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Dear Friends,

The quotation above could very well be the motto of the Interna-
tional Group of P&I Clubs. When one of our vessels is the alleged 
cause of pollution or when a vessel belonging to one of the other 
clubs is considered to be the reason for a severe injury to a stevedore, 
all the clubs get involved. Through the effi cient pooling system and 
reinsurance cover, which the 13 P&I clubs subscribe to, we all con-
tribute our share to the cost of all claims that exceed USD 7 million. 
The system is unrivalled and provides for the most cost effi cient risk 
transfer available. The clubs and their members depend on it: it is 
mutuality at its best. 

 Last year was dramatic and much of the management’s time was 
taken up by discussing a merger with one of our Norwegian compet-
itors. These discussions led nowhere and The Swedish Club remains 
an independent association, based in Sweden. 

 Once it became clear that the merger discussions would end with-
out the creation of a larger and stronger unit, it was natural to stop 
and take stock. The world is becoming ever-more global, and I be-
lieve that size is of the essence. For a relatively small club like The 
Swedish Club, organic growth will not be enough. Admittedly, our 
membership consists of a large number of expanding owners and we 
benefi t from their loyalty to the Club but we need to widen the circle 
of owners joining our association.

 In 2003, we set a target that our P&I volume would increase by 
25% within four years. We passed that target easily within three 
years. We are now at an all-time high with a volume of 22 million 
GT and more than 800 vessels entered for P&I. Our Hull business 
has also increased, with a record number of more than 1700 units in 
risk.

 The time has come to set even more ambitious targets. A new 
management group has been created, charged with the task of creat-
ing a new strategy with a marked commercial dimension. Our teams 
will be given the tools necessary to achieve new targets. We shall 
build on our successful positions in Germany, Turkey and Greece 
and we shall continue our determined foray in South East Asia. 

 Our domestic market, Sweden, is dwarfed by the growth of inter-
national markets, but we know that it will expand substantially over 
the next ten years. We trust that Swedish shipowners will continue 
to support the home team as they have done in the past and ensure 
that the local shipping cluster is not diluted. New markets will be 
explored and developed and we shall carry on fostering the good rela-
tionships already cultivated with brokers endorsing our underwriting 
philosophy. 

 The Swedish Club is ready to face the challenges lying ahead. And 
we will carry on being with you all the time.

The Swedish Club Letter is published twice a 

year and dist ri bu ted free of char ge to vessels 

insured with us and to our mem bers. 

The Swedish Club Letter is an edi to ri al ly in de -

pen dent new slet ter and opi ni ons ex pres sed by 

external contri bu tors are not ne ces sa ri ly those of  

The Swe dish Club. Articles herein are not in-

tended to provide legal advice and the Club does 
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or their con se quen c es. For further information 

regarding any issue raised herein, please contact  

our head office in Göteborg.
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Lars Malm, Frans Malm ros, Tord Nilsson,  Peter Stålberg
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The Swedish 
Club obtains 
landmark 
limitation 
fund ruling

■ ■ On September 29th 2006 the Dutch 
Supreme Court substantially extended the 
protection of shipowners who have estab-
lished a limitation fund with a European 
court. 

The judgement is the aftermath of a col-
lision that  took place  in January 2003 be-

tween the vessels Seawheel Rhine and Assi 
Euro Link in international waters above the 
Dutch part of the Continental Shelf. The 
Seawheel Rhine was insured for P&I risks 
with the Club. The Assi Euro Link sank as 
a result of the collision, luckily without any 
loss of life or personal injuries. However, 
the collision and sink-
ing resulted in substan-
tial claims, one of which 
was a claim for wreck re-
moval costs fi led by the 
Dutch State. 

The owners of the 
Seawheel Rhine were 
sued both by the owners of the Assi Euro 
Link and by the Dutch State in the Dutch 
court of Groningen. As the Seawheel Rhine 
was bareboat chartered, the owners com-
menced arbitration proceedings in Stock-
holm against the bareboat charterer under 
the terms of the bareboat charterparty in 
order to claim an indemnity for any claims 
they would have to pay. As a result, the bare-
boat charterer established a limitation fund 
with the Stockholm District Court. The 
limitation fund will apply to both owners 
and bareboat charterers in respect of claims 
that are directed towards the vessel. 

Under the terms of the 1976 London 
Limitation Convention, which applies in 
Sweden, the Swedish fund applies to both 
the Assi Euro Link’s collision damage claim 
and to the Dutch state’s claim for wreck re-
moval costs. Dutch law, however, requires 
an owner to establish an additional wreck 
removal fund in order to be able to limit li-
ability for such costs. This is a consequence 
of a reservation that the Netherlands made 
when they ratifi ed the 1976 Convention. 
Germany and Belgium have adopted a simi-

lar system. France and the United Kingdom 
have gone even further and exclude claims 
for wreck removal costs from limitation 
altogether. In monetary terms, the differ-
ence between the limitation in Holland 
and the limitation in Sweden is about USD 
3,700,000.  

Despite the Swedish fund, the Seawh-
weel Rhine was arrested twice in Rotter-
dam, forcing the owners through the Club 
to put up additional security equivalent to 
the limit of the Dutch wreck removal fund. 
The security was put up under protest and 
the Club commenced legal proceedings in 
Holland in order to have it returned. 

The question at hand was straightfor-
ward – must Holland automatically recog-
nise a limitation fund established in Sweden 
or can they make their own assessment of 
that fund and say that it should not apply? 

Both the Dutch District 
Court and the Dutch 
Court of Appeal went 
for the latter approach 
and declined the re-
turn of the guarantees. 
The courts said that 
the Swedish court was 

wrong in establishing a limitation fund in 
Sweden, and claimed that limitation should 
take place in Holland. The Club appealed to 
the Dutch Supreme Court, who overturned 
the previous judgements in deciding that, 
as owners had argued throughout the case, 
Holland must recognise the Swedish deci-
sion without any further considerations 
pursuant to European Judgements and Ju-
risdiction Regulation 44/2001. 

It is to be understood that the decision 
will have great impact within the entire Eu-
ropean Community. Hence, the chances 
that a limitation fund established in one 
European country will be recognised in the 
rest of the European Community have been 
vastly improved. The rationale behind the 
decision is that the limitation issue can be 
decided independently and should have the 
same legal effects in all member states as in 
the country where the decision has been tak-
en, even if proceedings regarding liability 
for the same incident take place in another 
member state. 

 ■

Anders Leissner
FD&D Manager

Team Göteborg III

The decision
will have great impact
within the entire
European Community

Photo: iStockPhoto
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■ ■  An important decision was reported in Lloyd’s 
Law Reports at the beginning of February, 2007 
–  the Achilleas (2007) 1 LLR 17. This case is 
important for both owners and charterers. 
It considers the issue of late delivery of a 
vessel under a time charterparty and 
establishes how much the owners 
can claim and how much a char-
terer should pay. 

It has long been recognised 
that ships do not run precisely on 
time. Unforeseen circumstances can 
intervene and play havoc with any 
deadline, leaving aside the ever increas-
ing commercial demands upon the vessel 
and its voyage which is usually faced with 
very tight margins. 

Important decision
Many decisions in English law have dealt with 
this area. One important decision is reported in the 
Peonia (1991) 1 LLR 100 and Bingham LJ, which 
states that the (ship) owner “ is entitled to payment of 
hire at the charterparty rate until redelivery of the ves-
sel”. The decision then continues to state that any such 
measure of damages must be calculated as being “the 
difference between the charter rate and the market rate 
assuming the latter is higher”.

Thus we have fi rmly believed that the law has been 
settled in this issue and rarely, if ever, has a charterer 
questioned his liability for breach of charter when 
he redelivers the vessel late to its owners. We have 
also recognised how such damages should be calcu-
lated, namely with reference to the charter and market 
rate(s). 

How to measure?
The Achilleas decision has changed all that, seriously undermining 
the position of a disponent owner who is also a charterer, and – in fact 
– all charterers. In the Achilleas the ship should have been redelivered 
by midnight on May 2nd 2004. The ship was delayed on her last voyage 
and was not redelivered until 0815 hrs on May 11th. A late delivery of 
approximately 9 days. The issue was not one of liability, but how dam-
ages for the breach should be calculated. Should the measure be:

1. Loss of use, which was the doctrine stipulated by Bingham LJ, to be 
determined by taking the difference between charter and market 
price; or

2. Loss of profi t, which would probably be the more draconian of 
the two methods. This was based on the earnings that the owner 
acquired in his follow on fi xture, (as per the Achilleas) for the next 
4-6 months. Such could not be performed because of the delay 
compared with the owners’ actual earnings for the whole of the 
actual next charter period. The loss of profi t period was taken as 
192 days. 

In monetary terms, under No 1, the loss of use produced a fi gure 

for damages of USD 158,301. Prob-
ably bearable by any charterer who has 
overrun his last voyage and made just 
that little bit more on the last fi xture. 
The Achilleas decision at fi rst instance 

has instead fa-
voured No 2, 
namely the loss 
of profi t route 
whereby owners’ 
claim succeeds 
over the period 
of 192 days for 

USD 1,364,584. Even though the char-
terer never knew the terms of the follow on 
charterparty, it is a fact that the owner made 
more money in his loss of profi t claim than 

in the entire fi xture.  

What is the option?
The owners having been awarded as per a loss 
of profi t based upon a 4-6 month fi xture has 
caused much alarm in shipping circles. Does 
this mean any charterer must plan ahead and 
fi rmly determine his last fi xture at the start or 
should he no longer look for medium to long term 

charters. Is the spot market with short trips 
the option?

Nothing new there
The judge in the fi rst instance 
has ruled in favour of the ar-

bitrators. He considers that 
the owners’ claim for damages 

on loss of profi t is not contrary to  
established principles. The judge justi-

fi es his decision in the Achilleas case by claiming that the established 
case law applies only when arbitrators do not make a fi nding of fact 
which they so did in the present case. In particular, the arbitrators 
have shown that the knock-on effect onto the next fi xture in the event 
of late delivery is a known hazard in shipping. The loss-of-profi t rule 
has, in an event, been established case law in the much earlier cases of 
Hadley & Baxendale and Heron II. So nothing new there.

Uncertainty for us all
However, the fact remains that the Achilleas case has created uncer-
tainty for us all and provided an avenue whereby the loss of profi t claim 
for damages is very much alive. What are the options? 

a) For any charterer to insert a specifi c clause in his charterparty stat-
ing that damages for late delivery must be calculated with reference 
to loss of use only. An owner may or may not choose to accept such 
a restriction. 

b) The Achilleas decision will be appealed in May 2007 at the Court 
of Appeal.

Achilles heel 

The Swedish Club Letter  1–2007 FD&D
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Tejpal Dhesi
Barrister and FD&D Manager

Team Piraeus
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■ ■ The call for increased speed for large con-
tainer carriers has resulted in propellers with 
high power density. The downside of this 
trend is that rudder damage due to cavitation 
erosion has become an increasing problem on 
high speed container carriers. The necessary 
repairs, which can be expensive and frequently 
recurring if no preventive measures are taken, 
can reduce the ship operation economy notice-
ably.

It has been established that cavitation ero-
sion problems on rudders are overrepresented 
for ships at speeds above about 22−23 kn with 
a propeller power density of the propeller ex-
ceeding about 700−800 kW/m2, (delivered 
power divided by the propeller disc area).

Today SSPA uses scaled model tests in 
combination with CFD (Computational Fluid 
Dynamics) to overcome these problems. This 
approach gives a better design and the same 
method can as well be used to troubleshoot an 
existing poor design.

The mechanisms 
of cavitation damage

Cavitation may appear as several different 
types although the fundamental mechanism 
for the inception of all types is the same; when 
the local pressure falls far enough below the 
saturated vapor pressure the liquid is ruptured 
and a vapour fi lled cavity is formed at the local 
phase change to gas. 

At some later moment, after possible re-
shaping and transportation by the fl ow the va-
pour cavity will collapse due to a higher ambi-
ent pressure. Complex physical processes take 
place during this collapse resulting in high 
pressure pulses, velocities, and temperatures in 
the fl uid. This will cause highly localized tran-
sient surface stresses in the body material if the 
collapse occurs very close to the body surface. 

Repeated collapses will ultimately cause local 
fatigue to the body material at which mate-
rial pieces starts to fl ake away; a phenomenon 
known as cavitation erosion.

The rate of cavitation erosion can vary 
within wide ranges depending on the condi-
tions in question. Observable damage can ap-
pear after only a few hours but it can also take 
several months or even years. The erosion rate 
depends among others on the:

• Violence of the collapse, 
• Distance to the body of the collapse, 
• Strength of the body material, 
• Rate of recurrence of collapses. 

The presence of cavitation does not neces-
sarily mean that there will be erosion, but there 
is always a risk of erosion when the collapse oc-
curs on the body surface. If the collapse occurs 
at some distance from the surface, the risk is 
decreased considerably or even eliminated. 

The entire subsequent cause of events – the 
initial formation of a vapour void, its growth 
and possible reshaping as well as their collapse 
- is normally referred to as cavitation. 

The loss of material caused by cavitation 
collapses is a result of the mechanical strains 
and stresses that arise due to the cavitation col-
lapses as well as electro chemical processes, i.e. 
corrosion. Intensive cavitation collapses often 
increase the speed of corrosion. The mechani-
cal wear due to the cavitation collapses can 
remove protective coatings such as paint and 
corrosion products e.g. the passive oxide fi lm 
that otherwise would reduce the corrosion 
rate. Normally the entire loss of material is 
considered as cavitation damage even though 
material is wasted due to corrosion as well as 
mechanical strains and stresses. 

