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  Maritime Events Calendar
february '18

 7-8 18th ballast water management conference 
(singapore, sg)

  8 MaritiMe breakfast foruM #130 
(cebu ports authority (cpa), North reclaMatioN 

area, cebu city, cebu)

21-22     12th artic shipping summiy (montreal, ca)

28    9th mareforum indonesia 2018 (jakarta, in)

March '18

 14-16 asia pacific maritime 2018 (marina bay sand, singapore, 
singapore)

21-22     22nd maritime hr & crew management summit 
(singapore, sg)

 21-23 shipping 2030 europe (radisson blu scandinavia hotel, 
copenhagen, dk)

 21-23 green ship technology europe (radisson blu 
scandinavia hotel, copenhagen, dk)

  20 MaritiMe breakfast foruM #131 
(MaritiMe acadeMy of asia aNd the pacific (Maap), 

kaMaya poiNt, Mariveles, bataaN)

april '18

 24     lng shipping & clean energy forum (marina bay sands, 
singapore, sg)

 25     seatrade maritime awards asia (sands expo and 
convention center, singapore, sg)

 27 MaritiMe breakfast foruM #132 
(MaritiMe iNdustry authority (MariNa), taft ave. cor.  

tM kalaw st., erMita, MaNila)

May '18

 16-17 navigate 2018 (turku, fi)

 22     7th edition of navalia, international shipbuilding 
exhibition 2018 (pontevedra, es)

 25 MaritiMe breakfast foruM #133 
(philippiNe Navy (pN), headquarters, philippiNe Navy, 

roxas blvd, MaNila)

juNe '18

25     27th world gas conference, (walter e washington 
centre, washington dc, usa)

 27-29     philmarine 2018 (smx convention center manila, mall 
of asia complex, pasay city)

NoveMber '17

 6-8 global trade controls (the hallam conference 
center, london, uk)

 7-8 crewconnect global(hotel sofitel philippine plaza, 
manila, ph)

 8    ship finance & trade conference (sheraton abu dhabi 
hotel & resort, abu dhabi, uae)

 7-10 europort 2017 (rotterdam ahoy, rotterdam, nl)

 13-14 offshore vessel connect global  (radisson blu 
plaza hotel, oslo, no)

 15-17 gst north america 2017 (sheraton new york times 
square hotel, ny, usa)

 15-16 shipping2030 north america 2017 (sheraton new york 
times square hotel, ny, usa)

 15-17 hydropower balkans 2017 (hilton podgorcia, crna 
gora, podgorcia, me)

21-22 asean coast guards' forum (misibis bay, albay, ph)

  22 MaritiMe breakfast foruM #128 
(departMeNt of traNsportatioN (dotr), dotr 

coNfereNce rooM, dort, cyber city, osMeNa rd, clark, 
paMpaNga)

 28-29 shiptech with shipping2030 middle east (the address 
hotel dubai mall, dubai, uae)

29-30     11th artic shipping summit (london, uk)

deceMber '17

 5-8 marintec cn 2017 (shanghai new international expo 
center, shanghai, cn)

 6-8 salvage & wreck london 2017 (london, uk)

 12-14 bwmtech 2017 (grange tower bridge hotel, london, uk)

jaNuary '18

  19 MaritiMe breakfast foruM #129 
(departMeNt of foreigN affairs(dfa), 2330 roxas 

blvd., pasay city)

 23-24 mega cargo show 2018 (hall no. v, bombay exhibition 
centre, mumbai, in)

 24     vietship 2018 (vietnam national convention center, 
hanoi, vn)

 30     lng bunkering summit 2018 (novotel hotel, 
amsterdam, nl)

 30     maritime reconnaissance and surveilance 
technology  (crown plaza rome, rome, it)



6    Maritime Review nov-dec 2017

many scientific researches indicate that some celestial objects 
collided with mother earth millions of years ago creating incred-
ibly powerful explosions that led to life extinction of the dino-

saurs and other pre-historic creatures. recently there was news on a certain 
planet x nibiru that some predicted to hit the earth last month. while such risk 
of collision remains mother earth presently face a similar threat of catastrophe 
pose by her own inhabitants: global warming!

studies on global climatic conditions showed strong relationship between 
the rise in earth’s temperature and increased emission into the atmosphere 
of greenhouse gases (ghgs), like carbon dioxide, methane, nitrous oxide and 
chlorofluorocarbons. the frequent and substantial emissions from these ghcs 
produce heat beyond the earth’s normal absorption capacity. the excess heat is 
stored in the atmosphere, terrestrial ecosystems and the oceans, thus creating an 
imbalance. this results in rising sea levels, stresses in fresh water supplies, threat 
of species extinction, increasing temperatures, and other detrimental impacts on 
human and natural systems. 

our planet’s temperature changes due to natural causes such as volcanic 
eruptions and solar activities. of note is the mount pinatubo eruption in 1991 
when the earth’s temperature went down by half degree celsius. the ice age era 
lasting 10,000-30,000 years significantly reduced the earth’s temperature and 
caused the sea level to fall some 120 meters from present level. but even as the 
polar temperatures rise to 3-5 degrees celsius in subsequent warming periods the 
sea levels were still 4-9 meters higher than the current benchmark. 

the past 200 years saw the proliferation of carbon dioxide (co2) emissions, the 
largest in volume among the ghgs. the industrial age starting in 1750 increased 
co2 emissions by a third to 400 parts per million(ppm) in 2013. half of this increase 
occurred during the past 30 years. (plants live at 150ppm co2 and doubling that 
would translate to an increased growth rate of 33% more.) human population 
contributed most discharges of the ghgs into the atmosphere as people use fossil 
fuels in factories and electric power plants, utilize refrigerants for cooling homes 
and offices and for industrial purposes, cut trees for construction and paper 
manufacture, and put fertilizers, that emit nitrous oxide, to their crops and other 
agricultural produce.  

human ghgs discharges are ten times more than those coming from 
natural sources. in 2010 coal accounted for 41% of the ghg emissions while 
oil contributed 34%. these amounts are 49% higher than the figures recorded 
10 years earlier. scientists calculates that global temperature will rise by 0.2 

degrees celsius per decade for the next two decades and sea level will register 
3.1 millimeters increase annually. 

alarmed by these climatic changes the united nations in 1998 formed the 
intergovernmental panel on climate change (ipcc) to “review and assess scientific 
and other information on human contributions on climate change.” in partner-
ship with the world meteorological organization and un environment program, 
ipcc made 5 assessment reports that raised concerns over climate change. it 
called on individual governments to reduce ghgs emissions, enact meaningful 
and strict energy legislation, and encourage citizens to change their mindset and 
ways towards sustainable living.  climatologist helen marcus powerful statement 
on global warming summarizes the ipcc’s and other concerned parties’ view: 
“climate change is real, and we are killing our planet more everyday.”

the ipcc initiatives, contained in the 2007 kyoto protocol and 2017 paris 
agreement, supported by other private groups, are slowly gaining positive 
responses. for example, in singapore professor tommy koh urges asean banks 
to “align portfolios fully with the paris agreement” and influence business prac-
tices in approach to sustainable development where climate risks abound. 
in africa a civilian-led organization helps their government in protecting and 
conserving the elephants and other endangered species in their territory. in 
the philippines department of environment and natural resources (denr) 
secretary roy cimatu hosted in october 2017 the 12th session of conference 
of parties on convention of migratory species and wild animals attended 
by some 1,000 participants from 93 countries. this conference came out with 
a philippine-sponsored manila declaration to highlight the contributions of 
migratory wildlife to sustainable development in agriculture, forestry, fisheries, 
tourism, trade, transport and energy, and how to protect and conserve those 
creatures. relatedly a philippine cause-oriented group is urging the government 
to stop using coal to generate electricity. 

these small steps taken by some countries may serve as reminders to others 
that our planet needs a concerted effort to reduce ghgs emissions to prevent 
global warming. as a maritime country the philippines may focus its attention on 
how to effectively manage its oceans, forests, and other natural resources along the 
lines enunciated by ipcc and existing municipal laws. indeed a daunting task for a 
developing nation but the only way to help “save” the planet and its living species.

as we wait for commitments and compliances to un-led initiatives to ameliorate 
global warming we enjoin the world community to celebrate the christmas season, 
and might as well greet our home planet: merry christmas, mother earth!   

Merry Christmas, 
Mother Earth!
by VAdm Emilio C Marayag Jr AFP (Ret)
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first of all, let me welcome all the participants composed 
of representatives from concerned government agencies 
in the maritime sector for the 127th maritime forum.  this 

gathering is being undertaken in coordination with the maritime 
league.  it is truly an honor to host this event as we continue to 
work together to ensure that our agencies are being updated on 
the issues that affect our marine environment and the maritime 
industry.

humans have always had a close rela-
tionship with the aquatic environment, 
including the early use of the sea for food 
harvesting and communication.  today, 
the sea is an important component of the 
transportation system, with large amounts 
of cargo and passengers. 

the philippines is trying to attract more 
investors to the local shipping industry.  
coastal areas offer plenty of opportunities 
for recreational activities.  they attract lots 
of enterprises and people, which in turn 
require other services and establishments 
to address their residential and recrea-
tional needs. 

these may include businesses engaged 
in tourism and recreation, sustainable 
employment, provenance and identity-
building particularly for leisure areas, a 
platform for transport facilities, ecosystem 
services (flood control, power generation, 
etc.), raising property values for property 
developers, regenerating urban areas, and 
many others more. 

but with any development, safeguards must be put in place 
and strictly implemented to ensure that marine ecosystems are not 
degraded and exploited. 

i am glad that the department of environment and natural 
resources (denr) is part of this regular meeting of the maritime 
league, whose membership includes, but is not limited to the ship-
ping industry, other government agencies in the maritime industry, 
and marine experts, to ensure that the management of our marine 
resources are highlighted and issues in their protection are addressed. 

the denr continues to call for the continued protection and 
conservation of our coastal and marine resources.  in 2015, the 
denr has launched the project, "strengthening the Marine 
protected areas (Mpas) to conserve Marine key biodiversity 
areas", which involves the establishment of a more coordinated 
approach to conservation efforts in the verde island passage.  this 
includes the lanuza bay in surigao del sur, davao gulf in southern 
mindanao, tanon strait protected seascape in central visayas and 

southern palawan. 

the establishment of mpas has been 
proven effective in enabling depleted fish 
stocks and helping ecosystems to recover 
and replenish.   

at present, there are only 33 mpas 
under republic act 7586 or the National 
integrated protected areas system 
(Nipas) act of 1992.  the law provides 
the legal framework for the establishment 
of mpas.  there are already a total of 1,620 
mpas created through local ordinances 
by virtue of the fisheries code of 1998, 
which mandates that 15 percent of coastal 
waters be set aside as marine reserves. 

in this regard, the denr recognizes 
the very important role various govern-
ment agencies play in protecting our 
marine environment.  we seek for the 
continued support of the department 
of transportation (dotr), department of 
foreign affairs (dfa), philippine coast 
guard (pcg), national coast watch center 

(ncwc) and all other concerned organizations and institutions in 
preventing marine pollution. 

again, thank you for sharing your time and expertise in this 
forum.  may this undertaking continue to inspire all of us to work 
together and move this country forward.  Mabuhay tayong lahat!   

    

Welcome remarks of DENR Secretary Roy A. Cimatu during the 127th 
Maritime Forum held at the EMB Conference Room A, AQMTC Building, 

Visayas Avenue, Diliman, Quezon City on 20 October 2017.

We seek for the continued 
support of the Department 

of Transportation 
(DOTr), Department of 
Foreign Affairs (DFA), 
Philippine Coast Guard 
(PCg), National Coast 
Watch Center (NCWC) 
and all other concerned 

organizations and 
institutions in preventing 

marine pollution. 

DENR Calls for Inter-
Agency Cooperation to 
Protect and Conserve  
Coastal and Marine 

Resources
by Roy A. Cimatu, DENR Secretary



8    Maritime Review nov-dec 2017

Don't Widen the Plate
by Commo. Carlos L. Agustin AFP (Ret)

how do we deal with negative news on the maritime industry? 
the most negative had been on our past shipping safety 
record, in particular because of the record-breaking casu-

alty count of the dona paz disaster of 1987. likewise, the sorry state of 
professional competence in the seafaring industry was hot news after 
the stcw 95 review highlighted the philippine’s inability to be on the 
initial white list but still it raised the country’s stature as the manning 
capital of the world.

i think that while we were and are still slow in this regard, still we see 
progress in shipping safety, in stcw implementation, in shipbuilding, 
in ship management development and while we have not realized the 
dream of some sector for a unified maritime affairs bureaucracy, done 
a lot towards streamlining the maritime organization, albeit slowly - 
and still dealing with turf issues.

this past month i came across many items in print media that were 
often also taken up by tv and radio newscasters that were alarming, 
disturbing, disconcerting, disgusting, or described in extremely nega-
tive ways – about how the philippines seems to be getting to be 
something like a failed state or country.

news items abound like the philippines being

 � ninth worse country to live in

 � having the highest level of impunity among 69 countries, 
according to the 2017 global impunity index (gii) released by 
universidad de las americas or undap in mexico.

 � 11th worst country for tourists

 � among the worst in driver satisfaction (for some reason rated 
best in driver service and 4th best in traffic safety, obviously due 
to lesser accidents based on slow traffic)

 � asia’s worst internet as rated by forbes

 � having among the world’s worst airports

 � the only country in the world that had  ‘allowed drug convicts to 
rule government prisons”

 � one of the worst countries in bureaucratic red tape for business 
transactions

 � the country with “the best justice system that money can buy.”

and many more, if you keep on searching, such as the one that 
made me post in various forums that i am member of, and which made 
me ask and post:

feeling good?

ruin your day with this thread:  https://www.rooshvforum.com/
thread-8809.html or join in on the debate.

politicians, judges, businessmen, bureaucrats, educators and all of 
us should strengthen our resolve to rid our country of drugs, corrup-
tion and criminality. can we do that?

so many things happening in the us likewise happen here, remi-
niscent of the “backsliding syndrome” of the marcos era. in the us, the 
great rift between the democrats and the republicans also reflect 
similar issues here (oddly to include presidential nuances reflecting 
their own individual idiosyncrasies put into public action)

here is one “excellent article to read from beginning to end”, as the 
sender so described it so i decided to paraphrase it completely:

Twenty years ago, in Nashville, Tennessee, during the first week of 
January, 1996, more than 4,000 baseball coaches descended upon 
the Opryland Hotel for the 52nd annual ABCA's convention.

