
wich. He attributed the 
firm’s success to the skill, 

flexibility and commit-
ment of its crews, and 
the crews’ response to the 
company’s commitment 
to them. 

“If you want to attract 
and keep good people, 
professionals, you need to 
treat them well, offering 
the competitive day rates 
and benefits,” he said. 
“We researched benefits 
packages and got the best 
we could. I have the same 
benefits as my crews. It’s 
big-company compensa-
tion within a small fami-
ly-run business.”

Jon and James Sta-
sinos, identical twins, 
established the company 
in 2017 with a single 
boat. They added two 
tugboats in 2020, bring-
ing the number of vessels 
in their fleet to four. All 
are solid boats painted 
with the operator’s dis-
tinctive livery: green and 
buff. 

From a young age, 
the Stasinos twins knew 
they wanted to work on 
the water. At age 10, 
they headed to the docks 
in Plymouth, Mass., to 
clean fish and rinse down 
boats. “It was a good deal 
— for the boat owners,” 
James joked. At 16, they 
began working as deck 
hands on Boston ferries 
and whale-watch vessels. 
At 17, each earned their 
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A Stasinos Marine 

crewman, above, 

oversees the loading 

of ferrous scrap on 

the barge Cargo-

master in Everett, 

Mass. Deckineer 

Mike Siega, left, 

makes sure all areas 

of Meaghan Marie’s 

engine room are 

shipshape. 

100-ton captain’s license, 
making them among the 
youngest holders of that 
document. As if this were 
not enough, in their high 
school and college years 
they showed early entre-
preneurial spirit by oper-
ating a fleet of four ice 
cream trucks under the 
name Captain Cones. 

The brothers formal-
ized their maritime train-
ing less than 10 years 
ago at SUNY Maritime, 
where they captained 
dinner boats and water 
taxis in New York Har-
bor. After their time at 
the academy, they chose 
jobs that ultimately 
served them well when 
they launched their own 
company. Jon captained 
ferries, and James worked 
as a port captain for Bos-
ton Line & Service and a 
relief captain for Rhode 
Island Fast Ferry. James 
also was a captain for the 
construction and com-
missioning of Atlantic 
Pioneer, the first U.S.-
built crew transfer and 
maintenance vessel for 
an offshore wind project 
(Deepwater Wind south-
east of Block Island). 

Growing a company 
at any time requires capi-
tal and a plan. During a 
pandemic, they become 
even more crucial. 
According to James, the 

Stasinos busi-
ness model 
involved buy-
ing select old 
equipment, 
reconditioning 
it, then putting 
it to work to 
earn money. 
The brothers’ 
extensive back-
ground in pas-
senger vessel compliance 
— meeting Subchapter 
T and Subchapter K 
requirements — was 
excellent preparation 
for compliance with 
Subchapter M. “We’ve 
moved from the heav-
ily regulated passenger 
industry to a less heav-
ily regulated one with 

tugboats,” James said. 
“We’re no strangers to 
the CFR (Code of Fed-
eral Regulations).” 

John Joseph is the sec-
ond vessel that Stasinos 
Marine has shepherded 
through the COI pro-
cess. Assisting was Birk 
Thomas, an auditor at 
Tug and Barge Solutions, 

an independent contractor 
that specializes in guiding 
towing companies toward 
compliance with Subchap-
ter M. For operators like 
Stasinos Marine — too 
small to have a full-time 
safety and compliance 
department — Thomas 
serves as a consultant in 
such matters.
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Stasinos Marine’s fleet 
includes three tugboats 
that complement each 
other. Charles James, the 
first Stasinos vessel to 
receive its COI, was built 
in 1985 for dredge work. 
It is one of five tugs from 
various operators current-
ly working on contract 
with the principal dredg-
ing company for the Bos-
ton Harbor Deepening 
Project, expected to be 
complete by the end of 
2021.  

“Charles James is 
the ideal dredge-assist 
boat: ABS-exempt, shal-
low draft, open props, 
adequate horsepower and 
low fuel consumption,” 
James Stasinos said. 
“And all that in a 78-by-
26-foot package.”

John Joseph, an off-
shore tug home-ported 
in Boston, delivers 3,400 
horsepower from two 
EMD 12-645 E2 die-
sels. It is equipped with 
safety systems that exceed 
requirements for the 
COI, including a bridge 
navigational watch alarm 
system (BNWAS) and 
forward-looking infrared 
(FLIR) cameras. It regu-
larly tows Cargomaster, a 
300-by-43-foot dry-bulk 
barge that is authorized 
to transport such cargoes 
as scrap metal, sugar, 
wood chips and coal. 

Currently, the barge’s 
cargo is shredded fer-
rous scrap loaded from a 
metal recycling facility in 
Everett, Mass.  

“People love our 
industry (and) photos of 
tugboats, but they don’t 
understand it,” James 
said. “They don’t see 
what’s significant about 
this Jones Act vessel 
doing short-sea ship-
ping, a U.S.-owned and 
-crewed vessel delivering 
ferrous scrap to a U.S. 
minimill in a U.S. port, 
Charleston, S.C.”  

Minimills produce 
fresh steel products from 
recycled scrap metal. 
Since 2006, more than 
half of U.S. steel pro-
duction has come from 
minimills. 

“Backhaul is fresh 
U.S. steel in special-order 
rolls or beams delivered 
to another U.S. port,” 
James said. “This is a 
regular run. I wish more 
people understood that 
ferrous scrap gets recy-
cled into fresh steel in 
the United States, not in 
some foreign country.”  

Jon Stasinos said 
the company is actively 
seeking other cargoes, 
mentioning wood chips, 
wood pulp and raw sugar 
as possibilities. COVID-
19, the bane of many 
enterprises in 2020, has 
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caused some potential 
cargo contracts to tempo-
rarily disappear. COVID 
also has complicated 
crew changes due to new 
protocols, and time is 
wasted going to several 
stores while grub shop-
ping since some items are 
still limited. COVID-
related paperwork is even 
required when loading 
and discharging the fer-
rous scrap, although 
minimal contact occurs 
between yard crews and 
tug crews. 

Meaghan Marie, Sta-
sinos Marine’s most 
recent acquisition, is 
based in New York for 
spot work. The duty is 
as unpredictable as it 
sounds, although the 
tugboat’s availability is 
known because of long-
term relationships the 
Stasinos brothers have 
in the harbor, and their 
networking through 
committees of the Mari-
time Association of the 
Port of New York and 
New Jersey. Meaghan 

Marie is at a dock and 
ready to work; a call 
might come in at any 
time of night or day, fair 
weather or most foul, 
and then time is criti-
cal. Someone else might 
have an unanticipated 
but urgent need in tight 
berths, or there might be 
a “tide job” on a creek 
navigable only during a 
short period each day. 
Think of a tow truck 
getting a call at 0300 for 
a car off the road during 
an ice storm.

A fourth Stasinos ves-
sel, Brinn Courtney, is a 
research boat that works 
with various bathymetric 
survey vessels in the wind 
farm projects off south-
ern New England. 

Stasinos Marine is the 
creation of two young 
maritime entrepreneurs. 
With their distinctive 
green-and-buff vessels 
and passion for working 
on the water, Jon and 
James have adapted to 
new industry realities and 
are open for business.     •
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In the brief cellphone video 
recorded by a crewmember 
on the offshore supply vessel 

(OSV) Remas, the pirates walk 
back and forth on the deck of 
the ship, clenching their guns 
and using them to point as 
they order around the crew. 
Their faces are draped in cloth-
ing and bandanas.  

On April 9, the Italian-
flagged OSV, owned by the 
multinational oil and gas 
contractor Micoperi, was in 

The setting sun 

silhouettes an oil 

platform, above, 

in the southern 

Gulf of Mexico. 

Rigs and vessels 

servicing them 

in the Bay of 

Campeche have 

been increas-

ingly targeted 

by pirates. Ships 

traveling into 

pirate-prone 

waters often are 

hardened with 

razor wire, left, 

or protective 

water cannons, 

but few vessels 

in the Gulf of 

Mexico have 

security person-

nel on board. 

the southern Gulf of Mexico 
when a boat approached 
quickly. Someone in the pirate 
vessel fired a warning shot and 
eight masked men jumped on 
board Remas. They took the 
30-member crew captive and 
ransacked the ship, stealing 
crewmembers’ personal items 
and some industrial equip-
ment before fleeing. No one 
was injured — this time. 

Remas had endured two 
prior pirate attacks in the 

Gulf, one less than a week 
earlier, which played out much 
the same way. In November 
2019, two boats of armed 
men rushed the ship, maneu-
vered to the side and leapt on 
board. One crewman on Remas 
suffered a bullet wound and 
another a concussion tussling 
with the bandits.

Incidents of piracy are in-
creasing in the Gulf of Mexico, 
which had been considered 
relatively safe compared to hot 
spots like Southeast Asia and 
Somalia. But as oil and natural 
gas extraction boosted shipping 
activity in the Gulf, pirates 
have increasingly targeted 
vessels. The growth in piracy 
is centered in the southern 
region, prompting advisories 
from the U.S. Transportation 
Department and State Depart-
ment and an increased presence 
by SEMAR, Mexico’s navy.  

More than 200 raids have 
occurred outside of territorial 
waters in the Gulf since 2016, 

Piracy edges closer to home with wave 
of raids in southern Gulf by Nick Keppler
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said Enrique Lozano, the Gulf 
of Mexico inspector for the In-
ternational Transport Workers’ 
Federation (ITF). From Janu-
ary 2018 to June 2020, U.S. 
naval officials counted attacks 
on 20 vessels and 35 oil plat-
forms in the Bay of Campeche. 
Thus far, no U.S.-flagged ves-
sels have been attacked in this 
spree, which seemed to reach a 
peak in April.

