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		Maritime Events Calendar
march '18

  7    seagull MaritiMe suer Meeting (aMara singapore hotel, 
singapore, sg)

12-14    cMa shipping 2018 (hilton staMford hotel, ct, usa)

 14-16 asia pacific MaritiMe 2018 (Marina Bay sand, singapore, 
singapore)

20-23    gst & shipping 2030 europe 2018 (tivoli congress centre, 
copenhagen, dk)

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)

  23 maritime Breakfast forum #131 
(maritime academy of asia and the Pacific (maaP), 

kamaya Point, mariveles, Bataan)

aPril '18

   4-5    clean waterways (hilton st. louis, Mo, usa)

   9-11    sea-air-space ( gaylord national convention center, 
national harBor, Md, usa)

  18-20    shippax ferry conference 2018 (color Magic, oslo-kiel-
oslo, no)

  28    sea japan (tokyo Big sight exhiBition center, tokyo, jp)

 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

1-3   auvsi xponential 2018 (colorado convention center, 
denver, co, usa)

2-3    opening oceans (lokoMotivværkstedet, copenhagen, 
dk)

7-10    MaritiMe week aMericas (hilton panaMa, av BalBoa, 
panaMa, pa)

 16-17 navigate 2018 (turku fair center, turku, fi)

16-17    unManned MaritiMe systeMs (hilton london olyMpia, 
london, uk)

 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

4-8     posidonia 2018 (Metropolitan expo, athens, gr)

19-20     gloBal offshore wind (Manchester central, 
Manchester, uk)

29 maritime Breakfast forum #134 
(national defense college of the PhiliPPines(ndcP)

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

25-29     tug, salvage & osv convention and exhiBition 2018 
(parc chanot convention centre, Marseille, fr)

 27-29     philMarine 2018 (sMx convention center Manila, Mall 
of asia coMplex, pasay city)

july '18

3-5     seawork 2018 (Mayflower park, southaMpton, uk)

20 maritime Breakfast forum #135 
(national coast watch council (ncwc)

25     inaMarine 2018 (jiexpo keMayoran jakarta, jakarta, id)

august '18

22 maritime Breakfast forum #136 (PhiliPPine Ports 
authority (PPa), Port area, manila)

sePtemBer '18

4-7     sMM 2018 (haMBurg Messe, haMBurg, de)

21 maritime Breakfast forum #137 (PhiliPPine coast 
guard (Pcg)

octoBer '18

6-10 interferry 2018 (jw Mariott resort, cancun, Mx)

12-14 rescue 2018 (harpa concert Building, reykjavik, is)

19 maritime Breakfast forum #138 (dePartment of 
environment and natural resources (denr)

novemBer '18

5-8 iraniMex 2018 (kish international exhiBition center, 
horMozgan, kish, ir)

23 maritime Breakfast forum #139 (dePartment of 
transPortation (dotr)

28-30 international workBoat show (Morial convention 
center, new orleans, la, usa)
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An Option for WPS Exploration  
and Development 

dear editor:

as a victim of "aggression" in the west philippine sea, the philippines 
should exhaust all diplomatic means to protect our rights, even though at the 
moment it appears "futile."  invoking the ruling in the arbitration case, it is not 
premature for the philippines to appeal to its 4 fellow claimants (malaysia, 
vietnam, taiwan, and Brunei) to band together to seek relief from the un 
security council in order to prevent china from extending its claim over the 
"nine-dash line" area by imposing an "air defense identification zone" that 
would prevent claimant countries like the philippines from monitoring the 
"military build-up” in the spratly island group.

claimant countries like the philippines could also invoke "breach of 
regional peace and security" as a preventive step to avoid escalation of mili-
tary activities — like performing surveillance flights over the on-going military 
constructions. But to seek relief from the un security council would need the 
open support of at least two regular members, hence the need to draw russia 
in to prevent a chinese veto.

without russia, the un security council, for the first time, would have to 
mediate with the aim to preserve "regional peace and security" in the west 
philippine sea because a possible veto by china would expose its military 
objective, which is inconsistent with the purposes of the code of conduct. 
a new image of the philippines in conducting its diplomacy should be rein-
forced by new initiatives of its foreign affairs department.

an early consultation by our foreign affairs department with the 4 
claimant countries on some of the disputed islands in the kalayaan island 
group, in anticipation of a chinese air defense identification zone, should 
be made part of the objectives in finalizing the code of conduct, which is 
at present being finalized by asean. simultaneously, the foreign affairs 
department should likewise consult with the u.s. regarding the need to draw 
russia into the picture as a mediator between the 4 claimants and china.

in a diplomatic maneuver, the foreign affairs department could hold 
a consultative agreement meeting, as part of the asean code of conduct 
meeting with the 4 claimants affected by the projected "air defense 
identification zone" to agree to draw russia in as the mediator between them 
and china. and by pooling together resources of the 4 claimants to procure a 
squadron of russian jets that may serve as their protective umbrella, the "non-
use of the spratly island chain for aggressive purposes” is ensured.

it is my belief that russia would entertain this "protective role" in favor 
of the 4 claimant countries since it would ensure the "peaceful use of the 
reclaimed islands.” russia would find it difficult to refuse, when approached 
collectively by the 4 claimant countries. drawing russia in to mediate, and 
more importantly, to block the "air defense identification zone, is a logical 
step in the right direction, and consistent with the asean aim of non-aggres-
sion. But early on, diplomatic moves should be initiated with russia onboard 
so as to provide her a role to intervene in preventing a military confrontation 
over the west philippine sea.

the acquisition of a squadron of russian jets by the 4 claimant countries 
would also work to ensure "freedom of navigation" and in addition would 
prevent the implementation of the “air defense identification zone,” which if 
allowed to continue, would bar them forever from using the seas of the wps 
that should rather remain open to all.

the philippines has to be consistent in spearheading the claim over some 
of these islands. and having obtained a favorable verdict from the arbitral 
tribunal, the philippines should lead the way into the “joint exploration and 
development” of these disputed islands.

there are many unexpected twists and turns in the on-going reclamation 

activities undertaken by china in some islands of our kalayaan island group 
(part of the larger spratly island group). having won the arbitrary award from 
the hague, the philippines should not allow the establishment of an aerial 
identification zone over the whole "nine-dash line," otherwise its ownership 
and rights over some of these islands would be forever barred.

definitely, we need a collective action put forward by the 4 claimant 
countries mainly because the philippines’ interest in the disputed island 
chain is also best pursued in this manner. it elevates the philippines’ proposal 
for “joint exploration and development” with china, on a 60%:40% sharing 
agreement, where 60% goes to the philippines and the 4 claimants (Malaysia, 
vietnam, taiwan, and Brunei) at 12% each with philippines as the leader of the 
claimants; and 40% going to china.

we shall see whether the 4 claimant countries will support the “russian 
mediator” proposal. the department of foreign affairs has nothing to lose if 
this does not pan out, and making a move is better than none at all.

the above approach is submitted as a policy option to plot a clearer 
and more realistic solution for the spratly island group dispute in the west 
philippine sea.

very truly yours,

atty. fernando c. caMpos

		

(Atty. Campos was a Congressman of Cavite in the mid-‘60s, a former Governor of the 
province of Cavite during 1986-87; and then was appointed as DND Undersecretary during 
the Ramos administration. He is a businessman-realtor, a gaming technology enthusiast, 

and a regular attendee of the monthly Maritime Forum –ed.)

fireworks trade exhibitions 
& conferences philippines inc.

the Maritime league

department of 
national defense

The Maritime League at MOA
SMX Convention Center

June 29, 2018

10:00 am 134th Maritime Forum

2:00 pm General Membership Assembly

For more details, please contact the ML Secretariat
  secretariat@maritimeleague.com 

 +63(999)788-9595 / +63(906)213-9328
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in the recent Maritime forum in cebu, the visayan association 
of ferryboat and coastwise shipping operators (vafcso) 
presented some challenges that affect the sea transport industry 

in central philippines. among these are:  too many, irrelevant and anti-
poor domestic shipping regulations; numerous government regula-
tors; and shortage of licensed and competent seafarers.

regulations are designed to ensure safety of life and property at sea 
(solas) and the responsibility of implementing them rest upon the 
government and the merchant fleet owners and operators. updating 
those regulations requires constant dialogue among the stakeholders, 
observance of international maritime standards, and adoption of indus-
try’s best practices from leading domestic shipping companies and foreign 
counterparts. an interagency, multi-sectoral approach that includes the 
local government units to review, amend, revise and formulate regula-
tions could address irrelevant, overlapping, conflicting, and anti-poor 
issuances. the delineation of responsibilities among the government 
regulators could also be threshed out during such interactions.

somewhat alarming among the issues is the shortage of quali-
fied seafarers manning inter-island vessels. vafcso further observes 
that the shortage may be attributed to tedious and impractical proce-
dures in licensing, and expensive and excessive training courses for 
seafarers. getting a seaman book or merchant marine officer license, 
for example, takes a lot of sacrifice such as queuing at the issuing agen-
cy’s processing office in the early morning and undergoing a number 
of prerequisite courses. update-training courses are not only expen-
sive but also excessive and questionable in terms of necessity.

philippine maritime schools annually produce some 40,000 gradu-
ates and more than half that number comes from the visayas maritime 
institutions. due to global shipping downturn starting 2015, and the 
emerging competition from other seafarer-producing countries in south 

Maritime Education  
and Domestic Shipping

by VAdm Emilio C Marayag Jr AFP (Ret)

asia and eastern europe, the demand for overseas filipino seafarers 
declined. the result is a 50-75% reduction in the number of jobs available 
for these fresh graduates. this leaves about 20,000 to 30,000 prospective 
seafarers for absorption by the domestic shipping industry.

in 2012, there were about 300,000 seafarers in all vessels engaged 
in domestic trade, mostly passenger and cargo or both, except those 
in fishing boats. Most of these seafarers are embarked in nearly 3,000 
steel-hulled ships of over 150 gross tons and the rest work in smaller 
vessels numbering 19,000 or so. there has been an upward trend in 
local ship construction since 2013, and the government still allows 
used ships importation as more roro ports are constructed along or 
near the established nautical highways. the country also ranked 4th 
globally in terms of tonnage capacity in the world Book order.

as a top country investment destination, partly due to the “build, 
build, build” strategy, our trade and commerce are expected to grow 
faster. with heightened economic activity and the adoption of inter-
national maritime standards, domestic shipping companies may have 
to hire additional qualified seafarers, not only to promote solas but 
also to improve their organizational systems and procedures for more 
efficient services to the public and their clients.

the seafarers are the business enterprise’s frontline personnel. 
they go through the rigors of the trade of navigating the ship that 
demands profound knowledge, considerable skills, and technical 
expertise. But there are instances when fatigue sets in and the seafar-
er’s agility and work performance diminish. these are the times when 
many sea accidents occur. to prevent sea accidents, the government 
issues rules and regulations and assigns inspectors to compel compli-
ance. enforcement of rules and regulations, however, is just one aspect 
of maritime safety. seafarers’ education and training is another.

there are 80-100 maritime schools educating and/or training 
prospective seafarers: officers and ratings. to be fully qualified, gradu-
ates must pass the 1978 requirements of the international convention 
on standards on training, certification and watchkeeping or stcw. 
already twice amended, the convention aims to enhance safety by 
focusing on the professional competence, physical fitness, and tech-
nical skills of all seafarers to conduct the ship from the port of origin 
to the port of destination. navigating ships include not only strict 
observance of international and municipal maritime safety laws but 
also addressing emergency evolutions on board, such as firefighting, 
damage control, vessel and personnel security, repeal boarders, 
inclement weather evasion, and lifeboat operation.

with the high cost of education and training, one formidable chal-
lenge of maritime schools is to increase the qualifying exam success 
rate of their graduates so they get jobs early on, hone their skills, gain 
experience, add value to their company, and raise seafaring standards. 
this will eventually make the filipino seafarers, whether working locally 
or overseas, very competitive in seafaring profession. on the other 
hand, domestic shipping owners can assist our seafarers by providing 
a working environment conducive to organizational systems improve-
ment and professional development. the greek historian Polybius 
once said, “Education in tandem with experience is the best foundation 
for dealing with both adversity and good fortune.”   