While I waited in line to register with the hotel staff, I heard other 
more veteran coaches rumbling about the line-up of speakers 
scheduled to present during the weekend.  One name, in partic-
ular, kept resurfacing, always with the same sentiment — “John 
Scolinos is here? Oh, man, worth every penny of my airfare.”

Who is John Scolinos, I wondered.  No matter; I was just happy to 
be there.

In 1996, Coach Scolinos was 78 years old and five years retired 
from a college coaching career that began in 1948.  He shuffled to 
the stage to an impressive standing ovation, wearing dark poly-
ester pants, a light blue shirt, and a string around his neck from 
which home plate hung — a full-sized, stark-white home plate.

Seriously, I wondered, who is this guy?

After speaking for twenty-five minutes, not once mentioning the 
prop hanging around his neck, Coach Scolinos appeared to notice 
the snickering among some of the coaches.  Even those who knew 

Chairman's Page
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Coach Scolinos had to wonder exactly where he was going with 
this, or if he had simply forgotten about home plate since he’d 
gotten on stage.

Then, finally ...“You’re probably all wondering why I’m wearing 
home plate around my neck,” he said, his voice growing irascible.

I laughed along with the others, acknowledging the possibility.

“I may be old, but I’m not crazy.  The reason I stand before you 
today is to share with you baseball people what I’ve learned in my 
life, what I’ve learned about home plate in my 78 years.”

Several hands went up when Scolinos asked how many Little 
League coaches were in the room.

“Do you know how wide home plate is in Little League?”

After a pause, someone offered, “Seventeen inches?” more of a 
question than answer.

“That’s right,” he said “How about in Babe Ruth’s day?  Any Babe 
Ruth coaches in the house?” Another long pause.

“Seventeen inches?” a guess from another reluctant coach.

“That’s right,” said Scolinos.  “Now, how many high school coaches 
do we have in the room?”

Hundreds of hands shot up, as the pattern began to appear.  “How 
wide is home plate in high school baseball?”

“Seventeen inches,” they said, sounding more confident.

“You’re right!” Scolinos barked.  “And you college coaches, how 
wide is home plate in college?”

“Seventeen inches!” we said, in unison.

“Any Minor League coaches here?  How wide is home plate in pro 
ball?”............“Seventeen inches!”

“RIGHT!  And in the Major Leagues, how wide home plate is in the 
Major Leagues?

“Seventeen inches!”

“SEV-EN-TEEN INCHES!” he confirmed, his voice bellowing off 
the walls.  “And what do they do with a Big League pitcher who 
can’t throw the ball over seventeen inches?”  Pause.  “They send 
him to Pocatello!” he hollered, drawing raucous laughter.  “What 
they don’t do is this: they don’t say, ‘Ah, that’s okay, Jimmy.  If you 
can’t hit a seventeen-inch target?  We’ll make it eighteen inches or 
nineteen inches.  We’ll make it twenty inches so you have a better 
chance of hitting it.  If you can’t hit that, let us know so we can 
make it wider still, say twenty-five inches.”

Pause.  “Coaches... What do we do when your best player shows 
up late to practice? Or when our team rules forbid facial hair and a 
guy shows up unshaven?  What if he gets caught drinking?  Do we 
hold him accountable?  Or do we change the rules to fit him?  Do 
we widen home plate?"

The chuckles gradually faded as four thousand coaches grew 
quiet, the fog lifting as the old coach’s message began to unfold.

He turned the plate toward himself and, using a Sharpie, began to 
draw something.

When he turned it toward the crowd, point up, a house was 
revealed, complete with a freshly drawn door and two windows.

“This is the problem in our homes today.  With our marriages, with 
the way we parent our kids.  With our discipline.

We don’t teach accountability to our kids, and there is no conse-
quence for failing to meet standards.  We just widen the plate!”

Pause.

Then, to the point at the top of the house he added a small 
American flag.

“This is the problem in our schools today.  The quality of our educa-
tion is going downhill fast and teachers have been stripped of the 
tools they need to be successful, and to educate and discipline 
our young people.  We are allowing others to widen home plate!  
Where is that getting us?”

Silence.

He replaced the flag with a Cross.  “And this is the problem in the 
Church, where powerful people in positions of authority have 
taken advantage of young children, only to have such an atrocity 
swept under the rug for years.  Our church leaders are widening 
home plate for themselves!  And we allow it.”

“And the same is true with our government.  Our so called repre-
sentatives make rules for us that don’t apply to themselves. They 
take bribes from lobbyists and foreign countries.  They no longer 
serve us.  And we allow them to widen home plate! We see our 
country falling into a dark abyss while we just watch.”

I was amazed.  At a baseball convention where I expected to learn 
something about curve balls and bunting and how to run better 
practices, I had learned something far more valuable.

From an old man with home plate strung around his neck, I had 
learned something about life, about myself, about my own weak-
nesses and about my responsibilities as a leader.  I had to hold 
myself and others accountable to that which I knew to be right, 
lest our families, our faith, and our society continue down an 
undesirable path.

“If I am lucky,” Coach Scolinos concluded, “you will remember 
one thing from this old coach today.  It is this: "If we fail to hold 
ourselves to a higher standard, a standard of what we know to be 
right; if we fail to hold our spouses and our children to the same 
standards, if we are unwilling or unable to provide a consequence 
when they do not meet the standard; and if our schools & churches 
& our government fail to hold themselves accountable to those 
they serve, there is but one thing to look forward to ...”

With that, he held home plate in front of his chest, turned it around, 
and revealed its dark black backside, “...We have dark days ahead!.”

Note: Coach Scolinos died in 2009 at the age of 91, but not before 
touching the lives of hundreds of players and coaches, including mine.

Meeting him at my first ABCA convention kept me returning year after 
year, looking for similar wisdom and inspiration from other coaches.

He is the best clinic speaker the ABCA has ever known because he 
was so much more than a baseball coach.

His message was clear: “Coaches, keep your players—no matter 
how good they are—your own children, your churches, your 
government, and most of all, keep yourself at seventeen inches."

And this my friends is what our country has become and what is 
wrong with it today, and now go out there and fix it!

"Don't widen the plate."

i decided to post this issue precisely because we in the philippines 
have really been widening the plate, forgetting to make people 
accountable, not maintaining “zero defects”, changing rules to suit 
individual selfish interests, not willing to exact compliance of rules and 
regulations, and thus allowing the corrupt, the opportunists and those 
who contribute to making the philippines a future basket case prevail.

we need to keep the home plate intact. 

Chairman's Page
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Time to Reflect, Review and Reform
by Former President Fidel V Ramos

“Opportunities, goodwill, reputations, wealth and other assets 
once lost can be recovered – but time misused or wasted is gone 
forever…”

    – Ancient Wisdom

these last few days have brought bad news for president 
duterte’s administration – and, therefore, bad news for all of us 
filipinos.  the negative developments indicate not just fleeting 
conditions but, indeed, defining trends that must be corrected.  
for instance:

 � the ongoing devastation of marawi city and the serious col-
lateral damage in our national security and socio-economic 
condition;

 � declines in presidential trust and credibility are sharper than 
before;

 � questions about the unjustified killings (ejk) of drug suspects 
has become universal concerns (by at least 39 u.n. member-
nations);

 � massive calamities taking place in various foreign regions;

 � political instability in unexpected places such as spain, u.k., rus-
sia, west africa; and

 � displacement of hundreds of thousands of refugees fleeing 
from civil war (syria-iraq), “ethnic cleansing (muslim rohingya-
myanmar)” or religious strife.

because of the above, and in view of the coming asean summit of 
world leaders hosted by the philippines next month, p. du30 and other 
leaders must now pause, review and reform policies and programs 
that have gone wrong or derailed glowing promises made during the 
immediate past.

regardless of political affiliation, ethnic origin, religious faith or 
socio-economic status – every member of our huge, extended family 
of more than 102,000,000 filipinos (plus foreign retirees and investors 
who have cast their fortunes with our beloved philippines), need to 
work more closely together and pull more forcefully as one team to 
keep our ship of state “pilipinas” seaworthy, competitive and moving 
steadily in the right direction – and achieve, without further reversals, 
our aspirations for a better future.

our filipino family is now ranked the world’s 12th largest in popu-
lation. we are no longer a small colony but must now be seen as a 
potentially capable global player.

all onboard “pilipinas.” because we are all together onboard ship 
“pilipinas” — which is still leaky and slow moving because of internal 
strife and disunity, we each need to pull an oar or plug a leak -instead of 

 words from fvr words from fvr
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adding more holes- to insure our ship’s viability and momentum. p. du30, 
therefore cannot just continue skippering our ship willy-nilly headlong, 
oblivious of danger signs, without addressing the strategic imperatives 
of public safety, community harmony, and national development.

also, all passengers must know how to swim — if they are to survive 
in case our ship sinks. what about the little children and babies? patay 
(dead)! — unless…

caring for earth: 24/7 duty.  as commander-in chief and “pinoy 
family head,” it is p. du30’s inescapable responsibility to first put our 
fragmented house in order. that’s the only way our nation can move 
forward steadily in the war against poverty, endemic disease, hunger, 
climate change, environmental degradation, dangerous drugs, jobless-
ness, criminality, and corruption.

getting our officials, government agencies, peace advocates, busi-
ness sector and other components of society to work together as a 
competitive team at national and local levels is crucial. together, let 
us propel our ship forward and upward, then stay steady on course 
toward a brighter future.

a grave crisis the whole world faces is climate change — with dire 
exhortations and warnings for all countries. respect for and protection 
of mother earth should be a mandatory responsibility of filipinos from 
all walks. this is our 24/7 duty.

failing to heed timely admonitions to do basic preparatory and 
defensive measures could lead to tremendous disasters and unnec-
essary loss of lives.  true enough, as recent super-typhoons at home 
and tsunamis and mega-hurricanes elsewhere have shown us, token 
actions or unfocused defensive measures would be suicidal.

for filipinos, the impacts of global warming amount to more than 
just inundation and desertification — which are bad enough — but as 
we have seen, such calamities bring grave impacts upon health, housing, 
agriculture, food/water, power supply, transport, livelihood, etc.

leadership through challenge and crisis. the vision of a better 
future from which all nations and peoples benefit equitably — 
regardless of ideology, religion, culture, socio-economic status, and 
geography — is our unceasing, ultimate aspiration.

this universal hope should provide strategic guidance to the deci-
sions and policies of today's leaders and their successors.  we must 
organize a caring and sharing international community, and make it 
a family of truly principled nations daring enough to take concerted 
action against the threats to humankind. 

it is toward such a better world that leaders — in their roles as 
“custodians of the nation’s ideals, values and permanent interests” — 
must lead their people. this is the kind of governance the philippines 
needs — which p. du30 must deliver for the next 4 ½ years despite 
difficult challenges.

we need leaders who — because of their visionary quality and 
political skills — can see beyond the gloom of the moment to brighter 
future possibilities, enough to carry out painful reforms. obviously, 
today’s complex and delicate world must be managed through inclu-
sive governance and efficient management.

the president as juggler and skipper. talking from experience, 
fvr believes that confronted with such serious concerns, p. du30 is 
like a juggler, balancing and keeping aloft at least ten balls, which are 
transnational problems.

but, as chief executive and commander-in-chief, he must perform with 
greater agility and competence than the ordinary circus juggler handling 
hot potatoes while on a tight wire 100 meters aloft – catching and managing 
the balls in a calm, harmonious manner, and not drop any in the process.

from our people’s perspective — whose hopes for a brighter future 
ride on the president — the high wire represents our aspirations for a 
better quality of life. as skipper of our flag carrier “pilipinas,” p. du30 must 
prove his navigational skills, mental stability and psychological fortitude 
by steering our leaky and overloaded ship safely to the “promised land.”

challenging, isn’t it? of course, it is. the presidency is no place for 
panicky, self-centered, onion-skinned or fragile characters.

and, p. du30 must be able to communicate, persuade and endear 
effectively — without falling off the high wire or drowning in a 
capsized vessel.

don’t waste opportunities. in the course of time, the philippine 
ship had been battered and buffeted by turbulent politics and social 
unrest, particularly since the 1970s. poverty continues to be our 
primary problem. we need work double time to solve it. we must 
involve every filipino — every man, woman, and child — start them 
young, teach them the right values while still tender and malleable. we 
must challenge them to be strong in values, be better than preceding 
bad examples, be good world citizens. most of all, we have to teach 
everyone teamwork.

filipinos cannot anymore afford to be fragmented and fractious. we 
need to be and act as one nation. we have to act in unison and move 
in the right direction. we need to care for each other. we need to share 
and contribute whatever talent one has. we must dare and try all proper 
means to get results faster, whose outcomes should benefit the majority.

experience teaches us that no man/woman, be he/she the presi-
dent or billionaire captain of industry, can single-handedly bring peace 
and progress to our land. the job of nation-building requires every 
citizen, no matter what his/her stature in life is, to his/her just share.

from day one, a national leader must define where he will bring the 
nation and show the people how to get there. he leads by setting the 
right example that the citizenry should emulate. he leads by making 
the correct decisions for — the betterment of the many, not enrich-
ment of the few.

the bottom line.  p. du30 cannot do it alone. neither can just 
the government. but when all of us strive together with one goal in 
mind, and abide by the same precious values and commitments — we 
become a strong nation able to achieve the higher quality of life we 
have always yearned for — in an environment of enduring peace and 
sustainable development.

the piece of brick, which a laborer, farmer, fisherman, soldier, 
policeman, housewife, businessman or professional contributes to 
the task of nation-building counts substantially in strengthening our 
nation. these building blocks when put together become the sum 
total of the collective and sustained efforts of our people.

progress is the conquest of poverty. there is real progress when 
only the totally disabled are jobless. progress is present when every 
citizen feels safe at home, in workplaces, and in the streets.

let good governance ring true for every public servant, from 
the head of state down to lgus. having been there and done it, fvr 
believes public servants must embrace their duties, neither as mere 
jobs nor opportunities to grab what they wrongfully think is rightfully 
theirs — or even if they think they are right. 

rather, they must always value public service as the expression of 
their unconditional love for country and fellow filipinos.

kaya natin ito (although we’ve already lost all of one year or more)!