Incidents probably have 
been underreported due to 
threats of retaliation, U.S. 
agencies warned. Lozano 
added that because these are 
crimes of opportunity, it is 
likely there have been attacks 
in areas closer to shore that are 
not on the radar of national 
agencies. “There are probably 
fishermen who didn’t say any-
thing,” he said. 

Within a week of the third 
attack on Remas, two other 
ships were raided in the Gulf, 
according to the U.S. Navy’s 
Office of Naval Intelligence. 
On April 12, armed bandits 
boarded and looted a Den-
mark-flagged vessel. Two days 
later, a posse toting pistols and 
automatic weapons pursued 
a larger target, Telford 28, 
an offshore accommodation 
barge. The vessel is essentially 
a 367-foot-long floating hotel 
with cabins for 462 people, 
plus a conference room, 
movie theater, gymnasium and 
internet cafe. The robbers fired 
a few shots at the inhabited 
area of the ship, wounding one 
crewmember, and managed to 
steal some equipment before 
Mexican navy ships answered 
Telford 28’s distress call.  

Most pirates in the Gulf 
have a modus operandi. They 
approach an oil platform or 
vessel swiftly and late at night 
when crews are at their least 
vigilant. Lozano said pirate 
groups typically consist of two 
to five boats, each with crews 
of three to 10 people. They’re 
armed with guns, knives and 
even machetes. Occasionally, 
crewmembers on targeted ves-
sels are injured, but the pirates 
don’t seem intent on kidnap-
ping or killing.  

While kidnapping and 
ransom have been pirate tac-
tics in other areas, particularly 
near Somalia, pirates in the 
Gulf are usually content to 
briefly hold crews hostage and 
ransack the vessels. They take 
the wallets, cellphones and 
laptops of anyone on board, 
along with specialty equip-
ment to sell on the black 
market for industrial supplies 
and material. 

“Mexico has a huge black 
market for copper, (other) 
metals, couplings and some 
technical equipment,” said 
Lee Oughton, chief operating 
officer and managing partner 

at Fortress Risk Management, 
a Mexico City-based security 
consulting firm. 

Pirates sometimes steal 
barrels of oil. It’s the seafaring 
equivalent of a smash-and-
grab from a parked car. The 
raiders grab whatever they can 
as quickly as they can. “It’s ba-
sically petty theft and looting,” 
Oughton said.

Most of the pirates are able 
to flee before naval forces ar-
rive. In fact, they seem to know 
just how much time it takes to 
respond to a distress call that 
was probably made before they 
got their boots on board. 

Lozano suspects that many 
pirates in the Gulf have a 
working knowledge of its 
maritime industries. They 
may have once been seafaring 
workers and are now partner-
ing with criminal organiza-
tions. “Maybe these are people 
(who) lost jobs,” he said. 
“Maybe they are fishermen 
with some bad people.” 

Lozano said some of the 
pirate crews have easily bro-
ken into offshore platforms 
managed by Pemex, Mexico’s 
state-owned energy company, 

Pirates attacked 

the offshore 

supply vessel 

Remas, above, 

three times in 

six months in the 

southern Gulf, 

with the latest 

raid occurring in 

April. The OSV is 

shown off Isola 

del Giglio, Italy 

in 2016 during 

reclamation 

operations at 

the site of the 

Costa Concordia 
disaster.
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suggesting they may have a 
collaborator who works for 
Pemex. 

The raids might have 
started with some out-of-work 
fishermen and oil industry in-
siders, but Oughton fears they 
have evolved to include career 
criminals “once it was under-
stood that there was money to 
be made.” The pirates’ meth-
ods show acute knowledge of 
boating, the maritime indus-
try and robbery.

Most ship operators in the 
area have little or no security, 
Oughton added. They may 
have long-range spotlights or 
use other methods to attempt 
to scare off pirates, but few 

vessels have security person-
nel on board, and rarely do 
they have anyone prepared 
for naval combat. The strat-
egy of most international 
shipping companies and oil 
and gas contractors is to com-
ply with the intruders. “Nine 
times out of 10, that’s the 
policy, and (the pirates) know 
that,” Oughton said.

The Mexican navy often has 
been outmaneuvered by the pi-
rates, who threaten a vital eco-
nomic resource. In response, 
President Andres Manuel 
Lopez Obrador announced in 
March that he would establish 
a permanent security operation 
at the Port of Dos Bocas in 

Tabasco state. He also increased 
helicopter and vessel patrols in 
oil-drilling regions.

Attacks seem to have dimin-
ished recently. Reports issued 
by the U.S. Office of Naval 
Intelligence in August and Sep-
tember included no mention of 
attacks in the Gulf of Mexico. 
But all activity in the region 
has diminished since last spring 
because of the COVID-19 
pandemic, which weakened 
global demand for oil.

This may have allowed the 
pirates to regroup and ready 
themselves for more attacks. 
If oil and gas production 
rebounds in the Gulf, they 
could be waiting.    •

Pirates 
sometimes 
steal barrels 
of oil. It’s the 
seafaring 
equivalent 
of a smash-
and-grab 
from a 
parked car.
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T
wo years ago, Seastreak LLC 
took delivery of Seastreak 
Commodore, a 600-passenger 

fast ferry, from Gulf Craft of Frank-
lin, La. Designed by Australia-based 
Incat Crowther, the vessel is the larg-
est of its kind in the United States 
and was built to meet the burgeon-
ing demand for service in the New 
York-New Jersey market.

Then COVID-19 arrived and 
passenger traffic took a nosedive.

The main commuter run for 

with numbers in midsummer at 
roughly 10 percent of pre-pandemic 
levels. “Our seasonal operations 
between New Bedford, Mass., and 
the islands of Martha’s Vineyard and 
Nantucket are faring much better, 
though still less than pre-COVID.”

Chamberlain said Seastreak has 
taken a number of steps to address 
health and safety concerns due to 
the coronavirus. In addition to 
reducing vessel capacity to allow 
for social distancing, the operator 
requires passengers to wear masks in 
terminals, while boarding, and when 
riding and disembarking ferries. 
Expanded vessel cleaning protocols 
and touch-free ticketing and board-
ing procedures are carried out and 
enforced.

Upon arrival in April 2018, Com-
modore raised the bar for high-speed 
ferry design, passenger capacity, 
equipment, safety, efficiency and 
comfort. During a morning run 
from Manhattan to New Jersey 

Commodore is between Seastreak 
headquarters in Atlantic Highlands, 
N.J., and Manhattan, with seasonal 
junkets to Martha’s Vineyard and 
Nantucket. The catamaran also 
deploys for fall foliage cruises up the 
Hudson River. The pandemic has 
affected all of these transits.

“Passenger traffic in our New Jer-
sey-NYC market has been the most 
significantly impacted across our 
operations,” said Brett Chamberlain, 
Seastreak’s director of marketing, 

Seastreak 
newcomer 

pushing 
through 

dip in 
demand

Story and photos by Brian Gauvin

Seastreak Commodore, 

above, designed by Incat 

Crowther and delivered by 

Gulf Craft in April 2018, 

departs the East 35th St. 

terminal in Manhattan for a 

run to New Jersey. Radio in 

hand, Capt. Pat Welch, left, 

mans the helm of Commo-

dore alongside Capt. Chris 

Gjertsen.

24 Professional Mariner  December/January  2021

v e s s e l s

At Work



 

www.professionalmariner.com

exceed regulatory requirements and 
get the best equipment on the mar-
ket to ensure the safety of the pas-
sengers and crew.

“There was a high level of focus 
on the interior layout and fit-out of 
the vessel to ensure it would provide 
a steep challenge to any vessel oper-
ating in the region or nation,” said 
Stewart Wells, project manager at 
Incat Crowther in Lafayette, La.

Chamberlain said Commodore’s 
speed, performance and sea-keeping 
capabilities have exceeded all expec-
tations, so much so that a fraternal 
twin, yet to be named, is under 
construction at Midship Marine in 
Harvey, La.

The new ferry will have the same 
propulsion package as Commodore, 
with four MTU 12V4000 M64 die-
sel engines delivering 1,818 horse-
power each. The newbuild will be 7 
feet longer than its predecessor and 
will have a slightly modified bow to 
dovetail with Seastreak’s Massachu-
setts piers.                                     •

Four MTU engines 

paired with Rolls-

Royce waterjets 

propel the ferry, 

top right, at a 

service speed of 

32 knots. Pas-

senger amenities 

include 525 Beur-

teaux seats, cen-

ter, in the interior 

lounges. At right, 

the catamaran 

churns New York 

City’s Upper Bay 

after dropping off 

commuters in the 

summer of 2018.

SEASTREAK COMMODORE
SPECIFICATIONS
Owner/operator: Seastreak LLC, Atlantic Highlands, N.J.
Designer/builder: Incat Crowther, Belrose, Australia/
Gulf Craft, Franklin, La.
Dimensions: L: 150’ B: 40’ D: 6.5’
Mission: High-speed passenger ferry
Crew size: Seven

 
PROPULSION 
• (4) MTU 12V4000 M64 EPA Tier 3 diesel engines, 
1,818 hp each
• (4) Rolls-Royce S63 waterjets
• Reintjes WVS 730 diagonal offset gears, 1.929:1 
ratio
• (2) John Deere 6068SFM85 generators

NAVIGATION/COMMUNICATIONS
• (2) Furuno FAR-3225 chart radars with 27-inch 
monitors
• Furuno SC-70 satellite compass 
• Furuno FE800 echosounder
• Furuno FA170 AIS
• Furuno GP170D GPS 
• Simrad GC85 gyrocompass
• Simrad AP80 autopilot
• FLIR thermal imaging camera
• Comrod VHF antennas with stainless-steel masts
• (4) Icom VHF radios
• KVH HD7 satellite TV system

ADDITIONAL EQUIPMENT
• Humphree active ride control system
• (6) Viking IBA 100-passenger life rafts
• Naiad Dynamics MOB retrieval system
• Imtra LED lighting
• DAMPA ceiling and wall panels
• Daikin VRV IV heat pump climate control system
• ProCurve safety-laminated bent glass
• Window Wiper Technologies wipers and spray nozzles
• Beurteaux interior and exterior seats
• Siemens Cerberus fire detection panel
• 3M Novec 1230 fire suppression system

shortly after delivery, Capt. Pat 
Welch gestured to the forward elec-
tronics and said, “We have a lot of 
information in front of us on the 
console. And there are extensive 
safety aspects built in.” 