The cavitation causing the damage can 
be generated very close to the location of the 
damage or much further upstream. Erosion 

on a rudder can therefore be caused by cavita-
tion that is generated at the propeller and then 
transported by the fl ow to the rudder where 
it collapses on the rudder surface. Cavitation 
can also be generated on the rudder itself and 
collapsing on the rudder surface just slightly 
downstream of its inception point. For this 
reason it is important to consider the entire 
cavitation process; inception, reshaping, 
transportation and collapse. Preventive ac-
tions can be directed against one or more of 
these sub-processes.

Do it right from the beginning
When the propeller power density and the 
speed of the ship is high, careful attention to 
rudder design and its interaction with the pro-
peller is essential to avoid cavitation erosion 
problems in the future.

Predicting cavitation erosion on rudders 
is diffi cult, the tools that are at hand are tra-
ditional model testing and CFD simulations. 
Model testing requires a reasonably correct 
modelling of the fl ow between the ship wake, 
propeller, and rudder, which can be diffi cult 
to obtain, mainly due to scale effects. At SSPA 
these diffi culties are overcome by recent ex-
perience.

Neither do CFD simulations give fully reli-

Damage 

Mikael Grekula
Project Manager, Ship Design

SSPA Sweden AB

Per Lindell
Project Manager, Ship Design

SSPA Sweden AB

Running the 
risk of costly 
recurrent 
repairs

Cavitation

Port side view

Cavitation damage on rudders is typically
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As seen above, the rudder design as well as the propeller and rudder interaction are both essential issues regarding rudder damage.

able answers for the detailed cavitation behav-
iour. To get more reliable results both tools can 
be used combined. 

CFD is used to make a fi rst verifi cation 
of new designs and design changes, possibly 
with several iteration loops. Model tests on the 
other hand, are used for verifi cation of what 
is believed to be the fi nal design. This entire 
process of designing and testing can also be 
iterated if needed.

Much of the cavitation problems related to 
the gap between horn and blade (B and C in 
Figure 1) can be avoided by the use of full-
spade instead of a semi-spade type of rudder. 
Furthermore, by twisting the leading edge of 
the rudder it can be better adapted to the ro-
tational fl ow from the propeller and thereby 
suppressing cavitation induced on the rudder 
(A in Figure 1).

Or solving the problems afterwards
When the design, for some reason, has turned 
out to be a poor solution regarding the cavi-
tation behaviour the erosion problem can be 
managed, either by: 

1. Increasing the cavitation erosion resistance 
of exposed parts on the structure.

2. Changing the cavitation behaviour by 
changing the fl ow. 

on Semi-Spade Rudders

1.  High load on the propeller tend to produce more cavita-
tion on the propeller blades. Parts of it may collapse on 
the rudder and cause damage if it is frequently repeated 
(damage at D due to tip vortex and at E possibly due to 
hub vortex). 

2. Particularly, if the propeller blade tip is highly loaded the 
tip vortex will be strong and the tip vortex cavitation, 
which usually persist far downstream of the propeller, is 
therefore diffi  cult to avoid completely (damage typically 
at D and possibly also having some infl uence at F).

3. Unfavourable rudder tip geometry can cause vortex 
cavitation or fl ow separation of the incident fl ow with 
corresponding cavitation on the rudder sole (damage 
at F).

4. The rotational fl ow from the propeller may also induce 
cavitation on the rudder blade surface close to its leading 
edge due to a too large angle of attack (damage at A).  

The cavitation erosion resistance 
can be increased by cladding with 
stainless steel or some other high ten-
sile material at strategic locations. High 
tensile stainless steel is, compared to e.g. 
cast iron, considerably more resistant to 
cavitation and if the cavitation behaviour 
is unchanged by the implemented cladding, 
the time to failure is increased.

Solving an erosion problem is most safely 
done by changing the cavitation behaviour to 
avoid collapses on the structures. However, 
this is for different reasons not always possi-
ble at which the efforts often are only focused 
on armouring the structure. Therefore, if the 
cause of the damage – i.e. the behaviour of the 
cavitation - is not changed, the surface will still 
be exposed to the same mechanical strain by 
the cavitation. 

The success of armouring measures de-
pends on the aggressiveness of the cavitation 
and how the reinforcement is made. Since the 
mechanical strain remains, this type of meas-
ures may only be partially successful, still re-
quiring continuous maintenance or recurrent 
repairs although the repairs are expected to be 
less extensive and less frequent.  

All design changes affecting the fl ow should 
be verifi ed in some way to assure adequate re-

sults on the 
cavitation behav-
iour, otherwise the situation can easily become 
aggravated. Also at this stage, when a problem 
has to be solved afterwards, the experience 
of SSPA is that a combined use of CFD and 
model testing is preferable.

■

5. For a horn type rudder, the high fl ow 
velocity will also cause the fl ow around 
the rudder horn and rudder blade con-
nection to cavitate more easily at the 
surface discontinuities that exist in the 
connection area (B and C). 

6. For a horn type rudder, the fl ow through 
the gap between the horn and the rud-
der blade have a high velocity and it can 
therefore often cause cavitation around 
the pintle on the rudder horn as well as 
on the rudder blade (B).

7. The hub vortex may cause an induced 
fl ow, which generates cavitation. Also if 
the hub vortex is cavitating it can cause 
collapses on the rudder (E).

Starboard side view

Typical locations of damage 

y found in the areas as shown in this  fi gure. The damage may arise due to several diff erent underlying causes. Some of these causes are:

Loss PreventionThe Swedish Club Letter  1–2007
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■ ■ Utilisation of advanced navigational tech-
nologies originated in Scandinavia-owned 
large cruise ferries, operating between Finland 
and Sweden in the early 1980’s. The route in-
corporates 12 hours of navigation in one of 
the most diffi cult areas in the world and made 
even more diffi cult by adverse weather and ice 
conditions.

Today in addition to the cruise and ferry 
industries, advanced technologies are also 
found in other sectors of the shipping indus-
try. More and more companies understand the 
benefi ts to safety by the proper application of 
new technologies on the bridge. The recent im-
plementation of Electronic Chart Display and 
Information System (ECDIS) and Automatic 
Identifi cation System (AIS) has the potential 
to reduce the stress level on the bridge as it is 
possible for the OOW (offi cers on watch) to 
have a better appreciation of both the position 
of the ship and the surrounding traffi c. This is 
particularly true in congested waters locations 
such as the Singapore Strait, Hong Kong and 
the English Channel. ECDIS and AIS free the 
bridge team to pay more attention to collision 
avoidance.  

But with the new technology also comes 
the responsibility for shipowners to ensure 
proper training in the functionality and limi-

tations of the equipment. Port Authorities have 
a similar responsibility to ensure that Pilots 
are up-to-date with the latest technology and 
trained in its usage.

Training is an area that needs continuous 
improvement. New technology alone will not 

improve safety. Training has a crucial role in 
getting the maximum benefi t from new tech-
nology.

No standardisation
The lack of standardisation of equipment 
is one of the Shipping Industry’s dilemmas. 
Today there are many different suppliers of 
Voyage Data Recorders (VDRS) but without 
standardisation the industry cannot share the 
benefi ts of analysing near misses and accidents. 
Just as in the airline industry maybe it is time 
that IMO consider type rating of integrated 
navigational systems.

The introduction of AIS and ECDIS are 
a very good example of present day problems 
where a supplier comes on board, installs the 

equipment and provides a few hours of “train-
ing” for the offi cers. This is nowhere near suf-
fi cient. For example, what about the relieving 
offi cers? 

Also, lack of proper training can result 
in the use of incorrect chart datum leading 
in turn to the display of wrong information 
and increased risk of accidents. Inevitably ac-
cidents will occur if training issues are not 
properly understood and addressed.

Some sections of the industry are on the 
right track and responsible cruise and ferry 
companies have adopted risk mitigation ap-
proaches such as the Pilot-Copilot system, 
closed loop communication, Standard Op-
erational Procedures (SOP’s) are well estab-
lished on board and simulator based training 
programs. The Pilot-Copilot System of watch 
keeping greatly increases the possibility of 
detecting both human and equipment er-
rors. This acknowledges that even the most 
professional person is capable of making the 
worst mistake and that a completely error free 
bridge environment belongs to the realms of 
fantasy. 

The above approaches are copied from the 
airline industry which has a similar profi le 
with regard to responsibility for passengers 
and crew. But there is still much to learn from 
this industry with its dual human factors and 
technological approach to safety. There are 
good reasons to respect the quality and integ-
rity of an approach that is used in an environ-
ment where most failures (human or techni-

Hightech Bridge Equipment

Gustaf Gronberg
Fleet Captain

SVP Marine Operations, 
Star Cruises, Malaysia

…but makes special demands
on shipowners and port authorities
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cal) are very likely to lead to sudden and total 
destruction of the craft. 

Involve the people on board
When installing new technology in a new 
building or a retrofi t, the shipowner should 
work hand-in-hand with the yard and supplier 
to ensure a layout of the bridge that enhances 
and encourages the safe use of the equipment. 

All monitoring and operational equipment 
should be located where it eliminates unneces-
sary moves to reach a switch, view a monitor 
etc. The shipowner should endeavour to make 
the bridge as close to an ideal workplace as pos-
sible. The best way to ensure this is to involve 
the bridge personnel in the selection and posi-
tioning of equipment.

During recent years major suppliers of In-
tegrated Bridge Systems have welcomed input 
from owners. These suppliers also tend to take 
a greater responsibility for the integration of 
the various pieces of equipment.

Know how to use the back-up system
Analysis shows that nearly all navigational ac-
cidents such as collisions and grounding are 
caused by human error, i.e. the people oper-
ating the equipment. Modern ships bridges 
are fi tted with back-up systems for most of 
the critical operations like thrusters, steering, 
propulsion, GPS, radar, etc. It is not accepted 
anymore that failure of one piece of equip-
ment should lead to an accident. People on the 
bridge must be trained to handle the situation 

t promises increased safety

when there is a failure.
This was one of the reasons why Star 

Cruises became the fi rst shipping company to 
design, own and operate a full mission bridge 
simulation with an Integrated Bridge System. 
It is a unique training tool where emphasis 
has been placed on realistic simulation. The 
simulator bridges are replicas of those on the 
ships and also incorporate similar navigational 
instruments.

This enables offi cers to develop high or-
der “reversionary skills” in the use of back-up 
systems and strategies. Being able to practices 
reversion to back-up systems and a wide range 
of equipment malfunctions opens up a new 
dimension in navigational training. Benefi ts 
from training in the recognition, detection and 
consequences of failure modes of the equip-
ment have been acknowledged in the aviation 
sector for many years, and similar training is 
now given to the shipping industry.

High tech equipment and pilots
The purpose of taking a pilot must be to 
strengthen the existing bridge team. This can 
only be achieved if the pilot integrates with 
the bridge team and each bridge team member 
continues to be involved to the same extent 
as prior to the boarding of the pilot. To com-
pletely hand over the con to a pilot unfamiliar 
with the ship reduces standards of risk man-
agement to an unacceptable level by making 
the operation susceptible to a ‘one person error’ 
accident. It also places the pilot in a diffi cult 

situation and defeats the very purpose of hav-
ing a pilot on board. 

In terms of operational safety, it is criti-
cal that the working relationship between 
the pilot and bridge team is managed prop-
erly. This is receiving some attention in the 
shipping industry at large but there are some 
special problems in this regard that need to be 
addressed. Many modern ships have advanced 
integrated navigation systems that remain un-
used during pilotage, because many pilots lack 
the familiarity, technical knowledge and skills 
to use the equipment. With no accepted stand-
ards for training or technical specifi cations of 
the equipment, Port Authorities are sceptical 
about the claims of the ship and generally in-
sist on the pilot being allowed to conduct the 
pilotage using traditional techniques. This is 
a very unsatisfactory situation, as it defeats the 
purpose of having the equipment, reduces safe-
ty margins and is a potential cause of confl ict 
between the pilot and the bridge team. 

New technology and pilotage
Star Cruises ships are equipped with advanced 
integrated bridges, voyage data recorders and 
the offi cers trained to a very high level in both 
BRM and technical skills including precision 
navigation. These skills are checked and vali-
dated on a continuous basis by examining and 
reviewing the data from the voyage data re-

9 continues on page  12
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■ ■ The attitudes of seafarers towards their 
environment, behaviour and lifestyle may 
have been somewhat exaggerated in the past 
in terms of heroic stakes: working hours and 
time spent without any rest. Today, we know 
that the often complicated and stressful work 
of operating a modern vessel often leads to a 
growing problem – fatigue.

What do we know about fatigue as a 
contributing factor to 
accidents, fatal casu-
alties and near misses 
in the shipping and 
transport sector? Is it 
a contributory factor? 
Many factors contribute to the problem of fa-
tigue among sea-going personnel: long hours 
of shift work without proper rest, administra-
tion tasks that pile up, an unhealthy environ-
ment with respect to the design of cabins and 
rest areas, and the fact that simply being at sea 
itself brings about stress due to an abnormal 
lifestyle. Add to this being a long way from 
your family and spending months on board, 
and the situation becomes a good ground for 
developing fatigue.