  

Please send any comments to fvr@rpdev.org.  Copies of articles are available at 
www.rpdev.org.
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Massive Balangay 'Mother Boat' 
Unearthed in Butuan

by TJ Dimacali, GMA News

four years since it was discovered in a marshy plain in northern 
mindanao, the largest ancient filipino boat ever discovered 
lies unexcavated. despite its immense cultural and histor-

ical significance, the "mother boat" balangay has been practically 
untouched since 2013. submerged under barely waist-deep brackish 
water, it remains tantalizingly beyond reach — at least for now.

national museum archeologist dr. Mary jane louise a. bolunia, 
who headed the initial digs, says that raising the boat is tricky because 
it's buried in private land. "the national museum has been in constant 
communication with the lot owners where the balangays are found 
because we would like to acquire them to establish a maritime 
heritage park in that area of butuan," she said. the establishment of 
such a park, or any museum for that matter, is no easy undertaking:  
it's important to present artifacts in a way that encourages viewers to 
learn more about their historical and cultural context.

it's worth noting that a growing number of museums around the 
world are looking to modern technology, including ct scans and 3d 
printers, to make replicas that look and feel like the original artifact. 
"you can, for example, scan and print an artifact that's accurate down 
to the tiniest cracks and flaws. this allows scientists and the public 
alike to appreciate the original without the risk of damaging it," notes 

archaeologist vito hernandez. in the case of the butuan balangays, 
he says that such technology could be used to make replicas to take the 
place of the originals. "(theoretically,) you could exhume everything, 
make scientific replicas, and put back those replicas and conserve the 
original in safer conditions," he said.

appreciating the balangays' history. seeing what the boats 
looked like buried in the ground could give the public a better under-
standing not just of the boats themselves but also of the conditions in 
which they were found. hopefully, according to hernandez, this could 
spark intelligent conversation on the balangays' history — how they 
were used, how they came to be buried, and how they came to be 
found and preserved. "museum curation should impact the curation of 
knowledge itself," hernandez underscored.

temporary preservation underwater. but all that would have to 
wait for the time when the "mother balangay" can be safely exhumed. 
for now, according to dr. bolunia, it remains protected in its watery 
crypt, and adds, "yes, we can keep the boat in situ. the present status 
of the balangay being submerged in water and mud is actually a form 
of preservation.

the discovery. it was back in august 2013 when the largest sailing 
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vessel of its kind yet discovered is being unearthed in butuan city in 
mindanao, and it promises to rewrite philippine maritime history, as 
we know it. estimated to be around 800 years old, the plank vessel may 
be centuries older than the ships used by european explorers in the 
16th century when they first came upon the archipelago later named 
after a spanish king, las islas felipenas. the find also underscores theo-
ries that the philippines, and butuan in particular, was a major center 
for cultural, religious, and commercial relations in southeast asia.

peg nails the size of soda cans. national museum archeologist 
dr. Mary jane louise a. bolunia, who leads the research team at the 
site, says almost everything about the newly-discovered "balangay" 
is massive. she holds up her hand and curls her fingers into a circle, 
as if grasping a soda can. "that's just one of the treenails used in its 
construction," dr. bolunia says. an aptly descriptive term, a "treenail" 
is a wooden peg or dowel used in place of iron nails in boatbuilding. so 
with "nails" that size, exactly how big is this boat?

dr. bolunia produces a piece of onionskin paper with a carefully-
inked map of the archeological site. on the upper corner is a roughly 
pea pod-shaped boat wreck, about 15 meters long, one of 8 similarly-
sized balangays discovered at the site since the 1970's.

but right next to it, discovered only in 2012, are what seem to be 
the remains of a ninth balangay so wide that it could easily fit the 
smaller craft into itself twice over – and that's just the part that's been 
excavated so far. although the boat has yet to be fully excavated, it's 
estimated to be at least 25 meters long.

aside from the treenails, the individual planks alone are each as 
broad as a man's chest – roughly twice the width of those used in other 
balangays on the site. the planks are so large that they can no longer 
be duplicated, because there are no more trees today big enough to 
make boards that size, according to dr. bolunia.

visiting the site. gma news visited the site on august 14, and 
found the excavation site waterlogged pending further digging and 
study. however, dr. bolunia assured that keeping the artifacts in this 
condition for now is actually beneficial for their conservation. "we just 
let the water seep in and leave it at that because it's more protected 
than if you dry it. if you expose it without proper conservation, then it 
will disintegrate," dr. bolunia told gma news.

jorge absite, officer-in-charge of the butuan Museum, is hopeful 
that the new discovery will yield more insights about our filipino 

ancestors. the butuan Museum is tasked with supervising the care 
and protection of the balangay excavations and any artifacts found 
therein. "ito ang kasagutan sa 'missing link' ng kultura natin, kung ano 
ba talaga ang uri ng pamumuhay meron ang mga ninuno natin (this 
is the answer to a 'missing link' in our culture, on what kind of life our 
ancestors really had)," absite said.

"(filipinos') ability to construct or build big boats is not something 
new... even before the chinese came to the philippines, the filipinos 
went to china through the butuanons," dr. bolunia underscored.

proceeding with caution. historians, and dr. bolunia herself, 
caution the public that much work still needs to be done before the 
boat can be conclusively dated and identified.

"(the newly-discovered boat) will need more technical verifica-
tion to establish its connection and relationship with the other boats 
already excavated, so that we can know its date, boat typology, and 
technology," said dr. Maria bernadette l. abrera, professor and 
chairperson of the department of history at the university of the 
philippines-diliman, in an email interview.

"we have to be careful," said ramon villegas, a scholar who has 
done extensive research on pre-colonial philippine history. "there has 
not been enough time to study (the artifacts). it could be a spanish 
boat or chinese junk." aside from carbon dating to determine the age 
of the wood, the construction techniques used, and even the type of 
wood itself, all need to be ascertained before anyone can come to a 
definitive conclusion.

"everything depends on the construction, on how the boat was built, 
before you can properly call it a balangay," explains archeologist and 
anthropologist dr. jesus peralta. he said he has yet to see the newfound 
boat for himself. nevertheless, the boat's proximity to previous sites 
of buried balangays promises to send ripples through the academic 
world. "it's a 'mother boat'," dr. bolunia says with little hesitation, "and it's 
changing the way we think about ancient filipino seafarers."

rewriting philippine history. it has long been established that 
filipinos traveled across southeast asia as early as the 10th century, 
reaching as far as champa – what is now the eastern coast of vietnam 
– in groups of balangays. these groups or flotillas have always been 
thought to consist of similarly sized small vessels, an idea perpetuated 
by the term "barangay" – the smallest administrative division of the 
present-day philippine government.

but, according to dr. bolunia, this new discovery suggests that 
these may just have been support vessels for a much larger main boat, 
where trade goods and other supplies were likely to have been held for 
safekeeping. the discovery also suggests that seafaring filipinos were 
much more organized and centralized than previously thought.

butuan as a major center of culture and trade. "this balangay 
reinforces the findings of the earlier excavations about the role 
of butuan as a commercial and population center in precolonial 
philippines," dr. abrera told gma news.

"butuan seaport had long-time trade links with champa and 
guandong (china). you can retrace the importance of (the newly-discov-
ered boat) by utilizing it as an archeological key to that period when 
butuan was a busy link to the pan-asian cultural and commercial inter-
course," historian arnold M. azurin told gma news via facebook chat.

in fact, filipino seafarers from butuan were already exploring asia 
over a thousand years ago, well ahead of our chinese neighbors: as 
early as 1001 ad, the song dynasty recorded the arrival of a diplomatic 
mission from the "kingdom of butuan."

"in 1003 ad, a butuan chieftain petitioned the chinese imperial court 
to allow it to bring its products direct to guandong —instead of using 
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champa as the entrepôt (main trading post)," azurin added.  however, 
according to azurin, the petition was declined because the court insisted 
on regulating trade via champa. he also says that butuan may also have 
played a major role in the spread of culture and religion in the philippines 
long before christianity and even islam came to the islands. "the boat's 
possible deeper significance is that it may be one of the carriers of hindu-
buddhist cultural influence in the philippine archipelago long before islam 
and christianity arrived here. many scholars also say that the baybayin 
script arrived here through the same connection with champa. hence, 
you can deepen the cultural legacy of our ancestors," azurin said.

older than Magellan and jung he. while the newfound boat has 
yet to be accurately dated, its construction and position directly alongside 
a balangay from the 1200's strongly suggest that it is also a balangay 
from the same time period. if so, then the boat predates by hundreds of 
years Magellan's arrival and death in the philippines in 1521, and even 
the chinese explorer Zheng he's expedition across asia in 1400. "for 
more than a thousand years, the trade and settlement patterns and routes 
across asia connected certain islands (of the philippines), especially those 
with good harbors and steady supply of local products," azurin said.

"highly interesting is the mention of slaves-for-sale in (Magellan's 
chronicler) pigafetta's account of the first circumnaviation: raja 
humabon boasted to Magellan that some boatloads of slaves had just 
left cebu for cambodia and champa —likely in need of warm bodies 
for their wars of succession, or for new stonecutters for their mega-
lithic shrines," azurin added. could filipino craftsmen, sent abroad on 
balangays, have helped build ancient asian monuments like angkor 
wat? "that's a possible conjecture, considering that archeologists like 
robert fox, and h. otley beyer, and others have pointed out that 
some islands in southern philippines had communities linked to (these 
places)," azurin said.

continuing a seaworthy tradition. in any case, the "mother 
boat" and the smaller balangays in butuan were definitely made for 
exploring the high seas, according to dr. bolunia. she says their overall 
shape and construction are suited to navigating deep ocean waters 
more than shallow rivers. the presence of a quarter rudder and sails 
would also indicate a sea-going vessel, although these have yet to be 
found, dr. bolunia says.

"that's especially true for a boat this size," she says of the giant 
balangay. even today, the sama-badjao of sulu still practice boat-
building techniques that are strikingly similar to those used in 
constructing the butuan boats.

in 2010, replica balangays built by sama-badjao craftsmen and 
manned by filipino adventurers completed a 14,000-km journey across 
southeast asia, proving the seaworthiness of the original balangays 
and the traditional woodcraft used to construct them.

one of the boats, the 15-meter-long "diwata ng lahi," is now on 
permanent display outside the national museum in manila.

textual evidence of large boats. villegas believes it was only a 
matter of time before a boat of this size was found, pointing out the 

historical accounts about similarly grand filipino vessels. for example, 
pigafetta also documented the existence of a boat fit for a king: "we 
saw come two long boats, which they call ballanghai, full of men. in the 
largest of them was their king sitting under an awning of mats," he wrote. 
native boats "intended for cargo capacity or seagoing raids" could be "as 
long as 25 meters," said noted historian dr. william henry scott in his 
book, barangay: sixteenth-century philippine culture and society.

dr. scott also hinted at the existence of even more impressive 

vessels: "the most celebrated visayan vessel was the warship called 
karakoa, which could mount forty meter-long oars on a side. the care 
and technique with which (filipinos) build them makes their ships sail 
like birds, while ours are like lead in comparison," dr. scott quoted a 
spanish priest as having written in 1667.

however, no large filipino vessels have been discovered and exca-
vated – until now, if the butuan "mother boat" is indeed of ancient origins.

"historians have always known there were other (large) boats. we 
should expect to find big boats because (we know) they existed," villegas 
said. "it's just that the national museum only now has the funds to do the 
excavations. there's a lot to be found even just in butuan," villegas added.

lingering mysteries of butuan. dr. bolunia and her team plan 
to return to butuan in september to complete the excavation, and 
hopefully to date the massive new find. they also plan to take a core 
sample from the ground in the hopes of answering one of the biggest 
mysteries surrounding the butuan balangays. dr. bolunia explains 
that the archeological site, although now inland, was once an alcove 
that opened out to the sea. she says that all the balangays were found 
"drydocked" on what was once the butuan seashore. that the vessels 
were so well preserved is largely because they were buried intact, and 
the submergence of the area over succeeding centuries kept the wood 
from decaying. but exactly how did the butuan balangays get buried 
there in the first place? dr. bolunia says there are two competing theo-
ries: either the boats were intentionally buried, or they were left behind 
after a sudden cataclysm  – such as a landslide from an earthquake.

if the boats were purposely abandoned, why did the builders take 
the trouble of burying them? but, on the other hand, where is the 
evidence of any natural calamity that might have befallen the boats and 
their builders? these are among the many remaining questions that 
face probers of the philippines' ancient past. if dr. bolunia's hunches 
are correct about the latest find in butuan, the mother boat could be 
the key to unlocking answers about how our filipino ancestors lived, 
explored, and fought.  — with howie severino/elr, gma news

  

Reprinted with permission from TJ Dimacali, GMA News. The article was published 
on 16-August-2013; updated on 2-August-2017: http://www.gmanetwork.com/news/
scitech/science/321334/massive-balangay-mother-boat-unearthed-in-butuan/story/

 maritime history maritime law



15    Maritime Reviewnov-dec 2017

Integrated Coastal Zone Management 
(ICZM), an Imperative for the Health 

and Livelihood, and Disaster Resilience 
for the ASEAN and Central Indo-Pacific 

Coastal Communities
by Alberto A. Encomienda, BalikBalangay

Introduction:  archipelagic and Maritime philippines, an icZM case 
study and proposition for aseaN vision 2025. the ocean management 
concerns of the philippines as an archipelagic state encompass its archi-
pelagic and internal waters, territorial sea, exclusive economic zone, and 
continental shelf (including a possible extended continental shelf). the 
same situation exists for the two other archipelagic states in the central 
indo-pacific that are adjacent to each other i.e., indonesia and papua 
new guinea. the defining characteristic of an archipelagic state is a far 
greater sea area under national jurisdictions than land territory. this is on 
account of its maritime basepoints and baselines being designated and 
drawn connecting the outermost points of the outermost islands of the 
archipelago from which to delineate its maritime jurisdictions, under inter-
national law.