The priority at Seastreak was to 
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Four crewmembers died and at 
least six others were injured 

when the dredge Waymon L. Boyd 
became engulfed in fire while 
working in the Corpus Christi 
Ship Channel.

State and federal agencies are 
still investigating the incident, 
but the National Transportation 
Safety Board (NTSB) believes 
the 152-foot cutterhead suction 
dredge struck a submerged gas 
pipeline. The impact ignited a 
massive inferno visible throughout 
the port. 

The Suderman & 

Young tugboat Ted 

C. Litton responds

to the fire aboard 

Waymon L. Boyd 

on Aug. 21 in the 

Corpus Christi Ship 

Channel. Four dredge 

crewmembers died 

and six others 

required treatment 

at a San Antonio 

burn center.

NTSB: Dredge hit Texas gas pipeline, causing fire that killed four
“A geyser of gas and water 

erupted adjacent to the vessel,” the 
NTSB said in preliminary findings 
released in late September. “Short-
ly thereafter, the gas plume ignited 
and fire consumed the vessel and 
surrounding shoreline.”

There were 18 people working 
on the dredge on Aug. 21 when it 
reportedly struck the pipeline at 
about 0805. Two deceased crew-
members were found separately 
the morning after the incident; 
two others were found inside the 
sunken dredge on Aug. 24. The 

four victims have not been pub-
licly identified. Six surviving crew-
members suffered serious burns 
that required treatment at a San 
Antonio burn center. 

The NTSB and other authorities 
have not released a cause for the 
incident, nor have they explained 
how the dredge made contact with 
the pipeline. A spokesman for ves-
sel operator Orion Marine said the 
company’s practice is to identify 
and mark pipelines located near 
active dredge sites before a project 
begins. 

M A R I T I M E
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“We do not operate our dredges 
within 10 to 15 feet of any pipe-
line, bulkhead or anything related 
to it,” said Marshall DeLuca, vice 
president of corporate business 
development for Orion Group 
Holdings, during a news confer-
ence soon after the fire. Houston-
based Orion Group is the parent 
company of Orion Marine. 

DeLuca, in a separate statement 
issued to Professional Mariner, 
acknowledged the NTSB’s pre-
liminary findings as well as the 
ongoing investigation. He said 
the company is cooperating with 
investigators. 

“Orion took all standard and 

necessary safety precautions and 
actions prior to and during the 
dredging operations,” he said. 
“Orion is eager to receive the out-
come of this investigation to not 

only understand what happened, 
but to also help our teams, and the 
industry, safeguard from a tragedy 
like this ever occurring again.”

Orion, he said, “will refrain 
from making any further com-
ment until the investigation is 
completed.”

The NTSB said Waymon L. 
Boyd was working on a dredge 
project alongside the EPIC Marine 
Terminal, within the Port of Cor-
pus Christi, when it struck the 
16-inch liquid propane pipeline. 
Enterprise Products Operating 
LLC owns the pipeline, known 
as TX219, that was installed in 
1968. 

A spokesman for vessel 
operator Orion Marine 
said the company’s 
practice is to identify  
and mark pipelines 
located near active 
dredge sites before 
a project begins.

Whether you’re a USCG-licensed  
officer or you employ them, mariners 
face a host of risks that could trigger 
license Suspension and Revocation, 
costly legal expenses and compro-
mise the ability to work.

For as little as $1 a day, and without 
any service or processing fees, MOPS 
Marine License Insurance can protect 
mariners from potentially devas-
tating consequences resulting from 
marine casualties and incidents.

Don’t delay...get a fast and afford-
able group or individual coverage 
quote today!

800-782-8902 x3608
mopsmarinelicenseinsurance.com
Protecting mariners for over 80 years.



mar i t ime  casua l t i es

“An underwater segment of the 
pipeline was in close proximity 
to the area where Orion Marine 
Group was conducting dredg-
ing operations,” the NTSB said. 
“At the time of the accident, 
the Enterprise Products pipeline 
controller received a low-pressure 
alarm on pipeline TX219.”

Three days after the incident, 
divers found “evidence of mechan-
ical damage and two wall breaches 
in the pipeline,” the NTSB said. 
“Waymon L. Boyd’s cutter dredge 

head has been recovered and is 
being transported to a secure loca-
tion for examination.”

The gas explosion caused a fire-
ball that ignited sections of Way-
mon L. Boyd. Multiple tugboats 
assisted with the fire response, 
which succeeded in extinguishing 
the flames by about 1600. The 
fire reflashed that evening at about 
2000 but burned out within 90 
minutes. The dredge sank shortly 
afterward within the navigation 
channel.

A Coast Guard helicopter crew 
hoisted two injured crewmembers 
to safety soon after the explo-
sion. Both were taken to a nearby 
hospital with unspecified injuries. 
It is not clear exactly how many 
of the 18 crew were injured dur-
ing the incident, or how the 
remaining crew escaped from the 
dredge. 

The Coast Guard referred spe-
cific questions about the incident, 
including the number of injuries 
and salvage details, to Orion. The 

Seamanship errors,
fatigue cited in fatal 
collision of destroyer

The 2017 collision of the destroyer 

USS Fitzgerald and the container-

ship ACX Crystal stemmed from fail-

ures by the Navy ship’s bridge team 

in the minutes leading to impact, 

federal investigators said. Seven 

American sailors were killed.

Specifically, the National 

Transportation Safety Board 

(NTSB) said that Fitzgerald’s 

bridge crew failed “to take early 

and substantial action to avoid col-

lision as the give-way vessel in a 

crossing situation.”

“Contributing was ineffective 

communication and coopera-

tion among the Fitzgerald crew 

on the bridge and in the combat 

information center (CIC), and the 

Fitzgerald commanding officer’s 

insufficient planning for the hazards 

of the vessel’s intended transit,” the 

NTSB said in its report. “Also con-

tributing was the Navy’s ineffective 

oversight of Fitzgerald in the areas 

of operations scheduling, crew 

training and fatigue mitigation.”

The two ships collided at 

about 0130 on June 17, 2017 near 

Japan’s largest island, Honshu. 

The destroyer was sailing south 

at about 22 knots en route to the 

Philippines from the Navy base at 

Yokosuka, Japan. There were 315 

crewmembers on board. 

ACX Crystal was sailing 

east-northeast from Nagoya, 

Japan to Tokyo with 20 crew. 

The Philippines-flagged ship was 

traveling at 18.5 knots when its 

bow struck Fitzgerald’s forward 

starboard side. The destroyer 

sustained extensive damage above 

and below decks, including a large 

puncture below the waterline. In 

addition to the seven fatalities, 

three Navy sailors were seriously 

injured.

According to the NTSB, there 

was ample warning for crew 

aboard either ship to take appro-

CASUALTY 
BRIEFS 

The impact with 

ACX Crystal 

severely damaged 

USS Fitzgerald 

above and below 

the waterline. The 

Arleigh Burke-

class destroyer 

is shown in dry 

dock in Yokosuka, 

Japan in July 2017. 

It returned to ser-

vice last summer.
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service confirmed that a portion of 
the dredge was salvaged on Aug. 
24. The port reopened a day ear-
lier with some restrictions.

The NTSB estimated that 
about 6,000 gallons of propane 
escaped from the pipeline. An 
unknown quantity of diesel 
escaped from the dredge; the 
Coast Guard said about 1,600 
gallons of fuel was removed from 
the channel. Response crews 
placed roughly 6,000 feet of 
containment boom around the 

dredge and its immediate sur-
roundings to minimize environ-
mental impacts.

Numerous lawsuits have been 
filed since the incident seeking 
tens of millions of dollars in dam-
ages. Kurt Arnold of the Houston 
law firm Arnold & Itkin filed one 
of those suits on behalf of crew-
man Jose Cantu, who suffered 
burns. The case lists Orion as well 
as the terminal and pipeline own-
ers as defendants. 

“We’re committed to making 

sure a disaster like this never hap-
pens again,” Arnold said.

Separately, Orion has asked a 
judge to limit its overall liability 
stemming from the incident. 

The NTSB investigation 
includes reviewing Orion Marine’s 
training and pipeline marking pro-
cedures. The agency also has inter-
viewed surviving Waymon L. Boyd 
crew and other company person-
nel. There is no timeline indicating 
when the results will be released. 

Casey Conley

priate action to avoid the collision. 

“As the distance between the two 

ships continuously decreased, 

neither vessel radioed the other,” 

the report said. “Seconds before 

the collision, the watch officers 

attempted to maneuver the vessels 

to avoid impact, but the actions 

were too late, and the ships col-

lided.”

The NTSB identified seven 

safety issues on Fitzgerald in 

connection with the incident. 

Insufficient training, fatigue, lack of 

publicly visible AIS broadcasts and 

failure to follow the international 

“rules of the road” were the four 

leading factors. 

The Fitzgerald incident 

occurred about two months before 

another Navy destroyer, USS John 

S. McCain, collided with the tanker 

Alnic MC in the Singapore Strait. 

Ten Navy sailors died. The NTSB 

identified broadly similar training 

and bridge management lapses in 

that incident. 

Coal ship refloats two days
after grounding off Norfolk

The Coast Guard is investigating 

after a bulk carrier loaded with coal 

ran aground near Norfolk, Va.

Hong Dai, a 738-foot ship regis-

tered in Panama, became stuck just 

off Sewell’s Point, near the entrance 

to Chesapeake Bay, late on Sept. 30. 

The ship grounded in sandy bottom 

and none of its 22 crewmembers 

were injured, the Coast Guard said. 