BS Marine Engineering students of the University of Perpetual Help's 
College of Maritime Education.
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 chairman's page 

Good news for Mother Earth?
by Commo Carlos L Agustin AFP (Ret)

having been an enthusiastic follower of environmental issues 
(in fact we placed it on the agenda of the ndcp strategic 
studies group in 2002-2010), i have gone from naysayer 

to believer back to naysayer, then to a pragmatist, which certainly is 
a dynamic one. the reality for me today is that certainly the problem 
exists, as i have seen in our own environment – vanishing forests, 
diminishing water resources, harsher weather with stronger storms 
and frequent floods.

the climate change issue is a major agenda of the us left, 
highlighted by the albert gore agenda that started after he lost the 
presidential election to Barack obama. he did have some impressive 
presentations during his world tour, including in Manila. he continues 
this effort including a campaign he joined in partnership with emmy-
winning producer kevin wall, Live Earth “built upon the belief that 
entertainment has the power to transcend social and cultural barriers 
to move the world community to action.” (wikipedia)

Many of us believe in the value of technology. i have been 
quite disappointed in deuterium energy development, which, after 
viewing a British Museum of science exposition in 1975, made 
me think that it would be a panacea that would break the opec 
stranglehold on the world economy and make the philippines, next 
to the united states, quite rich due to our philippine deep along-
side the Marianas trench. as it turned out, we’re not there yet as 
the scientist’s theories have not been put to practical use, and a 
new dimension has been thrown in: d2o can be processed from 

relatively shallower waters, throwing out the advantage of both 
trenches, with the caveat that it could be a trade off, with cost of 
processing as the major element.

it is of course likewise understood that as climate change has been 
affected gravely by developments due to human actions, humanity 
can likewise develop interventions that can mitigate and even resolve 
the problem.

for alternative energy, one significant development, in my 
opinion, is forthcoming: the perfection of the application of the 
tesla principle, long overshadowed by electric revolution along 
the ac power generation concept developed by thomas edison. 
followers of alternative energy ideas will have noted the great 
amount of fake news (and scaM ads) related to making cheap 
devices using this principle. But a local company that will soon 
emerge has actually put into fruition the real thing. it will make 
fossil-based power generation a thing of the past, but i surmise that 
given the amount of investment by existing energy players, not to 
mention the oil giants, that company will advance with extreme 
caution. indeed they are doing so, and will limit start-up produc-
tion to address islands and towns off the grid.

But a recent development in the utilities field may even change 
that – and allow that company to hasten the pace, and its added 
advantage of having no need to use the grid. it is because both solar 
and wind energy are now emerging faster than believed, and solar cell 
efficiency has not even gone beyond 50%.
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 chairman's page 

in the utilities field, it seems that existing alternative energy 
players are gaining the upper hand, with the use of coal declining (a 
setback to us president donald trump’s passion). from a tweet from ep 
administrator scott pruitt, power emissions are falling, “approaching 
clean power plan goals”:  (see https://twitter.com/EPAScottPruitt)

“In all that bedlam”, says Bloomberg, “it’s easy to lose sight of an equally 
important (if less sexy) trend: demand for electricity is stagnant.” one of the 
causes, it seems, is the fact that industrial output has fallen, or moved 
elsewhere in the past decade, especially to china. optimists believe that 
this will end and industrial output will redound as a result of nanotech-
nology, and advancement in artificial intelligence (ai).

nevertheless, here’s the graphic reality:

this leads to eventual low growth, a great plus factor for the 
environment.

Bruce nilles of BeyondCoal.org surmises that, “there is a lot of talk 
about (natural gas) being the primary cause of co2 reductions in the 
us electric sector. putting aside ch4 (for both gas and coal), the latest 

analysis shows: 75% of carbon reductions from efficiency, wind and 
solar; 25% from (natural gas).”

that new energy system i mentioned has the possibility of getting 
much of these percentages in the future. that new system has the 
potential of powering road, rail and sea transport in the future in addi-
tion to having a monopoly of the electric utilities market.

2017 is a banner year indeed, and this final graph shows the 
tremendous decrease in co2 emissions in the u.s. that will most prob-
ably be followed by dramatic changes in co2 emissions worldwide, 
given the trend that has been established in the united states, its with-
drawal from the paris accords notwithstanding. 

Source: Bruce Nilles 

all told, this is great news for mother earth!!!   
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 Words from fVr 

Protect the "Philippine Rise"  
Prevent the "Philippine Fall"

by former Philippine President Fidel V. Ramos 

“It would be ‘dumb’ of the Philippines to allow China to explore 
Philippine Rise despite Beijing’s disrespect for a U.N.-backed arbitral court 
ruling recognizing Manila’s sovereign rights in the West Philippine Sea.”

– Supreme Court Senior Associate Justice Antonio Carpio (Philippine 
Daily Inquirer, 15-January-2018) 

“Benham, or Philippine Rise, is part of our EEZ and the exploitation of 
its resources is exclusively ours.” 

– Rafael Alunan III (BusinesWorld, 30-January-2018)

our exclusive economic zone (eez) is the sea zone prescribed by 
the united nations convention on the law of the sea (unclos) over 
which the philippines has special rights regarding the exploration and 
use of marine resources, including energy production from water and 

wind.  it stretches from the baseline out to 200 nautical miles (nmi) 
from its coast. the term “eez” does not include either the territorial 
sea or the continental shelf beyond the 200 nm limit. the difference 
between the territorial sea and the eez is that the former confers full 
sovereignty over the waters, whereas the latter is merely a “sovereign 
right” which refers to the coastal state’s rights below the surface of the 
sea. the surface waters are international waters.

listen to the supreme court senior associate justice antonio 
carpio. he was quoted in the philippine daily inquirer (15-january-
2018).  Justice Carpio, the leading figure in Philippines’ fight to nullify 
China’s claim to almost all of the South China Sea, said “the Duterte 
Administration should stop Beijing from conducting marine scientific 
research in the Philippine Rise until it accepts the July 2016 decision of the 
Permanent Court of Arbitration in The Hague, Netherlands.” “The ruling 



11    Maritime ReviewMar-apr 2018

 Words from fVr 

invalidated China’s sweeping claim and declared Beijing had violated 
Manila’s sovereign right to fish and explore for resources in the West 
Philippine Sea, waters within the Philippines’ 200 nm EEZ in the South 
China Sea.” “China, which did not take part in the arbitration, ignored 
the ruling and went on to build artificial islands on reefs in Spratly archi-
pelago, topping some of them with runways and military installations.” 
“pres. duterte, however, refused to assert the Philippine legal victory, 
preferring loans, investments and development assistance from china. 
the ruling would benefit other claimants to territories in the south 
china sea – through which $5 trillion in global trade passes every year.” 
“the refusal of china to comply with the arbitral award of the hague 
tribunal is not a “normal circumstance,” and thus, philippines should 
refuse china’s request for marine specific research in Benham rise,” 
justice carpio stated.

what is the Philippine rise? president duterte issued executive 
order no. 25 in May 2017, changing the name of “Benham rise” to 
“Philippine rise.” the Philippine rise is a 13-million-hectare under-
water plateau in the philippine sea, 250 kilometers east of isabela 
province, believed to be rich in resources. in 2012, the u.n. officially 
recognized the rise as part of the philippine continental shelf, giving 
our country “sovereign rights” to explore and exploit resources on 
the submerged plateau. “The Philippine Rise became the subject of 
controversy in March 2017 after President Duterte said he had allowed 
Chinese survey vessels to go there.  Then acting Foreign Secretary 
Enrique Manalo said he was unaware of any such statement made 
by Mr. Duterte.” But Justice Carpio declared ‘the Philippines would be 
dumb to grant China’s request. “If a bully squatted on your front yard and 
requests to look at your backyard, would you grant the request of the 
bully?  China has ‘squatted on the West Philippine Sea and refuses to 
leave despite the ruling of the international arbitral tribunal.  Countries 
that had ratified the UNCLOS are duty-bound to enforce and respect the 
contents of the international law in its entirety,” Justice Carpio further 
said. By refusing to accept the award of the arbitral tribunal 
pursuant to the dispute settlement provisions of unclos, china 
is violating its u.n. obligations.

our eeZ is 360 degrees. in his column titles, “our eez is 360 
degrees,” former dilg secretary rafael alunan iii (Businessworld, 
30-january-2018) writes: “Scarborough Shoal (also known as Bajo 
de Masinloc, Panatag, Panacot), Benham Rise (now Philippine Rise) 
and the Celebes Sea have been making the news in the past week or 
so.” “Benham Rise hit the headlines when the Chinese said that the 
Philippines doesn’t have sovereignty over it. Benham, or Philippine Rise, 
is part of our EEZ and exploitation of its resources is exclusively ours.” “The 
frenzy over that statement brought to mind China’s armed occupation 
of the South China Sea and its obvious imperial agenda to dominate 
the Indo-Pacific theater before conquering the world in due time.  Its 
submarines are, for certain, exploring the depths of Benham to famil-
iarize themselves with critical pathways and hiding places in preparation 
for future conflict, citing innocent passage to mask their intentions.  And 
if they control the depths, they will control the surface before we know it.” 
“China’s island fortifications in the SCS are vital components of its impe-
rial agenda.  Apart from Woody Island in the Paracels, China has built 
significant point-defense capabilities – anti-aircraft guns and (close-in 
weapons systems (CIWS) – at each of its outposts in the Spratlys: Fiery 
Cross, Mischief, Subi, Gaven, Hughes, Johnson, and Cuarteron Reefs.  
China won’t spend big money building and prepositioning war assets like 
fighters, bombers and long-range missiles if it doesn’t have a plan to suit its 
‘Kingdom Under Heaven.’” unfettered access in scarborough, Benham 
rise, and celebes would transform the philippines into china’s giant 
fulcrum to deny the u.s. the ability to secure the pacific ocean, scs and 
indian ocean. as deng xiao ping once said, “there can’t be two tigers 
on the same hill.”

strong opposition to china’s Philippine rise sortie. the 
Philippine Daily Inquirer (15-january-2018) article continues: “last 
week, magdalo rep. gary alejano said the department of foreign 
affairs allowed a research vessel operated by the institute of 
oceanology of the chinese academy of sciences to conduct research 
in the Philippine rise, despite china’s militarization of artificial 
islands in the scs. “Foreign Secretary Alan Peter Cayetano defended 
the DFA’s decision, saying the law allowed foreign research in Philippine 
territory so long as a Filipino scientist is aboard the research vessel and 
the findings of the study are shared internationally. “On the other hand, 
Senior Associate Justice Carpio said the President and Cayetano were 
in no position to cede the country’s ownership of several islands and 
waters in the West Philippine Sea. Justice Carpio, whose criticisms 
of the Duterte Administration’s diplomacy in the WPS dispute have 
gotten him into Duterte’s crosshairs, said “Filipino scientists should be 
aboard China’s marine research vessels to ensure that the Chinese were 
not exploring for purposes of exploitation.” clearly, findings of such 
scientific ‘marine explorations ‘must be made known to the whole 
world. Marine scientific research by foreign states in Benham rise 
is purely for scientific research and cannot be conducted to explore 
the mineral resources for purposes of exploitation of such resources.

Beijing’s tricky modus operandi. rep. of Bayan muna carlos 
isagani Zarate urged the dfa to rethink its decision allowing chinese 
exploration in the Philippine rise, calling the supposed research as 
Beijing’s “Modus operandi” to undermine Manila’s maritime claims in 
the scs during arroyo’s administration. in a statement, Zarate said 
that a joint marine seismic undertaking (jmsu) between philippines 
and china in 2005 gave Beijing access to valuable data on natural gas 
deposits, which ‘jeopardized’ the philippines’ claim to recto Bank or 
reed Bank, in the spratly archipelago. (philippine daily inquirer, 
15-january-2018)

Zarate emphasized the philippines lost control and supervision 
over exploration for oil and other minerals in recto Bank when the 
arroyo administration entered into the deal with the china national 
offshore oil corporation and vietnam oil and gas corporation. 
with that jmsu, the arroyo administration effectively sold out the 
country to the chinese, who were granted unbridled access to our 
maritime territory, especially the gathering of valuable data on natural 
gas deposits in our territories like recto Bank. our bad experience with 
the jmsu, where our country was placed in a very disadvantageous 
position, is bound to happen again. in 2008, Bayan muna challenged 
the jmsu in the supreme court. the case remains unresolved.

fvr’s assessment. some 12 years ago, the Manila Bulletin (then 
chaired by the late philanthropist-icon emilio yap) offered fvr to take 
over former president diosdado macapagal’s sunday column after 
the latter passed away. Boy, what a challenge – it is not easy to crunch 
out 1,500 words, even if only once a week! Manila Bulletin is known for 
truth, relevance and quality.

therein was the daunting challenge! of course, fvr took it up (and 
is glad he did), because that serves our national interest. fvr believes 
that, in due time, people/nations would bond more closely as one 
family because of deadly threats from weapons of mass destruction, 
calamities, diseases, pollution, waste and other man-made corrup-
tions! such bonding would lead to more harmony, enduring peace 
and sustainable development. Meantime, let’s protect the “Philippine 
rise” and prevent the “Philippine fall.”   