the philippines is also considered a quintessential coastal state in that 
its population centers are never more than a hundred kilometers from the 

coast. among its marine endowments are a rich unparalleled biodiversity, 
hosting the larger part of the coral triangle that extends to northeastern 
indonesia and malaysia (sabah); contains four times the number of coral 
species than found in the great barrier reef and among the highest in 
the world. one of only two double-barrier reefs in the world is in the bohol.

the archipelago is a large marine ecosystem with biodiversity that 
serves as an important feeding and breeding grounds for high-value 
commercial fish species such as tuna (highly migratory and straddling 
fish stocks), endangered marine mammals such as the dugong or “sea 
cow,” the “butanding” or whale shark, the rarer mega-mouth shark, and 
six species of marine turtles. to say that the philippine archipelago is the 
oceanarium of the world and a microcosm of global marine life would not 
be an overstatement.

this imposes on the philippines a national burden to nurture its marine 
environment and resources, and furthermore take the role as the lead 
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shepherd in ocean governance of the asean and central indo-pacific 
regional seas, which are interconnected enclosed and semi-enclosed seas. 
collectively these regional sea areas would best be governed effectively 
through region-wide cooperation, which is compelled under the united 
nations convention on the law of the sea (uNclos), part ix.

the obverse side of the coin in the above extraordinarily complex 
philippines ocean scenario, extrapolated to the asean and central indo-
pacific seas, is that this large marine ecosystem and its fisheries resources 
are exposed to serious threats and degradation on account of human 
activities such as illegal fishing and overfishing, pollution from mineral 
resources extraction (seabed/subsoil or land-based), run-off pollution from 
rivers and lakes, and international and domestic seaborne trade (shipping).

additionally, this widespread threat situation in the asean seas and the 
central indo-pacific is aggravated by the absence of a regional governance 
mechanism or organization to address maritime issues for joint and coordi-
nated renewable resource management, and to guarantee safe and secure 
sea trade routes (50% of world maritime trade pass through these regional 
seas).  the non-existence of a regional management organization in this 
highly endangered ecosystem heritage area, further exposed to pollution 
threats as a major sea trade route, is very politically charged and falls under 
international law (uNclos part ix) as being a critical area where regional 
cooperation for conservation and preservation is a base requirement. the 
necessity for a regional ocean management agency must be accepted and 
subsumed by the government and population for all would eventually 
be lost if there is no mechanism for effective communication leading to 
sustainable management of the marine resource base in the wider regional 
seas context; this connectivity of regional seas compels a wider govern-
ance net, that can be initiated under aseaN vision 2025.

rationale and relevance of fisheries management and ocean 
governance to health and livelihood in the context of the philippines 
archipelagic state, inevitably leading towards integrated coastal 
Zone Management (icZM). in the present state of the philippines as a 
developing country with vast maritime jurisdictions and dependence on 
the ocean, fisheries resources is critical to the health and livelihood of the 
greater majority of its people. as such, fisheries are a significant factor in 
overall social and economic development and enhancement. an ocean 
governance scheme initially focused on countrywide coastal fisheries 
management and extrapolated to a wider regional sea setting, must 
necessarily be a sustainable program to provide a meaningful longer 
lasting contribution to the socio-economic life of coastal communities 
in the asean region and beyond. to put fisheries, marine resources and 
marine environment in its appropriate perspective and context in regard 
to sustainable national economic development and resilience, it must 
always be remembered that the philippines is a developing country 
and an archipelago with far greater ocean jurisdictions than land terri-
tory.  thus, fisheries, especially artisanal fisheries, forms a very significant 
factor in social and economic enhancement of the nation, calling for all-
around “bayanihan” social responsibility on the part of the government 
and supporting non-governmental organizations (ngos) and the private 
business sector. this has been recently demonstrated in terms of disaster 
relief, which is even more compelling in building resilience. moreover, 
for fisheries to have a meaningful contribution to the socio-economic 
life of coastal communities, conservation and management of its marine 
resources must necessarily be sustained using appropriate national and 
regional mechanisms. this is the essence of annex vi of the final act in the 
unclos, entitled “resolution on development of national marine science, 
technology and ocean service infrastructure.”

accordingly, the scope of the current agriculture program in the 
philippines needs to be expanded and strengthened in its fisheries compo-
nent. fisheries mariculture and aquaculture farming is agriculture-based 
and will assume a greater role for the future food security as populations 
rapidly expand and the fisheries wild resource base is unsustainably 

strained to feed growing populations. furthermore, the fisheries compo-
nent of agriculture must include marine environmental protection (mep) 
mechanisms based on sound marine scientific research (msr), awareness 
and training activities to achieve program coherence, cogent direction, 
and desired sustainability. further, there is also the need for a wider scope 
approach to integrate other ocean-oriented livelihood activities such as 
island and river cruise tourism, sports fishing, diving, and beach resorts to 
accommodate and maximize the benefits of the oceans for all stakeholders, 
for livelihood or recreation. the foregoing cluster of economic-oriented 
human activities should of interest to the tourism sector in the asean, 
starting with asean vision 2025.

an expanded agro-fisheries program would address sustainable 
renewable resource management and farming from the highlands, 
through to the lowlands, coastal areas, mangroves and to sea farming 
to result in a comprehensive and integrated resource-based sustainable 
management program which would be the ideal fully inclusive agricultural 
livelihood framework for the philippines archipelago, and address its food 
security requirements. a holistic, seamless and balanced development of 
all aspects of agriculture would serve as a social safety net providing for 
alternative livelihoods for the population of coastal communities in the 
event of production deficiencies and disasters, which can happen between 
land-based and marine-based aspects of agriculture. the foregoing inclu-
sive approach, integrating terrestrial and marine components, is not only 
essential as far as the archipelago configuration of the philippines dictates, 
but most responsive to the food security socio-economic governance pillar 
of the government under the (1987) constitution. in essence, the fore-
going describes integrated coastal resource Management (icZM) that 
would optimize agro-fisheries in an archipelago, and in the context of the 
central indo-pacific archipelagic continent.

why icZM for archipelagic philippines, extrapolated to the aseaN 
and central indo-pacific; a blueprint for a blue economy. firstly, a 
general understanding of the iczm concept and why it is perfectly suited 
for implementation and adaptation in the asean and central indo-pacific 
is needed. the general concept is about management of the interaction 
between land and sea… “where terrestrial processes and land uses directly 
affect oceanic processes and uses, and vice versa. formal definitions of 
icZM:

 � knecht and archer (1993): “a dynamic and continuous process of 
administering the use, development and protection of the coastal 
zone and its resources towards common objectives of national and 
local authorities and the aspiration of different resource user groups;”

 � sorenson, (1993): “integrated management provides policy direc-
tion and a process for defining objectives and priorities and plan-
ning development beyond sectoral activities. it adopts a systems 
perspective and multi-sectoral approach which takes into account 
all sectoral interests and stakeholder interests, and deals with 
economic and social issues as well as environmental and economic 
issues.”

the icZM scheme is a matured program that first conceived in the early 
1970’s. as can be seen, in no other geological configuration would land/sea 
interaction be more acute than in an archipelago configuration, which is 
the asean and central indo-pacific. leading archipelago nations that have 
adopted and developed the scheme are new zealand and norway; while 
ireland is a work in progress. examples of non-archipelago nations that are 
implementing the icZM scheme are india, bangladesh, kenya.

it is said, however, that definitions of icZM can vary depending on 
the localized “target territory”, but among principal elements of an icZM 
program would be:

 � adopting a wide ranging view of inter-related problems;

 �  decision-making based on good data and information;
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 � working with natural forces;

 � involving all stakeholders and all relevant parts of the administration;

 � using a range of instruments (laws, plans, economic instruments, 
information campaigns, local agenda 21s, voluntary agreements, 
promotion of good practices, etc.) for coastal management. (source: 
http://www.heritagecouncil.com)

the “integrated” or inclusive aspect of the iczm scheme as gleaned 
from above, makes for the appropriate ocean governance modality for 
archipelagic philippines providing coherence in the local (lgu’s), regional 
(rdc’s) and national context. it should also be applicable and suitable for 
the asean and central indo-pacific which is a humongous maritime area 
sharing characteristic regional features (unclos article 197).

this is not to say that there is no integrated coastal management effort 
or awareness in the philippines, practical experience that would serve a 
good starting point for program dissemination.  eight years ago president 
gloria macapagal-arroyo issued executive order no. 533 dated 06 june 
2006 entitled integrated coastal Management policy (icM). the general 
policy statement, which captures the essential elements above, follows; 
“The ICM and related approaches, such as coastal resource management or 
coastal zone management, shall be the national management policy frame-
work to promote the sustainable development of the country’s coastal and 
marine environment and resources in order to achieve food security, sustain-
able livelihood, poverty alleviation and reduction of vulnerability to natural 
hazards, while preserving ecological integrity.” a year later, the deNr and 
da/bfar, together with 8 partner provinces and 80 municipalities all over 
the country, launched the integrated coastal resource Management 
project (icrMp), which is considered as a “related approach” to icm. the 
project duration was 28 june 2007 to 20 june 2013.

recalling recent natural disaster scenarios impacting on health 
and livelihood of coastal communities in the philippines. the following 
are recent natural disaster scenarios recalled to create greater awareness 
and focus on calamities inflicting heavy damage to coastal communities 
over a wide area of the country. in these sample cases, the natural disas-
ters were happening so close to one another that the recovery phases for 
each would overlap with another, creating tapestry depicting a nationwide 
calamity area. these recent serial disaster events demonstrate that in the 
archipelago configuration and geographic location of the philippines 
and other coastal communities in the asean and the central indo-pacific, 
multiple natural disaster impacts including adverse effects of climate 
change, can happen virtually at the same time. in any such disaster, impacts 
to health and livelihood can be minimized through sustainable ocean 
governance in an integrated coastal zone management scheme. within a 
year of each other, there was the high intensity bohol earthquake followed 
by a super-typhoon that generated a super-storm surge and a freak oil spill 
in the coastal municipality of estancia in iloilo city, the collective effects of 
which was still being felt more than a year after the disasters.

to highlight certain recent disaster events in the philippines and socio-
economic costs:

 � bohol earthquake – intensity 7.2 bohol earthquake had its epicenter 
in the middle of the island and coastal livelihood did not suffer too 
much. it is cited here because, calling attention to our archipelago 
configuration and its geographical location within the pacific “ring of 
fire,” an aceh-type disaster scale cannot be ruled out if an earthquake 
(volcanic or tectonic) epicenter happens out at sea or even in the 
outskirts of its maritime jurisdictions as in the great sendai earth-
quake in japan; an ever present likelihood.

 � “yolanda” super-typhoon - the impact of super-typhoon yolanda, 
with multiplied physical destruction due to an accompanying super-
storm surge and its impact on fishing communities, would serve as 
a most tragic back-to-back wake-up call with regard to the current 

mismanagement and serious neglect of fisheries resources in the 
country. beyond the physical damage in central philippines, a seri-
ous adverse impact was in livelihood and health of the population. 
the extent of the cost to coastal fisheries livelihood can be depicted 
in the form of gratuitous over replacement of thousands of fishing 
boats, and the graphic account of hunger and prolonged loss of live-
lihood in the affected coastal communities that elicited worldwide 
sympathy and assistance.

 � guimaras oil spill – this is just one among a few recent small-scale 
example of an ever-present threat of extensive damage to coastal 
livelihood from oil spill, from whatever source. toxic and hazardous 
goods (attention also to the princess of the stars incident which 
carried loads of chemicals for fertilizer manufacture) are inevitably 
transported all over the country by sea. the guimaras incident is 
a minor incident as far as oil spills happen, but the cost to health 
and livelihood of the affected communities was serious enough to 
negatively affect the economic performance of the country on the 
year of the incident. another sample of an oil spill incident is a freak 
but indicative that anything can happen in the archipelago situation 
of the philippines and elsewhere among coastal communities in the 
asean and central indo-pacific. this occurred in estancia, iloilo city 
and was not even a maritime incident but related to super-typhoon 
yolanda. a floating power-barge was lifted off its mooring by the 
super-typhoon and spilled oil over a large swath of the coast. be-
yond localized oil spills, the country must be forewarned of what are 
accidents waiting to happen in its western stretch of eez posed by 
present and future offshore oil drilling sites not to mention drilling 
within archipelagic and internal waters, and sealanes for supertank-
ers and large cargo carriers loaded with toxic and hazardous goods. 
the torrey canyon, exxon valdes, and the prestige ii maritime 
incidents, and the gulf of mexico offshore oil spill incident would be 
case studies where iczm can introduce precautionary measures and 
minimize damage to coastal resources and environment.