The bulker refloated on Oct. 2 

during high tide. The Coast Guard 

said seven tugboats were instru-

mental in freeing Hong Dai but it 

did not identify them.

Hong Dai remained at anchor 

after refloating due to a captain of 

the port order requiring an underwa-

ter survey before the ship could sail. 

It left Norfolk for Brazil on Oct. 4.

The Coast Guard did not 

respond to inquiries about the 

cause of the grounding.

Bulker loses engine power,
grounds in Columbia River 

An outbound bulk carrier loaded 

with grain ran aground in the 

Columbia River about 25 miles 

east of Astoria, Ore., after losing 

propulsion.

The 623-foot Genco Auvergne 

became stuck outside the chan-

nel at about 0100 on Oct. 1 near 

Skamokawa, Wash. The Coast 

Guard attributed the incident to 

loss of power in the main engine 

but did not specify the cause. 

“The Genco Auvergne incident 

is under investigation, so details are 

limited at this point except to say 

it was an unintentional grounding 

caused by failure of the main engine,” 

said Capt. Jeremy Nielsen, president 

of the Columbia River Pilots.

The pilot on board the Marshall 

Islands-flagged bulker helped direct 

traffic through the area while the 

ship remained stuck on the soft 

sandy bottom. The Foss Maritime 

tugboat Carolyn Dorothy and the 

Shaver Transportation tugboats 

Samantha S. and Willamette assist-

ed the stranded vessel. 

Genco Auvergne refloated later 

on Oct. 1 during high tide. “It just 

sort of sat on the sand and waited,” 

said Coast Guard spokesman Trevor 

Lilburn. “Once the high tide came in, 

it righted itself and the tugboats were 

there to assist and make sure it was 

able to get back into the channel.”

No injuries were reported. The 

double-hulled ship, carrying 617,000 

gallons of fuel oil, was not damaged.

Casey Conley
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Before dawn on Sept. 2, 2019, 
a crewman aboard the dive 

boat Conception awoke to a strange 
sound. He investigated and found 
the vessel’s salon compartment, one 
deck below, aglow with fire.

He awoke four co-workers 
sleeping nearby, and together they 
attempted to reach the 34 people 
sleeping below deck. Flames and 
intense heat on the main deck made 
the rescue, or any escape from below 
deck, impossible. The 33 passengers 
and one crewmember in the bunk 
room died.

The National Transportation 
Safety Board (NTSB) identified 
numerous regulatory gaps pertain-
ing to passenger vessels during 
its yearlong investigation of the 
Conception fire. The agency has 
called for multiple new rules aimed 
at improving safety aboard these 
boats.

NTSB investigators and board 
members met virtually on Oct. 20 
to confirm key findings and release 
the probable cause of the fire. The 
agency said the crew’s failure to fol-
low the existing requirement for an 

Fatal dive boat fire attributed to operator’s oversight failures
overnight watch was a primary fac-
tor in the tragedy. 

“The absence of the required 
roving patrol on Conception delayed 
detection and allowed for the growth 
of the fire, precluded firefighting and 
evacuation efforts and directly led to 
the high number of fatalities in the 
accident,” the NTSB determined.

The agency attributed those 
failures to ineffective oversight by 
vessel owner Truth Aquatics of 
Santa Barbara, Calif. Other unsafe 
practices identified during the 
investigation included insufficient 
crew training and lack of emer-
gency drills. 

“If the company had been 
actively involved in ensuring the 
safe practices required by regulations 
were enforced, most notably the 
requirement for a roving patrol, it is 
likely this accident would have not 
happened,” the NTSB said. 

Conception was moored in Platts 
Harbor north of Santa Cruz Island 
when the fire started sometime 
around 0300. The 33 passengers 
were on the third and final day of a 
diving excursion around the Chan-

The hull of Conception 

smolders at dawn on 

Sept. 2, 2019 off Santa 

Cruz Island. The boat 

sank shortly afterward. 

Above, NTSB investiga-

tor Jennifer Homendy 

and Coast Guard Capt. 

Jason Neubauer tour 

the berthing area of 

Vision, a sister vessel 

to Conception, on Sept. 

4 in Santa Barbara, 

Calif.

nel Islands. There were six crew 
aboard the vessel. 

The captain made a distress call 
from the burning dive boat before 
he and four other crewmembers 
abandoned ship. They launched a 
skiff and traveled to a nearby sailboat 
where the captain again requested 
help over the radio. Two crewmem-
bers returned in search of survivors 
but found none.

The Coast Guard and other 
first responders arrived at 0427. 
By dawn, the 75-foot vessel valued 
at $1.4 million had burned to the 
waterline. 

At press time, the NTSB had not 
released its full report. The Coast 

N
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Guard convened a Marine Board of 
Investigation and will issue its own 
findings. Additionally, there is an 
ongoing federal criminal investiga-
tion into the incident. 

Investigators could not identify 
the specific ignition source aboard 
the vessel or time of ignition. They 
believe the fire started aft in the pas-
senger salon on the main deck. Most 
likely ignition sources include the 
38-year-old ship’s electrical system, 
unattended charging batteries or dis-

carded smoking materials, the NTSB 
said. A photo taken before the fire 
shows a nest of power strips and 
electronics charging in the salon.

Investigators believe most of the 
victims were awake during the fire 

but were unable to escape. One 
means of escape was a spiral staircase 
to the forward salon. The emergency 
escape hatch, accessible from a bunk 
bed, also opened to the salon, which 
was engulfed in flames. 

•  Most of the victims on Conception 

were awake but could not escape the 

bunk room before all were overcome by 

smoke inhalation.

•  The source of ignition was not con-

firmed, although the electrical distribu-

tion system of the vessel, unattended 

batteries being charged and improperly 

discarded smoking materials were the 

most likely sources.

•  Interconnected smoke detectors in all 

accommodation spaces on Subchapter 

T and Subchapter K vessels would 

increase the chance that fires would be 

detected early enough to allow for suc-

cessful firefighting and the evacuation 

of passengers and crew.

•  Emergency escape arrangements in 

Conception’s bunk room were inad-

equate because both means of egress 

led to the same space, which was 

obstructed by a well-developed fire.

•  Implementing safety management sys-

tems on all domestic passenger vessels 

would further enhance operators’ ability 

to achieve a higher standard of safety.

Key NTSB findings At MITAGS, we focus on 
providing the highest 
quality training using 
effective technologies 
and teaching techniques 
so that both individual 
mariners and entire 
crews have the 
knowledge and skills 
to succeed in today’s 
merchant marine.

Experience. 
Expertise. 
Excellence.

As the leaders in maritime training and simulation we provide many 
options to meet your maritime professional needs: 

• Professional Development & Career Advancement (OS to Master Mariner)
• Navigation Skills Assessment Program (NSAP®)™
• STCW Basic Safety & Advanced Firefighting Training
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Conception met existing regula-
tions for smoke alarms in bunk 
spaces. But investigators said the 
fire would have been well under-
way by the time smoke triggered 
the alarms below deck. There was 
no alarm in the salon, nor any 
requirement for one. 

“Interconnected smoke detec-
tors in all accommodation spaces 
on Subchapter T and Subchap-
ter K (passenger) vessels would 
increase the chance that fires will 
be detected early enough to allow 
for successful firefighting and the 
evacuation of passengers and crew,” 
the NTSB said. 

The NTSB called for a series of 

regulatory changes. These include 
a requirement for passenger vessels 
to have smoke alarms in all accom-
modation spaces, interconnected 
smoke alarms aboard these vessels 
and secondary means of egress to 
a space different from the primary 
egress. Until then, the agency urged 
the Passenger Vessel Association 
and other trade groups to encour-
age their members to voluntarily 
make those changes. 

Investigators learned there is 
spotty adherence to the rule requir-
ing overnight watches aboard similar 
excursion boats. As such, the NTSB 
urged the Coast Guard to develop 
protocols to ensure vessels are con-

ducting roving patrols as required.
The Coast Guard said it will 

consider the NTSB recommenda-
tions through a process that will 
include “review by all subject 
matter experts and senior leaders 
responsible for implementing the 
potential regulatory changes,” said 
Lt. Cmdr. Brittany Panetta.

“We will look at all possible 
factors that may have caused this 
incident, including those associated 
with regulations or oversight, and 
make recommendations for any nec-
essary changes,” she said.

Truth Aquatics could not be 
reached for comment. 

Casey Conley 
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but did provide statements imme-
diately after the incident. In an 
interview with the Korean Mari-
time Safety Tribunal, Park said he 
did not receive the final stowage 
plan before leaving the Port of 
Brunswick. Instead, he used esti-
mated data values based on the 
pre-stowage plan.

Lt. Ian Oviatt, a staff engineer 
at the Coast Guard Marine Safety 
Center, analyzed Golden Ray’s bal-
last tank loading data and cargo 
stowage plan and concluded the 

While the salvage of the sunk-
en vehicle carrier Golden 

Ray has been delayed for months 
due to COVID-19 and the hur-
ricane season, analysis by the U.S. 
Coast Guard has determined a 
possible cause for the rollover: a 
combination of vehicles placed 
too high on the ship’s decks, and 
not enough ballast water given the 
placement of the cargo.

On Sept. 8, 2019, the Marshall 
Islands-flagged Golden Ray, loaded 
with 4,200 vehicles, was exiting 
Brunswick Harbor in Georgia 
bound for the Port 
of Baltimore. With 
23 Korean crew 
and a Brunswick 
pilot on board, 
the vessel began to 
list severely while 
making a starboard 
turn. The 656-foot 
ship capsized and 
came to rest half-
submerged in St. 
Simons Sound.

During a four-day virtual pub-
lic hearing in Brunswick, Ga., in 
September, Coast Guard investi-
gators cited the placement of the 
vehicles and inadequate ballast for 
the incident. The service and the 
National Transportation Safety 
Board (NTSB) continue to inves-
tigate and will release final reports 
and any safety recommendations 
in about a year.