KAYA NATIN ITO!

				

Please send any comments to fvr@rpdev.org.  Copies of articles are available at 
www.rpdev.org.
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Character Building 
is Nation Building

University of Perpetual Help addresses modern 
challenges for maritime cadets

by C/M James Nikko R Hosana, MBA

the influx of contemporaneous challenges in the maritime 
arena is sending a strong signal that modern day students 
must be accorded the best of maritime education and 

training especially when it comes to building the very foundation 
of their future. and if one chooses the path of becoming a maritime 
professional, the matter of deciding where to jumpstart his career 
is one of the struggles of every hopeful captain, chief engineer, and 
naval architect in the making. the good news is, there is no need for 
aspiring maritime students to go far from 
home because over the years, the university 
of perpetual help (uph) has developed its 
maritime education and training institutions 
very well.

with an integrated system that upholds 
the time-honored guiding principle of 
“Character Building is Nation Building”, the 
university of perpetual help offers more than 
the basics of teaching and training. among 
others, the development of the necessary 
attributes of a well-rounded seafarer is a top 
priority that should make each and every 
perpetualite mariner count. in making every 
filipino seafarer count, there’s no doubt 
that the philippines will continue to be the 
crewing capital of the world. 

with the pillars of education, training, 
and deployment steering the way of our 
combined institutions’ vision and mission, 
the students must know what to expect 
aside from the traditional well-wishes of fair 
winds, clear skies, and following seas.

commitment to quality maritime education

the university of perpetual help currently offers, among its many 
accredited programs, three maritime programs, namely Marine 
transportation, Marine engineering, and naval architecture and Marine 
engineering, which are available in two accessible campuses – one in las 
piñas city and the other in Biñan, laguna. Both campuses are equipped 
with state-of-the art instructional facilities such as the kongsberg full-

Mission Bridge and engine room simulators 
and other technical laboratories. dedicated 
uph maritime professionals are always ready 
to mold students to the best of their abili-
ties while instilling in them the core values of 
professionalism, teamwork, and excellence 
which are essential to the students’ pursuit of a 
dignified maritime profession. recently, senior 
high school with pre-Baccalaureate Maritime 
specialization has likewise been introduced 
into the system.

to attest to uph’s long-standing 
commitment to excellence, perpetualite 
maritime institutions have achieved several 
recognitions, from commission on higher 
education (ched) and Maritime industry 
authority (Marina) to Bureau veritas iso 
9001:2015 certification, and even the much 
sought after Marina’s list of recognized 
schools. uph has been making a name for 
itself when it comes to quality education 
and training. the philipine association of 
colleges and universities commission on 

accreditation (pacucoa) has ranked the uph las piñas campus as the 
second university with the highest number of accredited programs in 
the philippines. the university of perpetual help las piñas and Biñan 

 “With the pillars 
of   education, 
training, and 
deployment 

steering the way 
of our institutions’ 

vision and 
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students must 
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campuses which are offering medical, health, business, engineering, 
computer studies, international hospitality management, educa-
tion, law, maritime education, aviation, criminology, and graduate 
programs have already been granted autonomous status by ched.

the Bachelor of science in naval architecture and Marine engineering 
(BsnaMe) program is also being upgraded through enhanced learning 
techniques in the classrooms, and related works on the testing tank and 
mold lofting facility. BsnaMe students also undergo summer on-the-job 
training (ojt) in the shipyards where their individual performances are 
assessed. Most of the uph BsnaMe graduates are now practicing their 
profession in local and international shipyards, classification societies, 
surveying and marine insurance companies, government agencies, 
uniformed services, and the academe.

Proficiency and teamwork in training

the university of perpetual help has its own training center located in 
Marinig, cabuyao, laguna which is also known as the university of perpetual 
help system laguna - Maritime training center, inc (uphsl-Mtci).

unlike most of the other centers, uphsl-Mtci offers in-house 
training programs to provide quality mari-
time training instructions and services 
to students, seafarers, and would-be 
seafarers in order for them to acquire the 
necessary skills and knowledge to be glob-
ally competent and competitive in the 
industry without all the hassle of travelling 
back and forth from their home. in-house 
trainees likewise develop camaraderie and 
teamwork while learning as they stay 24/7 
inside the training site for the duration of 
the course.

uphsl-Mtci is also equipped with 
up-to-date and well-maintained facili-
ties and equipment vital to the students’ 
learning. it has been accredited by the 
Marina to offer Basic training (Bt), 
advanced firefighting (aff), proficiency 
in survival craft and rescue Boat (pscrB), 
Medical emergency first aid (Mefa), 
consolidated Marine pollution annexes 
i-vi (conso Marpol i-vi) and ship security 
awareness training and seafarers with 
designated security duties (ssat-sdsd). 
Moreover, the training center has met all the requirements for certifi-
cation to guarantee to its trainees that its top priority is to help them 
optimize their learning potentials from the classrooms and practicum. 
uphsl-Mtci is also iso 9001:2015 certified.

Preparedness for deployment

the two uph maritime colleges’ shipboard training offices have 
been strengthened to further assist the students in the fulfillment of 
their shipboard training (sBt) pursuant to cMo no. 70, series of 2017. 
partnership with various shipping companies engaged in international 
and domestic trade has been enhanced, thus providing more cadet 
berths for the students. enrichment programs are likewise conducted 
to further ascertain the students’ preparedness with the full under-
standing and support of their parents for sBt deployment.

the knowledge, skills, and attitude acquired by the cadets during 
the conduct of their sBt on board numerous inter-island vessels will 
definitely help enable the philippines to sustain its global maritime 
manpower dominance. the combined sBt experience gained from 
international and inter-island vessels will better prepare them for 
deployment and thus, continue to make the filipinos the world’s mari-
time professionals and seafarers of choice.

dr./Bgen antonio l. tamayo afp (res), 
chairman of the Board and ceo, and founder of 
uph is very proud that the university has already 
produced and deployed not only a significant 
number of maritime professionals and seafarers 
but also many other professionals for our country 
and the international community.

admiral wilfredo d. tamayo, former 
commandant of the philippine coast guard, and 
presently the senior executive vice president for 
Maritime affairs of uph added, “along with the 
other maritime schools in the country, our primary 
goal is to produce more competent seafarers and 
maritime officers for both the global fleet, and the 
shipping industry, maritime services, and cogni-
zant government agencies of the country”.

here at the university of perpetual help, 
students are trained to serve and learn with a 
heart, mind, and hand. with the heart means to do 
things not just by the book but with great passion 
for the profession; with the mind means being 
mentally, socially, and spiritually prepared for 
whatever hardships life has to throw whether in 
school or onboard which would eventually make 

the cadet a seasoned seafarer, and lastly, with the hand means to pursue a 
colorful career not just for the student’s personal growth, nor for his family’s, 
but more so, for the betterment of our seafaring nation, guided by the very 
principle that every perpetualite has known, and that is “Character Building 
is Nation Building”.   

“...a career not  
just for the 

student’s  
personal growth, 
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progress is evident in the city and province of iloilo. the city 
teems with both private vehicles and public modes of trans-
portation. the province is dotted with beautiful homes and 

commercial edifices. the place has become a destination for middle 
class leisure. this economy boost is attributed to the belief that in 
the city and province of iloilo, there is at least one seafarer in every 
family. seafaring has become a lucrative profession for the ilonggo 
people, and being a contributor to the seafaring profession, is like-
wise a pride and joy of iloilo city being the seat of the first maritime 
university in the country, the john B lacson foundation maritime 
university (jBlfmu).

jBlfmu, the former iloilo Maritime academy, is the first maritime 
school in the visayas and Mindanao regions; and the first private mari-

time education and training 
institution in the philippines. 
the late captain juan 
Bautista lacson, its founder, 
was a seafarer himself, who 
wanted to share his knowl-
edge and professional 
experience.

history. the institution 
opened originally as a review 
center to assist seafarers in 
preparation for the licensure 
examinations for the Marine 
deck and engine officers in 
May 1931. seeing it prosper, 
capt. lacson further formal-
ized the review classes to 
seafarers, giving birth to an 
unstructured organization of 

review classes for marine officers who wanted to upgrade their licenses 
to higher grades. the first class was composed of about 40 candidates; 
and 95% passed the examinations. when world war ii broke out, the 
review school closed. capt. lacson went back to the us to serve as a 
u.s. coast guard officer. when the war ended, capt. lacson perceived 
the potential of the marine profession being the fastest and the least 
expensive to join. he retired from the u.s. coast guard, went back to 
the philippines and together with his brother, frank lacson, a pilot 
and a us government disability pensioner, drew a 2-year nautical 
curriculum. in 1948, 60 cadets had enrolled.

enrollment increased year after year. in 1954, capt. lacson offered 
vocational courses for high school graduates. he then changed the 
name of the center to lacson vocational institute. the curriculum 
included practical livelihood skills that could provide employment 
after high school graduation. it flourished until 1956 when the insti-
tute had to be abolished to give way to the marine engineering 
program that was badly needed by the maritime industry. automotive 
mechanics and diesel mechanics were added to maximize the use of 
the equipment.

in 1957, capt. lacson decided to convert the institute to a stock 
corporation and registered it as the iloilo Maritime academy with 
the securities and exchange commission. in 1958, iloilo Maritime 
academy was granted permit to conduct naval rotc training. in 
1966, student activism gained ground in the campuses brought on 
by left-wing indoctrination. despite the chaos and disquiet of the 
student leaders, capt. lacson bought a training ship for the use of the 
students, and was named M/B john B. lacson. he had not wavered 
from his commitment to provide quality education and training to 
students. the training ship served as a floating laboratory, which gave 
the cadets some practical lessons by plying waters between panay and 
guimaras during the weekends.

the daughter at the helm. in 1968, activism grew out of hand. 

The JBLF Maritime University in the 
Philippines

by Rachel N. Manero and Joan Paulette Mary Libo-on

JBLFMU Cadets at their regular Flag Ceremony
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labor strikes, demonstrations and pickets plagued almost every busi-
ness establishment in the philippines including the iloilo Maritime 
academy. capt. lacson was growing old and because of hearing prob-
lems, he found it difficult to deal with the multi-faceted problems of 
the school. he asked for assistance from his youngest daughter, mary 
lou lacson, to help him with the labor problems and the increasing 
requirements of the Ministry of labor. the academy’s labor union had 

been shaking the foundation 
of the administration. in 1972, 
Mary lou came onboard as 
president, and conducted 
dialogues and meetings. her 
leadership was able to bring 
back peace into the academy.

the entry of the young 
Mary lou began the trans-
formation of the iloilo 
Maritime academy into a 
more progressive institution. 
her management style and 
accomplishments won the 
hearts of people under her 
command. new campuses 
were acquired and struc-
tures were constructed. new 
programs were introduced 
and methods and stand-
ards of instructions were 
improved. the institution 
applied for accreditations and 
recognitions in the national 

and international arena, and did not fail. her promise to her father to 
give the management of iMa a 1-year try became a commitment for 
the long haul instead.

the Birth of a system. the expansion and growth of the school 
made it difficult for just one person to oversee and manage the 
different campuses. on 18-september-1993, during one of the 
regular monthly meetings, dr. mary lou lacson arcelo recom-
mended to the Board of trustees to create and establish different 
units. this gave birth to the john B. lacson foundation system. under 
its umbrella are the john B lacson colleges foundation (jBlcf) 
arevalo, which became the home of the deck cadets; jBlfc molo, 
which offered the marine engineering program, customs administra-
tion, tourism, computer engineering, and cruise ship management; 
jBlcf Bacolod, which offered programs in nautical studies, marine 
engineering, customs administration, hotel and restaurant manage-
ment; and Puerto del mar, which became the seat for aquatic sports 
and the 13.6-hectare practicum site for solas courses.

each campus was designed to be autonomous under separate 
boards but bound by one common vision, mission, and set of objec-
tives. all units were mandated to attain the same degree of compliance 
to the school’s criterion of excellence.

in 1991, the norwegian ambassador to the philippines, h.e. lars 
tangeraas, became the first norwegian to visit the institution.  on his 
second visit, he took with him the director general of the norwegian 
Maritime directorate, ivar sandvik and the executive director of 
the norwegian shipowners association (nsa) rolf haselgard. 
together, they paved the way for the norwegian assistance to jBlfc. 
the first nis class started in june 1993. this opened greater oppor-
tunities for the youth in region vi who aspire to become competent 
Merchant Marine officers.