 � smaller-scale incidents but a recurring serious threat to the health 
and livelihood of coastal communities is “red tide” and “fish kills” (not 
necessarily from natural causes) wherein contamination can spread 
very quickly on account of the country being an archipelago. ap-
propriate governance measures would minimize or anticipate, if not 
totally prevent, such incidents.

the above sample incidents can have transborder consequences, and 
are demonstrations of vulnerability of the philippines on account of its archi-
pelago configuration and geographic location, to severe natural calamities, 
aggravated by human neglect. moreover, these can happen almost simul-
taneously and causing economic disruption throughout the length and 
breadth of the archipelago. they are extreme national calamity scenarios 
that did and could happen in other coastal communities in asean and the 
central indo-pacific. there is no doubt that multiple disaster impacts are 
a new phenomenon aggravated by climate change. but the philippines 
is a small developing country whose pollution emission by-products of 
development efforts cannot be factored as contributing in any significant 
degree to climate change. nevertheless, the country is at the receiving end 
of the deleterious results of climate change – all the greater reason why, 
in addition to disaster preparedness, livelihood resilience through iczm 
must be built into national governance and food security. other similar 
calamity scenarios would be severe monsoon weather, prolonged dry 
spells, earthquakes that could generate tsunamis and coastal infrastructure 
destruction, benign regular weather patterns such as inter-tropical conver-
gence zones and low pressure areas, el nino/la nina phenomenon, which 
are aggravated by climate change and cause torrential rains, flash floods 
and heavy sea conditions; weather/climate interactions that are the causes 
of production deficiencies between land-based and marine-based aspects 
of agriculture.
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awareness alarm call on “political disasters.” in addition to multiple 
natural disaster impacts, regional political events as presently exempli-
fied in the south china sea can also affect health and livelihood of coastal 
communities. for example, artisanal fisherfolk in the provinces of zambales 
and pangasinan, feel compelled to range farther out from shore into sea 
areas under jurisdictional disputes because of depleted fish stocks closer 
to shore, and are then prevented by enforcement elements of foreign 
countries to undertake fishing activities (the philippine star 21-may-2014, 
p.14 entitled “leviathan turns filipino fishermen into desperate darters). 
the coastal communities of the provinces of Zambales and pangasinan 
are cases in point; with western palawan and the northernmost provinces 
of luzon as potential areas for similar actions. political events such as the 
spratlys archipelago and scarborough shoal stand-off situation, may be 
temporary and can even subsequently generate a desired regional coop-
eration for marine resources management if ocean governance is initiated 
and instituted even unilaterally at the outset. while politically colored 
events are a different disaster story altogether, it could be tempered 
through cooperative ocean governance measures.

the problem in regard to the artisanal fisherfolk in coastal Zambales 
and pangasinan facing loss of livelihood is, as reported in the news media, 
on account of their being prevented from fishing in traditional fishing 
grounds in the panatag/scarborough shoal. the cause of the problem is 
attributed to filipino fisherfolk being denied access to those traditional 
fishing grounds by chinese coast guard and fisheries agency vessels espe-
cially during a seasonal fishing ban imposed by china. while it is a fact that 
chinese coast guard and fisheries agency vessels are preventing access 
to panatag/scarborough shoal, this event alone should not cause serious 
disruption in livelihood of Zambales/pangasinan artisanal fisherfolk. the 
panatag/scarborough shoal is not the only fishing area accessible to 
them, especially areas closer to shore. the real and underlying cause of the 
problem is that coastal fisherfolk are forced to range farther from the coast 
towards panatag/scarborough shoal, more than a hundred nautical miles 
from the coast and thus well beyond the normal range of artisanal fishing, 
because of serious depletion of fish stocks nearer the coast as a result of 
years of mismanagement of these resources. this is not a question of the 
right of filipino artisanal fisherfolk to fish in panatag/scarborough shoal; 
asserting that right is a political game among governments and fisher-
folk is collateral damage. the question is whether artisanal fishing in the 
panatag/scarborough shoal is all that critical to the health and livelihood 
of coastal communities in the provinces of Zambales and pangasinan 
whereas they should rather be fishing closer to shore.

conflicts between or among states arising from maritime or land 
border issues, what are labeled here as “political disasters,” and creating 
livelihood and other socio-economic concerns among inhabitants of those 
states, are not new and happen all over the world. in many instances, states 
concerned allow these issues to remain dormant for the sake of peace; in 
the words of former premier deng xiaoping of china, to “let sleeping dogs 
lie.” in other cases, a weaker party would quietly lick wounds but harbor 
irredentist sentiments; a case in point is the sabah question. another 
instance in the south china sea, similar to the situation in the western 
coast of region iii, vietnamese fisherfolk are prevented from fishing in the 
paracels archipelago (manila bulletin, 11-september-2014, p.8 entitled: 
“vietnam accuses china of beating fishermen”). another long-running 
marine resources quarrel in asia is that between india and pakistan in the 
border between sindh province (pakistan) and the state of gujarat (india).  
invariably these dormant border issues are “awakened” with the discovery 
of straddling resources, or sharing or allocation issues arise.

border issues, however, have always been shown to have two 
facets; with opportunity as the obverse side of danger.  in this situation, 
contending states would either take a constructive approach and agree 
to jointly manage and share resources, or resort to war. in the case of 
the south china sea an international framework for cooperation in joint 

management and sharing of marine resources is contained in unclos 
part ix. this is not in the context of a border dispute but in the effective 
governance of enclosed and semi-enclosed seas and sharing of its marine 
resources among riparian states. the obligation to cooperate is already 
present and only needs implementation. instituting joint cooperation for 
the management of marine resources that is exhorted under the unclos 
for enclosed/semi-enclosed seas would, in the jurisdictional conflict situa-
tion of the south china sea, could also assume the character of “provisional 
measures” pending resolution of jurisdictional issues. it would be an interim 
mode of addressing jurisdictional questions but would, at the same time, 
serve as a durable and permanent ocean governance arrangement, which 
are among obligations of states parties under the unclos. furthermore, 
these provisional or interim measures can create a benign atmosphere 
among parties that could facilitate resolution of the territorial issues.

an interesting localized icZM model and template. artisanal 
fisheries as a livelihood and health concern all over the philippines has 
recently been given attention in the wake of the yolanda super-typhoon 
in the central visayas region (regions vii and viii) as a natural disaster. it has 
been highlighted in the Zambales and pangasinan provinces (region 
iii) on account of the south china sea maritime disputes situation. in the 
former instance, the problem is the destruction of the means of livelihood 
i.e., fishing bancas. in the latter, the problem is the loss of fishing grounds 
i.e., the panatag/scarborough shoal. in both instances, however, another 
concern would surface i.e., depletion of fish stocks.  the two possible threats 
to health and livelihood of coastal communities due to fisheries depletion 
are met in region iii. this is because region iii has an agro-fishery corridor 
from the western coast of luzon (bataan, Zambales, pangasinan) to the 
eastern coast (aurora) that makes region iii vulnerable and exposed to 
the twin disasters mentioned earlier: an ongoing “political disaster” that is 
the south china sea conflict situation in its western coast; and aurora in 
the eastern coast always vulnerable and exposed to risks of yolanda-type 
disasters being in tropical typhoon range and landfall. moreover, in the two 
instances of fisheries depletion, the solution rests in a common approach 
through conservation in the setting of an icZM scheme. region iii is an 
ideal start-up location for developing a template for icZM appropriate 
and most suited for archipelagic philippines. a well-designed and imple-
mented rdc-iii agro-fisheries icZM program could be the launch project 
for the country’s blue economy, which could serve as a “two in one” model 
for the aseaN and central indo-pacific coastal communities.

the problem of artisanal fishing affecting coastal communities in 
regions vii and viii (philippines) in the aftermath of yolanda and region iii 
on account of “political disasters” can be conveyed in a transmuted graphic 
scenario for all over the country, thus: imagine a situation of generally 
perfect weather conditions for fishing, and artisanal fishermen are best 
equipped in regard to fishing boats and fishing tools and techniques. but 
there is no fish to catch because of crashed fisheries resources. this would 
be a creeping disaster worse than yolanda, and due in part to over-capitali-
zation, or an over-capacity build-back scheme as was also seen resulting in 
the aceh, phuket and sri lanka tsunami of 2004, with its disastrous affect 
on a wider coastal fisheries scale. this would show that, in this modern day 
and age, it is not enough to teach a person “how to fish” in order to survive; 
it is necessary to impart the commitment for implementation of sustain-
able management and conservation of marine resources in order to feed 
the population for the future. replacement fishing boats would be the 
easy part if the disaster is not about crashed or severely depleted fisheries. 
indeed, a current fisheries concern worldwide is “too many fishing boats 
chasing too few fish.”  the support infrastructure for fisheries, e.g., landing 
sites, refrigeration facilities, and local fisheries markets; and agriculture, 
such as rice and vegetable and coconut crops can be restored in time, but 
livelihoods of millions depend on it being addressed in a sustainable and 
well planned manner, while assuming responsibility for the immediate live-
lihoods of those affected.
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the solution that would serve the livelihood concerns of coastal 
communities in region iii is to rebuild fish stocks and institute iczm. 
this recourse is necessary whether the political situation in panatag/
scarborough shoal finds resolution or not. there is no easy and fast 
solution but immediate steps can be taken towards rebuilding and conser-
vation of the marine environment and resources. the bfar implicitly shall 
validate the observation concerning depletion of coastal fisheries resources 
in Zambales/pangasinan provinces. with the assistance of the philippine 
Navy (pn) and commercial fishers, the da/bfar is installing two arrays of 
fish aggregating devices (which bfar region iii also calls artificial reefs) in 
the coasts of 3 towns in pangasinan – one set far offshore for commer-
cial fishers, and another set closer to shore for artisanal fishers. (philippine 
daily inquirer dated 25-may-2013, “china cordon drives fishers inland,” p. 
a12; and philippine daily inquirer dated 25-may-2012, “gov’t to go after ph 
fishermen but not china’s,” p. a17). this may have been intended as a “quick 
fix” solution but definitely never constructive, and even destructive in the 
longer term. fish-aggregating devices is considered an unsound fisheries 
management tool.

initiating icZM as an aseaN vision 2025 social-cultural broad 
characteristic. detailed aspects in an icZM project depends on accompa-
nying circumstances in each target territory.  any project with the breadth 
and magnitude, in a unique archipelago configuration and strategic 
location as in the philippines, must necessarily involve a building-block 
capacity-building approach that must be prioritized and distributed over 
an immediate and near term, and the medium and long term. a good 
model in developing a suitable project program would be that of new 
zealand which is also an archipelagic nation. moreover, the government 
of new zealand, which is an aseaN dialogue partner, had supported the 
icrMp since 1997 through the New Zealand agency for international 
aid (NZaid).  a first step would be to undertake a commissioned study 
with the collaboration of international experts and institutions to put 
together a design concept and organizational structure, and implementa-
tion steps with time frames.

conclusion. a final point for a coherent and sustainable fisheries and 
ocean governance program in a countrywide scale is that a well-devel-
oped and properly organized and implemented national program can 
contribute significantly towards socio-economic resilience for the country 
as a whole, and contribute substantially towards food security. moreover, as 
an inherently shared resource in the setting of the seas of southeast asia as 
enclosed/semi-enclosed seas, promoting cooperation and joint manage-
ment among regional states concerned as under uNclos part ix, would 
expectedly conduce towards regional peace and harmony. a necessary 
infrastructure component of the project ultimately to project nationwide 
and the maritime southeast asia region would be a durable high tech-
nology “mission control” - type central infrastructure for Monitoring, 
control and surveillance system (Mcs). this would be closely linked 
to an oceanographic institute and fisheries training centers as the moni-
toring and research base for the project now and in the future, with access 
to the public domain especially to government agencies and educational 
institutions at all levels. it would maximize/optimize its practical utility and 
educational/awareness value. the resulting support cluster would then 
serve as the central policy/program planning institute and educational/
training facility for ocean studies and fisheries schools; and conceptually 
be a central tool for the region in its shared efforts to address ocean govern-
ance concerns. this technology-infrastructure science support cluster 
guarantees the project sustainability.

finally, a region-wide icZM program for the aseaN and central 
indo-pacific coastal communities can fall under any of the 3 broad char-
acteristics under aseaN vision 2025 (political-security, economic, and 
socio-cultural). it is suggested that the program be placed under the 
socio-cultural pillar, with hashtag #aec 2015 regional ocean governance 
integration and consolidation, and connectivity.  
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Top 3 Innovations Improving Safety 
in the Marine Industry

Part One: Portable Gas Detection
by Martek Marine

compliance with the strict marine regulations and codes can 
be time consuming and expensive for any operator. in an 
industry with such alarming historical safety statistics, it’s 

imperative that we embrace innovation to eradicate onboard risks.

regulations are constantly being amended and introduced to 
make shipping safer so we are going to look at the top 3 innovations 
improving marine safety.

portable gas detectors

health and safety in the workplace is one of the most important 
considerations for any employer or business owner, with extensive 
and often expensive risk assessments needing to be carried out in any 
industrial environment. from farming to steelworks, most businesses 
now feel the weight of official bodies seeking to improve the condi-
tions for workers and the marine industry is under more pressure than 
most.

seafaring has been one of the most dangerous occupations for as 
long as it has been in existence and where the risks of drowning or 
contagious disease were once most feared, hazards onboard a ship are 
now much more complex and numerous.

there are industries that have their own international initiative to 
protect the lives of workers, but the risks are so great in the maritime 
sector that the solas (international convention for the safety of life 
at sea) convention was created.

the first version of the solas convention was created in 1914 
following the sinking of the titanic and although never enforced 
because of the outbreak of the first world war, it formed the basis of 
future adaptations, which gave guidance on safety procedures for all 
seafaring vessels.

the efforts of solas, international health and safety executives 
and operators, has helped to improve safety records onboard ships 
dramatically. between 2012 and 2016, the number of marine incidents 
dropped from 433 to 206. although 86% of 2016’s cases were deemed 
to be serious or very serious, these figures show that efforts to improve 
safety are working.

inflammatory regulations. ships are complex environments to 
manage, let alone to work in. remove the situational element of being 
surrounded by millions of tons of water; working conditions are often 
cramped, with limited visibility and ventilation. add to this a range of 
hazardous elements such as industrial chemicals and gases, and without 
proper processes, you have an accident just waiting to happen.

 maritime safety 
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health and safety processes are bemoaned in almost every 
workplace. they slow down progress, add additional paperwork and 
generally make life difficult for anyone having to manage the reporting 
process. no matter the industry we work in, many of us see health and 
safety directives as being restrictive to efficiency and a chore in daily 
life, yet statistics show that they do save lives and cut the risk of injury. 

concords such as solas exist to identify the risks and create and 
enforce legislations, which protect us all, otherwise we would probably 
all cut corners without a thought for the safety of others and ourselves.

a ship is a confined space by its very nature, meaning that workers 
are constantly working in restrictive and enclosed environments when 
carrying out their daily tasks. early in 2016, solas identified atmos-
phere testing as an area which could be improve working conditions 
and cut the risk of death and injury onboard a ship.