Categories
Fatigue can be divided into categories in many 
different ways. However, systematic stud-
ies fi nd between three and fi ve dimensions, 
including general fatigue (tired, “bushed”, 
exhausted), mental fatigue (cognitive impair-

ment), physical fatigue, and sleepiness (the 
tendency to fall asleep). A further dimension 
that is often included is lack of motivation and 
lack of activity.

A distinction between “acute fatigue” and 
“cumulative” or “chronic fatigue” is used by 
the USCG (1998), and may be an interesting 
distinction with regard to accident preven-
tion. 

Acute fatigue is lim-
ited to the effects of a 
single duty period, such 
as a 9-to-5 working 
day, and it may result 
in a “micro sleep” (just 

being “away” for a split second) or in actual 
sleep. Cumulative fatigue arises when there is 
inadequate recovery between the duty periods. 
Thus, cumulative fatigue usually presents a 
picture of day-to-day changes for the worse. It 
is clear that the factors that cause the different 
types of fatigue differ, as do the measures to 
take to prevent them.

It is usually necessary to be chronically fa-
tigued and to have  accumulated a signifi cant 
sleep defi cit over time, in order to actually fall 
asleep on the job. Chronic fatigue, therefore, 
is considered to be a precursor of acute fatigue, 
although environmental factors also contrib-
ute to acute fatigue. Personnel will more read-
ily fall asleep when the tasks they are perform-
ing are dull and monotonous, and when the 
temperature is high. In contrast, personnel are 

unlikely to fall asleep in a hectic environment, 
or when a lot of activity takes place (Akerstedt 
et al., 2004).

The model used to look at fatigue distin-
guishes three levels of fatigue (see fi gure be-
low):

• Task demands: the factors causing fatigue 
at work for seafarers/nautical personnel.

• Consequences for the ability to cope, life-
style, sleep quality, and fatigue.

• Effects on performance, behaviour, and 
collisions and groundings caused by hu-
man error (TNO-report 20834/11353).

A contributor to accidents 
Fatigue has probably contributed to accidents 
and incidents at sea for a very long time, but 
it has been diffi cult to prove a link between 
the actions taken by the crew involved which 
led to the accident or near miss, and the state 
of fatigue.

In a recent Swedish Club case concerning a 
fatal accident to ship’s crew, two persons were 
found unconscious in a cargo tank during the 
discharge of extender oil. Both were wearing 
overall working suits with safety helmets, but 
neither had an oxygen meter or mask. Further-
more, no-one had been aware that they were 
in the tank, and no-one was aware of their 
whereabouts at the time of the accident.

Both crew members (one offi cer and one 
AB) had undergone training for “entering en-

Task 
demands

Physical
Environmental
Mental
Perceptual

Health 
consequences

Coping capacity
Health problems
Life style
Concentration problems 
Fatigue

Eff ects on 
performance/behaviour

Mistakes
Fires
Occupational accidents 
Collisions/groundings

The three level model of fatigue.

– a contributor to fatal 

Anders Wranå
Project Co-ordinator

Loss Prevention
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closed spaces” as recently as three weeks prior 
to the accident, but they failed to observe the 
SOP (standard operating procedure).

The enquiry showed upon a possible cause 
of fatigue due to a long time of stress on board 
as well as long hours of work spent before enter-
ing the port. They had quite simply forgotten 
to take their oxygen masks and meters. The 
enquiry also suggested that everyone involved 
with the discharging of the tanker, including 
the master, was probably seriously fatigued.

Stress and fatigue caused by a long period 
of stressful living conditions may contribute to 
increasing accidents, as may the fact that the 
seafarer is a captive of the work environment. 
Three major circumstances can cause fatigue:

• The average seafarer spends between three 
and six months each year working and liv-
ing away from home, on a moving vessel 
that is subject to unpredictable environ-
mental factors (e.g. weather conditions).

• There is no clear separation between work 
and recreation during the period of service 
on the vessel.

• Today’s crews are composed of seafar-
ers from various nationalities and back-
grounds who are expected to work and live 
together for long periods of time. 

All of these aspects combine as po-
tential causes of fatigue (TNO-report 
20834/11353).

This exposure to possible causes of fatigue 
over a long period may produce various catego-
ries of behaviour in the crew:

• Activation problems – attentional failures, 
slips and lapses.

• Perception limitations – limiting visual 
and auditory sensation.

• Information processing problems – inter-
pretation, encoding and correlational defi -
cits.

• Aversion to effort – failure to act.

• Differing effort – failure to act properly

(Philips, 1998; Dinges, 1995; Dawson & Mc-
Culloch, 2005).

Collisions and groundings
One study (TNO-report 20834/11353) has 
shown that fatigue is a causal factor in colli-
sions and groundings in 23% of cases. It should 
be noted though, that fatigue as cause of acci-
dents such as collisions and groundings will be 
underreported. Navigators on watch will only 
seldom admit that they have fallen asleep, or 
that they have been very tired or stressed.

Furthermore, reports of near misses and 
accidents are generally written by the crew 
members who were directly involved, and such 
reports therefore may be biased (Baker & Mc-
Cafferty, 2005). FSI documents show that 60-
81% of all collisions and groundings (exclud-

Fatigue facts

Fatigue is a reduction in physical 
and/or mental capability as the result of 
physical, mental or emotional exertion. 
Fatigue may impair nearly all physical 
abilities including: strength, speed, 
reaction time, co-ordination, decision 
making, and balance. (IMO, 2001a)

Ways to prevent fatigue

¸ Organisational factors

 Staffi  ng policies, the roles of riders 
and off -shore personnel, paperwork 
requirements, suitable schedules and 
shifts, overtime, breaks, company cul-
ture and management style, training 
and selection of personnel.

¸ Voyage and scheduling factors

The frequency of port calls, time 
between ports, the routing, weather 
and sea conditions en route, traffi  c 
density, etc.

¸Ship-specifi c factors 

These factors include ship design fea-
tures that can aff ect or cause fatigue, 
or that can make it less likely that 
mistakes are made when performance 
is reduced.

¸ Environmental factors

 Factors such as temperature, humid-
ity and noise level can cause fatigue. 
Environmental factors may also 
produce physical discomfort, and 
contribute to the disruption of sleep. 
These factors can be divided into 
factors that are internal and external 
to the ship. Several measures can be 
taken to address these causes, some 
more manageable than others (IMO, 
2001a).

Procedures and guidelines

Although not in the IMO guidelines 
on fatigue, procedures and guidelines 
may help in managing fatigue. Some 
procedures and guidelines may be part 
of the policy of the organisation, but 
others are international. The ISM-code, 
for example, has recently been imple-
mented at the international level, and 
one of the goals of this is to reduce fa-
tigue and increase safety. Views on the 
eff ectiveness of these measures diff er 
(Paragraph 4.3). (IMO, 2001 a,b).

accidents

9 continues on page  12

Photos from The Swedish Club's Maritime 
Resource Management (MRM) course.
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ing those involving fi shing ships and passenger 
ships, and excluding incidents that involved 
other events than collisions and groundings) 
were caused by “human error” (FSI 9/10, FSI 
10/9, FSI 11/4, FSI 13/WP2).

Fatigue behaviour that is often mentioned 
in cases in which fatigue has been considered 
to be a contributory factor to collisions and 
groundings are “activation problems”, mean-
ing decreased vigilance and decreased alert-
ness, and “perception (and sensory input) 
limitations”, meaning a reliance on visual in-
put, decreased attention to peripheral stimuli, 
uncertainty in interpreting observations made, 
and decreased communication.

This fatigue behaviour is often reported for 
collisions and groundings that occur between 
00:00 and 04:00 hours, and it is also quite 
common in collisions and groundings that oc-
cur between 20:00 and 00:00 hours (Philips, 
1998). Most collisions and groundings, in-
deed, occur during these periods. The “Bridge 
Watch-keeping Safety Study” carried out by 
MAIB (2004) concluded that fatigue was a 
contributory factor in 82% of the groundings 
in the study that occurred between 00:00 and 
06:00 hours (see fi gure below).

Fatigue and the shift system
As early as 1990, the National Research Coun-
cil recommended the use of a shift system in 

which each watch-keeper has a period of 
unbroken free time of 10-14 hours each day 
to permit uninterrupted sleep. The USCG 
(2003), however, concluded that it is almost 
impossible to have 7-8 hours of daily uninter-
rupted sleep.

The USCG study found that crew members 
were eating large meals immediately before go-
ing to bed after watch in order to maintain 
endurance, and that they were drinking large 
amounts of coffee before going to bed. Other 
factors keeping the crew members awake were 
noise created by crews handling rigging near 
the vessel or slamming doors, sudden move-
ments or by fumes from the diesel engines.

Time to take the next step
Fatigue is a serious problem and must be ad-
dressed. Fatigue has been identifi ed as a con-
tributory factor in many accidents with both 
loss of human life and serious damage to the 
environment and to vessels.

It is generally accepted in the shipping 
industry that the crew is our most impor-
tant asset, and we must then take the next 
step, expressed by Coleman: “If people are 
our most valuable asset, alert people are even 
more valuable” (Coleman, RM. The 24-Hour 
Business).

■

9 continuued from  page  11

corder. The use of the above data to develop 
effective and realistic simulator training ex-
ercises and amend and refi ne passage plans 
and procedures effectively ‘close loops’ this 
system. 

Using such a system creates a problem 
with regard to operating in compulsory 
pilotage scheme in which the ‘con’ of the 
vessel is required to be handed over to the 
pilot. If Star Cruises agreed to this mode 
the advanced technology for enabling pre-
cision navigation would not be used and 
BRM unlikely to be practiced, as most pi-
lots have not done the training. This would 
seriously compromise the safety system de-
veloped with so much effort and care and 
dilute risk management to an unacceptable 
level. 

Some ports are working towards devel-
oping and implementing a safety manage-
ment system for pilotage. This implies a 
systematic approach and should improve 
the coordination between the pilot and the 
ship. Star Cruises welcomes this approach 
as present the pilot’s approach is individu-
alistic and the Star Cruises approach is sys-
tematic. In most ports the scheduling of Pi-
lots means that ‘the next in turn’ will get the 
job, regardless of whether it is a passenger 
ship with highly sophisticated equipment 
and a safety management system in place, 
or a cargo ship. With this approach, the 
ship’s offi cers meet new pilots all the time. 
In this situation pilots will have diffi culty 
in developing the level of understanding of 
the ship’s systems required to make a proper 
and effective contribution to safe naviga-
tion. The ideal is to have a smaller group of 
dedicated pilots specially trained to handle 
the large passenger ships as the foundation 
for the best possible team work between 
ship’s offi cers and pilots.

Only sensible way to go 
The installation and usage of Integrated 
Bridge Systems, AIS and ECDIS is the only 
sensible way to go as it enables offi cers get 
a better understanding of the situation and 
results in reduced stress on the bridge and 
improved safety. But without well thought 
out training programs on the use of the 
equipment for offi cers and pilots there is 
a risk that integrated navigation systems 
will remain unused, thereby defeating the 
purpose of the investment by the shipping 
company. It must be clearly understood 
that the consequence of inadequate train-
ing is potential wrong usage of the equip-
ment and the resulting reduction in safety.

■

9 continuued from  page  9
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More than
preventive
… corrective!
“Corrective technologies to mitigate the 
consequences of an incident”

Mr Gilles Longueve
Managing Director

JLMD Ecologic Group, Paris

■ ■ Business is booming! Container shipping and 
raw materials shipping have increased immensely, 
and we are also seeing a rising number of break bulk 
shipments, such as parts for power plants, transform-
ers, locomotives & trains, gas turbines, yachts, air-
plane wings, etc., on board our ships.

Heavy cargo needs special attention, so if you 
are carrying trains or large machinery we strongly 
recommend that you use weather routing. Heavy 
weather ought to be avoided as even the best lashing 

material (and practice) 
can fail under severe 
weather conditions. 
Failure of the lashings 
may lead to serious, 
or even catastrophic, 
consequential dam-
age to other cargo, 
even damage to the 
ship itself. If you are 
carrying expensive 
break bulk cargo, 
say in excess of 
USD 500.000 
per package, or 
any extraordi-
nary or sensi-
tive cargo, we 

recommend that you engage 
an expert to plan and supervise the lashing. The 

Swedish Club can help you with this.
Furthermore, we must stress the importance of 

common sense and good seamanship. The Swed-
ish Club produces the booklet “Securing of Cargo”, 
which describes the theory and practice of securing 
cargo. “Securing of Cargo” is distributed free of 
charge to members – please let us know if you wish to 
receive additional copies. You can also fi nd informa-
tion on the Loss Prevention section on our web site, 
www.swedishclub.com, concerning the handling 
and stowage of various types of cargo.

Prevention is better than cure – make sure that 
your business stays good!

■

Lashing/Stowage

Prevention
is better
than cure

Peter Stålberg
Area Manager

Team Göteborg III

■  ■ The current legal context is increasingly demanding. Thanks to a con-
cerned shipping community regarding the protection of the marine environ-
ment, the technologies available to manage the incident are now under evolu-
tion.

Several shipowners’ choices exceed the current regulation to make normal 
operations safer such as crew training, redundancy of vital components.