 maritime eVents maritime education

Dr. Mary Lou Lacson Arcelo, President 
Emeritus & Chairman of the Board

on 15-june-1992, capt. lacson bade his school goodbye, leaving 
a very influential and everlasting legacy: his name etched in every 
seafarer leaving the portals of the school as a lacsonian. in 2006, the 
university became a recipient of the philippine Quality award. in 2007, 
the application for university hood was granted.  the john B. lacson 
colleges foundation became the first maritime university in the 
philippines, as the john B lacson foundation maritime university. 
with the change of name came an evolution of compliances in the 
courses offered.

jBlfmu arevalo retained its offering of the Bachelor of science in 
Marine transportation and graduate school courses. with the imple-
mentation of the k-12 program, it added offerings for the senior high 
school. the jBlfmu molo also maintained its offerings of Bachelor 
of science in Marine engineering; Bachelor of science in customs 
administration; Bachelor of science in Business administration; 
Bachelor of science in information technology, Bachelor of science 
in cruise ship Management; Bachelor of science in tourism; and 
Maritime junior high school. its latest addition is the Maritime senior 
high school. the jBlcf Bacolod on the other hand still offered 
Bachelor of science in Marine transportation; Bachelor of science 
in Marine engineering; Bachelor of science in hotel and restaurant 
Management; and now, the Maritime and junior high school. the jBlf 
training center offers Marina-accredited trainings for seafarers.

the jBlfmu is steered by its real culture --Resilience, Excellence, 
Agility, and Leadership-- and is guided by its 7 core values: Integrity, 
Perseverance, Loyalty, Excellence, Discipline, Godliness, and Equality, 
or I-PLEDGE. in this quest, the institution is committed to its quality 
policy, which is “to comply with national and international standards 
and strive to exceed the customer’s expectations.”

all campuses are equipped with state-of-the-art training facili-
ties used by students in their day-to-day learning activities.  there is 
incorporation of the new technologies in the teaching and learning 
process such as elearning and simulation (navigation, seaman-
ship, radio communication-gMdss). jBlfmu has opened its own 
maritime museum, which gives visitors a deeper understanding 
and appreciation of maritime history, maritime profession, and the 
filipino heritage.

jBlfmu also undergoes voluntary and required accreditation and 
certification from the Bureau veritas for its iso, philippine association 

of colleges and universities 
commission on accreditation 
(pacucoa), ched, and tesda.

capt. lacson’s grandson 
as ceo. in 2008, dr. mary 
lou arcelo’s youngest son, 
dr. ronald raymond lacson 
sebastian, took over the 
reigns as chief executive 
officer heading the executive 
council composed of the unit 
administrators, the auditors, 
the Qa managers’ coordinators; 
and functions as the central 
and top management council 
of the institution. dr. mary 
lou lacson arcelo remains 
as chairman of the Board 
of trustees, the top policy-
governing body of the jBlf. 
the then Quality, health, safety 
and environmental protection 

Dr. Ronald Raymond Lacson 
Sebastian, CEO, JBLFMU
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policy, now the integrated Management system policy, is one of dr. 
sebastian’s priority thrusts. this advocacy led the way for a strength-
ened community extension service, which includes the creation of 
the guimaras Bike Paradise of the philippines project, conceptual-
izing and pioneering of the iloilo Bike festival and spearheading the 
Paraw regatta festival both for iloilo and guimaras. also a priority 
project for his leadership is the preservation of the igang Bay marine 
sanctuary in guimaras, which has now shown a remarkable improve-
ment. jBlfmu has become a major supplier of filipino marine officers, 
with a 12% contribution out of the 30% national contribution of the 
philippines to the world’s seafaring manpower total. Before the k-12 
program implementation, its linkages include 165 shipping companies, 
both international and domestic; a student population of 8,000, and a 
faculty force of 314, of which 123 are deck and engine officers. amidst 
stiff competition with various other maritime institutions, the jBlf is 
one of the top 10 maritime institutions, having earned both global and 
national recognitions over the years. its competitive advantage is high-
lighted by the many “firsts” that it has achieved, such as:

1. the first maritime educational institution accredited by 
the philippine association of colleges and universities 
commission on accreditation (pacucoa). (March 1986)

2. the first maritime educational institution in the philippines 
that has a Maritime high school. (1990)

3. the first maritime school in the philippines that has formu-
lated and adopted the enriched ched curriculum incorpo-
rating the iMo Model courses. (june 1995)

4. the first maritime educational institution granted level iii 
accredited status and re-accredited status, a distinction, 
which it holds up to this day.  (october 1995)

5. the first maritime educational institution in the philippines 
to attain an international accreditation, the dnv 
certification for its Quality assurance system- the first in 
the philippines, second in asia and third in the world to 
have such a distinction. (november 1997)

6. among to the first cluster of 11 maritime educational insti-
tutions that have complied with the international Maritime 
organization (iMo) requirements, for the inclusion of the 
philippines in the “white list”.  of the 11 schools, jBlcf was 
counted 3 times for its three campuses. (1998)

7. the first maritime educational institution granted 
autonomous status. (october 2001)

8. the first maritime institution whose graduate program 
was subjected to the pacucoa preliminary visit for level 1 
accreditation. (2004)

9. the first maritime institution to be a recipient of the 
philippine Quality award (pQa). (2006 and 2009)

10. the first private maritime university in the philippines. 
(2007)

11. the first maritime school granted level iv accredited status 
by the pacucoa. (november 2008)

12. the first philippine Maritime hei to be a member of the 
international association of Maritime universities (iaMu) 
(2008)

13. the first maritime school to be granted institutional 
accreditation status by pacucoa (2011) 

14. the first philippine maritime school to be a member of the 
international association of Maritime universities (iaMu)

in relation to management undertakings, dr. mary lou 
lacson arcelo was accorded the juran award in recognition 
of her achievements in promoting quality. she also became the 
3rd filipino to have been chosen as an officer of the royal 
norwegian order of merit in recognition of her fruitful and 
mutually beneficial maritime cooperation with norway.

presently, dr. sebastian is steering the university towards coming 
at par with the challenges brought about by modernization and 
technology in maritime education.  under his leadership jBlfMu has 
established itself as the Maritime vanguard, a leader and innovator in 
the field of maritime education and maritime-related courses. it has 
an information technology and software engineering department 
that develops software programs for the university to make admin-
istrative procedures electronic and paperless. this department 
has also worked closely with a software developer to produce the 
jBlfmu app, launched in 2016, now available on google playstore. 
the app contains a rage of services to students, employees and 
stakeholders that are accessible through smartphones. the univer-
sity also has an integrated Media production, public relations and 
corporate communications office that produces tri-media content 
for the institution.

sustained by its flagship courses and the consistent adherence 
of its programs to international university standards, jBlfmu has 
contributed a positive impact to the maritime industry as a provider of 
excellent seafarers worldwide.   

welcome aBoard!  
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Navigating the Naval Defence  
of Asia-Pacific

by Maritime Security & Coastal Surveillance Week Asia 2017 – Indonesia  |  Defence IQ
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fort shafter, hawaii — just days before the 76th anniversary 
of the surprise attack on pearl harbor, marine researchers have 
found and explored the undersea wreckage of the u.s. ship 

that was the first to fire upon a japanese vessel that day.

on 01-dec-2017, the crew of the research vessel petrel sent an 
underwater drone 650 feet below to explore and document the 
remnants of the uss ward, according to a statement by the uss ward 
expedition.

the ward has rested unseen at the bottom of ormoc Bay — just off 
the island of leyte, philippines — since it was destroyed by kamikaze 
planes in 1944. it was the end of the line for a ship that played a historic 
role in the beginning of world war ii.

during the early morning hours of 07-dec-1941, the wickes-class 
destroyer was patrolling the entrance to pearl harbor. just after 6:30 
a.m., the officer of the deck spotted the periscope of a japanese 80-foot 
midget submarine trailing the cargo ship uss antares into the harbor, 
which was home to the pacific fleet.

the ward fired on the sub and dropped several depth charges.

“We have attacked, fired upon and dropped depth charges on a 
submarine operating in defensive sea areas,” the ward’s commander 

radioed a few minutes after the sub rolled over.

the submarine was sunk almost two hours before the first wave of 
japanese fighters and bombers attacked the island of oahu and deci-
mated the pacific fleet’s Battleship row.

the ward’s shots are regarded as the first fired by america during 
world war ii, even though the united states did not officially declare 
war on japan until the next day.

three years to the day, on 07-dec-1944, the ward was attacked 
near leyte by several japanese kamikazes – suicide aircraft loaded 
with explosives. one slammed into the ship’s hull, igniting a fire that 
could not be contained. the crew was ordered to abandon ship, and 
the ward was intentionally sunk by a fellow navy ship.

“The USS Ward found herself in the crucible of American history at 
the intersection of a peacetime Navy and war footing,” adm. scott swift, 
pacific fleet commander, said in a statement issued by the expedition’s 
organizers. “She took decisive, effective and unflinching action despite 
the uncertain waters. Now 76 years on, her example informs our naval 
posture.”

the Petrel is owned by Microsoft co-founder Paul allen. the 
250-foot ship is one of the few capable of exploring waters as deep as 
3.5 miles. the Petrel began its five-day expedition in the philippines 
on 28-nov-2017, first surveying five japanese destroyers sunk during 
world war ii’s Battle of surigao strait, the statement said. the research 
vessel then surveyed the ward on 01-dec-2017 before returning to 
port in surigao city on saturday. searchers verified the wreckage by 
cross-referencing historic drawings and schematics of the ward.

Paul allen has also spearheaded expeditions that discovered the 
wrecks of the uss indianapolis in august, and the japanese battle-
ship Musashi in 2015.

		

Reprinted with permission, courtesy of STARS AND STRIPES. Visit the original 
article with video footage and picture gallery at: https://www.stripes.com/news/

wreckage-of-warship-that-fired-first-us-shot-of-wwii-found-near-philippines-1.500989.

Wreckage of Warship  
That Fired First US Shot of WWII 

Found Near Philippines
by Wyatt Olson, Courtesy of STARS and STRIPES
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Implementing the ASEAN-China Declaration  
for A Decade of Coastal and Marine Environmental Protection 

in the South China Sea (2017-2027)
by balikBALANGAY - An extended commentary

Part i

Introduction:  laying the foundation for ocean governance in the 
south china sea maritime region, defining the concern relating to 
the coastal and marine environment, and prescribing the ocean 
governance approach. on the occasion of the 20th asean-china 
summit on 13-november-2017, the heads of states/governments of 
asean Member states and the people’s republic of china proclaimed 
2017-2027 a decade of coastal and marine environmental protection 
in the scs. the declaration embodies a 15-paragraph mix of pream-
bular cum substantive provisions. the operative part at the end of the 
declaration proclaims the decade 2017-2027, “a decade of coastal 
and marine environmental Protection in the scs,” and that the 
governments of the asean Member states and china are “committed 
to meet the aspirations of this declaration.” references to the scs, 
which is mainly concerning ocean governance, reflecting the essence 
and aspirations of the declaration, would therefore refer mainly to the 
maritime area, and minimized allusions to the disputed areas.

the declaration takes note that it coincides with the 15th anniver-
sary of the signing of the asean-china declaration on the conduct 
of parties in the scs (asean-china doc-scs). it also reaffirms the 
“regional commitments” in 2016 on the 19th asean-china summit 
to commemorate the 25th anniversary of asean-china dialogue 
relations, and in the joint statement of the foreign ministers 
of asean member states and china on the full and effective 
implementation of the doc. the declaration affirms the commit-
ment of governments under the asean-china doc-scs “particularly 
on undertaking cooperative activities on marine environmental 
protection,” and that the parties concerned may explore and under-
take cooperative activities in accordance with universally recognized 
principles of international law, including the unclos 1982. it acknowl-
edges the importance of protecting the scs as a natural resource base 
for economic and social development, and that the preservation and 
sustainable management of the coastal and marine environment 
is vital to economic well-being and enhanced quality of life of the 
peoples of asean Member states and china.

the declaration cites interrelated framework instruments relevant 
to protection of the coastal and marine environment; recalling the 
“obligations of governments” as contained in the following interna-
tional agreements: (a) united nations convention on the law of the 
sea, 1982; (b) united nations decade on Biodiversity (2011-2020); (c) 
convention on Biological diversity (cBd), and relevant international 
instruments; and (d) united nations agenda 2030 for sustainable 
development, particularly goal number 14, life Below water, to 
promote conservation and sustainable use of the oceans, seas and 
marine resources. a general reference is made in regard to un reso-
lutions and other efforts to preserve and protect coastal and marine 
environment and resources.