regulation xi/1-7 was brought into effect to work alongside 
the earlier introduction of iii/19, which sought to improve safety in 
enclosed spaces by requiring entry drills and training to be carried 
out every two months. the new regulation, xi/1-7, which came into 
effect in july 2016, requires any sized vessel to carry an appropriate 
portable gas detection system which could be used to identify 
potentially dangerous fluctuations in onboard gases, especially in 
confined spaces.

a ship’s complex structure and need to fit an immense amount 
of equipment, personnel and cargo into a defined space means that 
carrying out regular maintenance tasks can be trickier than in an 
industrial operation on shore.

the invention of portable gas detection systems has been critical 
in the creation of marine risk prevention strategies. the ability to 
monitor safe levels of life threatening gases onboard a ship prevents 
explosions, fires and even life-threatening illnesses from exposure.

choosing a portable gas detection system. solas regulation 
xi/1-7 states that all vessels should carry at least one portable gas 
detector that is capable of measuring concentrations of oxygen (o2), 
flammable gases or vapors, hydrogen sulphide (h2s) and carbon 
monoxide (co) in confined spaces.

additional guidance states: “It should be noted that, given a ship’s 
specific characteristics and operations, additional atmospheric hazards in 
enclosed spaces may be present that may not be detected by the instru-
ment recommended to be selected by these Guidelines, and in such cases, 
if known, additional appropriate instruments should be carried.” meaning, 
one system does not necessarily suit all ships.

choosing a portable gas detector isn’t just about compliance, it’s 
also about making sure that you have the correct equipment for your 
vessel’s specific needs. on a smaller vessel, it may be that only the core 
4 gases need to be monitored:  methane, oxygen, carbon monoxide 
and hydrogen sulphide. on a larger ship or tanker, it may be necessary 
to measure levels of chlorine, propane or methane.

a portable gas detector such as the Marine4™ emits an audible 
and visual alarm in the event of exposure to flammable or toxic gases. 
it simultaneously measures levels of the 4 key gases which are covered 
by regulation xi/1-7, with the additional benefit of an integral sampling 
pump to enable pre-entry into deep tanks, holds and void spaces.

larger vessels and gas carriers want to ensure that all onboard 
gases are monitored at regular intervals, not just when work is 
being carried out. previously this may have meant purchasing indi-
vidual gas detectors, which were specific to each ship’s cargo or 
infrastructure. 

the Marine5™ onboard gas detector improves safety and efficiency 
by offering the ability to test for bespoke gases such as ammonia, 

carbon dioxide, chlorine, nitrous oxide and sulphur dioxide, in addition 
to the standard four, which makes the system ideal for applications 
such as lng fuel operations and chlorine-producing bwt systems.

for cargo tankers, Marine tankscape™ has been developed to 
provide a complete shipping solution. utilizing infrared technology, 
the Marine tankscape™ measures the hydrocarbon vapor in an 
inerted atmosphere.

the system can be calibrated with butane, propane or 
methane, depending on the application. the integrated software 
also allows for onboard calibration with the ability to automati-
cally print calibration certificates, as well as allowing logged gas 
readings with vessel locations that can be uploaded to internal 
it infrastructure.

always be calibrated. our reliance on technology can have 
its downsides. we often rely so much on gadgets to help us auto-
mate tasks that we forget that we need to maintain them. like any 
tool, without proper care and maintenance, portable gas detec-
tion systems can fail. whether caused by a mechanical failure or 
general use and exposure to environmental factors, systems can 
sometimes fail to detect and react to the presence of a dangerous 
gas. a bump test is the only way to ascertain if a gas detector is 
working properly.

bump tests expose the portable gas detector to a quantity of cali-
bration gas to ensure that the system is working effectively. this can 
be an expensive and laborious process, even if you are just testing and 
calibrating a single unit.

the always be calibrated (a-b-c) system is a bump test station 
with a difference. it only uses the minimum amount of gas required 
to calibrate your gas detectors with absolutely no wastage. it also 
automatically recalibrates in the result of a failed test giving 100% 
assurance of safety.

the system automatically generates a tamper-proof calibration 
certificate with a unique identifier to provide evidence of the compli-
ance of your vessel, without having to wait for onshore certification, 
meaning that testing and calibration can be carried out at any time.

many ship operators rely on third parties to test and calibrate 
their gas detection systems, even more potentially rely on older, static 
systems which require 6 monthly service checks which are almost 
never carried out onboard. sending integral safety systems for main-
tenance is costly in terms of the time it takes to send back to shore, as 
well as the cost of the service contract.

a-b-c is a compact system with the ability to bump test and cali-
brate whilst your gas detectors are recharging, meaning that you 
can be sure that they are reading accurately each time they are used. 
testing and calibration takes under five minutes per unit and can be 
carried out by any one onboard, saving an immense amount of time 
and money for any operator locked into a costly service contract.

a-b-c also removes the human element out of calibrating and 
bump testing your equipment so that you know, without doubt, that 
readings are correct and date stamped each time the process is carried 
out. the tamper-proof calibration certificates are acceptable to port 
state and oil majors standards.

the Marine5™ is a self-calibrating system and combines the 
features of the Marine4™ with the on-board calibration benefits of the 
a-b-c system, meaning that compliance with regulations is evidenced 
without any additional hard work.

specialist innovations such as Marine4™ and a-b-c have been 
created to make life safer for mariners and easier for operators looking 
to find a way to make compliance less of a burden. 

 maritime safety 
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PRS Leads the Way  
in Probabilistic Damage 

Stability Analysis

prs technical services inc. leads the way in assisting filipino 
shipowners and operators in complying with marina mc 
08-2015 entitled “rules and regulations on subdivision and 

damage stability requirements for philippine-registered domestic 
ships”.

this mc outlines the requirements under resolution msc.216(82), 
adopting the regulations on subdivision and damage stability in 
solas chapter 11-1 which are based on the probabilistic concept 
and using the probability of survival as measure of ships’ safety in a 
damaged condition. implementation of said circular requires powerful 
analytic tools like maxsurf software.

maxsurf software provides prs tech's naval architects with 
powerful analytical tools, including probabilistic damage stability, 
advanced motions prediction and dynamic structural analysis with 
graphical tools that can be easy to use for defining and managing 
hundreds of damage conditions.

companies who have trusted prs tech so far in complying with 
this marina policy includes the largest and most prestigious shipping 
companies in the philippines like 2go group inc./caprotec corporation, 
magsaysay ship management, oceanic container lines, trans-asia 

shipping lines, keywest (west ocean) shipping line corporation, etc.

for passenger vessels and larger ships, the probabilistic damage 
stability in the maxsurf’s stability enterprise module provides easy-to-
use graphical tools for defining and managing hundreds of damage 
conditions. to facilitate compliance with the imo (international 
maritime organization) stability criteria, maxsurf enterprise includes 
a built-in criteria library and graphical tools for defining and viewing 
damage zones. maxsurf includes a comprehensive library of stability 
criteria, as well as the ability for users to define their own criteria. to 
assist with creating stability booklets, a unique templating system 
allows you to define the report format using a microsoft word template 
document. tables, graphs, and images are then automatically sent to 
the report. 

    

For more information on this topic, please contact:
Ms. Leyka Dillo – PR Executive

Mobile No.:+63917 3057026/ +6399 499981246
Tel No: +632 3101588

E-mail: info@prsclass.org
2nd Floor T. .M Kalaw center, T. M. Kalaw Avenue, Ermita, Manila

Website: www.prsclass.org
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KR Launches Industry's  
First Survey & Audit  
Preparation Guide

korean register (kr) – an international association classi-
fication society (iacs) member classification society – has 
launched the industry's first survey & audit preparation 

guide which will allow shipowners to check exactly what items need 
to be prepared for their next vessel survey audit, before submitting 
an application.

kr has used its extensive data resources and it technology exper-
tise to develop the new tailored service that will support shipowners' 
forward planning helping them to get the most out of their ship safety 
management activities.  previously, shipowners did not know which 
items they needed to prepare for the ship survey before submitting 
their application.

mr jeong kie lee, chairman and ceo, kr says: "This is another 
example of our work to go 'above and beyond' when providing 
convenient value-adding services for our customers to support their 
business activities and enhance safety.  The new guide — which is 
the first time any organization has offered such a service — will 
help with timely operational planning, and can be checked anytime, 
anywhere."

kr has been developing a specialist database for this purpose 
over the last two years.  it includes the different types of international 
maritime conventions, kr's survey rules, the legal requirements of 
each flag state, and identifies the specific actions and timeline for each 
shipowner.

the 'survey & audit preparation guide' uses this data to help 
shipowners prepare for forthcoming ship surveys, international 
safety management and international ship and port facilities 
security (isM/isps) audits, and maritime labor convention (Mlc) 
inspections.  the online guide also offers shipowners the option to 
print out tailor-made information when selecting types of survey 
and the ship's specification including the ship type, construction 
date and flag state.

the new service which is tailored to each ships' specific require-
ments is available on the homepage of kr's website (http://guide.
krs.co.kr/login/login.aspx).  current users of kr's e-fleet system can 
access the 'survey & audit preparation guide' free of charge, using 
their existing passwords and sign in details.

new users should contact kr's customer service team on tel: +82 
70 8799 8150, or email: customerservice@krs.co.kr, to be assigned 
access ids for the system (http://guide.krs.co.kr/login/login.aspx).

the kr was established in 1960 with the purpose of promoting 
safety of life, property and the protection of the marine environment.

kr currently classes an international fleet of 3,068 vessels 
totaling 69 million gt. it is headquartered in busan, south korea 
and operates a network of 66 offices around the world. it’s chairman 
and ceo, jk lee, is a naval architect. 
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Selection Parameters for the  
Choice of Marine Diesel Engines  

for the Navy and Coast Guard Vessels
by Captain Tomas D. Baino PN (Ret) Naval Architect V, DOTr-PCG Consultant

iNtroductioN

propulsion is a means of creating force leading to the movement 
of a vehicle in the water, air or in land. the term is derived from latin 
word “pro” meaning before or forward, and “pellere” meaning to drive. 
a propulsion system consists of the source mechanical power, and 
propulsion to convert the power into propulsive force.

the main engine of a ship is connected to its propeller thru the 
shaft.  this system is used to provide speed and power to the ship 
efficiently.

marine propulsion is the mechanism or system used to generate 
thrust to move the ship or boat across the surface or underwater. 
marine engineering and naval architecture go hand and hand and 
their discipline is concerned with the design of marine propulsion 
system, for both ship and submarines.

the concern of the naval architect is to provide strong foundation 
attachment to the engine and reduce the frictional resistance of the 
hull, which if not corrected could result in power losses to the engines.

in contrast, the concern of the marine engineer concentrates on 
providing the power demand of the ship at the most economical 
means (lower fuel consumption), operation and maintenance.

today, the primary source of the propeller power is the marine 
diesel engine and the power requirement and rate of revolution of the 
propeller is very much dependent on the ship hull form (planing, semi-
planing, and displacement type) and the propeller design. this article 
will, in particular, explain briefly some of the most basic parameters 
in the choice of the best-suited propulsion marine diesel engine for a 

specific type of ship, for which the philippine navy (pn) and philippine 
coast guard (pcg) could adopt as a template.  this article will only 
concentrate on the surface ship propulsion design.

3 eNgiNe types aNd applicatioNs

1. low speed engine (95-500 revolutions per minute). this 
is a large marine propulsion engine, with a direct coupled or 
geared reduction drive to the propeller. this type of engine is 
used in large displacement type vessel.
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2. Medium speed engine (500-1000 revolutions per minute). 
this has a geared-reduction or diesel electric drive. this type of 
engine is used in semi-displacement type vessel.

3. high speech engine (over 1000 revolutions per minute). a 
geared reduction gear. this type of engine is used in planning 
type vessel.

selectioN paraMeters

 � rated power – the power needed by the ship to propel in the 
water efficiently.

 � economy of operation – minimum fuel consumption at various 
engine load factors.

 � Meantime between overhauls – the engine must have the 
aptitude of longer top over role.

 � availability of spare parts and service center – to maintain 
the availability and readiness of the engine, it must have a local 
service center and spare parts supplier.

 � climate condition – the engine must be capable to adapt to 
the area of operation, climate condition, and must not degrade 
or encounter functionality degradation.

 � environmentally friendly – the engine must have low emis-
sions of carbon monoxide so as not to pollute the environment.

 � special tools – the engine must have a commonality of tools 
that can be used in a similar type engine.

 � life cycle cost – the engine must have low life cycle cost in 

terms of operation and maintenance.

 � scheme of overhauling – the engine must have the ability to 
be overhauled onboard the ship in order to lower the mainte-
nance cost.

 � power to weight ratio – the engine must be as light as possible 
in order to lessen the weight of displacement of the ship.

 � availability – the engine must have longer operating time at 
minimum load factor.

 � acquisition cost – the engine must be competitive in terms of 
cost of acquisition.

 � operating profile – this is one of the critical points of the selec-
tion process in order to identify the engine compatible to the 
operation and maintenance doctrine of the propulsion system.

 � engine load factor – a characteristic of the engine to provide 
wide spectrum of operation utilizing minimum engine power 
load while at the same time achieving the various speeds and 
power requirement, without subjecting the engine to excessive 
stress.

MariNe diesel eNgiNe perforMaNce curves

the performance curves of every marine diesel engine indicate 
the power output, fuel consumption data, and the engine speed in 
revolutions per minute. the performance curve shows the following:

 � brake horsepower (bhp) – this is the power available at the 
engine flywheel.

 � shaft horsepower (shp) – the net power available at the 
output shaft of the marine gear after consideration of frictional 
losses through the gear, and parasitic losses from the standard 
driven accessories (alternator, raw water, pump, etc.)

 � propeller load – the theoretical horsepower absorbed by a 
typical fixed pitch propeller which has been designed to absorb 
the engine pull power output at its rated speed.