The regulation often absorbs good initiative to make them mandatory and 
then meet the expectations of the authorities as the revised Marpol annex I, 
which is moving away the bunker capacities from the hull to make the ship 
safer in case of collision. Nevertheless in event of incident, the conditions of 
recovery become tougher. 

The direct and indirect consequences of an accident have to be considered 
since the impact for the involved company can be huge. In that respect some 
marine suppliers have been investigating and designing solutions not only to 
prevent the accident but to correct its consequences.

Two proactive solutions
This new market, so called by media Passive Safety devices, comprises; so far; 
two defi ned segments currently proactive solutions:

• The Anti Leakings system 
 Aiming to control components which can leak when submerged.

• The FOR system (Fast Oil Recovery systems)
 Pre-defi ned permanent accesses on board to perform quick and reliable 

lightering operations. 

The Anti Leakings systems available have so far been designed mainly for 
tankers. It consists in accessories adapted to PV Valve avoiding leaks in case of 
submerging but ensuring the standard functions of the components in normal 
operations.

The available FOR systems can equip different type of merchant ships. It 
consists in connectors pre-installed on board as a permanent system, appropri-
ately located, allowing safe, dedicated and reliable accesses to recover the oil 
from cargo and bunker tanks.

These two fi rst segments highlight the control (emergency preparedness) 
given now to shipowners in order to act and mitigate an “uncontrollable” situ-
ation by providing all the players of the crisis with adapted technologies. 

The additional controls fi tted in the source of the risk participate to enhance 
the image of the shipping community as well as meeting the expectations of the 
ISM code and/or ISO 14001 standards.

■

13
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2006 Dalian Jinhaitai, PRC H&M, P&I

F.A. Vinnen & Co, Germany H&M

Globus Maritime Ltd, Greece H&M

Goulandris Brothers Ltd., UK H&M

Irano Hind Shipping, Iran H&M

Pacifi c Bulk Maritime Inc./ Dalain Jifa Ship
Management Co. Ltd., Hong Kong SAR H&M, P&I, FD&D

Thaimarine Tanker Co. Ltd, Thailand H&M, P&I

White Sea Navigation S.A., Greece H&M

Besiktas Denizcilik ve Tasmacilik Sanayi 
ve Petrol, Turkey P&I

Marachart Shipping Co. Ltd., Greece P&I

Mare International Ltd., Greece P&I, FD&D

Anglo NORDIC Tanker Ltd., Sweden FD&D

Golden Crown Shipping Co., UAE FD&D

CS & Partnere A/S, Denmark H&M

Drasis Shipping Company S.A., Greece H&M, P&I, FD&D

Hapag-Lloyd AG, Germany H&M

Kairis Brothers Shipping, Greece H&M

MC Shipping Inc., Monaco LoH

Polaris Shipping and Trading Ltd., Turkey H&M

Soloi Inc, Greece H&M

Uniteam/Arctic Shipping, Cyprus H&M

Yasa Denizcilik Sanay ve Ticaret A.S., Turkey H&M

Balthellas Chartering S.A., Greece P&I, FD&D

Bonus Plus Investments Limited, Hong Kong SAR P&I

Mano Maritime Limited, Israel P&I

Marine Industrial Concerns, Greece P&I, FD&D

Ocean Wave Maritime, Greece P&I, FD&D

Pendulum Shipmanagement Inc., Greece P&I

Stellar Shipping Co. Ltd., Greece P&I, FD&D

Syllogos Filoi Oinousson, Greece P&I

Tomazos Shipping, Greece P&I, FD&D

Torsö Rederi, Sweden P&I

Vassilios Shipping Co., Greece P&I

BASIC FACTS
per April1st 2007

NEW MEMBERS
September 15th 2006 – February 26th 2007

Hull & Machinery

 Number of Vessels Entered 1,744
 Average Age 11.2
 GT (million) 70.9
Protection & Indemnity

 Number of Vessels Entered 806
 Average Age 14.0
 GT (million) 22.3
Freight Demurrage & Defence

 Number of Vessels Entered 473
 Average Age 8.6
 GT (million) 17.7

Free reserves now more 
than USD 100 million

■ ■ The Club’s 134th year of operation 
gave a profi t of USD 11 million, as a result 
the free reserves passed USD 100 million 
for the fi rst time in the history of the Club 
and stood at USD 102 million at the end 
of the year. 

The 2006 year’s result is consider-
ably better than the previous year, which 
showed a loss of USD 4 million.  This im-
provement was due primarily to a higher 
return on equities and currency gains on 
SEK/Euro investments because of the ap-
preciation of these currencies against the 
US dollar.

The P&I and FD&D portfolio pro-
duced a loss of USD 1.3 million before 
operating expenses for the fi nancial year 
2006. With the inclusion of run-off 
(movements in estimates for outstand-
ing claims concerning previous policy 

years), the result improves, but is still a 
small loss and below budget. This dis-
appointing outcome is largely the result 
of a higher than anticipated incidence 
of major claims. The Club experienced 
two pool claims. One was an oil spill in 
Odessa, and the other was a grounding 
off the French coast, in the Bay of Bis-
cay. These two claims have reservations 
of USD 34 million and USD 53 million 
respectively. The majority of the cost for 
these two casualties is either reinsured or 
pooled within the International Group. 
Over the past 10 years, this is the second 
time that the Club has reported two pool 
claims within the same accounting year. 
The likelihood of two pool claims within 
a year for a portfolio of the Club’s size is 
estimated at around 10–15 per cent.

The total gross tonnage of vessels en-

News
from

Piraeus

Environment
and expansion

■ ■ It is impossible for anyone not to have noticed that we didn’t 
see much winter this year. Whether we like a mild climate or not 
is not the question – what should worry us is that something is not 
right. The fi lm “An Inconvenient Truth” probably reminds us of 
what we already know, but it may act as a wake-up call for most of 
us, telling us that we all need to contribute to save our planet for 
the future, no matter how small the contribution. 

Emissions from land-based installations and from transport 

Underwriting / Finance / News from Piraeus

Jan Rydenfelt
Director

Finance, IT and Reinsurance
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RESULT

Result (USD million)

tered for P&I reached 22.3 million GT 
at the renewal date of February 20th 2007 
– the highest level in the Club’s long his-
tory.

The result for Hull, before operating 
costs, was USD 3.4 million for 2006, a 
lot better than the loss of USD 8.2 mil-
lion that was reported for 2005. The busi-
ness volume (measured as insured values 
covered) decreased slightly compared to 
2005. The reason largely relates to re-
duced shares in the case of some of the 
bigger fl eets. During the year, however, 

the number of entered vessels increased 
from 1,413 to 1,697. Claims costs for the 
Club’s own account fell from USD 45.8 
million to USD 33.6 million.

During 2006 four casualties involving 
vessels entered for H&M required Club 
reservations exceeding the retention of 
USD 2 million per casualty. Three of 
these were groundings and the fourth 
concerned a heavy lift vessel that sunk off 
the coast of Angola. The Swedish Club’s 
gross share for the four casualties is es-
timated at around USD 24 million. Net 

of reinsurance is the corresponding cost 
USD 8 million. 

 The fi nancial result, at USD 23.2 mil-
lion, was above budget and substantially 
higher than last year’s USD 4.2 million. 
The higher return is largely due to good 
returns from the equity portfolio and cur-
rency gains on SEK/Euro investments, 
arising from appreciation against the US 
dollar. SEK and Euro investments hedge 
currency risks associated with operating 
expenses and claims payments in these 
currencies.

Under the terms of a collective agree-
ment, employees born before 1956 have a 
right to early retirement. The associated 
costs represent a completely new obliga-
tion for the Club. In the past, these costs 
were met through the pension scheme. 
The present extent of this obligation has 
been calculated at USD 1.6 million and 
has to its full extent burdened the operat-
ing costs for 2006.

In the spring of 2006 Standard & 
Poor’s carried out a credit valuation. The 
rating remains at BBB with a stable out-
look. Major strengths mentioned in the 
report were good capitalisation, good 
competitive position and strong fi nancial 
fl exibility. With the result for 2006 there 
are reasons to believe that this rating at 
least should remain or be improved. 

■

 2006 2005
P&I and FD&D  
Gross premiums earned 53.8 48.3
Reinsurance premiums -11.7 -9.7
Broker commissions -2.7 -2.1
Premiums for own account 39.4 36.5
Claims for own account -40.7 -24.6
Result current year -1.3 11.9

Run-off  0.4 2.0
Result  -0.9 13.9

Hull  
Gross premiums earned 66.4 66.1
Reinsurance premiums -24.1 -23.6
Broker commissions -5.3 -4.9
Premiums for own account 37.0 37.6
Claims for own account -33.6 -45.8
Result current year 3.4 -8.2

Run-off  2.1 1.8
Result  5.5 -6.4

Total Result  
P&I and FD&D result -0.9 13.9
Hull result 5.5 -6.4
Investment income 18.3 12.7
Currency gains/losses 4.9 -8.5
Operating expenses (excl. brokers) -13.8 -13.5
Administrative  expenses fi nancial assets -1.4 -1.3
Movement in reserves for pension shemes -1.6 -
Incoming reinsurance (run-off ) 0.0 -0.9
Result before appropiation and tax 11.0 -4.0

Finance / News from Piraeus

Clas Rydén
General Manager

The Swedish Club Greece

have received a lot of attention recently, and I was positively 
surprised when I heard from one of our members that they 
have in their class papers a voluntary notation that concerns 
not only emissions but also all kinds of waste management. 
This notation shows that we can all make improvements in all 
fi elds. Noting all newbuildings constantly being delivered to 
the market, we can just hope that whilst shipping is enjoying 
a healthy freight market some money will be invested in the 
environment. Emissions are only one aspect of environmental 
protection: conserving fossil energy sources is another.

The shipping industry is expanding, and we are expand-
ing. I am happy to be able to inform you  that we have just 

signed a contract for new offi ces in Piraeus (only 150 metres 
from our current location). We hope to be in the new offi ces 
before the summer and I look forward to being able to show you 
pictures in the next edition of “The Swedish Club Letter”.

 ■
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■ ■  In recent years there has been a notice-
able increase in serious fi res, explosions and 
chemical incidents involving containerised 
and bulk cargoes. Investigations carried out 
on container ships in the wake of some of these 
accidents have found that shippers are fl out-
ing the provisions of the IMDG Code on an 
alarming scale*. Motives for failing to declare 
a dangerous cargo or for providing a mislead-
ing description of the material include avoid-
ing higher freight charges and circumventing 
restrictions on the carriage of the material. In 
this article I shall provide a few examples of the 
serious consequences of such behaviour.

Undeclared hazardous cargo
In July 1993 a catastrophic explosion among 
deck containers on the Kapitan Sakharov even-
tually caused the vessel to sink. The container 
from the Far East identifi ed as the source of 
the incident was shown on the manifest to 
contain rubber tyres and inner tubes and the 

surrounding containers had no declared dan-
gerous cargo. Ownership of the suspect con-
tainer was never claimed and the consignees 
made no claim!

There have been several incidents involving 
the spontaneous exothermic decomposition 
of thiourea dioxide manufactured in China. 
The material, carried in drums in containers, 
was not originally listed as an IMDG cargo. 
Products of the reaction are highly toxic sul-
phur dioxide gas and sulphur, the latter of 
which caused widespread contamination of 
surrounding areas that required expensive re-
medial action (see photograph ➊). For these 
reasons the material was frequently refused 

for carriage. In the circumstances some Chi-
nese shippers simply changed the name of the 
chemical to “thiourea DE or “thiourea D”, 
claiming incorrectly that these materials had 
a different chemical formula from thiourea 
dioxide and that they do not have the same 
hazardous properties. In one incident the con-
tainer of decomposed thiourea dioxide shown 
in photograph ➋ was declared on the manifest 
to contain toys. 

Misdeclared cargo and misleading 
cargo description

In February 2000 the Thor Emilie, a single 
hold bulk cargo vessel of 1655 GRT, loaded 
2000 metric tonnes “oxyde zinc ore” from 
Dunkirk to Porto Vesme, Italy**. The cargo 
was actually zinc secondaries that had been 
standing in piles in the open for several 
months before being transported in barges to 
Dunkirk. It was raining during loading. The 
vessel sailed on February 9th 2000 and on Feb-

Ignorance, incompet
Dr Christopher Foster

Principal Member

Dr J H Burgoyne & Partners LLP, 
London

Possible outcomes of a contravention 

of the IMDG Code and the IMO Bulk 

Cargo Code are loss of life, injury and 

material damage.

Misdeclared 
or undeclared 
Dangerous 
Goods cargoes

The Swedish Club Letter   1–2007 P&I

*http://www.lloydslist.com 

**http://soefart.inforce.dk/graphics/synkron-library/sofartsstyrelsen/publikationer/oke/ulykker2000/THOREMILIE.pdf

Widespread contamination of surrounding areas in the cargo hold.
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ence or deceit?
ruary 17th, when she was off Ibiza, there was a 
catastrophic explosion in the cargo space that 
caused the ship to sink rapidly and only the 
Master survived. “Oxyde zinc ore” is a con-
trived cargo description that does not appear 
in the IMDG Code or other standard referenc-
es such as Thomas on Stowage. There is little 
doubt that the very violent explosion resulted 
from the ignition of hydrogen gas generated 
from a reaction between zinc and moisture in 
the wetted cargo, which should properly have 
been listed as IMO Class 4.3 in Appendix B of 
the IMO Bulk Code.