in regards to the management of marine resources “to ensure its 
rational and sustainable development,” the declaration cites specific 
reference to generally accepted scientific principles: (a) the need 
to promote responsible fishing practices, environmentally-friendly 

fishing methods; and combat illegal, unreported and unregulated 
(iuu) fishing, to ensure sustainable fishery resources and achieve 
food security; (b) a precautionary and ecosystem-based approach 
based on the best available science in marine resources management 
to ensure rational and sustainable development could be applied as 
appropriate; (c) sustainable management and conservation of fresh 
water eco-systems such as lakes and rivers, wetlands, and adjacent 
estuaries along coastal areas in the overall health of the marine envi-
ronment (of particular interest to the philippines and other asean 
countries is environmental management in “water communities” or 
those located onshore or in lakes as they have significant impacts “on 
the overall health of the marine environment”); and (d) conservation 
of endangered and migratory wildlife species warrants cooperation 
from countries within the region where such species spend any part 
of their life cycle. as a management principle, is “the need to continue 
developing and sustaining environmentally-friendly mechanisms to 
mitigate the effects of climate change and trans-boundary marine 
environmental pollution and degradation.”

the scientific framework and parameters are not intended to be 
exhaustive or all-inclusive as they merely set the collective tone and 
convey the message in regard to ocean governance in general that 
highlight their special relevance to sustainable management and 
conservation concerns of the coastal and marine environment in the 
scs. Moreover, the declaration notes the current environmental situ-
ation in the scs requires collective attention and action to protect 
the marine environment and biodiversity; noting further “that coordi-
nated and cooperative regional efforts are essential for the scientific 
conservation and management of the marine environment, biodiver-
sity, and coastal zone of the ecosystem of the scs.”

as an aspiration of the parties for the sake of the preservation and 
conservation of the coastal and marine environment is to explore and 
undertake other cooperative activities under universally recognized 
principles of international law, including unclos 1982, “pending a 
comprehensive and durable settlement of territorial and juris-
dictional disputes ...without prejudice to the positions of the 
concerned parties to the disputes.” the “benefits to be gained 
from having the scs as a sea of peace, stability and prosperity,” is in 
the declaration. the obligations and commitments of the asean 
Member states and china, and their collective aspirations under the 
declaration, transcend the maritime disputes in the scs and lead 
towards a pure science norm-based management approach collec-
tively and cooperatively to conserve, preserve and protect the coastal 
and marine environment.

Implementing the Declaration – a rules–based regional ocean 
governance framework under unclos 1982. the declaration lays 
down the foundation for collective and cooperative regional ocean 
governance among states bordering the scs, but assumed as an 
asean-china undertaking among all the parties to the declaration. 
the legal and scientific framework for implementing the declaration 
is unclos 1982, which is attributed all prominence in ocean govern-
ance, and the rights, duties and obligations among states parties to 
unclos to cooperate in the implementation of the provisions. in the 
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situation of scs with characteristic regional features (unclos article 
197) that necessitates collective and cooperative ocean governance, 
and additionally burdened with intractable maritime jurisdictional 
issues among bordering states, the appropriate legal and scientific 
framework for the immediate governance concerns reflected in the 
declaration (i.e., coastal and marine environment protection) would 
be the unclos part ix on enclosed and semi-enclosed seas. the 
scs meets the unclos definition of an enclosed/semi-enclosed sea 
defined at article 123 thereof, as a gulf, basin or sea surrounded by 
two or more States and connected to another sea or the ocean by 
a narrow outlet or consisting entirely or primarily of the territorial 
seas and exclusive economic zones of two or more coastal States. as 
regards a governance regime for enclosed and semi-enclosed seas, the 
same unclos provision also calls for cooperative undertaking, bilat-
eral or collective, in all aspects of ocean governance and management 
for such seas.

the declaration is an asean-china undertaking in scs and the 
governance approach is explicitly determined therein to be collec-
tive and not bilateral. under unclos article 123, the parties directly 
concerned in an unclos part ix arrangement in the scs would be 
china, vietnam, laos, philippines, Malaysia, Brunei, and indonesia 
as bordering states. the asean member countries and china would 
form the principal participating states in an unclos part ix arrange-
ment implementing the declaration. however, in the context of 
the declaration in relation to unclos part ix, the rest of the asean 
member states would necessarily be direct participants in its imple-
mentation, in two categories subsumed together: (1) as signatory 
to the declaration as asean Member states, and (2) as “other inter-
ested states” under unclos article 123 that do not border the scs, 
wherein the “invitation” from the principal participating states to 
the rest of the asean member countries is necessarily impliedly 
contained and accepted in the declaration itself. in the context of the 
declaration implementing unclos part ix, the distinction between 
states bordering the scs and the rest of the asean Member states 
has been erased, and that all asean member countries are collectively 
participants with china as parties to the declaration. Moreover, the 
duties and obligations between the asean Member states and china, 
would necessarily extend throughout an expanded maritime area as 
interconnected enclosed and semi-enclosed seas under unclos part 
ix, that would encompass all the seas of the asean maritime region 
beyond the intended scs ambit of the declaration.

implementing the declaration on coastal and marine environ-
mental protection in the scs is an all-inclusive undertaking among 
asean Member states and china by virtue of the terms of the 
declaration, and not only among asean countries bordering the scs 
and china. the undertaking among asean Member states in regard 
to coastal and marine environmental protection in scs under the 
declaration is differentiated from that in the asean-china doc-scs, 
and for that matter under the asean-china code of conduct being 
formulated, which binds directly only the asean claimant countries 
and china. the obligations and commitments under the declaration 
is an active collective and cooperative engagement among asean 
Member states whether claimant or non-claimant states in the scs 
maritime jurisdictional disputes. whereas, non-claimant countries in 
the asean-china doc-scs (and the proposed code of conduct) are 
simply passive participants and not even guarantors of its faithful 
compliance – a factor in the seeming indifference and perceived failure 
of the asean to reach consensus on the scs agenda.

Implementing the Declaration – defining the scope of collec-
tive cooperation in ocean governance. the activities outlined in 
the declaration would be implemented collectively and coopera-
tively as prescribed and not bilaterally as otherwise allowed under 

unclos part ix. since the declaration mentions unclos as the prin-
cipal instrument to implement the declaration, and unclos part ix 
being the relevant governance regime for the scs as enclosed/semi-
enclosed sea, the appropriate modality or vehicle for a collective and 
cooperative maritime and ocean governance scheme would neces-
sarily be through an appropriate regional organization (unclos 
article 123) to be established through an implementing agreement 
among unclos part ix stakeholders: (a) the states bordering the scs: 
china, vietnam, laos, philippines, Malaysia, indonesia, Brunei; (b) the 
rest of the asean Member states as parties to the declaration that 
binds them collectively; and (c) international organizations and ngos 
upon invitation of the principal stakeholders under the declaration.

faithful to the rationale and aspirations expressed in the declaration 
on coastal and marine environmental protection, the connectivity of 
the ocean, the geomorphological and large marine ecosystem setting 
of the scs, and the rationale for such seas being accorded a sui-generis 
governance regime under the unclos, it cannot be too early to start 
adapting a mindset to project holistic and comprehensive governance 
to the entirety of the asean seas. they share characteristic regional 
features and are inter-connected enclosed/semi-enclosed seas that 
encompass inter-connected archipelagic waters within. an expansion 
of coastal and marine environmental protection for the wider mari-
time region would be a compelled regional undertaking per unclos 
part ix.

Implementing the Declaration – target activities relating to 
coastal and marine environmental protection in the scs for 
the decade 2017-2027. the ocean governance activities are: (a) to 
promote responsible fishing practices, environmentally friendly fishing 
methods, combating illegal, unreported and unregulated (iuu) fishing; 
(b) scientific conservation and management of marine resources and 
environment, biodiversity, and coastal zone of the ecosystem; (c) 
sustainable management and conservation of fresh water eco-systems 
such as lakes and rivers, wetlands, and estuaries along coastal areas, 
and the overall health of the marine environment; and (d) to continue 
developing and sustaining environmentally-friendly mechanisms to 
mitigate the effects of climate change and trans-boundary marine 
environmental pollution and degradation.

while the declaration mentions specific activities, it cannot be 
intended as a neat exclusionary enumeration. the declaration encour-
ages that “the parties concerned may explore and undertake relevant 
cooperative activities in accordance with universally recognized princi-
ples of international law, including the unclos 1982” and not confine 
themselves solely to specified activities of the declaration. the frame-
work instruments in the declaration serve as guidance documents for 
crafting a regional ocean governance regime in the scs, and provide 
a wide scope of protective and conservation measures including a 
general reference to “un resolutions and other efforts to preserve 
and protect the coastal and marine environment and resources.” 
other efforts may include “developing and sustaining environmen-
tally-friendly mechanisms to mitigate effects of ... trans-boundary 
marine environmental pollution and degradation.”

the target activities can be an initial or “starter package” for the scs 
under the declaration and for constructing a regionwide asean-china 
integrated coastal zone Management (iczM) program addressing the 
economic, socio-cultural, and security pillars of aec 2015 vital to food 
security, “economic well-being, and enhanced quality of life of the peoples 
of asean Member states and china.” the parties can explore and under-
take cooperative activities under unclos and universally recognized 
principles of international law, rendering open-ended the collective and 
cooperative ocean governance activities beyond the declaration‘s speci-
ficity. in effect, no limits or constraints exist to collective and cooperative 
ocean governance activities under the declaration from the outset.
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Implementing the Declaration — china’s design and unilat-
eral commitment to ocean governance, a silk road spirit in a 
Blue Partnership for a Blue economy; and its direct relevance 
to the declaration. on 20-june-2017, or 5 months preceding the 
declaration, china promulgated its VISION for cooperation under 
the Belt and road initiative (the VISION). it is an updated version 
proceeding from the 2015 visions and actions on jointly Building 
the silk road economic Belt and the 21st century maritime silk 
road. the VISION, together with the asean VISION 2025, are both 
“acknowledged” in the joint statement between asean and 
china on further deepening the cooperation on infrastructure 
connectivity issued on 13-november-2017 as strategic guiding 
documents.

as an economic development belt, the VISION spells out in greater 
detail china’s overall proposition “to synchronize development plans 
and promoting joint actions amongst countries along the maritime silk 
road.” VISION shall elicit the highest level of interest and attention from 
asean as a regional organization; and the asean must attribute due 
importance to the VISION. firstly, because it is an economic develop-
ment proposition that would benefit all individual member countries of 
the asean as among countries along the 21st century maritime silk 
road. the maritime silk road would facilitate outward economic and 
trade interaction between asean and other economic groups along the 
maritime route. the maritime silk road under china’s Belt and road 
initiative must be accorded greater prominence in the asean-china 
dialogue agenda as it has strong impacts and direct relevance to the 3 
pillars of aec 2015 related to asean VISION 2025.

secondly, asean is a maritime region striving for a maritime 
connectivity under aec 2015 that spills over to or from china. the 
VISION is a Blue Partnership “together to build platforms for maritime 
cooperation ...as an effective way for promoting ocean cooperation 
...to promote policy coordination, deepen common understanding, 
enhance mutual political trust, build bilateral and multilateral 
cooperative mechanisms ...to jointly participate in ocean govern-
ance.” it entails an “all-dimensional, multi-tiered and broad-scoped 
partnership” in a “new era of increased focus and dependence upon 
maritime cooperation and development.” all efforts are “in order to 
provide the institutional framework for ocean cooperation” to “jointly 
protecting and sustainably utilizing marine resources to achieve 
harmony between man and the ocean for common development and 
enhancement of marine welfare.” VISION accords parallel importance 
to economic development and a sustainable coastal and marine envi-
ronmental protection and management, in a synergized approach 
along the maritime silk road and the wider maritime region it serves. 
the practical link between the declaration and VISION is established 
under both instruments. the declaration, asean-china doc-scs, and 
VISION enhance the ocean as a source of life, sustainable livelihood, 
shared development, and for quality of life.

an asean-china partnership for ocean governance under 
the declaration and VISION for an asian century in a new world 
economic and political order. underlining the Blue Partnership 
is what china calls the silk road spirit, which is about “peace and 
cooperation, openness and inclusiveness, mutual learning and mutual 
benefit,” expounded in the 10-page VISION. there is a political strand 
in the geo-economic line, nonetheless a truism relevant to the scs 
embroiled in maritime jurisdictional disputes, that “enhancing mari-
time cooperation also enables various countries to jointly tackle 
challenges and crises, thus promoting regional peace and secu-
rity.” trans-border maritime issues are endemic to the wider maritime 
region traversed by the maritime silk road, many of which are related 
to resource exploitations not necessarily connected to jurisdictional 
issues. some even antedate unclos, thus have historical roots. Many 

are low-intensity resource competition that could be resolved through 
a re-established ancient asian culture of negotiations applicable to 
present-day collective ocean governance cooperation. VISION seeks 
“mutual political trusts” to “promote harmonious co-existence.”