 � fuel consumption – the indicated amount of use when the 
engine develops power according to the performance curves.
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 � fuel – propeller load provides fuel consumption when the 
engine develops power according to the curve; when actual 
propeller demand exceeds the theoretical propeller load, the 
fuel consumption increases proportionally.

load factor of MariNe diesel eNgiNe

load factor is the amount of fuel burned over a period of time 
divided by the full power fuel consumption over the same period of 
time. the higher the fuel, the higher the speed and power imposed on 
the engine.

the operating profile of the vessel is very important in order to 
preserve the life span and availability, readiness and reliability of the 
marine diesel engine. the said operating profile will allow the engine 
to conserve its rated power without undue stress to the internal 
combustion system of the engine. this has a significant effect on the 
periods of meantime between overhauls (mtbo). the stated overhauls 
were based on the adopted operating profile and operated at various 
engine load profile. the higher the load factor, the sooner the engine 
will require an overhaul (mtbo time allowance exhausted).

some marine diesel engine limitation has some restriction. for 
example:

operations profile and load factor 

 � operations profile:
 � 30 days deployment at aor = 720 hours
 � meantime between overhaul of engine = 9,000 hours
 � operation mode of propulsion engines

 � load factor  = 0.610 x 100%

  = 61.00%

 � usable power (theoretical)

= 2,580 kw x 61.00%

= 1,573.80 kw

 � Meantime between overhaul (Mtbo)/deployment  

= 720 hours x 0.610%

= 439.20 hours

 � ship operation time at sea 

= 720 hours

 � time utilize for the engine

= 439.20 hours x 6 deployment/year

 � Number of years before overhaul

= 9000 hours/2,635.20 hours

   (average)/years = 3.415 years

load factor diagraM

recommendation:

adopt the foregoing basic selection parameters in choosing 
propulsion engines for combatant and non-combatant vessels for the 
philippine government.

    

References:
• Detroit Marine Diesel Engine
• MTU Marine Diesel Engine
• Wikipedia

speed modes time 
allowable

power 
load

load factor

1. maneuvering/
loitering

20% <10% 0.20 x .10 = 
0.020

2. c r u i s i n g /
patrolling

70% 70% 0.70 x .70 = 
0.490

3. interception/
hot pursuit

10% 100% 0.10 x 10 = 
0.100

average load factor 0.610
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 Hempel Launches  
 New Anti-fouling 

Coatings  
Delivering 

Outstanding  
ROI and Flexibility

by Navigate PR

leading global coatings manufacturer hempel is launching 
two new premium antifouling coatings, globic 9500m and 
globic 9500s. the coatings offer customers a potential 2.5 per 

cent reduction in speed loss. this equates to significant fuel savings 
and lower co2  emissions improving the operational efficiency of a 
vessel and minimising the operator's environmental footprint.

  this next generation coating series builds on hempel's proven 
globic technology to deliver superior antifouling performance for new 
buildings and dry-dockings, delivering an outstanding return on invest-
ment and flexibility from outfitting through the entire docking interval.

  hempel's patented nano acrylate technology is the strength 
behind the globic range and provides a fine polishing control mech-
anism to bring the integral biocides to the surface at a stable rate 
ensuring a clean hull. by combining the strongest binder and biocide 
package for premium performance at different trading speeds, globic 
9500m and globic 9500s outperform other self-polishing coatings 
(spc) particularly when slow steaming.

 henrik dyrholm, global product manager, hempel a/s says, "globic 
9500m (m for maintenance) is designed to protect against slime as well 
as soft and hard fouling in all conditions. globic 9500s (s for static) 
is designed to protect against hard-fouling even during extended 
outfitting periods. together these two coatings deliver unparalleled 
anti-fouling protection offering our customers improved operational 
efficiency, flexibility and a high return on investment."   

 "our globic range has been very well received in the market and since 
its launch in 2005, over 25 million litres have been delivered worldwide 
with more than 5,000 vessel applications achieved. our new coating series 
is the next step in high performance antifouling protection".

  additionally, the patented microfibres incorporated in the paint 
give globic 9500m and globic 9500s a best in class mechanical 
strength to avoid cracking and peeling. globic's unique technology 
allows it to start working as soon as the hull meets the water for full 

and immediate antifouling protection, making it highly efficient even 
for slow steaming and long idle periods.

 globic 9500 series at a glance:

 � lasting protection against all kinds of fouling – designed for 60+ 
months docking intervals

 � suitable for all vessels at all speeds
 � incorporates proven patented nano acrylate technology
 � patented microfibres for best-in-class mechanical strength to 
avoid cracking and peeling

 � outperforms other spc, particularly during slow steaming
 � excellent colour stability
 � nano acrylate technology

the new coatings incorporate specially designed water-acti-
vated nano acrylate technology that uses nano capsules to control 
polishing. when seawater comes into contact with the nano capsules, 
it penetrates the hydrophobic outer shell. the hydrophilic inner core 
chemically hydrolyses and then expands which breaks through the 
outer shell, enabling controlled polishing. consistent self-polishing 
and a constantly thin leach layer ensure uniform biocide release over 
the entire docking interval. unlike other premium antifouling tech-
nologies, nano acrylate technology provides immediate antifouling 
protection without the need for water friction.

 special microfibres reinforce the binder, providing a skeleton effect 
that gives the coating enhanced mechanical strength and makes it 
more resistant to cracking.

    

For further information, please contact:

Sandra Baekby-Hansen
Group Communication Manager

Phone: +45 21372985
Email: sabae@hempel.com or communications@hempel.com
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Operational Plan for  
The Manila Bay Coastal Strategy:  
Implementing the Supreme Court 

Order to Cleanup, Rehabilitate 
and Preserve Manila Bay

by Donna Mayor-Gordove, Executive Director 

Manila Bay Coordinating Office (MCBO)

the supreme court rendered a decision on 18 december 
2008 ordering 13 government agencies, including the 
department of environment and natural resources 

(denr) to clean up, rehabilitate, and preserve manila bay, and 
restore and maintain its waters to sb level to make them fit for 
swimming, skin-diving, and other forms of contact recreation.   the 
case stemmed from a complaint filed on january 29, 1999 before 
the regional trial court (rtc) in imus, cavite against the following 
agencies for their failure to perform their job of preserving the 
water quality of the bay:

1. denr

2. department of the interior and local government (dilg)

3. metropolitan waterworks and sewerage systems (mwss)

4. local water utilities administration (lwua)

5. department of agriculture  thru the bureau of fisheries and 
aquatic resources (da-bfar)

6. department of public works and highways (dpwh)

7. metropolitan manila development authority (mmda)

8. philippine ports authority (ppa)

9. pnp-maritime group

10. philippine coast guard (pcg)

11. department of health (doh)

12. department of education (deped)

13. department of budget and management (dbm)

likewise, heads of agencies, in line with the principle of 
“continuing mandamus”, were ordered to each submit to the court 
a quarterly progressive report of the activities undertaken in 
accordance with the decision.  the manila bay advisory committee 
(mbac) was created to receive and evaluate the quarterly progres-
sive reports on the activities undertaken by the agencies in 
accordance with said decision and to monitor the execution phase. 

specifically for the denr, the court ordered it to fully imple-
ment its operational plan for the manila bay coastal strategy 
(opmbcs) and to call regular coordination meetings with 
concerned government departments and agencies to ensure 

its successful implementation in accordance with the indicated 
completion schedules.  the opmbcs outlines the actions and 
specific projects that would result to the realization of the stake-
holders’ shared vision for manila bay and to the court’s order of 
cleaning up, rehabilitating and restoring the bay’s water to sb class.  
the interventions under the opmbcs are grouped into five (5) clus-
ters/outcomes namely:  (1) liquid waste management; (2) solid 
waste management; (3) informal settler families (isfs) and illegal 
structures management; (4) habitat and resources management; 
and (5) partnership and governance, which addresses the barriers 
and enabling concerns of the opmbcs, as well as, integrates the 
implementation of the four (4) preceding clusters.  

it is worth to note that when we talk about manila bay we are 
not just talking about the bay itself with a surface are of 1,870 km2 
and a coastline of 190 kilometers.  the manila bay region consists 
of the national capital region (ncr), four (4) coastal provinces 
(bataan, bulacan, cavite and pampanga) and four (4) non-coastal 
provinces in the watershed areas (laguna, nueva ecija, rizal and 
tarlac), comprising about 178 local government units (lgus).

to facilitate the focus implementation of the opmbcs and 
immediate feedback to the denr secretary, the manila bay 
coordinating office (mbco) was transferred to the office of the 
secretary and was strengthened in 2011.

from 2011 to 2016, the implementation of the opmbcs resulted 
to the following:

a.   liquid waste Management

while the waters of the bay remain below the sb level, much 
has been done to minize the pollution load that went into the 
bay.  9,600 establishments were targeted to be monitored from 
2011-2016.  actual accomplishment yielded to 10,168 industries 
monitored.

however, only 49% of the monitored establishments have 
discharge permits which resulted to about 24,688.9 kg/day 
(54.17%) of pollution load from industrial sources treated in 
accordance with denr effluent standards.  the non-compliant 
establishments were issued with notices of violation (novs) by the 
environmental management bureau (emb) and compelled them to 
comply with existing laws, rules and regulations.
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with regard to provision of sanitation services and sewerage 
connection, 14% of the water served population has been 
connected to sewer lines and sewerage system.  while, 44% of 
the water served population has been offered sanitation services.  
these efforts of the mwss, through their water concessionaires, 
have resulted to 35,167 kg/day bod or 9% total pollution loading 
treated in accordance with current sewage and septage regulation 
and standards.

lastly, three (3) water quality management areas (wqmas) 
have been designated in 2016 pursuant to the clean water 
act and an offshoot of the area-based management planning 
approach carried out.  these are the (1) san juan river system; (2) 
imus-ylang-ylang-rio grande-canas river system; and (3) marilao-
meycauyan-obando river system. wqmas are designated to 
address conditions which affect the physicochemical, biological 
and bacteriological reactions and diffusions of pollutants in the 
water bodies or otherwise share common interests or face similar 
development programs, prospects or problems.

b.  solid waste 
Management 
cluster

for solid waste 
management, a total 
of 89 of the 178 
(50%) local govern-
ment units within the 
manila bay watershed 
area have approved 
10-year solid waste 
management plan.  
while 94 (54%) lgus 
have functional mate-
rials recovery facility 
(mrf).

cases have 
been filed in the 
ombudsman against 
13 lgus for still oper-
ating open dumpsites.  
likewise, continuous 
assistance by the dilg 
and the national solid 
waste commission 
(nswmc) to the lgus is being carried out to make the 178 lgus 
compliant with r.a. 9003

c.  informal settler families (isfs) and illegal structures 
Management

the baseline target in 2011 was 59,180 isfs to be removed 
from the easement areas of various waterways within the manila 
bay area.  from 2011-2016, the dilg, mmda and dpwh, in partner-
ship with concerned local government units, were able to relocate 
45,204 isfs (76.38%).  

however, the lgus failed to contain the growth of the isfs 
along the waterways.  as of end of 2016, the total number of isfs 
within the manila bay area has ballooned to 184,257 or about 
211% from the 2011 figure.

d.  habitat and resources Management 

one of the targets under the habitat and resources 
management cluster is the reduction of soil erosion as sedimenta-
tion and agricultural runoffs are also major causes of water quality 
problems.  to address this concern, the opmbcs targeted the 
greening/vegetation of about 68,752 hectares.  from 2011-206, a 
total of 106,938 hectares have been planted under the national 
greening program (ngp).

with regard to the rehabilitation of manila bay ecosystems, the 
target was to restore the 1994 level of mangrove areas which is 
approximately 794 hectares.  the accomplishment for 2011-2016 
reached to about 600 hectares.

aside from the restoration/rehabilitation of mangrove areas, 
two (2) wetlands have been added to the list to be protected.  
these are the las pinas-paranaque critical habitat and ecotourism 
area (lppchea) and the balanga wetland and nature park.  the 
lppcheas was declared a ramsar site in march 2013, a wetland of 
international importance.

moreover, five 
(5) locally managed 
marine protected 
areas were estab-
lished.  these are in 
(1) mariveles, bataan, 
(2) tanza, (3) naic, 
(4) ternate, and (5) 
carabao island, all in 
the province of cavite.

e.  partnership and 
governance

scientific studies 
and adaptive manage-
ment were carried 
out to strengthen the 
approach in planning 
and policy formula-
tions.  among the 
studies that were 
conducted under the 
opmbcs are as follows:

1. assessment of 
non-point source 
pollution from 

croplands  of manila bay system 

2. application of stable isotopes to the assessment of 
pollution loading from various sources in the pampanga 
river system into the manila bay

3. study on benchmark data on pollution load from livestock 
sources (point sources) - estimation of pollution loading 
from livestock and poultry

4. development of analysis and modeling tools as part of 
decision support system for managing the environmental 
quality of manila bay/laguna lake watershed system

moreover, area-based management plans were formulated 
and currently being implemented in 13 river systems in the manila 
bay area.  this is to address the concern that to clean manila bay 
you have to clean the water coming from the source (upstream).  
like the water quality management areas, the abmp addresses 
the four thematic concerns of the opmbcs on a micro level or per 

One of several trash collecting boats turned over by DENR to the Pasig River Rehabilitation 
Commission (PRRC), Bulacan provincial government, and the municipalities of Sto. Tomas 
in Pampanga and Orion in Bataan.
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river system.  appropriate institutional arrangement that has been 
agreed upon is instituted per abmp area to ensure its implemen-
tation and coordination among concerned agencies, partners and 
stakeholders.  the river systems with an abmp are as follows:

the mbco has also distributed forty (40) trash collecting boats 
to various local government units and agencies to aid them in the 
cleanup of manila bay and its waterways.

real time water quality monitoring equipment (wqme) have 
been installed at the (1) vitas pumping station in tondo, manila, 
(2) napindan pumping station, (3) libertad pumping station in 
pasay city and at the (4) coast guard headquarters in port area, 
manila. four additional wqme will be installed in identified sites in 
pampanga, bulacan, bataan and cavite.

currently, the opmbcs has been updated and its coverage is 
2017-2022.  the updated opmbcs is a product of series of work-
shops and consultations among mandamus agencies and other 
stakeholders.  the finished product was presented to the manila bay 
advisory committee (mbac) last 05 may 2017, and was approved in 
principle by justice presbitero velasco, chairman of the mbac.  

final copy of the 2017-2022 opmbcs incorporating the amend-
ments as well as the enhancement of the plan as agreed during the 
mbac meeting was submitted to the supreme court on 13 june 
2017.  the updated opmbcs serves as a guide to all mandamus 
agencies with regard to implementation of their respective targets 
and deliverables

last 10 august 2017, denr secretary roy a. cimatu presided 
the 1st meeting for cy 2017 of the manila bay coordinating 

committee (mbcc).  the meeting was primarily called to re-affirm 
the commitments of all the mandamus and concerned agencies, 
and to further forward all the efforts and actions for the imple-
mentation of the 2017-2022 operational plan for the manila bay 
coastal strategy (opmbcs).  it was the 2nd mbcc meeting presided 
by the denr secretary.  the first was in 2009 by then sec. jose l. 
atienza, jr.

but more than just implementing the opmbcs, we must realize 
that it is the duty and responsibility of every citizen of this nation 
to protect, conserve and rehabilitate manila bay.  practicing solid 
and liquid waste management, volunteering in clean-up activities, 
participating in tree planting projects, among others, and adhering 
to environmental laws could help bring back the bay back to its 
former glory.  