In February 2004 the Ythan, a 35,310 dead 
weight bulk carrier, loaded a cargo variously 
described as “metallic HBI fi nes” (the bill of 
lading), “Orinoco iron remet fi nes”, “remet 
fi nes (HBI”), “Orinoco remet fi nes in bulk” 
and “HBI fi nes”. The master was given writ-
ten advice that “Orinoco Iron remet fi nes, to 
be loaded on your vessel are safe to transport 
without the use of inert gas or other special 
precautions”. On February 28th 2004 the mo-
tor vessel Ythan experienced a series of violent 

explosions in the cargo holds when the vessel 
was north of Santa Martha, Columbia. The 
vessel’s master and fi ve engine room person-
nel were killed and the ship sank. The cargo 
should have been described as a DRI (Direct 
Reduced Iron) derivative  (e.g. DRI fi nes) that 
evolve hydrogen when wet and yet the term DRI 
was absent from any of the cargo descriptions 
given in this case. The more cynical amongst 
us may wonder whether the term HBI Fines was 
chosen to claim the relaxation in conditions of 
transport afforded to HBI. Fires involving DRI 
derivatives can be very spectacular as illustrated 
in photograph ➌.

Those in the transport chain should 
be more accountable

Manufacturers are responsible for preparing 
accurate Material Safety Data Sheets (MS-
DSs), to include the assignation of correct UN 
Numbers and IMDG classifi cations. MSDSs 
prepared by some chemical companies, par-
ticularly those in the Far East, have been found 
wanting in this regard. Shippers, cargo bro-

kers, freight forwarders, freight consolidators 
and shipping lines are also important links in 
the transport chain. Each has a responsibility 
for ensuring that dangerous goods are correct-
ly and honestly declared and, where necessary, 
segregated. The loss of revenue to shippers and 
commodity brokers created by an embargo on 
the shipment of a suspect hazardous material 
may encourage a greater responsibility on their 
part to investigate the authenticity of cargo in-
formation received further up the chain.

Recommendations to members
When there are uncertainties about the true 
identity of a chemical cargo offered for car-
riage, members are encouraged to seek assis-
tance from The Swedish Club without delay 
so that advice can be sought from experienced 
consultants. Advice can also be sought from 
consultants engaged by The Swedish Club on 
behalf of its members about appropriate action 
to be taken when an incident involving a dan-
gerous cargo occurs on board a ship at sea.

■
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This container was declared to contain toys! Spectacular fi re – in this case DRI derivatives are involved. Photos: DR J H BURGOYNE & PARTNERS LLP
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■ ■  In the United States, the policy toward forum se-
lection clauses changed course in 1972, when the U.S. 
Supreme Court decided in Bremen* that the public policy 
of the United States was to enforce forum selection clauses 
in maritime contracts. In Bremen, the court held it incum-
bent on the party seeking to avoid the forum selection 

clause to show that trial in the 
contractual forum would be so 
gravely diffi cult and inconven-
ient and he would for all practi-
cal purposes be deprived of his 
day in court. Since that time, 

the U.S. courts have continued to move toward a more 
consistent enforcement of such clauses.  However, even 
though forum selection clauses in admiralty cases are pre-
sumptively valid and enforceable, they will not be enforced 
if the clauses are unreasonable under the circumstance, or 
if their enforcement would violate a strong public policy 
of the forum. 

When analyzing the reasonableness of forum selection 
clauses, courts consider whether: (1) fraud or overreaching 
induced the clause; (2) the inconvenience or unfairness 
of the chosen forum would deprive plaintiff of his day 
in court; (3) plaintiff would be deprived of a remedy due 
to the unfairness of the chosen law; or (4) enforcing such 
provision contravenes strong public policy.

Collective agreements or standard form employment 
contracts are generally used in the employment of seamen, 
and as a result the plaintiff seafarer will often complain 
that he was presented with a take it or leave it contract.  
This argument generally has been rejected, however. A 
forum selection clause in a standard form contract is not 
per se unenforceable.  Fairness of the contract terms as 
well as the manner in which they were communicated are 
factors considered when evaluating unequal bargaining 
power. When the relative bargaining power in contracts 
containing forum selection clauses are considered in a rea-
sonableness evaluation, the presence of a bargaining unit 
representing the seafarers adds credibility and weight to 
the reasonableness of the clause.  Generally, it is when non-
union members have no knowledge of the CBA and receive 
different compensation than union members that courts 
have refused to enforce collective bargaining agreement 
forum selection clauses.

Forum selection clauses cannot be invalidated simply 
because the remedies available in the contractually chosen 
forum are less favorable than those available in the United 
States. Rather, the remedy in a foreign forum must be so 
clearly inadequate that plaintiff basically has no remedy at 
all.  Neither the unavailability of a contingent fee arrange-

ment in a foreign forum nor a foreign forum’s failure to 
provide a jury trial require a conclusion that the foreign 
forum is unavailable.

The fi nal factor is whether the clause violates some 
strong public policy of the forum.  In the United States, 
some individual states have a policy against enforcement 
of forum selection clauses. Louisiana, for example, has a 
law prohibiting the enforcement of forum selection clauses 
in employment contracts.  While the Louisiana Supreme 
Court has on one occasion applied the Louisiana statute 
to prevent enforcement of a forum selection clause in a 
case brought by a foreign seaman, it is still open to dispute 
whether the court should look to the public policy of the 
individual state, or the public policy of U.S. general mari-
time law, when applying  the public policy exception to 
enforcement of a forum selection clause.

The use of forum selection clauses does not have to 
be limited to employment agreements. They have been 
used successfully in connection with settlements and/or 
agreements after an incident. In Afram Carriers, Inc. v. 
Moeykens, 145 F.3d 298 (5th Cir. 1998), personal injury 
claimants, who had previously entered into settlement 
agreements with the shipowner, moved to intervene in the 
U.S. limitation proceedings fi led by the shipowner. Their 
motion was denied because there was a Peruvian forum 
selection clause in the settlement agreement. Dismissing 
their claims without prejudice to refi ling in the Peruvian 
courts, the court held that the Limitation of Liability Act’s 
policy of promoting equitable resolution of claims from a 
limited fund was not the type of “strong” public policy war-
ranting a refusal to enforce the forum selection clause.

The courts have also viewed and enforced a forum 
selection clause in an agreement made with a seaman in 
connection with voluntary payments made by the shipping 
company after a work related injury. In Teco v. Ocean Ship-
ping Inc., 2004 WL 1638111 (E.D.La. 2004), the court 
enforced a forum selection clause executed in connection 
with supplemental benefi ts provided by the shipowner 
to an employee injured while in the service of a vessel. 
Arguments by the seaman that such agreements should 
be considered with the same scrutiny as seaman’s releases 
were rejected, with the court noting that the seaman was 
not releasing his claim but simply agreeing to resolve the 
dispute in a particular forum.

Arbitration agreements
For a time in the United States, there was a serious question 
as to whether arbitration clauses in foreign seamen’s con-
tracts of employment would be enforced. That uncertainty 
is now gone, assuming that the arbitration agreements 

INCREASINGLY  U.S.

*M/S Bremen v. Zapata Off -Shore Co., 407 U.S. 1, 10, 92 S.Ct. 1907, 32 L.Ed.2d 513 (1972)

Forum selection

Arbitration clauses
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ACCEPTED in the U.S. U.S.
meet the other requirements of enforcement.  A written 
arbitration agreement is prima facie valid and must be en-
forced unless the opposing party alleges and proves that the 
arbitration clause itself was a product of fraud, coercion, 
or such grounds exist at law or in equity for the revoca-
tion of the contract. Some courts still are wary, however. 
They claim they must and will remain attentive to well 
supported claims that the agreement resulted from some 
sort of fraud or overwhelming economic power that would 
provide grounds for the revocation of any contract.  These 
courts have remarked that this obligation is heightened 
when seamen are involved.  

Arbitration agreements can be stronger than other fo-
rum selection clauses, however, because their enforcement 
comes within the purview of a treaty – the Convention 
on the Recognition and Enforcement of Foreign Arbitral 
Awards. The treaty provides two signifi cant advantages. 
The fi rst advantage is procedural but quite important.  Un-
der U.S. law, if a dispute is subject to arbitration under the 
Convention, the party seeking enforcement can remove 
the case from the state court system and have the enforce-
ment of the arbitration clause decided by a U.S. federal 
court.  The federal courts frequently are more attuned to 
international concerns, and issues of comity with other 
nations, than are the local state courts.  Secondly, the U.S. 
federal courts will apply the public policy of the United 
States and not the public policy of the individual state, 
should they be in confl ict in maritime mat-
ters.  As a result, any individual state’s 
public policy against enforcement of 
arbitration clauses should not be a 
bar to enforcement of the clauses 
in a federal court.

As with forum selection 
clauses, arbitration clauses can 
also be used in agreements 
made with seamen after a cas-
ualty occurs. In Terrebone v. 
K-SEA Transportation, 477 F.3d 
271(5th Cir. 2007), a seaman who 
had suffered a hernia had it repaired 
and wanted to return to work. How-
ever, he was concerned that he might 
have problems later as a result of the 
hernia. He settled with the company 
only for his past damages, and the com-
pany agreed to leave open for possible 
later resolution any future losses that the seafarer 
might have as a result of his hernia. However, the 
parties also agreed that if the seaman  had any future 

loss as a result of the hernia, he would resolve his claim by 
arbitration. The seaman returned to work and then suf-
fered a re-injury of the hernia.  When he sued in a local 
court, the court found the arbitration clause was broad 
enough to cover both incidents, noting that the seaman 
had claimed damages in the suit from both hernias. The 
entire matter was sent to arbitration.  

Practical considerations
The emphasis in the appellate courts’ analyses of forum 
selection and arbitration clauses is upon allowing parties to 
choose in advance a forum, thus providing a quick and pre-
dictable decision as to which forum will decide a dispute. 
Often at the trial court level, however, less deference is 
given to forum selection clause than the appellate opinions 
suggest. A personal injury claimant can assert by affi davit 
matters about the inadequacy of the designated forum and 
the circumstances surrounding the inclusion of the forum 
selection or arbitration clause. The defendant must rebut 
these assertions. Affi davits from the manning agent and 
solicitors in the jurisdiction to which the case is sought to 
be transferred are often necessary if the case is hotly con-
tested.  If the trial judge demonstrates antipathy to such 
forum shifting clauses, it is important to make a complete 
record in the trial court so that the appellate court’s review 
will not be one sided.  

A fi nal note about arbitration. In the U.S., unless the 
parties have specifi ed otherwise, the ability to appeal an 
arbitration award is very limited. Consequently, the ship-
owner should be careful about selecting a proper and re-

sponsible arbitration forum. Alternatively, the arbitra-
tion clause can contain provisions about the ability of 

the parties to challenge an award if the arbitrator’s 
decision is contrary to the law. 

■
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■ ■ For most shipowners, sailing in the waters 
of the Baltic leads to the risk of exposure to 
two signifi cant marine perils – one of those 
is ice and the other of those is the threat of 
boycott action by one of the local trade unions. 
This article will address the second of those 
two perils and in particular the implications 
of some very recent cases involving the Finn-
ish Seamen’s Union, (The FSU) and also the 
Swedish Seamen’s Union, (SEKO). The thrust 
of this article will be that for the fi rst time in 50 
years shipowners may have legal means open to 
them to meet and match the threat of indus-
trial action against the ship and the voyage.

No alternative but to capitulate
First a reminder of a common scene. The vessel 
arrives for loading and discharge and ideally 
a quick turn round.  However, on arrival the 
ship is greeted by a reception committee made 
up of one or more individuals from the local 
trade union who have some questions for the 
Master. They demand to come on board, usu-
ally in the name of the ITF and usually in the 
name of the ITF Flag of Convenience Cam-
paign, (the FOC campaign). They demand 
to see the CBA (Collective Bargaining Agree-
ment) and if on inspection they are not satis-
fi ed with the crew wages set out, then imme-
diate boycott proceedings by the local union 
and their sister unions such as the stevedores 
are threatened. (Threats of action are made ir-
respective of  what fl ag the vessel is fl ying and 
whether or not the vessel is registered in one of 
the EU/EEA member states. The ship is then 
well and truly stuck (in a sense far worse than 
if she were stuck in ice)). Delays take place. 
Demurrage kicks in. Shippers complain and 
threaten damages for late delivery. Receivers 
ask where their goods are. Charterers put the 
ship off hire or threaten to cancel the charter. 
P&I insurers do not normally cover the losses. 
Before long the shipowners have no alterna-
tive but to capitulate and give in to the Union 
demands.

The Viking Line case
So much for the traditional scenario.  But what 
are the recent developments in the Courts 
which suggest the tide may be turning? The 
leading case on this is now the Viking Line 
case. It is this case which has raised at national 
and then European level the whole question of 
the legality of the steps taken by the Unions in 

taking or even threatening boycott action. The 
fi rst legal step taken by Viking Line was a novel 
one. Viking invoked its European law rights 
to sue both the ITF and the FSU in London, 
not Finland, seeking an injunction preventing 
the Unions from boycotting one of their ships 
the Rosella. 