pursuing development cooperation would be further enhanced 
by “strengthening cooperation through existing multilateral mecha-
nisms” and “boost cooperation with multilateral organizations” (iMo, 
fao, iho, ioc/unesco, international ocean institute). peaceful 
dispute resolution and management resorting to consultations and 
negotiations would likely involve delving into technical and scientific 
parameters under unclos article 123 that would involve interna-
tional organizations and ngos as stakeholders. it would strengthen 
synergies between sustainable development and sustainable ocean 
governance. the political influence of states with competing self-inter-
ests must not be a factor in maritime dispute settlement.

this is the general exposition of the direction and approach 
of the VISION, which is the assurance of china’s commitment to 
the declaration. the VISION contains elements that reinforce the 
declaration, the full and effective implementation of the asean-china 
doc-scs, and the unclos part ix on enclosed and semi-enclosed 
seas. it is a detailed translation into a comprehensive regional ocean 
governance architecture that can consolidate elements contained in 
the declaration and the asean-china doc-scs under the umbrella of 
unclos part ix, in support of aec 2015, asean VISION 2025, and the 
Belt and road initiative. this direction could be the signal contribution 
towards a rules-based “progressive development” of an asean-china 
partnership in scs, and beyond.

the undertakings and commitments towards regional ocean 
governance contained in the strategic guidance documents can be 
consolidated into a coherent component “annex” to unclos part ix. 
it can also be taken as a purposeful modern-day adaptation of collec-
tive security in regard to an appropriate role of a de facto or informal 
regional organization (i.e., asean-china) in resolving maritime disputes 
— a regional maritime security concern appropriate for regional action. 
this regional undertaking would be a more constructive alternative 
wisely attuned to a regional asian culture and values, than the contrived 
and discredited recourse to a unilateral compulsory arbitration under 
unclos. it would also lend substance and credence to the 1976 
asean treaty of amity and cooperation in southeast asia (asean-tac) 
subscribed to by china, and to promote adherence towards dispute 
resolution or conflict management elements contained therein.

there is a clear and desirable connection linking the declaration, 
the asean-china doc-scs, and china’s vision for a blue coopera-
tion under the Belt and road initiative. the documents impact on 
the scs, and dwells on cooperation among the same parties to the 
said separate documents in regard to ocean governance cooperation 
transcending any political hindrances to pursuing practical coopera-
tion activities. the declaration reflects multilateral engagement in 
furtherance of the asean-china doc-scs. the VISION for the Belt and 
road initiative on the other hand is a unilateral china undertaking for 
a wider and comprehensive ocean governance cooperation in support 
of a shared economic development and prosperity among countries 
along the maritime silk road. the undertakings and commitments 
in the documents and the asean VISION 2025 as strategic guidance 
documents would be a comprehensive program planning and imple-
mentation under unclos part ix.

the agreed initial ocean governance cooperation called for in the 
declaration appears more limited than the broad scope of china’s vision 
for cooperation under the Belt and road initiative. the declaration as 
the primary framework instrument for pursuing asean-china mari-
time cooperation has a built-in provision for expansion of practical 
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cooperation activities that can be added incrementally to the scope of 
cooperation for the decade 2017-2027. this expanded envelope of activ-
ities under the declaration could be in as many aspects of china’s vision 
commitment under the all-embracing VISION for a Blue Partnership 
under the Belt and road initiative. a number of existing asean-china 
maritime cooperation arrangements, and sets of separate bilateral 
arrangements between china and asean member countries are cata-
logued in china’s vision document. these bilateral arrangements, which 
involve all asean member countries except philippines, can be used as 
building blocks under the declaration and unclos part ix.

maritime jurisdictional issues as perceived hindrance to ocean 
governance cooperation in the scs. awareness of a brewing and 
escalating conflict situation in the scs became palpable since the mid-
1990s with the “Mischief reef incident” involving china in the spratly 
archipelago. the “incident” was seen as overt and proximate that raised 
tensions in the scs, and was generally regarded as signaling china’s 
“assertiveness” in a maritime dispute situation. it is also said that china’s 
assertive moves in the spratly archipelago to reconsolidate on what it 
considers its rightful entitlements in national territory, was further fueled 
by a vacuum created with the departure in 1991 of u.s. presence in the 
scs through their military bases in the philippines. this was in the wake 
of a catastrophic volcanic eruption that destroyed physical facilities in 
the military bases, a natural event almost coincidental with the termi-
nation of the Military Bases agreement between philippines and u.s.a.

the Mischief reef “incident” was not an aggressive display of force 
but the setting up of a flimsy “fisherman’s shelter” that when discovered, 
was announced by china to be made available in due time to fishermen 
of any nationality facing a distress situation in the scs. china’s move 
was taken as establishing an occupation or at least a “presence” in the 
disputed area. if it were indeed so, the excuse then relates to an ocean 
governance concern for fishermen and a proffered shared solution; thus 
planting the seeds of an idea for collective cooperation.

the underlying cause of the conflict situation was the unsatisfac-
tory disposition, bordering on utter neglect or total indifference, at 
the united nations conference on international organization (san 
francisco, 1945) in regard to islands and other marine geological 
features in scs. the post-colonial and post-wwii sovereignty issues 
in scs thereafter remained festering and percolating. china’s change 
of government, from the kuomintang to the peoples’ republic, raised 
regional apprehensions that translated into the “domino theory,” trig-
gering a free-for-all territorial grab. remember: it was the kuomintang 
government era that first emphasized application of the “9-dashed 
line,” and taiwan is still in possession of itu aba, the largest island in the 
spratlys. the current involvement of china merely arises from govern-
mental succession as well.

awareness was growing among countries surrounding the scs that 
the latent conflict situation in the spratly archipelago could hamper 
normal state-to-state interactions. these early apprehensions were 
accompanied by a sense that the escalating conflict situation might yet 
be deflected, and political tensions eased, through cooperative ocean 
governance activities among regional states, in particular among the 
“claimant countries,” a point that has not been lost on the declaration 
and VISION. earlier, china had offered a “soft” formula to peacefully 
resolve the conflict situation, which is about “shelving” sovereignty 
issues among claimant countries and engaging in joint cooperation/
joint development of marine resources, leaving the sovereignty issues to 
future generations who may have the wisdom to work out the solution.
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Maritime Forum
The League organized the Maritime Breakfast Forum (MBF) series 
in 1995 as a venue for developing plans and programs to discuss 
and resolve issues in the maritime industry. The MBF is attended 
by stakeholders in the maritime sector and resource persons in the 
government and private agencies involved in maritime concerns. 
The MBF is regularly held, without fail, every month except 
December, hosted by different agencies and organizations in the 
maritime industry. Policies and projects presented during the 
forum are published in the Maritime Review for information and 
dissemination to the general public.
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The Conflict in Korea 
– Rivalry of the Big Powers

by Brig. Gen. Manuel Oxales AFP(Ret)

"An enemy of my enemy is a friend."

--An Arab Saying

"There are no eternal friends, nor permanent enemies, only 
eternal and permanent interests."

--Lord Palmerston

last september 2017, two heads 
of states — president of the united 
states donald trump and president 
of north korea kim jong-un hurled 
invectives at each other and issued 
statements threatening to launch an 
attack on each other’s territories. in 
november, during the asean summit 
in Manila, president trump said he 
would strike back if u.s. or its allies 
(japan and south korea) would be 
attacked. the spectre of a nuclear war 
by the two countries, one, the most 
powerful and the other a new nuclear 
power, their capitals apart by more 
than 10,000 kms. has given much fear 
and anxiety all over the world. 

let us have a brief narration of the 
significant events in china, the far east, 
and the pacific from the turn of the 
20th century that became the under-
pinnings of the division of korea after 
wwii in 1945; the post-war world situ-
ation in europe; china and southeast 
asia before the outbreak of the korean 
war (1950-53); and thereafter. with this 
backgrounder, we can see a weak state 
rich in minerals, strategically located 
but hemmed in by much stronger 
neighbours, became a bone of conten-
tion for power and influence, the result 
of which was the beginnings of wwii in 
the pacific, and after the war, an object 
of rivalry by the world’s two Big powers; 
and much later, with a rising Big power.                       

japan opens up to the west and rises as a world Power. after 
the visits in 1853 of american ships led by commodore Matthew perry, 
japan opened its ports to world trade and commerce. emperor Meiji’s 
reign (1860-1912) was the period of japan’s transformation from an 
isolationist feudal state to a western mold with its political, social and 
economic systems and practices. japan became forward-looking in its 
foreign relations. she embarked on a rapid industrialization and eyed 
her closest neighbors for the needed raw materials. she wanted to 
become a world power and not be bullied by westerners like great 
Britain, france,  germany and  russia which had sliced off parts of 
japan’s territory over which they exercised degrees of sovereignty. 

she adopted prussian militarism, started organizing and equipping 
her armies and a navy that could rival the royal navy of england. at 
the close of the 20th century in april 1894, japan fought china for 
supremacy and sphere of influence over the korean peninsulas. after 
8 months of land and naval battle, china sued for peace and conceded 
the liaodong peninsulas, south eastern Manchuria, and formosa 
(taiwan). it was japan’s first battle and victory as an emerging world 

power. 

japanese navy defeats russian 
fleet, annexes korea. a decade later 
in May 1905, japan, a rising naval 
power, decisively defeated the russian 
fleet in the Battle of tsushima off the 
sea lanes between southern japan 
and korea. it was one of the greatest 
sea battles in modern times with 
some 130 ships of 20  battleships, 
cruisers, destroyers and other vessels  
engaged  on both sides. emboldened 
by her victories, in august 1910, japan 
annexed her neighbor across the sea, 
the korean peninsula, getting now 
a foothold from which she would 
embark on an invasion of china two 
decades later. korea, then a unified 
territory and nation, experienced 
japan’s harsh and brutal coloniza-
tion and occupation characterized 
by forced labor, enslavement, mass 
evacuation, and repression of  her 
language and culture — a  bitter 
past the  korean people would never 
forget. in exploit, japan took 2 million 
koreans as immigrants and workers 
in factories and recruited 300,000 
soldiers to fight her wars in china, 
Burma, and the philippines in wwii. 
japan’s annexation of korea was her 
grand debut on the stage of building 
an empire. riding on the crest of the 
nationalistic aspirations of colonized 

peoples in asia, she pledged to free them from the white man’s burden 
and make them partners and beneficiaries of an east asia co-prosperity 
sphere she had envisioned as the sole colonizer. due to scarcity of oil 
and minerals for her factories, and food for a large burgeoning popula-
tion, she coveted rich resources of her weak neighbors.

japan Builds an empire, invades china,  occupies manchuria. 
in 1933, she invaded Manchuria, a territory northeast of china, a vast 
fragmented country ruled by warlords who ruled with almost abso-
lute authority, its southern parts sliced off by western colonizers, 
great Britain, france, germany and russia  who governed like sover-
eign despots. for 14 years until her surrender in 1945, japan occupied 
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Manchuria, exploited its rich mineral resources, and governed its 
people with such brutality the most infamous of which was the  
massacre  of some 300,000 soldiers and civilians  and rape of 20,000 
women in nanking, the memory of which would haunt and embitter 
the relations of the two countries up to the present. 

japan attacks u.s., wwii starts in the Pacific. finally, japan chal-
lenged u.s. domination of the pacific, with a treacherous and  surprise 
attack on pearl harbor, hawaii, a u.s. territory, on 7-december-1941, 
simultaneously attacking British Malaya and the philippines, a u.s. 
colony. the sudden attack impelled the u.s. to abandon her isola-
tionist stance and forthwith declare war against japan and the axis 
powers led by germany and italy. encountering no heavy resistance, 
japan successively invaded and occupied many southeast asian coun-
tries and islands. (at this time, war was raging in europe after germany 
invaded poland on 1-september-1939 starting wwii; france had fallen, 
300,000 British soldiers escaped capture and death through dunkirk, 
france; and crossed the english channel as german panzer divisions 
assaulted and bombarded stalingrad.)

japan’s demise, atomic Bomb hastens her surrender. for 3 years 
japan basked in her imperial glory and dominance. But soon overreach, 
big losses in aircraft carriers, fighter aircrafts, battleships, and limited 
resources took their toll. the u.s. control of the skies and sea lanes, 
superior air and naval power, weapons and industrial might, doomed 
japan to inevitable defeat. By end-1944, she began losing conquered 
territories in the pacific, including the philippines. told by allies to 
surrender unconditionally as set forth under the potsdam declaration, 
japan refused, determined to defend her homeland.  it was not until 
two atomic bombs were dropped on the first week of august 1945 on 
her populous cities, hiroshima and nagasaki, that hastened japan’s 
surrender on 2-september-1945. with her surrender, japan lost her 
conquered territories in china namely formosa (taiwan) and Manchuria; 
British colonies Malaya (Malaysia), Burma (Myanmar); singapore; dutch 
east indies (indonesia); french colonies laos, cambodia and vietnam; 
u.s. colony philippines; and other pacific islands. 