Hyunjin Park, a South Korean 
citizen who was first officer on the 
ship, did not appear at the hearing 

Analysis points to faulty loading, low ballast in Golden Ray rollover

A crane positions the 16th and final lifting 

lug onto the hull of Golden Ray, above, in 

St. Simons Sound on June 3. Each lug was 

designed and manufactured to fit a specific 

section of the hull in order to stabilize it for 

cutting and removal by the 255-foot-tall VB 

10,000, left, a twin-gantry catamaran.

ship did not comply with the 
requirements of the International 
Code on Intact Stability. Due 
to low ballast levels, the vessel 
did not have sufficient capacity 
to right itself after the starboard 
turn.

Golden Ray, owned by Hyundai 
Glovis of South Korea, discharged 
1,500 metric tons of ballast from 
two tanks during a previous leg of 
the voyage from Freeport, Baha-
mas to Jacksonville, Fla. Had the 
ship not released this ballast and 
kept its tanks filled, it’s likely it 
would not have capsized, Oviatt 
said. 

When the Coast Guard arrived 
at the scene, Golden Ray was list-
ing at 70 degrees to port. Capt. 
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Jonathan Tennant, the Brunswick 
pilot who was at the helm, low-
ered a fire hose through the port 
bridge wing to reach the Coast 
Guard rescue boat.

The service and local respond-
ers rescued all 24 people on board 
without injury. Helicopters lifted 
crewmembers from the starboard 
bridge wing and aft area of the 
vessel. Four mariners trapped in 
the engine room were freed after 
local salvage operators cut through 
the hull.

The ship remains on its port 
side in St. Simons Sound. Salvage 
operations resumed in early Octo-
ber. 

The salvage plan calls for cut-
ting the wreck into eight sections 
and lifting them onto barges for 
disposal. Texas-based T&T Sal-
vage welded on 16 lugs, two for 
each section, to connect rigging to 
VB 10,000, a U.S.-flagged twin-
gantry catamaran. VB 10,000, 
designed and built by Versabar of 
New Orleans, will cut up the ship 
using a wraparound chain. 

The vehicles on Golden Ray, 
which will be scrapped, will be left 
where they are on the ship and 
may fall out during the salvage. 
The wreck is stable and removing 
it is not expected to impact the 
deepwater channel or commercial 
ship traffic.

Extensive environmental pre-
cautions were taken to protect sen-
sitive areas in St. Simons Sound. 
Salvors have removed more than 
320,000 gallons of oil and water 
mixture from the ship.

Gary Wollenhaupt

Bring on the Holidays

www.icomamerica.com/marine
sales@icomamerica.com
©2020 Icom America Inc. Icom logo is a registered trademark. 21069

21069_ProMar_Holiday_1220.indd   1 10/1/20   2:48 PM



36 Professional Mariner  December/January  2021

mar i t ime  casua l t i es

CURRENT

Repentance

Century
      Queen

Kaytlin Marie

Norco

Hahnville

0 0.50.25 mile

SCALE

5

M i s s i s s i p p i  R i v e r
Left descending bank

Right descending bank

1208:21
Repentance calls Century Queen.
Both agree to
starboard-to-starboard pass.

1.

1209:17
Kaytlin Marie starts toward right
descending bank.

2.

1213:12
Century Queen and Repentance
pass one another as Kaytlin Marie
turns starboard.

3.

1214:26
Century Queen calls Kaytlin Marie.

4.

1215:05
Century Queen and Kaytlin Marie
collide.

5.

The collision of 

Century Queen 

and Kaytlin Marie 

left the towboat 

embedded in the 

bulk carrier’s 

bow. A diagram 

from the NTSB 

report shows 

the tracklines of 

the two vessels 

and the towboat 

Repentance in 

the last seven 

minutes before 

impact.
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The lack of “early and effective 
communication” led to the col-

lision of a bulk carrier and towboat 
during a passing maneuver on the 
Lower Mississippi River, injuring 
three mariners and causing a fuel 
spill, according to National Trans-
portation Safety Board (NTSB) 
investigators.

The upbound bulker Century 
Queen, with a crew of 21, and 

NTSB: Towboat didn’t hail bulker before Lower Mississippi collision
flooding through an open starboard 
door, the NTSB reported. Cen-
tury Queen’s bow sustained a gash 
approximately 6 feet long.

Kaytlin Marie’s pilot, who was 
alone in the wheelhouse at the time 
of collision, was pinned down by 
dislodged furniture. Four refrigera-
tors in the galley broke free from the 
port bulkhead, slid across the mess 
deck and trapped two deck hands, 
one of whom suffered internal inju-
ries. The other mariner sustained a 
minor injury. The nearby towboat 
Okaloosa rescued the crew of Kaytlin 
Marie while other Good Samaritan 
vessels freed the towboat from Cen-
tury Queen’s bow.

The sequence of events leading 
up to the accident began at about 
1035, when a pilot from the New 
Orleans-Baton Rouge Steamship 
Pilots Association (NOBRA) board-
ed the anchored Century Queen at 
mile 114. About 30 minutes later, 
the ship weighed anchor and headed 
upriver to load rice in Reserve, La. 
The current was moving at about 

to both vessels totaled nearly $1.4 
million.

The bulbous bow of the 449-foot 
Century Queen struck the 126-foot 
Kaytlin Marie amidships at about a 
90-degree angle. The towboat’s No. 
4 and No. 5 port fuel tanks were 
ruptured and the cover of the port 
aft slop tank was dislodged, releas-
ing an unknown amount of waste 
oil. The engine room was at risk of 
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the downbound towboat Kaytlin 
Marie, with seven crewmembers, 
collided at 1215 on June 8, 2019 at 
mile 126 near Hahnville, La. Three 
injuries were reported aboard Kayt-
lin Marie, which was breached and 
spilled an estimated 8,954 gallons 
of diesel into the river. Damage 
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4.6 knots; the sky was clear with 
light winds.

At about 1142, Kaytlin Marie 
dropped off two empty barges in 
LaPlace, La., at mile 132. The cap-
tain then headed downriver without 
a tow and was relieved by the pilot 
for the 1200-1800 watch. En route 
to Waggaman, La., at mile 110, 
Kaytlin Marie followed about a 
half mile and five minutes behind 
the towboat Repentance, which was 
pushing one barge. Both vessels 
favored the left descending bank 
before approaching the bend at 
Hahnville.

At 1208 the operator on Repen-
tance called the pilot on Century 
Queen by radio and the two agreed 
to a starboard-to-starboard passage. 
Vessel Traffic Service (VTS) and 
Century Queen’s voyage data record-
er (VDR) captured the conversation.

At about 1209, Kaytlin Marie 
made a course change to starboard, 
heading across the river toward the 
right descending bank. Four min-
utes later, Repentance and Century 
Queen passed starboard to starboard. 

After passing Repentance at 
1213:40, Century Queen’s pilot 
ordered the rudder to port 5 
degrees. Kaytlin Marie had altered 
course to starboard another 10 
degrees in the previous minute. 
The two vessels were headed almost 
directly at each other.

At 1214:03, Century Queen’s 
pilot gave another port 10-degree 
rudder command, and 22 seconds 
later the first radio contact took 
place between the bulk carrier and 
Kaytlin Marie. Century Queen’s pilot 
called the towboat regarding pass-

ing arrangements. At this point, the 
vessels were about a half-mile apart 
and the towboat’s heading hadn’t 
changed.

The pilot on Kaytlin Marie 
answered the radio call but didn’t 
respond to the proposed passing 
agreement. He told investigators it 
was the first time he realized that 
Century Queen intended a starboard-
to-starboard passage. He added it was 
standard procedure for downbound 
vessels to have the right of way.

The NTSB said Kaytlin Marie’s 
pilot was “unwilling to turn to port 
across the ship’s bow as requested” 
and instead made an evasive maneu-
ver that increased his turn to star-
board. 

“In his efforts to avoid the col-
lision, however, he did not com-
municate this intention to Century 
Queen,” the report said. “By not 
replying to the ship’s proposal or 
indicating his intention or inability 
to meet the request, the pilot aboard 
the bulker lacked information 
regarding the towboat’s intentions 

and came further to port, exacerbat-
ing the situation.”

Century Queen increased port 
rudder to 20 degrees until 1214:58, 
when the pilot on the bulk carrier 
gave a “midship” command, fol-
lowed immediately by “stop engines” 
and “hard starboard.” 

About 10 seconds later, the two 
vessels collided. During a review of 
the recorded audio, neither Century 
Queen’s VDR nor VTS captured a 
conversation that the pilot aboard 
the ship said he had attempted 
about three to five minutes before 
the crash. He told investigators that 
although he did not use the radar, 
Kaytlin Marie’s automatic identifica-
tion system was easily seen on his 
display. 

The NTSB concluded that as the 
downbound vessel, Kaytlin Marie 
was obligated to propose the passing 
arrangement. 

“Early communication by either 
vessel would have ensured what 
should have been a safe starboard-to-
starboard passing within a half-mile-
wide section of the river,” the report 
said. “The local custom of light boats 
(no barges in tow) not calling to 
propose passage when required, or 
others not calling light boats when in 
doubt, created a dangerous scenario.”

Repeated phone calls to NOBRA 
and Integrity Marine Management, 
the operator of Kaytlin Marie, were 
not returned.

Damage to the Panama-flagged 
Century Queen, operated by Hiong 
Guan Navegacion Japan, was esti-
mated at $383,990. Damage to Kay-
tlin Marie totaled $991,208.