Viking said that the net effect of the boy-
cott action by the Finnish Union was to prevent 
Viking exercising its basic freedoms under Eu-
ropean Law including the fundamental right 
of establishment in another European Coun-
try provided for in Article 43 of the Treaty of 
Rome. (What Viking Line had wanted was to 
refl ag the Rosella to Estonia and then enter a 
CBA with an Estonian Union and in turn pay 
Estonian crew wages – which are signifi cantly 
less than Finnish wages. Without the ability to 
refl ag, Viking said that it would simply not be 
possible to compete with its rivals from Estonia 
on the route from Helsinki to Tallinn and that 
the Rosella would have to be laid up or sold.  
The Finnish Unions threatened a boycott of 
the entire Viking fl eet to stop the refl agging 
of the Rosella, despite the fact that Viking had 
undertaken not to make a single crew member 
of the Rosella redundant).

Furious reponse
Thus in proceedings before the High Court in 
London and then the Court of Appeal, Viking 
claimed that the ITF FOC campaign was il-
legal and contrary to European Law, that the 
implementation by FSU of that campaign was 
therefore also contrary to European law and 
sought the protection of the Courts against 
future boycotts. The Judge at fi rst instance 

thought that Viking Line was entirely right 
and granted an injunction.  The Court of Ap-
peal said that the case raised issues of Europe-
an law and made a Reference to the European 
Court of Justice. 

The hearing of the case took place in Janu-
ary of this year and a decision of the Court is 
now awaited – possibly by the late summer. 
The Viking case has provoked a furious re-
sponse from trade unions across Europe.*

They argue that trade unions have funda-
mental rights of industrial action and that such 
rights and activities are immune and totally 
outside the freedom of establishment, the free-
dom of movement of workers and the freedom 
to provide services as enshrined in the Treaty 
of Rome.  

Landmark case
In the hearing before the European Court of 
Justice in Luxembourg the Court heard sub-
missions from almost twenty Member States 
– in addition to submissions from Viking Line, 
the ITF and the FSU.  Perhaps unsurprisingly 
the new Member States such as Poland, the 
Czech Republic and Estonia were strongly 
in favour of the freedom of establishment, 
the freedom of movement of workers and the 
freedom to provide services laid down in the 
Treaty of Rome. Some of the older Member 
states including Sweden and Finland argued in 
favour of the fundamental right to take indus-
trial action, which they say is part of the social 
model in their countries.  

The case has been hailed as a landmark 
case by the trade unions. It is equally impor-
tant for the European Shipowning commu-
nity. It must be borne in mind that both the 
ITF and the FSU have asserted that under the 

*Written Observations were submitted at the hearing in Luxembourg by for example the Kingdoms of Sweden and Denmark and the Republic of Finland.

This article is co-written by Mr Henrik Gahmberg of 
Gahmberg & Co and Mr Ian Ross of Ross & Co who jointly 
represented Viking Line in the recent Viking Line (Case 
C-438/05) against the International Workers Federation, 
ITF and the Finnish Seaman’s Union, FSU. 
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ITF FOC policy they have a right of industrial 
action even if:
1. The Rosella is eventually refl agged to Esto-

nia.
2. The crew is recruited in Estonia.
3. The crew are not members of the FSU.
4. The terms and conditions of employment 

of that crew are subject to a CBA negoti-
ated with an ITF approved Estonian Trade 
Union.

ECJ comments awaited
The ECJ comments on the legality of the ITF 
FOC campaign are awaited with huge inter-
est. The issues are now in the hands of the 
Advocate General and the 13 Judges from 13 
different European countries who make up 
the Court of Justice. Despite the extensive 
amount of oral and written submissions made 
to the ECJ, it is perhaps the question raised 
by the Advocate from the UK Government 
which still has struck the loudest chord.  The 
Advocate’s question was simply could anyone 
explain and justify why social rights and the 
right to industrial action should receive the 
very special treatment claimed by the trade 
unions i.e. that they supercede all other EC 
freedoms.  There may be a long tradition of 
boycott action under the domestic laws of dif-
ferent member states but tradition now needs 
to be brought in line with the principles of Eu-
ropean Community law.

What about the decision                         
of the Swedish Labour Court?

Boycott actions and decisions of the courts are 
by no means suspended pending the outcome 
of the Viking case. In recent months the Swed-
ish Labour Court has reached a decision in the 
Rickmers Tianjin which lends support to the 

view that the tide is turning. At the heart of 
that case is the decision by the court that rec-
ognition must be given to the collective bar-
gaining agreements approved by the respective 
fl ag state authorities. Many lawyers involved 
in these issues would say that the decision of 
the Swedish Labour Court is entirely logical 
and consistent with the well established rule 
of International Law namely that the law of 
the fl ag should prevail in internal matters such 
as employment arrangements. It follows that 
the next time shipowners are faced with the 
well-known ITF/union argument that no “ac-
ceptable” CBA is in force they can say “But 
what about the decision of the Swedish Labour 
Court in the Rickmers Tianjin?”

“Secondary actions”
Finnish labour law is very similar to Swed-
ish labour law. In both countries, the obliga-
tion to maintain peace in industrial relations 
is only binding on parties bound by a CBA. 
Historically the Finnish and Swedish unions 
have argued, (with some success in the courts) 
that when a CBA is not entered into by the 
local unions in relation to a foreign vessel, the 
unions have a free hand to demand that an 
“acceptable” CBA is signed by the owners of 
such foreign vessels. 

When this demand has been used as part 
of or in conjunction with the ITF FOC-cam-
paign, the actions by the Finnish or Swedish 
stevedore unions have been characterised as 
“secondary actions”, which under Finnish and 
Swedish labour law, (unlike the position under 
UK law) are not unlawful and are allowed.  It 
is this fact which has led to the large number 
of boycott actions in the Baltic, irrespective of 
what CBA the owners have entered into with 
the crew onboard, and irrespective of any CBA 

binding the unions taking boycott action.
Another traditional argument produced 

by the Unions (in addition to actions allegedly 
taken in support of the ITF FOC campaign) 
is that the level of the CBA on board is simply 
not “satisfactory”, the consequence being that 
a number of EU/EEA vessels have been boy-
cotted as well.

Not only owners are hit
After the High Court decision in the Viking 
Line Case, a recent tendency is that the Finnish 
unions endeavour to avoid any reference to the 
ITF FOC campaign in order to safeguard the 
ITF against measures taken by the shipowners. 
It is another matter that the same “ITF inspec-
tors” have in fact been in charge of the boycotts, 
now under the disguise of a “local Finnish” ac-
tion. Especially vessels in the timber bulk trade 
have been hit, and the consequences are that not 
only are the owners hit, but ports and exporters 
of low-value timber shipments as well.

The weapon of boycott - to be used 
with much greater care in the future?

Considering the consequences of the Rickmers 
Tianjin case, if, as we have reason to believe, the 
Finnish courts would follow the arguments of 
the Swedish court, it is quite reasonable to as-
sume that in cases where there is a valid CBA on 
board, signed in compliance with fl ag state leg-
islation, the unions would no longer be allowed 
to proceed as before. No doubt attempts to boy-
cott would still be made by the unions, but it is 
likely that the Finnish courts would grant in-
junctive relief to owners, which the courts have 
been reluctant to do previously. To that extent, 
another sign of a changing attitude was seen 
in 2006, when an Estonian owner obtained an 
injunction by the local Finnish court against a 
boycott, where the demand was to sign a Finn-
ish CBA for vessels fl agged in Estonia. Trade 
Unions in the Baltic are, (not without some 
justifi cation) proud of the results achieved by 
their ultimate weapon – the weapon of boycott 
action. However, there is now a real prospect 
that those same Trade Unions will be required 
to use that weapon with much greater care in 
the future if they are to comply with some of 
the underlying principles of European Law and 
also International Law which impact on that 
use. 

■

is the tide  fi nally turning
in favour  of shipowners?
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■ ■ There continues to be many detentions and fi nes on violations 
surrounding Marpol 73/78; an International Maritime Organization 
(IMO) regulation which prohibits the deliberate discharge of oily sub-
stances into our oceans. Many associations and organisations have taken 
proactive steps to help shipowners and shipman-
agers take preventive measures to help stop this 
practice. The International Chamber of Shipping 
(ICS) and its member associations have produced 
a pamphlet of “best practices” to help shipown-
ers and shipmanagers to safe guard against such 
violations. Videotel is producing several videos 
which will also help shipowners and shipmanag-
ers safe guard themselves on such violations. The 
Videotel videos should be available sometime in 
the second half of this year. Our company has the 
pleasure to be one of many companies who have 
contributed to this production, which includes 
advice from various port states as well. I recom-
mend that everyone in the shipping industry obtain copies of the ICS 
“best practices” pamphlet and the Videotel videos as a guide and intro-
duction into the problems surrounding the Oily Water Separator.

Invest in training
Despite these wonderful guidelines I am afraid that ships will still be 
faced with potential illegal discharges, unless the shipowner is willing 
to invest thoroughly in equipments to correct the defi ciencies that exist 
in the bilge water systems on board the vessels. It is also very important 
that companies make the commitment to invest in the training of their 
offi cers and crew surrounding the operations of the OWS systems on 
board the vessels. In the Philippines, through our affi liated company, 
Magsaysay Maritime Corporation, we have included in the training of 
cadets, crew and offi cers, the importance of proper maintenance and 
operations of the OWS systems. At our school we have the whole OWS 
system in place so that every shipboard staff knows how to operate the 
system, but training does not stop there. 

The culture and the philosophy of “zero tolerance” surrounding pol-
lution, risks and violations of Marpol must be taught and stressed to the 
company’s managers and superintendents. In essence it is a change in 
culture for management and for all those serving on board the ships. For 

this reason I volunteered to write this article. 

Defi cient and inadequate
First of all, shipowners have to recognise that 
the OWS and its bilge systems are defi cient and 
inadequate. Secondly, since Marpol 73/78 was 
introduced almost thirty years ago, the quality of 
fuel used has deteriorated substantially aggravat-
ing the system further. 

Most shipowners and the shipyards that built 
the ships are very adamant that their ships com-
ply with regulations. The ships have an Oily Wa-
ter Separator, Oily Water Monitor, a bilge and 
holding tank. What the rule does not address 

however is whether the layouts of the bilge systems and holding tanks are 
appropriately suffi cient. Since thirty years ago, engine rooms have be-
come smaller and smaller, accommodating more space for cargo spaces, 
thereby sacrifi cing the necessary spaces needed for tanks to make the 
OWS systems work more effi ciently.  Four years ago, one of our ships 
violated Marpol, and after intensive investigation, we began to realise 
that the holding tanks and bilge layouts on board our vessels were in-
adequate. In addition to adding more holding tanks, we had to invest 
in cascade tanks to help the dirty water to naturally separate oil from 
water. This process helped ensure that the water passing through the 
OWS would meet the discharge requirement of 15 parts per million. 
Such upgrades would cost between USD 35,000 to 300,000 per vessel, 
depending on the confi guration of the vessels’ engine room.

With and without necessary investments
It is my fi rm belief that even though we have all the “best practices” 
advice and necessary investment in training of our shipboard personnel, 

Oily Water Separators – The defi cien

Mr Robert A. Ho
President 

Fairmont Shipping (HK) Ltd, 
Hong Kong

I have been invited by The Swedish Club to write 
about the problems surrounding the Oily Water 
Separator (OWS) as a follow up to my presentation 
made at The Maritime Cyprus 2005 Conference. The 
title was “Ship Source Pollution & Criminalization of 
Seafarers” and I believe the speech can be found on 
the internet. Rather than reiterating what was in the 
speech, I felt that it is more important to write what 
has transpired since then. 

■ ■ December 7th 2006 the fi rst chemical-free system for ballast water 
treatment was launched in Greenwich, England. The product, which 
is called PureBallast, has been developed by Wallenius Water and Alfa 
Laval and has been launched more than two years in advance of Inter-
national Maritime Organization’s (IMO) regu-
lations to prevent the transport of potentially 
invasive species.

Meets a pressing need
The problem of invasive species has long been a 
matter of international focus. Species transported 
via ballast water from one ecosystem to another have devastated marine 
life, collapsed local businesses and economies, and necessitated billions 

Mr Carl Tullstedt
President

AlfaWall, Stockholm

of dollars in control measures. Wallenius addressed this problem several 
years ago and since 2002, Wallenius have been involved in the develop-
ment of a chemical free ballast water treatment system. 

PureBallast is compact and designed for real-life conditions at sea. 
While removing microorganisms to IMO-com-
pliant levels without the use of chemicals, it ac-
commodates the short- and long-term needs of 
shipyards, ship owners and ship operators.

The system is based on Wallenius AOT™ 
technology, a completely new way of treating 
water, offering high performance levels, without 

using chemicals and at a low operating cost. A full-scale prototype has 
been installed on board the Wallenius vessel, m/v Don Quijote since 

The fi rst chemical-free solution to balla

Greenwich, a site forever associated with marine break throughs…

The choice of Greenwich for the launch of PureBallast was no coincidence. The village, now part of London, was the 
site at which John Harrison fi xed his measurements of longitude when he invented the marine chronometer. While 
PureBallast is designed to protect the world’s oceans rather than help in navigating them, its impact on the shipping 
industry has the potential to be as sweeping and as positive as the chronometer’s was in its time.   
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cies are simple to correct!
without the shipowners’ initiative to invest to improve the defi ciencies 
on board vessels to protect the environment and fi x the systems to com-
ply properly, ships will still be at risk of violations.