it was the first time in the history of mankind that such a powerful 
and destructive weapon was ever used in war. it resulted in the  instant 
death of some 120,000, the figure to reach 200,000  japanese in the 
next five years and 50,000 more burned, wounded, maimed and crip-
pled for life physically and mentally. the cities were flattened to the 
ground and all that was left were a few standing steel frames and 
broken concrete structures. the world had not seen such destruction 
and devastation so horrible and terrible to imagine or describe.

u.s. and soviet union divide korea. after the war in 1945, the 
victorious allies principally led by u.s. and soviet union divided korea 
along the 38th parallel into spheres of influence and control, the north 
under soviet hegemony and control, and the south allied to u.s. and 
the west. the north became communistic and adopted a one party 
rule government, while the south became democratic and embraced 
free market economy and capitalist practices of the west.  (the soviet 
union declared war only hours after the first atomic bomb was dropped 
on 8-august-1945. as planned, she invaded her neighbor to the east, 
china, to fight the japanese imperial army that had occupied Manchuria 
since 1933. to secure her flanks on the east, the soviet union signed 
with japan a pact of neutrality on april 1941. france had fallen and the 
german armies were poised to attack, and did invade russia in june. the 
entry of soviet union in the war sealed japan’s fate. she was left with no 
powerful broker for a negotiated peace with the allies.) 

a weakened japan. under a constitution crafted during a post-
wwii government overseen by general douglas Mcarthur, wwii 
supreme commander of the allied pacific and de facto ruler of japan 
(1952-1955), japan renounced war as a means of settling international 

disputes. since then, japan’s armed forces have been organized and 
equipped solely for self-defense, maritime missions, and prohibited 
from acquiring and building offensive equipment and weapons such 
as bombers, aircraft carrier, battleships, battleships, and attack missiles. 
the situation made japan vulnerable to threats and actual attacks by 
north korea, and thus became more dependent on the u.s., her former 
enemy, for the defense of her territory and survival of her people. 
these threats became real and frightening after north korea hurled 
missiles over japan’s northern islands in august 2017, and warned to 
pulverize them. 

today, japan has regained her imperial glory not by arms but 
through trade and export of her products. toyotas, sonys, hitachis, teri-
yaki and sushi, and other popular products have conquered far more 
territories and gained wide acceptance by nations than her vaunted 
dream of an asian pacific empire. south korea and japan are now allies 
against a common enemy — north korea. they are uneasy bedfellows 
as the korean people from both south and north have not forgotten 
the bitter and cruel experience under japan’s harsh and brutal colonial 
rule. ironically, u.s. and japan, enemies in wwii, became allies 5 years 
later in the korean war, and are strong allies until today.

let us now review the global situation and significant events prior 
to the outbreak of the korean war in 1950.

Post-wwii world situation and the cold war. at the end of 
wwii in europe with the surrender of germany on 7-May-1945, the 
u.s. and soviet union  began to have their very serious and major 
differences. germany was divided into east germany under soviet 
domain and control, and west germany under u.s. and the allies. the 
soviets erected a wall in Berlin into zones of jurisdiction for the two 
powers, which prevented germans in the east from fleeing to the west. 
countries in central and eastern europe fell under soviet union domi-
nation and became communist. the soviet union’s challenge to u.s. 
domination, influence, and supremacy in world affairs climaxed to a 
near nuclear exchange during the cuban missile crisis of 1963. 

(By 1991, soviet union had dismembered; its satellite countries 
separated and became republics; central and eastern european coun-
tries freed from soviet hegemony shook off communism and adopted 
west european type of economy and government; the Berlin wall was 
toppled and germany was once again reunited. what remains of the 
vast soviet union that stretched from the urals to asia in the pacific, was 
russia of the tsars, and turned its back on leninism-Marxism, embraced 
free market economy, capitalism and multi-party democracy.)

china turned communist, southeast asia imperilled. in another 
part of the globe, china in the far east, communism had taken hold. 
china, a u.s. ally in wwii against japan, was torn by a civil war that started 
in the 1930s between the nationalist government of general chiang kai 
sek and the communist armies led by  revolutionary leader, Mao tse 
tung. (they had a temporary truce during the war and united to fight 
the japanese who have occupied Manchuria.) By 1949, Mao had consoli-
dated his power over china and unified its once fragmented country. 
the nationalist kuomintang government, written-off by u.s. as irretriev-
ably lost to communism, was driven off to the tiny island of taiwan. 
in southeast asia, communism was getting inroads and subverting 
the governments of the philippines, indonesia, Malaya (Malaysia), 
Burma (Myanmar), cambodia, laos, singapore, and french indo china 
(vietnam). with countries in eastern europe under soviet union domi-
nation and control, china turned communist and many governments of 
southeast asia under peril, u.s. president harry truman announced his 
doctrine of ‘containment of communism,’ the policy that would guide 
u.s. direct involvement in north korea (1950-53) and vietnam, from the 
late 60’s to the mid 70’s, and in other parts of the globe.

the korean war (1950-53). this was the situation in central and 
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eastern europe. and in east and southeast asia and the pacific when 
on 25-june-1950 about 75,000 troops from north korea invaded 
south korea crossing the 38th parallel. forthwith, the un security 
council organized a coalition force principally led by the u.s. which 
contributed a large air, and naval and ground personnel  totalling of 
200,000 soldiers, commanded by general douglas Mcarthur. (the 
philippines contributed three combat battalions of 7,000 military 
personnel equipped and supplied by u.s. and fought side by side with 
the americans. since the defense of Bataan in wwii in 1942 against 
the japanese invading army and during the korean war, the philippine 
army has had no experience in conventional war where both sides 
engage in wide open battlefield in mass formations involving ground, 
air and naval arms, employing tactical maneuver and firepower to 
destroy each other’s capacity and will to fight.)  

u.s. signs defense Pacts with Philippines and japan. fearing 
a raging conflict between the two koreas might spill overseas and 
involve the philippines and japan over the presence of american mili-
tary forces on their territories, their governments saw the an urgent 
need for protection from u.s. on 30-august-1951, a year after the 
korean war broke out, the governments of u.s. and philippines signed 
a mutual defense treaty, with the principal provision stating, “Each 
Party recognizes that an armed attack on either Parties in the Pacific area  
would be dangerous to its own peace and security and would act to meet 
the common danger in accordance with its constitutional processes.”

obviously, the philippines needed protection since clark air Base in 
pampanga and subic naval Base in zambales were used extensively for 
the training, assembly, logistic  and maintenance support of u.s., and 
military operations in korea. also, the philippines was battling a coun-
tryside communist inspired rebellion in central luzon. a month later 
on 8-september-1951 u.s. and japan signed a Mutual security treaty 
which allowed u.s. to station american soldiers on japanese territory 
for the defense of japan and for military operations in the far east. how 
valid today what British prime Minister lord henry palmerston said in 
1842 before the parliament, “There are no eternal friends, nor perpetual 
enemies. There are only eternal and perpetual interests.” 

the alignment and realignment of powerful states before, during 
wwi and wwii and thereafter confirmed that statement. in wwi (1914-
1918), japan sided with the allies [u.s., great Britain, france, italy and 
soviet union] against the central powers [germany, austria-hungary 
and the ottoman empire of turkey]. in wwii from 1939 to 1945  italy 
and japan sided with germany against the allies [u.s., great Britain, 
france, soviet union, turkey and china]. five years after the end of 
wwii in the  korean war (1950-1953), the soviet union and china, 
both allies of u.s. in wwii, sided with north korea against the major 
participants — u.s. and south korea. (a further affirmation of lord 
palmerston’s statement is  familiar: the filipinos and americans fought 
the japanese in wwii. today their respective countries are close friends 
and allies. japan is the biggest  benefactor of the philippines in terms 
of economic aid and investment. u.s. is the strongest protector of 
japan which received much more military assistance from her former 
enemy than an ally and ex-colony. that  is ‘real politik.’)

By september 1951, u.n. forces made a surprise amphibious 
landing at inchon Bay, west of seoul, trapping the bulk of north 
korean army south of the 38th parallel. advancing rapidly towards the 
north, u.n. forces were about to reach yalu river, the border of china 
and north korea, when some 130,000 chinese troops crossed the 
river to aid the beleaguered north koreans. it was china’s support for 
a communist brother and reciprocity for north korea sending 60,000 
soldiers to fight Mao’s civil war against the u.s. backed kuomintang 
army. the un made a hastily organized retreat by sea and land as the 
well-equipped and numerically superior chinese troops advanced 
rapidly and reclaimed lost territories of north korea. 

it was during this critical period that Mcarthur recommended the 
bombing of chinese troops north of the yalu river. he felt he could not 
win the war if his arms were tied and the enemy given sanctuary. But 
president harry truman and his joint chiefs of staff felt that american 
people had just come out of wwii weary and exhausted, and would 
not want young american men sacrificed for a country remotely 
connected to their homeland. extending the war farther into the vast 
china territory would widen the conflict into a land warfare that would 
involve a large number of american troops. 

(the soviet union at the closing weeks of wwii deployed 1.7 
million soldiers, 10,000 tanks, vehicles and 25,000 artillery pieces to 
fight 700,000 japanese soldiers who had occupied Manchuria, a terri-
tory less than 1/5 of china.)  truman relieved Macarthur, an adherent of 
clausewitz’ total war doctrine that posits the employment of weapons 
of war against the entire resources and support structure of the enemy. 
he was not ready for the concept of limited war, which meant a limited 
geographical scope, size, and magnitude of forces employed but with 
broad achievable political goals and u.s. strategic interests upheld. this 
was exemplified decades later in u.s. involvements in conflicts in iraq, 
kuwait, syrian, afghanistan, and countries in latin america and africa. 

korean war ends in an armistice. with u.n. and south korean 
forces pushed back below the 38th parallel by the combined chinese 
and north korean troops, and american casualties  rising to 40,00 dead 
and 100,00 wounded, american people wanted an end to u.s. involve-
ment. finally  representatives of  the u.n. coalition forces led by u.s., 
the north korea peoples army and chinese volunteer army signed 
an armistice on 27-july-1953, agreed to a ceasefire, and a creation of 
demilitarized zone 2.5 miles wide along the 38th parallel. south korea 
did not sign the armistice. despite urgings from the un, no peace 
settlement exists between the two koreas. as an inconclusive war with 
neither victor nor loser, neither side could claim a gain in territory. until 
today, no peace agreement has been signed. technically, south korea 
and north korea are still at war. (in contrast, after north vietnamese 
guerillas defeated french colonial forces in the famous Battle of diem 
diem poe in 1954,  france signed the geneva accord and gave up 
her colony. after north vietnam forces captured saigon in mid-1975, 
she annexed south vietnam thus ending the war, and u.s. involve-
ment in vietnam. south korea sent 320,000 combatants to support 
u.s. in vietnam. the philippines sent 2,000 civic action personnel, 
gave asylum and homes to 10,000 vietnamese refugees, an act that 
endeared the filipinos to the vietnamese people.)                                          

violations of the armistice agreement and arms Build-up. Both 
parties in the agreement claimed the other side violated a key provision 
of the armistice agreement para. 13(b) which mandates that each side is 
bound not to introduce new weapons in each respective territory except 
on a piece-to-piece basis as replacement of  existing ones. 

in 1957, the u.s. claimed north korea put in new weapons and equip-
ment in violation of para. 13. the u.s. said it was no longer bound by 
this provision and installed honest john atomic canons in south korea. 
a year later, u.s. sent in nuclear tipped Matador surface-to-surface 
missiles that could reach china and russia. in response, north korea 
positioned her conventional forces proximate to the demarcation line 
about 18 miles from seoul so that in the event of an attack, civilians from 
the south would also be hit. she dug tunnels as entry passages of her 
army to the south, which the u.s. says violates the armistice agreement. 
seeking protection from possible attack, north korea signed in 1961 
with china the sino-north korea treaty of friendship and cooperation, 
obligating each other to come to assist and defend in the event of an 
unprovoked aggression. north korea also sought assistance from soviet 
russia and china for nuclear capability and was refused, but later was 
granted for peaceful use. By 1980, north korea got assistance from other 
countries and started developing nuclear weapons capability. in 1999, 
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u.s. installed patriot missiles in south korea, which were capable of inter-
cepting  enemy missiles. in 2006, north korea declared it exploded its 
first nuclear weapon and tested six in total. in 2010, she became a full-
fledged atomic power. in 2016, she exploded a hydrogen bomb. in 2017, 
she launched its first icBM capable of carrying a nuclear weapon able to 
reach continental u.s. in response, u.s. flew B-52 bombers and stealth 
fighter jets over north korea, and held ground and naval exercises with 
south korea. u.s. announced setting up in south korea the thaad 
(terminal high altitude area defense) systems designed to shoot down 
missiles within short, medium, and intermediate ranges. the arms build-
up on both sides escalated into nuclear threats. last august, north korea 
hurled missiles over the northern islands of japan and landed on the 
sea. in september, she threatened to send missiles over guam, to which 
the u.s. warned it would strike back and destroy north korea’s regime.     