Eric Colby

“The local custom 
of light boats not 
calling to propose 
passage when 
required, or others not 
calling light boats when 
in doubt, created a 
dangerous scenario.”National Transportation 

Safety Board
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A TSB diagram tracks Island Queen III’s 

route around dinghy fleets on the day 

of the grounding. The vessel is shown 

docked in Kingston, Ontario in 2017. 
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At about 1240, the vessel 
approached Point Frederick 
Shoal, where some sailing school 
dinghies were training to port. 
After passing the shoal buoy, the 
master turned to a heading of 
090 degrees true. A second fleet 
of dinghies was training off Point 
Henry, near Island Queen III’s 
planned route. To avoid them, 

the master continued past the 
planned turning point toward 
Cedar Island, where more din-
ghies were training. Once the ves-
sel was clear of the boats at Point 
Henry, the master turned to port 
to a new course of approximately 
010 degrees true, giving a wide 
berth to the third fleet.

The master was now navigat-

I sland Queen III was on a cruise 
in the Thousand Islands area 

of the St. Lawrence River when 
it made contact with the bottom, 
causing enough damage to flood 
the vessel’s steering compartment. 
No injuries were reported, but an 
investigation revealed safety defi-
ciencies involving life jackets and 
evacuation procedures. 

Not long after departing 
Kingston, Ontario at 1237 on 
Aug. 8, 2017, Island Queen III 
deviated from its planned route 
and its position was being moni-
tored solely by visual navigation, 
according to a report by the 
Transportation Safety Board of 
Canada (TSB). The 90-foot vessel 
was sailing with 279 passengers, 
10 crewmembers and an enter-
tainer on board. 

Weather was clear with 10- to 
15-knot winds. The water level 
was about 2 feet higher than the 
average for August, and the river’s 
estimated speed was 0.1 knots.

Tour boat holed, takes on water in Thousand Islands grounding

ing only visually, continuing up 
Deadman Bay toward Cartwright 
Point. At approximately 1244, 
he applied 5 degrees of starboard 
helm to return the vessel to its 
planned course. The master 
determined Island Queen III was 
northwest of its planned route, 
and he checked the electronic 
chart system to confirm sufficient 
water depth in the area. 

At approximately 1245, the 
master visually determined that 
the vessel’s heading was too 
close to Cartwright Point. He 
applied 3 degrees of starboard 
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helm until the bow was aligned 
with the center of Whiskey Cut. 
Still concerned about the ves-
sel’s proximity to the point, the 
master applied 3 degrees more of 
starboard helm. 

At 1246, Island Queen III 
struck a submerged rock south-
west of Cartwright Point. The 
vessel’s keel made contact first, 
followed by the port propeller, 
which caused the engine on that 
side to stall. The port rudder also 
was jammed approximately 5 
degrees to port. 

At 1250, the mate entered the 
steering compartment and saw 
that water had flooded in to a 

depth of about 6 inches. There 
was a gash about a foot long in 
the aft port side of the hull. The 
vessel’s engineer started the com-
partment’s bilge pump and crew-
members also manually bailed 
water as the level rose.

Island Queen III returned to 
the dock at approximately 1315 
and was secured. The hull was 
temporarily plugged from the 
outside and the vessel was put 
into dry dock the following 
morning.

TSB investigators noted three 
safety concerns after inspecting 
the excursion boat:

• Transport Canada requires 

that every vessel of more than 5 
gross tons and certified to carry 
more than 12 passengers have 
one life jacket for every person 
on board. The vessel also must 
carry children’s life jackets for at 
least 10 percent of the maximum 
vessel complement or one for 
each child on board, whichever is 
greater.

TSB investigators determined 
that there were 32 children and 
four infants on board Island 
Queen III, but the vessel carried 
only 31 child life jackets. There 
was no procedure in place to 
count the number of children 
and infants. 
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• Canada requires that all pas-
senger vessels have an evacuation 
procedure that outlines how all 
passengers and crewmembers 
will be evacuated from the ves-
sel within 30 minutes of the 
abandon-ship signal being given. 
Investigators concluded that there 
was no evidence of Island Queen 
III having an evacuation proce-
dure.

• Crewmembers on vessels 
making sheltered voyages receive 
minimal training in passenger 
management as part of their 
marine emergency duties (MED) 
training. The six-hour MED 
course that Island Queen III’s 

crew completed has only 15 min-
utes allotted to crowd control. 

“(The TSB) is concerned that, 
until such time as the crewmem-
bers of all vessels carrying more 
than 12 passengers are required 
to complete appropriate training 
in passenger safety management, 
there remains a risk that crew-
members will not be prepared to 
manage passengers effectively in 
emergency situations,” the report 
said.

On a navigation note, the TSB 
said visual monitoring of the ves-
sel’s position should have been 
complemented by radar or use of 
a paper or electronic chart. 

“The use of a single naviga-
tional system or method con-
stitutes a single point of failure; 
using several methods to monitor 
the ship’s position is therefore 
fundamental to safe navigation,” 
the report said.

The TSB said its recommenda-
tions to the vessel’s owner, Kings-
ton & The Islands Boat Lines 
Ltd., would focus on navigation 
planning and monitoring, situa-
tional awareness, passenger safety 
management, safety management 
systems and alerting search and 
rescue services after an incident 
occurs. • 

Eric Colby

Request for Proposals

New Passenger Vessel Design,  
Construction, and Delivery
Corn Hill Waterfront & Navigation Foundation, now in its 
30th year, invites proposals from qualified boat builders 
to design, construct, and deliver a United States Coast 
Guard-certified vessel to accommodate a broad range of 
educational, recreational, and private charter program-
ming for up to 49 passengers.

The new boat will expand Corn Hill Navigation’s non-
profit educational mission, complement the current 
vessel Sam Patch, help foster a heightened community 
interest in the Erie Canal and Genesee River, and bolster 
revitalization efforts underway in downtown Rochester, 
New York.

For a copy of the complete Request for Proposals, 
including selection criteria and timeline, please  
contact Executive Director Bruce Van Hise at 
brucevanhise@gmail.com.  Proposals are due  
November 30, 2020 by 5:00 PM EDT.
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Wartsila has 

partnered with 

the Kuribayashi 

Steamship Co. and 

other Japanese 

patent holders on 

an innovative gate 

rudder designed 

to improve fuel 

efficiency and 

reduce emissions. 

I
t took a decade or two from the 
invention of the marine pro-
peller in the 19th century for 

the technology to become widely 
accepted. Thereafter, adoption has 
been nearly universal, but progress 
toward improved efficiencies has 
come in fits and starts. 

Now, though, a combination of 
factors — ranging from advances in 
computer numerical control (CNC) 
machining and modeling software 
to plain old ingenuity — have been 
speeding developments for propel-
lers as well as for their stable mate, 
the unglamorous rudder.

A particularly interesting inno-
vation in propulsion recently 
emerged from U.S.-based Shar-
row Marine, which offers a new 
propeller technology that so far 
has been adopted primarily in 
the recreational market, but also 
should find a ready place aboard 
workboats, ferries and other com-
mercial vessels.

Advanced 
props,  
rudders  
provide new 
efficiencies 
below the 
waterline
by Alan R. Earls

The design was invented by 
Gregory Sharrow and subse-
quently developed by Sharrow 
Engineering LLC in Philadelphia. 
According to the company, 46 
international patents have been 
filed related to the design, and 
24 patents have been awarded in 
the United States, Japan, Canada, 
Australia, Europe (14 countries), 
Taiwan, China and South Korea.

A key claim in the U.S. pat-
ent abstract is that the Sharrow 
propeller has “a means for creating 
fluid flow in a non-axial direction 
and redirecting it in an axial direc-
tion.” In other words, the centrifu-
gal flow created as a byproduct of 
creating thrust is largely captured 
and redirected by employing the 
Sharrow design, which uses blades 
that resemble a slightly twisted 
loop rather than a curved paddle. 
That unique shape helps explain 
the company’s claims of improved 
performance and efficiency. 

t rends  &  cu r ren ts

Yam
anaka S
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Propellers developed by Sharrow Marine 

have blades that resemble a slightly twisted 

loop instead of the traditional curved pad-

dle. The result is reduced fuel consumption 

and vibration, according to the company.

Reviewers report double-
digit improvements in efficiency 
under many circumstances, along 
with significantly reduced vibra-
tion and fuel consumption. At 
the 2020 Miami International 
Boat Show, the Sharrow MX1 
earned an innovation award in 
the Propulsion Equipment & 
Parts category. One judge hailed 
it as a “breakthrough prop design 
that promises lower vibration, 
increased efficiency and could 
truly change the industry.”

In the United Kingdom, Oscar 
Propulsion is exploring an ambi-
tious but somewhat less radical 
transformation of propellers. It 
focuses on the problem of cavita-
tion, which reduces efficiency and 
also creates noise and vibration — 
bad for vessels and perhaps worse 
for marine animals. The core of 
Oscar’s technology has been a dis-
covery that specific arrangements 
of small holes in blades — even 
oar blades — can significantly 
reduce cavitation and noise.

The company claims its Pres-
surePores technology can reduce 
underwater radiated noise (URN) 
by between 17 decibels and 21 
decibels (85.4 percent to 90.6 
percent) in specific fre-
quency ranges.

In addition to these 
propeller innovations, 
rudders are also going 
high tech. As an obvious 
source of drag, they too have 

t rends  &  cu r ren ts

To tap the full savings potential of 

improved propellers and rudders, 

you need advanced and flexible com-

ponents farther up the drive train, 

especially in an era of evolving power 

sources.

Gary Aucoin, president and gen-

eral manager of Schottel’s U.S. office 

in Houma, La., said one of the more 

forward-looking developments in the 

sector is his company’s response to 

the hybrid trend. In particular, Schottel 

is targeting workboats that have low 

engine loads during as much as 90 

percent of their operation and therefore 

would have a duty cycle appropriate for 

hybrid technology. Those cycles tend to 

be less than optimally efficient, leading 

to increased pollution and high relative 

fuel consumption.  

“Being a thruster manufacturer, we 

tried to figure out how we could still 

participate in the growing interest in 

hybrid propulsion,” Aucoin said. The 

answer turned out to be a product line 

called Sydrive, which comes in two 

main variants: Sydrive-E for use with an 

electrical power source, and Sydrive-M 

for propulsion through mechanical con-

nections. 