Makiisa at makibahagi sa MANILA BAYanihan para sa Kalikasan!  

    

Donna Mayor-Gordove is currently the Executive Director of the Manila Bay 
Coordinating Office (MBCO).  She has been with the Department of Environment and 

Natural Resources (DENR) since 2005 and held various supervisory positions.

Prior to her stint with the DENR, she worked in the Department of Transportation 
and Communication (now, the Department of Transportation), the Development 

Academy of the Philippines (DAP) and the Housing and Urban Development 
Coordinating Council (HUDCC).

She is a graduate of Bachelor of Science in Commerce at the De La Salle University 
and has an M.A. in Urban and Regional Planning at the School of Urban and Regional 
Planning, University of the Philippines.  She is a licensed Environmental Planner and 

placed 3rd in the 1998 Environmental Planner Licensure Examination.

 Marine environMent
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Mangrove Forests in the Philippines
by Vicky Viray Mendoza

the department of environment and Natural resources 
(deNr) was recently mentioned on untv news on 
05-september-2017 as continuously pushing for the peri-

odic planting of mangroves. deNr is targeting to plant mangroves in 
more than 50k hectares of swamps, especially in areas frequently hit 
by typhoons. denr spends roughly php50k per hectare as part of the 
National greening program to plant mangroves. management of 
mangroves is a mandate of the protected areas and wildlife bureau 
(pawb)’s coastal and Marine Management division.

Mangroves along the coastlines significantly decrease the dangers 
and havoc brought on by typhoons, storm surges, and tsunamis. henry 
adoraro, director, ecosystem research and development bureau 
stated, “Mangroves provide shelter and protection to the community. In 
fact, study shows that a kilometer-wide of mangrove area can reduce the 
tsunamis by 70% when it comes to strength.”

deNr defines mangroves as a part of the coastal and marine 
ecosystem that includes seagrass and the coral reefs. out of the world’s 
more than 70 salt-tolerant mangrove species, around 46 species exist 
in the philippines. the mangrove is known as the “rainforest of the sea,” 
and like the inland rainforest, a mangrove provides both economic 
and ecological benefits to the coastlines. Mangroves are a source of 
alcohol, medicines, tannin, timber, and housing materials.

the link between land and the sea.  the world wildlife fund 
(wwf) considers the mangrove forest as a bridge between terrestrial 
and marine environments, and as a productive ecosystem. Mangroves 
transfer organic matter and energy from land to sea, forming the base 
of many marine food sources. Mangroves are thus home to terres-
trial and marine life. Mangroves also play a vital role in trapping and 
filtering sediments, which help protect coastlines. since mangrove 
forests grow where saltwater meets the shore in tropical and subtrop-
ical regions, they serve as an interface between terrestrial, fresh-water 
and marine ecosystems.

with the mangroves’ distinctive stilt and prop roots extending 
from the trunk, mangroves thrive in areas of soft, waterlogged, and 
oxygen-poor soil by using aerial and horizontal roots to gain a foot-
hold in the soil. the roots absorb oxygen from the air, and the tree 
leaves expel excess salt. a multitude of aquatic and salt-tolerant plants 
also grow within the mangrove forests.

Mangrove ecosystems are most diverse in south asian seas and 
least diverse in caribbean seas. Mangrove forests can roof a number of 
endemic bird species that are endangered. but apart from the natural 
and human threats, Mangroves require relatively intact hydrographic 
and salinity regimes. without these conditions, the propagation or 
conservation of mangroves is difficult or next to impossible to achieve. 
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Mangroves are susceptible to pollution, particularly oil and petro-
leum-based compounds; and a change in salinity levels can have a 
dramatic impact on the mangrove forest. 

Mangroves in the philippines. in 2013, global landsat imaging 
done from 1990-2010 by jordan b. long of eros and chandra giri 
of arsc, both of which were contractors of usgs in south dakota, 
published in the journal of coastal research, the estimated total area 
of philippine mangrove coverage at 256, 185 hectares in 2000, which 
was a bit higher than deNr’s estimate of 247,362 hectares in 2003. 

the report finds 66 out of 82 (80%) provinces have mangroves; and iden-
tified the top provinces with the most mangrove areas as a percentage of 
total national area: palawan (22.2%), sulu (8%), and zamboanga del norte 
and sur (9.86%); surigao del norte and sur (6.8%), eastern and western 
samar (6.1%), quezon (5.5%), tawi-tawi (4.4%), bohol (3.69%), and basilan 
(2.97%). about 49k hectares (19%) of total national area is protected by 
iucn for long-term conservation purposes. these protected mangroves 
are in palawan, siargao, malampaya sound, biri larosa, el nido, tanon strait, 
northern sierra madre, dumanquilas bay, sibuyan islands, and calauit island.

importance of Mangrove ecosystem services:
 � fisheries: the mangrove forest is home to a large variety of 
fish, crab, shrimp, and mollusk species. these fisheries form an 
essential source of food for thousands of coastal communities. 
the forests serve as nurseries for coral reef fish and other fish.

 � timber and plant products: the mangrove wood is resistant 
to rot and insects, making it extremely valuable. many coastal 
and indigenous communities rely on this wood for construc-
tion material, firewood, wood chips, pulp, and charcoal. these 
communities also collect medicinal plants from mangrove 
ecosystems and use mangrove leaves as animal fodder. 

 � coastal protection: the dense root systems of mangrove 
forests root systems trap sediments flowing from rivers and off 
the land. trapped sediments help stabilize the coastline and 
prevent erosion from hurricanes, high waves, storms and floods. 
and by filtering out the sediments, the mangroves protect coral 
reefs and seagrass meadows from being smothered in sediment. 
in areas where mangroves had been cleared, coastal damage 
caused by natural disaster is much more severe.

 � tourism: given the diversity of life inhabiting mangrove 
systems, and likely proximity to other tourist spots such as 
coral reefs and sandy beaches, it is surprising that only a few 
countries have tapped into the tourism potential of their man-
grove forests. bicol and palawan offer snorkeling expeditions in 
and around mangroves to witness a variety of fish against an 
enchanting scenario of interwoven roots delving deep into the 
sand. potential revenue generation lies in tourism with on-site 
learning about mangrove forests.

threats. the mangrove forests are one of the world’s most threat-
ened tropical ecosystems. more than 35% of the world’s mangroves 
are already gone. the rate of disappearing mangroves in this century 
is up to 50% in countries such as india, philippines, and vietnam, while 
in the americas they are being cleared at a rate faster than tropical 
rainforests. although natural disasters are big threats, man-made 
pollution is the biggest threat to mangroves. the threats include:

 � clearing: the mangrove forests are being cleared to make 
room for agriculture, human settlements, and infrastructure 
such as piers, airports, industrial zones, tourist developments, 
aquaculture, and salt farms resulting in major mangrove loss.

 � overharvesting: over-harvesting mangrove trees have taken 
place for centuries and it is no longer sustainable, threatening 
the future of the mangrove forests.

 � river changes: dams and irrigation reduce the amount of 
water reaching mangrove forests, changing the salinity level of 
water in the forest. if salinity is too high, the mangroves can-
not survive. diverted freshwater can lead to mangroves drying 
out. increased erosion due to land deforestation can massively 
increase the amount of sediment in rivers. this affects the man-
grove’s filtering ability, leading to a dying mangrove forest.

 � overfishing: the global overfishing crisis facing the world’s 
oceans also affects the ecological balance of the food chains and 
mangrove fish communities.

 � destruction of coral reefs: coral reefs are home to 25% of 
marine life and simultaneously provide the first barrier against 
currents and strong waves. when destroyed, the stronger-than-
normal waves and currents reaching the coast can undermine 
the fine sediment where mangroves grow. this prevents seed-
lings from taking root and washes away nutrients essential for 
mangrove ecosystems to flourish.

 � pollution: fertilizers, pesticides, sewage, and other toxic man-
made chemicals carried by river systems from upstream sources 
can kill animals living in mangrove forests, while oil pollution can 
choke mangrove roots and suffocate the trees.

 � climate change: the mangrove forests require stable sea 
levels for long-term survival. coastal habitats are already getting 
flooded and corals bleached. rapid sea level rise will likely be the 
greatest climate change challenge to mangrove ecosystems.

iucN: Mangrove forests in worldwide decline. more than 1 in 6 
(17%) mangrove species worldwide are in danger of extinction largely 
due to coastal development, climate change, logging and agriculture, 
according to the first-ever global assessment on the conservation 
status of mangroves for the iucN red list of threatened species. as 
a result of the assessment, 11 out of 70 (16%) mangrove species have 
been placed on the iucN red list.

Mangrove forests are vital to coastal communities as they help 
protect against damage caused by tsunami waves, erosion and storms, 
and serve as a nursery for fish and other species that support coastal 
livelihoods. in addition, they have an incredible ability to seize carbon 
from the atmosphere, and serve as both a source and storage for nutri-
ents for inshore marine habitats, such as seagrass beds and coral reefs.

“The potential loss of these species is a symptom of widespread destruc-
tion and exploitation of mangrove forests,” says beth polidoro, researcher 
and principal author, global marine species assessment unit, in a joint 
study with iucN and conservation international. “Mangroves form 
one of the most important tropical habitats that support many species, and 
their loss can affect marine and terrestrial biodiversity more widely.”

“the loss of mangroves will have devastating economic and envi-
ronmental consequences,” says greg stone, senior vice president, 
marine programs, conservation international.

“These ecosystems are not only a vital component in efforts to fight 
climate change, but they also protect some of the world’s most vulnerable 
people from extreme weather and provide them with a source of food and 
income,” stone adds.

hanneke van lavieren of united nations university said, “There is 
now a growing awareness of the importance of mangroves, and govern-
ment and community-led efforts are under way to restore or replant 
mangroves, and to improve legal systems to regulate future use.”

as deNr’s pawd takes the lead in propagating mangrove forests 
in the philippines, let us find a way to lend support to this cause 
by joining mangrove tours to help our local coastal communities 
purchase mangrove seedlings and restore their mangrove forests.  
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has now joined the list of international big companies that in recent 
years have obtained the certification of friend of the sea for fishmeal, 
e.g., the peruvian austral group and the moroccan sovapec.

according to paolo bray, director of friend of the sea, “reaching 
sustainability of the entire production process, from fishery to manu-
facturing, is a goal all companies should set as a priority. in this sense, 
generale conserve with asdoMar is the demonstration that sustain-
ability is not an option, but the only choice consumers praise by giving 
back their endurable trust.”

friend of the sea is an international certification program for 
products from sustainable fisheries and aquaculture. over 600 compa-
nies in more than 50 countries have relied on friend of the sea to 
assess the sustainable origin of their seafood. accredited independent 
certification bodies run audits, based on the best and the most 
updated available scientific data. recently the program has expanded 
to the certification of sustainable shipping, ornamental fish, and whale 
watching operators. 

friend of the sea awarded generale conserve, one of italy’s 
major canned seafood company, with the sodalitas social 
award 15th edition in the category Sustainable Innovation 

and Production Processes with its brand asdoMar for Tuna Zero 
Waste project.

friend of the sea welcomes this prestigious recognition, as 
asdoMar was the first italian brand in the industry to require an inde-
pendent certification body’s audit about the sustainable sourcing of 
its fish supplies. for almost a decade, asdoMar tuna and mackerel 
have carried the friend of the sea eco-label. its salmon products have 
also been certified friend of the sea since 2012. ensuring its prod-
uct’s sustainable origin, generale conserve has shown great care and 
respect for the environment and its final customers. asdoMar is a 
100% sustainable fishing company.

generale conserve is the second largest producer of canned 
fish on the italian market, with a market share of about 17%, and the 
leading company for production using whole tuna. established at the 
end of the 1980s as a distribution company, in just over ten years, the 
company grew from a small entity, with a turnover of 20 million euros 
in 2001, to a producer whose 2015 turnover amounted to 187 million 
euros, generated almost entirely through sales in the italian market. 
between 2008 and 2011, generale conserve revived historic heritage 
traditions that faced a risk of disappearing. the company provided 
continuity to the artisanal processing tradition of mackerel in the vila 
do conde plant in portugal and inaugurated a new plant in olbia, the 
most modern in europe, giving a future to the tuna processing tradi-
tion in sardinia.

furthermore, skipjack and yellow-fin tuna, the two tuna species 
used in asdoMar products and fish meal originating from tuna trim-
mings, have been confirmed compliant with all friend of the sea’s 
strict sustainability requirements since 2014, as documented during its 
visit to the company processing plant in olbia, located in sardinia, italy. 
by requesting trimmings to be subjected to audit, the italian producer 

Paolo Bray during an FOS visit to Generale Conserve plant in Olbia, Sardinia.
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by Vicky Viray Mendoza
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