Without the necessary investments and commitments to best prac-
tices, the crew on board ships will still fi nd it easier to bypass the systems 
rather than to comply with regulations no matter how well trained or 
informed they are.

With the necessary investments and commitments to best practices, 
it will become easier for the crew on board ships to comply with regula-
tions, and it will also properly protect the shipowners.

Not support any violation of Marpol 73/78
So how do we encourage or force the industry to act in a responsible 
manner on something so simple to correct?  How can we ensure that this 
malpractice is stopped and regulate a “zero tolerance” practice?

One suggestion is that fi rst, the International Group of P&I Clubs 
review their rule books and urgently come to a consensus not to sup-
port any violation of Marpol 73/78, even if it can be argued that the 
shipowner was unaware of this practice (whether it has to do with an 
illegal discharge or wrong entry into the oily record book). We are in a 
situation where shipowners have to be responsible and aware of all the 
practices on board their ships. Furthermore, why should the P&I club 
memberships support such a fi ne which is pure negligence on the part 
of the owner, especially if the investments are not made to correct the 
defi ciencies on board his vessel?

Policy measures to be taken
A second measure is to encourage shipowners to enter into Environmen-
tal Protection System/Environmental Management System (EPS/EMS) 
programs, which are to be audited by governmental approved agencies 
not associated to any classifi cation society.  With these programs in 
place, as a company, all our vessels are a few steps away from ISO 14 000, 
a goal we hope to achieve by 2008. Governments, port states and their 
port authorities perhaps should encourage companies and vessels en-
gaged in such a program by charging normal port costs, while those not 

engaged in such a rigorous environmental program be charged double 
or triple the port costs! 

If our industry is to be taken seriously to be contributing to the bet-
terment of our oceans, and environment, I believe these are some of the 
policy measures which should be taken as soon as possible. The noble 
“best practices” guidelines which are currently available or underway, 
are in my opinion just not suffi cient enough to ensure that the ship 
owning community will take the necessary measures to correct the mal-
practice that continues everyday in our oceans.

■

2003 and one of Wallenius’ latest deliveries, m/v Aida has received an 
upgraded system. All Wallenius vessels will have the system installed 
which will be used to process ballast water without affecting normal 
operating times. 

In 2004, Wallenius Water offi cially joined forces with Alfa Laval, 
market leader in separation, heat transfer and freshwater generation to 
integrate the Wallenius AOT™ technology with Alfa Laval’s products. 
This cooperation has resulted in a joint venture, AlfaWall, now respon-
sible for the PureBallast product.

IMO legislation designed to combat the problem is set to take effect 
in 2009. Until now, however, no treatment system has been commercial-
ly viable or able to meet the proposed requirements without chemicals. 
PureBallast’s chemical-free technology is unique.

Balancing local and global need
In developing PureBallast together with Wallenius Water, Alfa Laval has 
been careful to look at both local and global requirements. Though the 
transport of invasive species in ballast water is a worldwide issue, it is 
individual ships that must carry the solution. Simple installation, a small 
footprint, operating economy and ease of use are all essential factors that 

are just as important as IMO compliance.
PureBallast, which has met the stringent IMO ballast water require-

ments in full scale tests, supervised by Det Norske Veritas (DNV), is 
well underway with the year-long offi cial approval process. Moreover, its 
ability to perform at sea has been confi rmed in three years of full-scale on 
board tests.                                                                                                   ■

For further information about the PureBallast product, please contact
Mr Niclas Dahl, Sales & Marketing Manager, PureBallast, Marine & Diesel

Tel switchboard: +46 8 530 650 00 Mobile: +46 708 246 477 Fax: +46 8 530 345 55 
E-mail: niclas.dahl@alfalaval.com Website: http://www.alfalaval.com

PureBallast campaign website: www.alfalaval.com/pureballast

st water treatment now available

Ph
ot

o:
 T

H
E 

SW
ED

IS
H

 C
LU

B

An Oily Water Separator is not enough – the layout of the bilge systems and 
holding tanks must be appropriate.

Systems layout for 1000 m3/h.

Wallenius AOT unit

FilterFlow meter

CIP unit

Control Cabinet
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■ ■ There were many reasons for the forma-
tion of a non-governmental, national sea res-
cue society at the start of the 20th century. The 
storms of 1903 were one such reason. A lack 
of interest on the part of the Swedish govern-
ment was another, while the previous forma-
tion of a local sea rescue station at Stafsinge, in 
the province of Halland, in 1906 was a third. 
The person who probably contributed most 
during these early years was Albert Isakson, 
who was a maritime construction engineer at 
Lloyd’s of London. In 1903 he took part in the 
world conference on sea rescue in Germany. 
Two countries were highlighted at the confer-
ence for particularly poor provision of rescue 
service for shipwrecked mariners: Greece and 
Sweden!

Isakson brought the message home to Swe-
den and was a driving force at a meeting in 
Stockholm on June 1st 1907. When all repre-
sentatives for the Swedish shipping industry 
had their say the Swedish Sea Rescue Society 
(SSRS) was formed.

One hundred years                                   
 providing sea rescue

SSRS plays a crucial role in Swedish sea rescue. 
The Society rose from a deep social commit-
ment displayed by strong personalities within 
the shipping industry and the coastal popula-
tion.

A centennial anniversary gives the oppor-
tunity to look forward and 2007 will be a great 
year full of excitement for the Society. Such a 
celebration, however, should not only inspire a 
nostalgic view of the past, it should also func-
tion as a springboard into the future.

The Swedish Sea Rescue Society, 
standing fi rm on three pillars

SSRS’s function has always been that of saving 
lives at sea. This task is fi rmly supported on 
three pillars: an operative pillar, a preventative 
pillar and a fi rm commitment to research and 
development. SSRS is focused on continuously 
meeting the demands and challenges of the fu-
ture from mariners, authorities and society.

SSRS’s preparations for the future requires 
an awareness of how maritime life has changed 
so that its organisation and fl eet can be adapt-

ed. The infancy of the Society at the begin-
ning of the 20th century was characterised by 
the challenges of rescue crews and passengers 
from vessels in distress at sea. Later, aquatic 
recreation became popular and this posed new 
demands. This is a phase to which the Soci-
ety still devotes a great deal of energy. More 
recently, new aquatic leisure activities, often 
without a vessel, have been developed, such as 
long-distance sea skating in the winter. This is 
a new challenge for SSRS in that they must be 
able to reach locations that cannot be reached 
using normal rescue vessels. This has led to 

building a small fl eet of hovercraft. The future 
task will primarily be preventative sea rescue 
measures, spreading information about sea 
rescue and increasing safety at sea.

New, faster rescue vessels
SSRS has 140 vessels ready for use around the 
Swedish coast. Speed is of the essence when 
saving life, and SSRS has therefore invested 
heavily in its rescue fl eet in recent years by 
building new, modern vessels that achieve 
high speed even in heavy seas. The large rescue 
vessels in the 20-metre class can cope with ex-

years of close enco

One of the SSRS’ rescue vessels.



25

men, salesmen, plumbers, teachers and numer-
ous other occupations. The sea rescue volun-
teers are willing to go out in any weather, at any 
time even during normal work hours or in the 
middle of the night.

The large degree of voluntary work enables 
SSRS to manage with a small administration. 
Most work is voluntary. Much of the costs for 
normal activities are covered by membership 
fees and SSRS has more than 50,000 mem-
bers.

Impressive celebrations
On its 100th anniversary, June 1st 2007, the 20th 
World Maritime Rescue Congress will open 
in Göteborg. The 90 members of the Inter-
national Maritime Rescue Federation (IMRF) 
meet every four years to discuss sea rescue and 
safety at sea and to present long-term action 
plans. The Congress in 2007 will be held at 

Eriksberg. Some of the participants will ar-
rive by rescue vessel and the fl eet of  SSRS will 
be well-represented, not only by new rescue 
vessels, but also by a cavalcade of older ves-
sels from previous service. Approximately 80 
rescue vessels from around 10 countries will 
be moored in Göteborg from May 31th until 
June 6th. The weekend of June 2nd and June 3rd 
will be a major outreach weekend in which  the 
general public is invited to visit the vessels and 
meet their crews.

■
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For further information about 
The  Swedish Sea Rescue Society, please visit

www.ssrs.se

treme conditions, and are equipped with the 
latest equipment, including equipment for 
searching in the dark using ultra-violet light. 
The 12-metre Victoria class was developed by 
SSRS’ engineers after extended research and 
has achieved worldwide recognition.

Everything on a voluntary basis
SSRS is responsible for 70 per cent of all sea 
rescues in Sweden and receives no government 
funding. The Society is fi nanced by member-
ship fees, donations and voluntary work. De-
spite this, or possibly, as a result of this, the 

Society has doubled the number of sea rescue 
stations in recent years, tripled the number of 
rescue personnel available and built 70 new, 
modern rescue vessels. This expansion has 
enabled SSRS in meeting its goal of depart-
ing within 15 minutes or less from the time an 
alarm is received.

Crews reside close to the station and have 
drills several times a month. Thanks to 1,500 
volunteer crew members, rescue services are al-
ways available, 24 hours a day, anywhere along 
the Swedish coast and in the major lakes. The 
volunteers work as carpenters, doctors, fi sher-

ounter with danger
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The SSRS Rescuerunner.
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Hong Kong , November 29th – December 12th 2006

In Hong Kong the ship was moored in the tourist and 
entertainment centre at the Ocean Terminal. In spite of a 
- comparatively - short port call, the Götheborg created a lot of 
attention. There are seven million inhabitants in Hong Kong and 
it is estimated that a million of them visited the exhibition area. 
Many thousands of them also visited the ship during the three 
days of “Open ship”, to take a closer look. 

“This port call was extremely successful and met with an 
incredible interest among the people of Hong Kong. I don’t think 
that any previous event ever has created this good publicity for 
Sweden and no one in Hong Kong could possibly have missed 
the port call,” says Ms Boel Evander, Swedish Consul-General in 
Hong Kong. 

Christmas was not far away and the ship became part of the 
local Christmas preparations in Hong Kong. The citizens of Hong 
Kong were invited to a traditional Swedish Christmas celebration 
with Father Christmas, a Santa Lucia procession and a concert 
with the Boys Choir of Göteborg. 

Singapore, December 30th 2006 – January 14th 2007

Hong Kong was the third and last offi cial port call in China. The 
ship then continued her journey to Singapore where she arrived 
on December 30th just in time to participate in the New Year 
celebrations. The visit to Singapore was yet another success. In 
the very centre of the city, moored next to the newly inaugurated 
shopping centre VivoCity, the ship was seen by an estimated half a 
million Singaporeans. More than 10,000 were even more curious 
and came aboard. The three balconies of VivoCity, one for every 
storey, have all the time been crowded with spectators admiring 
the ship. 

Chennai, India, January 31st – February 10th 2007

The ship arrived in Chennai on January 31st for a port call of 
eleven days. Rapidly growing trade between India and Sweden 
has been in focus during her stay in Chennai. Parallel to it, a top 
Swedish business delegation headed by Swedish Deputy Prime 
Minister and Minister of Industry, Mrs Maud Olofsson, visited 
India, all adding up to the largest Swedish event ever in India

Interest in the ship among the public has also been on top 
with more than 25,000 Indians taking the opportunity of seeing 
the ship, with never-ending queues. Their interest was of course 
boosted by the media coverage of the port call. 

The Swedish Club Letter follows the Götheborg on her journey from Sweden to China. This is our third report, covering the stops 

in Hong Kong, Singapore and Chennai. After the stay in India the ship went to Djibouti (March 14th – 17th), Alexandria (April 1st – 3rd) 

and Nice  (April 17th – 24th). Last stop before arriving in Göteborg (June 9th) will be  London (May 19th – June 2nd) .

In Hong Kong by night. Photo: THE SWEDISH CLUB

In Singapore by night. Photo: ROBIN OLSSON with courtesy of SOIC
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Göteborg

Cádiz

Recife

Cape Town
Nelson Mandela Metro

Fremantle

Jakarta

Hong KongGuangzhou

Shanghai

Götheborg is a replica of the historic East Indiaman merchant vessel Göthe-
borg that foundered off  the entrance to the harbour of the city of Göteborg 
on September 12th 1745. The idea of building a replica of an 18th century ship 
and sail her to China was born during the marine archaeological excava-
tions of the wreck carried out between 1986 and 1992. It took more than ten 
years to build the Götheborg. Building methods, handcraft techniques and 
materials from the 18th century have been used as far as possible. The ship left 
Göteborg on October 2nd 2005 on her expedition to China. 

Spectators waiting in Chennai. Photo: ROBIN OLSSON with courtesy of SOIC

Göteborg-Shanghai
Shanghai-Göteborg
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■ ■ China has achieved tremen-
dous success in modernising its 
economy during the past three 
decades, and the progress made has 
amazed the world. The work carried 
out by the Chinese government in 
reforming its laws in this period has, 

however, been less visible. This work, nonetheless, has 
had a profound impact on the development of China’s 
economy.

The China People’s Congress, the highest legisla-
ture in China, has just adopted a new “Law on Property 
Rights” at its annual convention in Beijing, to come 
into force on October 1st 2007. The Chinese govern-
ment started the legislative process for this new law in 
1993. It has taken the government 14 years to bring the 
new law to reality, the longest legislative process for a 
piece of legislation in China. 