Sydrive-M links two thrusters and 

one of the two main engines for light-

duty operations that do not require 

the full power of both engines. In this 

synchronized mode, one engine remains 

off, reducing operating hours, mainte-

nance costs and fuel usage.

“What we have done is develop an 

upper gearbox in a ‘Y’ configuration, 

which can be used to provide a choice 

of two power inputs or, alternatively, two 

power outputs — it allows flexibility of 

installation for customers when they are 

trying to fit it in a vessel,” he said.

Alan R. Earls

Translating 
tech gains
into savings

the potential to increase vessel 
efficiency.

In February, Finland-based 
Wartsila announced an agreement 
with the Kuribayashi Steamship 
Co. of Japan for the development 
and distribution of an innova-
tive gate rudder that cuts fuel 
consumption and emissions while 
also reducing noise and vibra-
tion. In addition to Kuribayashi, 
patent holders include Kamome 
Propeller; the National Institute 
of Maritime, Port and Aviation 
Technology (NIMPAT Japan); 
Yamanaka Shipbuilding, and Pro-
fessor Noriyuki Sasaki.

The two main features of the 
“gate ladder” system are rud-
ders located on either side of a 
traditional propeller, not behind 
it, and a rudder structure that 
partially masks the interference 
between the propeller and hull by 
curving over the circumference of 
the propeller — helping to chan-
nel more force toward the stern. 
Energy savings are reported to be 
up to 14 percent.

Sharrow Marine photo
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According to the designers, 
the shape and positioning of the 
rudders also helps them provide 
a higher degree of lateral force. 
Particularly when combined with 
a bow thruster, this can substan-
tially improve docking maneuver-
ability. The designers even suggest 
that the system allows for better 
placement of machinery and 
greater availability of hull spaces 
for cargo and other uses.

The development of the sys-
tem dates back to 2012 when 
Sadatomo Kuribayashi, chairman 
of the Kuribayashi Steamship 
Co., proposed the concept of a 
“hollow rectangular-type rud-
der” to Japan’s National Maritime 
Research Institute. The first tri-
als, with the rudder behind the 
propeller, were not successful. 
But later refinements of the shape 
and location produced positive 
results.

Wartsila said it is offering gate 
rudders for new vessels as a way 
to help achieve compliance with 
the Energy Efficiency Design 
Index, which the International 
Maritime Organization imple-

mented in 2011 for new ships. 
The technology also can be retro-
fitted on existing vessels.

While there is wide diversity 
in these developments, there is 
a common thread: advances in 
design processes. The engineering 
researchers at the Alden Research 
Laboratory in Holden, Mass., the 
oldest fluid dynamics research 
operation in the United States, 
say the tools have gone beyond 
the testing tanks, simulations 
and slide rules that drove designs 
through the 20th century.  

Kimball Hall, principal engi-
neer at Alden, said the focus 
at the laboratory isn’t on the 
“bleeding edge,” as it might be at 
some of the companies develop-
ing novel approaches to marine 
propulsion, but it is highly 
advanced. What they have in 
common is powerful open-source 
simulation and design software 
such as OpenProp that is empow-
ering designers to create new 
and custom products like never 
before.

Hall said OpenProp is widely 
used not only for the design and 

analysis of marine propellers, but 
also for horizontal-axis turbines. 
He said researchers at Alden use 
OpenProp and similar tools to 
find the optimal relationship 
between motor shaft speed and 
desired thrust output.

David White, director of 
gas flow systems engineering at 
Alden, said the company focuses 
particularly on the optimization 
of blades, both for underwater 
propulsion of vehicles and for 
underwater power generation. 
Alden is currently applying 
the technology to hydrokinetic 
research with Littoral Power 
Systems, which received a U.S. 
Energy Department award to 
develop very large diameter, low-
velocity turbine structures that 
could potentially harvest the 
power of the Gulf Stream at a 
location between Florida and the 
Bahamas.

But Alden engineer Daniel 
Bateman stressed that, for all 
designers, it takes both high-tech 
and “old school” methods to come 
up with a solution that actually 
works in the real world.              •

SIGNIFICANT
SMALL SHIPS OF 2018

Work Boats
Dry Docks
Barges

R/V VIRGINIA

93’ x 28’ x 9’-6” draft

Accommodations for 12

Designed by JMS for

Virginia Inst. of Marine Sc.

JMS-Designed
Let’s make plans.
Naval Architecture

Marine Engineering

860.536.0009

www.JMSnet.com
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When autonomous 

ships come call-

ing, will there be 

mariners on board 

— including local 

pilots — to step in 

if technology fails? 

Will these new 

vessels even be 

required to accom-

modate crews? The 

industry awaits 

answers from the 

International Mari-

time Organization 

and other regula-

tory bodies. 

At the behest of Pro-
fessional Mariner 

and many other inter-
ested parties within and 
outside of the maritime 
industry, I’ve been asking 
many questions about 
maritime autonomous 

surface ships (MASS) 
relating to safety, secu-
rity and future maritime 
careers. I have sought 
answers from the Inter-
national Maritime Orga-
nization (IMO), the U.S. 
Coast Guard, the U.S. 
Maritime Administration 
(MarAd) and sources in 

Correspondence

Mariners’ role still unknown as autonomous shipping gains speed

by Capt. Marc Deglinnocenti

the private sector. I have 
only been moderately 
successful due to the 
simple fact that the above 
named agencies and oth-
ers don’t have a lot of 
answers to give.

In fairness to most of 

them, I must say that 
they are at least seek-
ing many of the same 
answers that I am. Many 
of them are currently 
running their own MASS 
studies or are participat-
ing in others, some of 
which include MASS test 
zones known as marine 

autonomy research sites 
(MARS). I did manage 
to get some answers at 
the last Ship Opera-
tions Cooperative Pro-
gram (SOCP) webinar, 
at which I have been 
a panel speaker several 

that is of great interest to 
the service.

Development of this 
particular zone originated 
at Michigan Techno-
logical University. The 
school operates the Great 
Lakes Research Center, 
which is a member of the 
Smart Ships Coalition. 
The coalition consists of 
academic institutions, 
state and federal agencies, 
international organiza-
tions and private-sector 
entities that wish to 
study and promote 
marine autonomous 
technologies. The MARS 
zone created at the school 
is said to enjoy the ben-
efits of highly accurate 
GPS data to aid in the 
collection of MASS 
information. 

Meacham seemed pro-
MARS and pro-MASS 
from the start. He began 
his lecture by stating that 
the Coast Guard regula-
tory process regarding 
autonomous systems 
and the reduction of 
required crew began as 
early as 1969. He also 
pointed out that there 

times in the past. The 
guest speaker at the Sept. 
17 session was Lt. Mat-
thew Meacham of the 
Coast Guard’s Office of 
Design and Engineering 
Standards, who identified 
a MARS zone on Michi-
gan’s Keweenaw Penin-
sula in Lake Superior 

R
olls-R

oyce photo
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have been several crew 
reduction iterations since 
that time, mostly related 
to engineering spaces 
and watches. He used 
those examples as prec-
edents for future bridge 
watch reductions relat-
ing to MASS. I must say 
that he is not the only 
one in the Coast Guard 
who has expressed that 
“precedents” attitude in 
public as well as directly 
to me in private. You see, 
I have been asking many 
different Coast Guard 
personnel many MASS 
questions over the years. 
The most recent SOCP 
webinar was not an 
exception.

At the end of his lec-
ture, I asked Meacham if 
he knew of any autono-
mous vessel designs that 
would take into account 
the accommodation of 
local pilots. This is just 
one of many areas of 
MASS that is currently 
being studied within the 
IMO. Meacham said he 
was not aware of any 
such design require-
ments, because frankly 
there are none at this 
time. The IMO will 
tackle that issue through 
its Maritime Safety Com-
mittee only after the 
agency’s MASS scoping 
study has been complet-

ed. It wasn’t as much of 
a trick question as it was 
an inquiry to see if the 
Coast Guard was plan-
ning to retain onboard 
pilots within U.S. waters. 

That question fit 
right into another ques-
tion that was asked of 
Meacham about the 
maiden voyage of the 

53-foot MASS ves-
sel Mayflower, which is 
scheduled to cross the 
Atlantic Ocean from 
Plymouth, England to 
Plymouth, Mass., in 
the spring of 2021. The 
marine research vessel 
was launched on Sept. 15 
and will undergo about 
six months of sea tri-
als prior to its Atlantic 
transit. Meacham had no 
specifics on how or if a 

pilot would be accom-
modated on board, 
but he did reassure the 
SOCP webinar par-
ticipants that the Coast 
Guard would be involved 
upon Mayflower’s arrival 
in U.S. waters.

To the lieutenant’s 
credit, even though 
he did not have a lot 
of specific answers to 
the questions asked, he 
did ask for more ques-
tions and suggestions 
regarding commercial 
MASS. He recognized 
the value of the opinions 
of professional mariners 
throughout the industry. 
He asked several times 
for more comments to 
be directed to the Coast 
Guard via the Federal 
Register. Unfortunately, 
the request for informa-
tion (RFI) period regard-
ing commercial MASS 
ended on Oct. 13. Before 
the RFI shutoff date, I 
submitted my own sug-
gestions to the Coast 
Guard. I know that not 
all readers will agree with 
all of my submission 
points, but protecting 
future professional mari-
ner careers is important 
to me. I felt that it was 
my duty to make an 
immediate submission 
regarding commercial 
MASS that included 

healthy doses of logic 
and common sense. 

As I stated to the 
Coast Guard, at the 
very least I would like 
to see a skeleton crew 
on board large commer-
cial autonomous vessels 
in order to maintain a 
minimum level of safety 
and security, and to 
ensure some future U.S. 
maritime careers. This 
also would aid in compli-
ance with current harbor 
pilot requirements and 
the smooth transition of 
those pilots. I don’t know 
how many of my com-
ment points Meacham 
agrees with, however I 
did notice that we both 
agree that some vessels 
should not have any crew 
on board when engaged 
in inherently dangerous 
activities. 

So, common sense is 
alive and well within the 
Coast Guard, but the real 
question still remains: 
Is the service going to 
capitulate to vessel own-
ers who demand abso-
lutely no crew on board 
large commercial autono-
mous ships that might 
pose a threat to the pub-
lic and our environment? 
I also would like to know 
if we will have to wait 
for a disaster to occur 
to realize that zero-crew 

We should 
educate our 
policymakers 
and lawmakers 
now about the 
importance 
of having a 
skeleton crew 
on board before 
something bad 
happens.
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regulations for large com-
mercial MASS is a mis-
take. We should educate 
our policymakers and 
lawmakers now about the 
importance of having a 
skeleton crew on board 
before something bad 
happens. 

Minimum commercial 
MASS crew requirements 

should be implemented 
into the Convention on 
the International Regula-
tions for Preventing Colli-
sions at Sea (COLREGS) 
with the full endorsement 
of the United States. 
Proactive prevention of 
all vessel disasters is the 
guiding spirit of COL-
REGS. Vessel owners 
and maritime insurance 
companies might see one 
or two vessel disasters as 
acceptable losses, but I 
don’t see it that way. Just 
because MASS financial 

loss and liability might 
be restricted to the value 
of the vessel and its cargo 
doesn’t lessen the poten-
tial loss of other property, 
environmental damage 
caused or the possible 
loss of life. The public 
would agree with me if 
they knew what might be 
coming.

The public might be 
the last to know about 
zero-crew regulations for 
large commercial MASS, 
but after a casualty inevi-
tably happens, they will 
soon become informed 
and then rightfully out-
raged. The public tends 
to go directly to the top 
after something drastic 
like that occurs. The 
intensity of the public 
backlash will be equal to 
the scope of the maritime 
incident multiplied by 
the realization that there 

was a zero-crew policy in 
place. There won’t be a 
desk tall enough or wide 
enough to hide behind 
for even the most senior 
leadership. Many such 
policymakers who may 
have become accustomed 
to enjoying the benefits 
of secure government 
employment might be 

comment of your own 
directly to the U.S. 
representative of the 
IMO Maritime Safety 
Committee, regardless 
of the RFI deadline. 
The IMO scoping study 
is ongoing and your 
comments should be as 
well. There is still time 
for the Coast Guard, 
MarAd and the IMO to 
hear from professional 
mariners. I strongly sug-
gest that you give them 
your polite and reason-
able opinions regarding 
large commercial MASS 
while you still have a 
maritime job on which 
to comment. The leader 
of the U.S. delegation 
to the Maritime Safety 
Committee is Rear Adm. 
John Nadeau, assistant 
commandant for preven-
tion policy for the Coast 
Guard, who is also com-
mander of the service’s 
8th District. His phone 
number there is (504) 
589-6298. • 

Capt. Marc Deglin-
nocenti is a maritime 
technical writer. His sea 
time dates to 1974 in a 
wide variety of roles on 
sailboats, conventional and 
tractor tugboats, training 
ships, barges, warships, 
cargo ships, passenger ves-
sels and research vessels. He 
can be reached by emailing 
oldarmada@gmail.com.   
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quite surprised when 
they experience the 
reverse. The public won’t 
soon let go either, and 
it will let everyone in 
power know exactly how 
it feels.

I let the Coast Guard 
know exactly how I feel 
about commercial MASS 
and so should you. You 
should either reinforce 
my official submission 
in the Federal Register 
(www.federalregister.gov, 
docket number USCG-
2019-0698) or make a 

Mayflower, a 

53-foot autonomous 

trimaran, is sched-

uled to transit the 

Atlantic from Eng-

land to Massachu-

setts in the spring 

of 2021. A U.S. 

Coast Guard official 

in September could 

not confirm if there 

would be a pilot on 

board at the end of 

the voyage.
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days beyond his normal 75-day 
scheduled tour due to testing and 
quarantining, as well as the delays 
caused by his relief ’s pre-employ-
ment protocols.

For me, one of the attractions 
of going to sea has always been 
being able to get off the ship in 
port and enjoy some personal 
time. Not so in 2021. Once it has 
been determined that mariners 
are COVID-free prior to joining 
the vessel, they are not allowed 
to leave the ship the entire time 
they are working on board. With 
this new policy, enjoying some 
sightseeing, gift shopping or a nice 
meal ashore is no longer permit-
ted, prompting many old-timers 
to complain that the virus has 
taken the fun out of working on 
the water. 

2021 will also find the mari-
time job market worse than it has 
been in years as the deadly conta-
gion continues to take its toll on 
all sectors of the industry, albeit 
some more than others. Domestic 
U.S.-flag passenger vessels, once 
a plentiful source of jobs for both 
licensed and unlicensed mariners, 

continued from page 48 have dramatically reduced opera-
tions — leaving hundreds if not 
thousands unemployed. J.S., a 
longtime colleague of mine, holds 
a chief ’s license and worked for 
several years for a passenger vessel 
operator here on the West Coast. 
Since the company suspended 

operations because of the pandem-
ic, he has been furloughed and is 
now looking for work anywhere 
he can find it — with no luck so 
far. 

In addition to excursion ves-
sels, jobs aboard ferries and 
research ships will continue to be 
way down in the new year. The 
Alaska Marine Highway ferry 
schedule for the winter of 2021, 
for example, has far fewer sailings 
than in years past, putting many 

mariners out of work. One ship 
operator I know is very concerned 
that, for the second year in a row, 
the entire government contract for 
his research support vessel will be 
canceled, leaving the crew unem-
ployed and dealing a potentially 
devastating financial blow to the 
company.

As we enter the new year, there 
is no way to know just how long 
COVID-19 will affect the mari-
time industry, or how serious the 
consequences will be. Change 
will be the “new normal” for 
everyone in 2021. To successfully 
navigate what this year brings, you 
will need to be flexible and keep 
abreast of new regulations and 
protocols. Above all, my friends, 
stay safe.

Till next time, I wish you all the 
best in the new year, and smooth 
sailin.’ •

Kelly Sweeney holds a license of 
master (oceans, any gross tons), and 
has held a master of towing vessels 
license (oceans) as well. He sails on 
a variety of commercial vessels and 
lives on an island near Seattle. You 
can contact him at captsweeney@
professionalmariner.com.

For me, one of the 
attractions of going to 
sea has always been 
being able to get off 
the ship in port and 
enjoy some personal 
time. Not so in 2021.
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In a matter of days, 
the decorative time 

balls will drop, “Auld 
Lang Syne” will fill the 
air, and ships at anchor 
will sound their horns as 

the world 
welcomes 
in the new 
year. 2021 
hasn’t even 
started, but 
it already 
has made 
the history 
books. It 
will be the 

first time since humans 
walked the earth that 
a year begins amid a 
pandemic caused by the 
coronavirus, an infectious 
killer that has claimed 
the lives of hundreds 
of thousands of U.S. 
citizens and well over 1 
million people globally 
in less than 10 months. 
Without a doubt, the 
biggest story circulating 
around the world right 
now is COVID-19, and 
there is not a soul alive 
today who hasn’t been 
impacted in some way 
by it. 

A Mariner’s Notebook

Like everyone else, 
the maritime industry 
has been hit hard by 
COVID-19. Here in 
the United States, there 
have been outbreaks on 
many commercial ves-
sels, and tragically, some 
of our fellow mariners 
have died after contract-
ing it. In response to the 
virus, U.S. Coast Guard 
officials have made 
wholesale changes to 
credentialing procedures. 
With the new year nearly 
upon us, those obtaining 
or maintaining a mer-
chant mariner credential 
(MMC) will find that 
things are much differ-
ent than they were only a 
few short months ago. 

Mariners, ranging 
from newcomers get-
ting their first document 
to experienced profes-
sionals renewing or 
upgrading their license, 
are no longer able to 
submit their paperwork 
in person at their local 
Regional Exam Center 
(REC). The RECs are 
only accepting applica-
tions for upgrades and 

renewals by email, fax or 
postal mail. In addition, 
mariners cannot pay the 
fees for the evaluation or 
issuance of their MMC 
in person anymore — all 
payments must be made 
online. Even though 
no walk-up services are 
available at the RECs, 
in-person testing is still 
offered, but mariners 
can only make appoint-
ments by email. Plan 
ahead when schedul-
ing your tests because 
due to social distanc-
ing requirements in the 
exam rooms, the number 
of available appoint-
ments has been reduced 
by about 50 percent. 
With the RECs closed to 
everything but exams, all 
general phone and email 
questions from merchant 
mariners are directed to 
the National Maritime 
Center in West Virginia 
— so be prepared for a 
long wait on hold when 
you make the call.  

How we get our jobs 
has also changed. My 
first gig as a professional 
was a pier head jump, a 

last-minute opening that 
came up unexpectedly 
mere hours before the 
tug was set to sail. Dur-
ing the pandemic, quick 
job turnarounds like this 
are not going to happen. 
U.S.-flag maritime com-
panies have established 
COVID-19 protocols for 
all crewmembers prior to 
joining a vessel, a process 
that takes 14 to 21 days 
and includes both test-
ing and pre-employment 
quarantining. 

Adding 14 to 21 
days of pre-employment 
procedures essentially 
turns a typical 75-day 
deep-sea work tour into 
one that is 90 to 100 
days long. Getting off 
the ship for any reason, 
including vacation, 
classwork or training, 
will “reset” the clock, 
requiring another 14 
to 21 days of screen-
ing and quarantining 
before the mariner can 
join the vessel again. 
Augie, a chief steward 
friend of mine, recently 
had to work an extra 50 

New year in a new world: Navigating COVID’s maritime realities

 by Capt. Kelly Sweeney

continued on page 47
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