It has taken so long since the law is controversial in 
China. The controversy revolved around fundamen-
tal questions relating to China’s socialist system (with 
its principle of state ownership) and private property 
rights. The arguments focused on whether the law 
should offer protection to state ownership or to pri-
vate property, and which kind should take priority. 
China’s “planned economy” in the past was predomi-
nantly based on state ownership. Private enterprises 
have fl ourished during the recent decades of economic 
reform, and ownership of private property and wealth 
has grown exponentially. 

The new law now provides equal protection to pri-
vate property as to state ownership. Article 1 of the new 
legislation states that China adopts a socialist market 
economy system; it protects/provides all objects in the 
market economy equal legal status and developments 
rights; it also protects national, collective and private 
property rights, and the property rights of any others; 
and allows no-one to violate these property rights. 

The new legislation brings the government’s ambi-
tion of completing its Civil Law Code one step closer. 
The Civil Law Code will consist of 9 chapters: Pream-
ble, Law on Properties, Contract Law, Copyright Law, 
Marriage Law, Adoption Law, Succession Law, Torts, 
and Law of Confl icts. The Law on Property Rights is 
considered to be the cornerstone of the planned Civil 
Law Code, and Chinese law experts consider it to be 
the most controversial. Three further pieces of legis-
lation of the nine planned remain to be brought into 
reality: the laws on Torts, Copyright, and Confl icts. It 
is expected that these three laws will be relatively easy 
to adopt. 

■

News
from

Asia

“The Law
on Property Rights”
coming into force 
in China

Ruizong Wang
Managing Director

The Swedish Club Hong Kong Ltd.

Ships on UK water to stub out
SSG-GÖTEBORG ■ Britain proposes 

to ban smoking on all ships operat-

ing to and from ports in the UK. The 

intention is that the new arrange-

ments will come into force as soon 

as possible after the main smoke 

free provisions are implemented on 

July 1st  2007 in England. Several oth-

er fl ag states have reacted sharply 

to the proposal, not concerning the 

smokers’ right, but regarding the 

right of the sovereign state onboard 

a ship of its fl ag. IMO has so far re-

mained neutral. (16.02.07)

Life saving feedback forum 
launched
SSG-GÖTEBORG ■ Intertanko, In-

tercargo and ILAMA (International 

Life-Saving Appliance Manufactur-

ers Association) has launched a joint 

feedback forum. Crew members 

as the users of lifeboats and other 

life-saving appliances are encour-

aged to provide suggestions and 

progressive feedback on how equip-

ment can be improved to minimise 

accidents, enhance safety and 

improve ergonomic design. The 

forum is open to all crews no matter 

ship type and all information will be 

treated confi dentially. You can reach 

the forum at: lifeboats@intertanko.

com (08.03.07)

Hardware investments no good 
without human investments
SSG-GÖTEBORG ■ The shipping 

industry is investing heavily in new 

ships, but without equally large in-

vestments in human resources ship-

ping will have a problem. Intertanko 

says its members should provide not 

only cadet berths but also training 

facilities on board their new ships.

   “The easiest way to get seafarers’ 

attention is when they are at sea, 

not when they are ashore during 

their precious leave time”, says In-

tertanko’s new chairman Nick Fistes. 

(28.03.07)

Cell phones cause of collision
SSG-GÖTEBORG ■ The use of mobile 

phones was a contributing factor to 

the collision between The Ahlmark 

Line dry cargo vessel Skagern and 

the container carrier Samskip Cou-

rier in Humber in June 2006, accord-

ing to the investigation report from 

Britain’s Marine Accident Investiga-

tion Branch, MAIB. The report states 

that the pilots on the two vessels 

were aware of the ships’ converging 

courses, but chose to handle the 

situation by talking to each other 

via mobile phones. No one used 

radar plotting. The phone talks left 

the masters of the vessels out of the 

information fl ow, but they are criti-

cised for having put too much trust 

with the pilots. MAIB also highlights 

poor bridge teamwork, failure to 

follow the collision avoidance regu-

lations and too high speed in the 

dense fog as contributing causes.

(05.04.07)

New law on pollution in force
SSG-GÖTEBORG ■ On April 1st, the 

EU directive from 2005 on ship-

source pollution and the introduc-

tion of penalties for infringements 

becomes law. The directive intends 

to impose penalties on any party 

– master, owner, charterer, classifi -

cation society, etc. – found to have 

caused or contributed to illegal 

pollution deliberately or because of 

gross negligence. The directive ap-

plies to all ships calling at EU ports, 

whatever fl ag they fl y and tackles 

discharges in all sea areas. It also 

provides for cooperation between 

port state authorities to take action 

at the next port of call. (30.03.07)
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■ ■  Lighthouse is a cooperation of competence in the mari-
time sector. The base for the cooperation is formed by Chalmers 
University of Technology, School of Business, Economics and 
Law at Göteborg University and the Swedish Shipownerś  Asso-
ciation. The ideas of Lighthouse were created during year 2004 
in discussion between Chalmers and the Swedish Shipownerś  
Association.

The School of Business, Economics 
and Law was invited by SRF in Novem-
ber 2004 in order to be an active part 
of the cooperation. Principals of these 
organisations agreed that development 
of competence and quality is of the utmost importance to keep 
Swedish shipping activities competitive for the future. In order 
to secure such development a concentration and strengthening 
was found necessary. An extended and improved interaction be-
tween the industry and the universities is needed. 

Vision
In harmony with sustainable development in the Swedish ship-
ping industry and multidisciplinary collaboration, Lighthouse 
will be the fi rst choice for maritime research, education, in-serv-
ice and innovation. Through a wide competence spectrum new 
competence and development will be achieved as a result of the 
contribution from several disciplines.

Lighthouse will be a leading cooperation of competence, with 
strong foundation in a maritime multidisciplinary academic 
environment. Research and education at Chalmers University 
of Technology and School of Business, Economics and Law at 
Göteborg University will contribute to sustainable growth in 
Swedish shipping. High quality research on an international 
level will create the conditions for providing education of the 
highest quality. Regional and national interaction will contrib-
ute to a strong, internationally competitive operating base.

Mission, objectives and strategy
The mission of Lighthouse is to communicate new competence 
in areas that is of future interest to the Swedish shipping industry 
with special focus on Environment, Economics, Operations and 
Safety and Logistics. Those areas will be defi ned through a dia-
logue starting from the competence and development of today.  

The following areas have been nominated:
1. Propulsion systems and ships as energy consumers 
2. Strategies in sustainable business development and logistics 
3. Human performance, decision support and organisation 
4. Resource utilisation in shipping  

During the period 2006-2015, Lighthouse aims to com-
municate the result of a turnover of about 1 billion SEK in the 
production of new competence via education, research and de-
velopment.

All parts of the activities, education and research and de-
velopment (R&D), shall be performed in cooperation between 

the universities and the industry. The 
strategy of the Lighthouse is to commu-
nicate the gathered competence to man 
the activities of R&D. This will be made 
through a well managed project organi-
sation using well defi ned objectives and 

frames. Lighthouse will be a meeting place and a working area 
where new ideas will be tested and new competence will be im-
plemented.  

Multidisciplinary research environment
Lighthouse is a unique investment where development of the 
know-how and education of marine offi cers, naval architects, 
charterers and shipping economists are brought together in 
one organisation.   

Lighthouse is an opportunity to develop environment and 
safety issues within shipping. In the future, it will also be neces-
sary for the shipping industry to collaborate closely with econ-
omists, logisticians, charterers and naval architects. Lighthouse 
will open up the potential for achieving this.

Research and development
Lighthouse will communicate R&D projects with a special 
idea of getting results both for academic use and industrial 
applications. R&D projects will be manned by both academic staff 
of various disciplines and industrial professionals, both in the core 
project and in reference groups connected to the R&D project.

A communication project 
One of the predominant requirements of the investment is com-
munication. An extensive communication plan is established 
in order to give the Swedish shipping industry the intended 
payoff from the investment made. The project extends over a 
10-year period and is divided into two parts.

The fact that Chalmers University of Technology, the School 
of Business, Economics and Law and the shipping industry are 
working hand in hand to create an internationally prominent 
research and development is a refl ection of the positive spirit 
of expansion and partnership that exists in the region. 

■

L GHT
– a new competence centre in the maritime sector

HOUSE

Mr Håkan Friberg
Chairman

Lighthouse, Göteborg
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Casualty Response Seminar in Hamburg 
March 28th 2007

The Club, in association with Mr Tony Redding, Director of TRS Public 
Relations, U.K., hosted an evening seminar at Hamburg’s Hafen Klub on March 
28th dealing with the issue of casualty response and the media. 

The presentation considered a number of case studies in respect of the intense 
media, public and political interest which surrounds a major casualty. 

Over 60 guests from the Hamburg shipping and broking community attended 
this succesful event. 

Managing Director, Frans Malmros welcomed the guests.

The evening’s speaker, Mr Tony Red-
ding of TRS Public Relations.

The World Maritime University
at HELMEPA

Clas Rydén, Area Manager/General Manager at The Swedish 
Club in Piraeus had the opportunity to speak at HELMEPA’s 
(Hellenic Marine Environment Protection Association) four-day 
seminar for the students of the World Maritime University’s post-
graduate department of Maritime Law and Policy in Athens on 
March 29th. The seminar was organised for yet another year as a 
continuation and strengthening of the long-standing cooperation 
between HELMEPA and WMU, with the aim that the students 
meet at fi rst hand the Greek maritime family.

The majority of the students are offi cials from government de-
partments and maritime entities in Algeria, China, Ecuador, Fiji, 
Greece, India, Japan, Malaysia, Mauritania, Mauritius, Nigeria, 
Pakistan, Panama, the Philippines, the Russian Federation, Sierra 
Leone, Sri Lanka, Tanzania and Turkey.

Photo: H
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Clas Rydén – one of the speakers at the seminar.
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Staff  News Public Holidays

PUBLIC HOLIDAYS
when The Swedish Club 
offi    ces are closed

May – October 2007

Head offi  ce Sweden 

Emergency tel +46 31 151 328

May 1st  Labour Day
May 17th Ascension Day
June 6th  National Holiday
June 22nd  Midsummer Eve

Greece 

Emergency tel +30 6944 530 856

May 1st Labour Day
May 28th Holy Spirit Day
August 15th  Assumption Day
October 28th National Anniversary

Hong Kong

Emergency tel +852 2598 6464

May 1st Labour Day
May 24th  The Buddha’s Birthday
June 19TH Dragon Boat Festival 
July 2nd The day following Hong Kong 
  Special Administrative
  Region Establishment Day
September 26th The day following Mid-Autumn
  Festival
October 1st National Day
October 19th  Chung Yeung Festival

Japan 

24 hour tel +81 3 5442 5466

May 3rd  Constitution Memorial Day
May 4th National Holiday
May 5th Childrens’ Day
July 17th Marine Day
September 18th  Respect for the Elderly Day
September 23rd Autumnal Equinox Day
October 10th Health and Sports Day

Bjarne Koitrand, joined Team Göteborg III on February 19th 2007 
as a Staff Surveyor. Bjarne holds an M.Sc. in Naval Architecture & 
Marine Engineering from Chalmers University of Technology. Prior 
to joining the Club, Bjarne held the position as President (CEO) of      
Rederi AB Brevik. His career also includes employment with a ship-
yard and a classifi cation society.  

Anders Wranå, joined the Club on a temporary basis as Loss Preven-
tion Co-ordinator on January 15th 2007. He replaces Anna-Karin 
Lönnstad Dalemo during her parental leave. Anders is a Captain and 
holds a Master degree in Marine Logistics and Finance from Chalmers 
University, Göteborg. He is also a Naval Offi cer. Among other em-
ployments, he has served as First Offi cer on passenger and RoRo ships. 

Annica Börjesson, Claims Executive, has returned to the head offi ce 
and Team Göteborg I after her six-month assignment in the Club’s 
Hong Kong offi ce.

Marie Johansson, has been appointed Underwriting Assistant in Team 
Göteborg I as from February 19th 2007. 

Lars A. Malm, has been appointed Director, Team Management as 
from March 12th 2007.

Peter Stålberg, has been appointed Area Manager, Team Göteborg III 
as from March 12th 2007.

Claes Lindh, The Swedish Club’s Director of Underwriting & Market-
ing has left the Club to pursue new challenges in the world of marine 
insurance. Claes Lindh’s career opened with sea service on Broström 
vessels. He joined The Swedish Club in 1980 as an Assistant Hull 
Claims Manager. He was appointed Director of Underwriting & Mar-
keting in 1997. Claes has made a unique contribution to the Club’s 
growth and development over the past 26 years and is well-known and 
respected throughout the international marine insurance and shipping 
communities. We wish him well in the future and thank him for his 
efforts, over many years, on behalf of the Club and its members.
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of close encounter with dangeryears

HIGHTECH
Bridge

Equipment
makes special demands

 on shipowners 
and port authorities

Chemical-free solution
 to ballast water treatment

RESULT 2006: FREE 
RESERVES NOW

MORE THAN 
USD 100 MIILLION

Page 24-25

Page 22-23

Page 14-15

Page 8-9

CLUB CALENDAR

May 7th – 11th 2007
Marine Insurance Course in Göteborg

June 13th 2007
Board Meeting in Göteborg

June 14th 2007
Annual General Meeting in Göteborg

October 4th 2007
Board Meeting in Bangkok

November 29th 2007
Board Meeting in London
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