rivalry of Big Powers. the division of korea into north and south 
in 1945 was the undoing of two remaining Big powers after wwii 
— u.s. and the soviet union (russian federation). a new figure has 
entered the equation — china, an awakened dragon, a rising and 
dominating power, that can challenge u.s. presence in the pacific. the 
u.s. needs china, the second largest economy of the world, to rein in 
north korea’s nuclear ambitions. china sanctioned her communist 
neighbor by curtailing imports of coal and other mineral ores and 
exports of fuel. she banned domestic banks from financing materials 
and equipment for nuclear weapons development. 

if sanctions fail there is the danger of a thucydides trap, as one 
harvard professor calls it, named after a greek historian who wrote in the 
history of the Peloponnesian war 450 B.c. that a rising power (athens) 
went into conflict with an already dominant power (sparta) as the two 
had opposing interests that made the conflict inevitable. sparta was hurt 
tremendously, paving the rise of a new power 30 years later. the refer-
ence to ancient history may not apply. But two events, one at the turn 
of the 20th century and the other in a not too distant past happened 
that triggered the u.s. entry into war. the first was the 1898 internal 
explosion of the uss Maine moored in  havana harbor that led u.s. to 
intervene in the cuban people’s independence struggle against spain; 
and months later involved itself in the philippine revolution against 
spain. the second was the 1964 firing on two u.s. destroyers at tonkin 
bay by north vietnamese gunboats; and led u.s. to escalate involvement 
in a decade-long war that ended with her departure in 1975.

other pitfalls, that of the mind, may happen: Misreading each 
other’s intentions, underestimation of one’s capabilities, and inad-
equate risk assessment or miscalculations. 

hopefully, these missteps would not happen after president 
trump’s meeting with president xi in Beijing last november 10 on his 
way to Manila for the asean summit, and thereafter. 

only the two Big powers in asia-pacific can lead the world in easing 
anxiety and fear and in de-escalating tension arising from exchanges 
of threats — one from a nuclear power and another that has just 
become nuclear.
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on 19-december-2017 in southampton uk, laurence dagley, 
director, cemex uk marine limited signed a contract with 
frank de lange, regional sales director of the damen ship-

yards group for the delivery of the first damen marine aggregate 
dredger (mad). the vessel, which will be built at damen shipyards 
galati in romania, is designed to extract sand and gravel from the seabed 
up to depths of 55 meters, including in the challenging conditions experi-
enced in the north sea.

the mad vessel is the result of extensive market research and 
customer consultation. a new, future-facing vessel of this type is 
aligned with an aggregate industry faced with an aging fleet of vessels 
and an increased focus on marine 
activity.

cemex uk is a leader in the 
building materials industry with over 
3,000 employees, supplying aggre-
gates, cement, concrete and other 
building solutions. the company has a 
pre-existing relationship with damen, 
having utilized the service of damen 
shiprepair amsterdam for mainte-
nance of their vessels.

when approaching damen, the client 
had a clear set of requirements. laurence 
dagley, director, cemex uk marine 
explains: “We wanted a cutting edge design, 
something for the 21st century with all the 
safety, efficiency, environmental and on 
board comfort credentials this implies. Achieving a maximum uptime within 
what can be a challenging working environment is also important to us. Damen 
accepted the challenges that we gave them, delivering a robust yet innovative 
design that demonstrates the combined experience and ingenuity of our respec-
tive teams. Proudly wearing CEMEX colors, this new ship represents the start of 
our ambition to modernize our fleet over the coming years, to serve the increasing 
need for marine dredged aggregates in the UK.”

Marine Aggregate Dredger to 
Futurize Fleet

by Damen

the mad 3500 design has the optimal balance between payload and 
efficiency within limited dimensions. with a specific lock passage limiting 
the vessel’s overall length to 103.5 meters, a dead weight of just under 
7,000 tons and a speed at loaded draught of approximately 12 knots are 
still achieved. in comparison to cemex’s current vessel, sand heron, 
which the new ship will replace, this translates into an additional 20% of 
aggregates that can be delivered per trip.

the vessel will boast lloyd’s register eco-notation, courtesy of its 
green credentials as well as a cac-3 notation offering a high standard of 
crew comfort.

the optimal uptime the client required comes courtesy of a number 
of features. included is exceptional sea-
keeping behavior, offering crew comfort 
in rough seas and the capability to work 
in heavy weather conditions. the bow is 
enclosed, protecting deck equipment 
and reducing green water ingress into 
the cargo hold. a user-friendly approach 
to maintenance also helps to maximize 
uptime. all dredge pipes are situated 
above main deck level for safety, as well 
as easy inspection and crane reach. 
Besides this, the modular construc-
tion of the damen designed and built 
dredge systems makes for the easy 
replacement of wear parts on the piping 
and screening installation.

damen regional sales director, 
frank de lange says: “We are honored to work with CEMEX on this inno-
vative project. At Damen, we are always happy to embrace a challenge 
and this vessel, which includes a number of never before seen features, is 
a good example of that. We feel confident that the MAD has all the attrib-
utes required to bring the aggregate dredging fleet up to date and into the 
future. We’re looking forward to seeing the first MAD in action at the end of 
2019.”   

Frank de Lange (Regional Sales Director, Damen Shipyards 
Group) and Laurence Dagley (Director, CEMEX UK Marine 
Limited) signing the contract.

Damen Marine Aggregate Dredger (MAD)
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ITF: Filipino Seafarers on CSL 
Australia's DIANA Ship Underpaid

by World Maritime News

the filipino seafarers working onboard the Bahamas-regis-
tered flag-of-convenience (foc) vessel diana, owned by 
canadian shipping lines (csl) australia, are underpaid, 

the international transport workers’ federation (itf) said.

the union informed on tuesday that it had inspected the handy 
bulk carrier in Melbourne having received a tip-off.

the filipino seafarers are effectively operating full time on the 
australian coast, according to the union. csl has recently increased 
the use of foreign seafarers in coastal trades replacing australian crew.

under coastal trading rules introduced in 2012, foreign crew must 
be paid award rates as the vessel is working more than two domestic 
voyages in australian waters.

as informed, csl australia has so far refused to sign an industrial 
agreement guaranteeing international minimum standards on its fleet 
of deregulated foc vessels: acacia, adelie and diana.

“Under Australian legislation all foreign workers must be paid award 
rates while operating in the local trade.”

CSL Australia’s DIANA ISLAND.  Photo by: Les Blaire.  Courtesy of Shipspotting.com

“The ITF has contacted the Fair Work Ombudsman (FWO) to investi-
gate further but we are yet to receive a response.”

“These are vulnerable foreign workers used by an Australian company to 
replace Australian national seafarers working exclusively in the Australian trade.”

“the itf demands the government investigates these clear 
breaches of our trading laws immediately and prosecute the perpetra-
tors,” itf australia coordinator dean summers said.

when approached by world maritime news, the csl spokes-
person dismissed the allegations.

“csl refutes the allegations made by the australian itf represent-
ative. csl is compliant with all wage and employment requirements 
applying to all of its seafarers throughout all of its operations, at all 
times,” the csl spokesperson said.   

		 
Reprinted with permission from World Maritime News. Visit the original article at:

worldmaritimenews.com/archives/238654/
itf-filipino-seafarers-on-csl-australias-ship-underpaid
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New Warning on Hazards of Carrying 
Bauxite by Ship

by IMO News

imo has issued a new warning that bauxite may become 
unstable when carried in bulk on a ship, potentially causing 
the vessel to capsize. Bauxite is one of the world’s major 

sources of aluminum with around 100 million tons (Mt) trans-
ported annually by sea. in 2015, a bulk carrier sank while trans-
porting bauxite, with the loss of 18 seafarers. research presented 
to an imo sub-committee found that certain forms of bauxite with 
a large proportion of smaller particles could be subject to a newly-
identified phenomenon of “dynamic separation” when there is 
excess moisture in the cargo.

in such conditions, a liquid slurry (water and fine solids) can 
form above the solid material, according to the report of an interna-
tional global Bauxite working group (gBwg) on Research into the 
Behaviour of Bauxite during Shipping. the resulting free surface effect 
of liquid sloshing about could significantly affect the vessel’s stability, 
leading to the risk of the ship capsizing.

imo’s sub-committee on carriage of cargoes and containers 
(ccc4, which met 11-15 september at imo hQ), raised awareness of 
the potential risks posed by moisture and provided new guidance on 
carriage of bauxite, in the form of a circular aimed at shippers, terminal 
operators, ship owners, ship operators, charterers, shipmasters and all 
other entities concerned.

the circular requests that extreme care and appropriate action be 
taken, taking into account the provisions of relevant imo instruments, 
when handling and carrying bauxite in bulk.

the circular takes immediate effect, ahead of the next sched-
uled adoption (in 2019) of the new test methods and relevant 
schedules for bauxite cargoes during the routine scheduled 
updating of the international maritime solid Bulk cargoes 
(imsBc) code. the imsBc code is the industry rulebook on how 
to deal with bulk cargoes.

the ccc.1 circular updates a previous circular on carriage of 
bauxite and invites governments to note that some bauxite cargoes 
(specifically those with a larger proportion of smaller particles) 
present a risk caused by moisture and should be treated as “group 

a” cargoes. excess moisture in such cargoes can lead to a free surface 
slurry. this can cause atypical motion of the ship (wobbling). the 
master should take appropriate action in the event of this possible 
sign of cargo instability.

the circular includes the draft test procedure for determining 
the transportable Moisture limit (tMl) for bauxite of “group a” (Bulk 
cargo shipping name “Bauxite fines”); and draft amendments to the 
existing individual schedule for bauxite of “group c” (bauxite with a 
lower proportion of smaller particles with a degree of saturation by 
moisture not liable to reach 70%).

Bauxite is a rock formed from weathering of either silicate rocks 
(granite/basalt) or carbonate rocks (limestone/dolomite). Bauxite is 
found mainly in tropical and sub-tropical areas such as africa, south 
america, and australia with some small deposits located in europe.

a total of approximately 100 Mt of bauxite is transported by 
sea annually. Brazil and guinea dominate seaborne supply and 
over 30 Mt per annum each. australia supplies over 20 Mt per 
annum. small amounts are supplied from sierra leone, guyana, 
ghana, and other shippers.

global Bauxite working group. there is a long history of 
safely shipping bauxites over many decades and problems and 
accidents resulting from carrying bauxite cargoes are extremely 
rare. however, after the loss of the bauxite-carrying vessel, the Bulk 
jupiter, in early 2015, the global bauxite industry was requested 
by imo to undertake research into the behavior of bauxites during 
ocean transportation. the global bauxite industry responded 
by forming the gBwg to conduct research on the behavior and 
characteristics of seaborne traded bauxites to inform the imo in 
relation to the safe shipping of bauxites.

the gBwg membership consists of a wide variety of key disciplines, 
including shippers (miners), transporters (ship owner/operators) and 
users (alumina refinery operators) as well as various consultants with 
backgrounds in geotechnical and hydraulic engineering, maritime 
science engineering, and real world operations.   
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A-Suite Brings AI to Maritime 
to Reduce Human Error

by Transas Marine News

transas has launched its first package of applications built on 
thesis, a unified cloud-based platform for managing opera-
tions across the full breadth of the maritime ecosystem. the 

a-suite package sets a new precedent by utilizing the latest in machine 
learning techniques to reduce the potential for human errors on the 
bridge or poor decisions elsewhere in the vessel operational chain. in 
addition to the officers and crew working on board ships, the benefits of 
a-suite is available to personnel managing vts systems, those running 
shore-based fleet operational centers or training facilities, allowing them 
to participate in real-time decision-support and post-voyage analysis. 
 

"technology shouldn't be an end in itself – but a tool to achieve an 
end," said transas ceo frank coles. “we are proud to go beyond the 
hype by bringing to market a set of revolutionary ai-powered e-navi-
gation tools apposite to the needs of modern ships operating in an 
increasingly automated and digital world."

the transas a-suite employs machine learning techniques to 
de-risk vessel operation on the bridge, at fleet operation centers and 
in vts centers. algorithms detect anomalies in the behavior of the 
human operator wherever they are in the operational chain and raise 
the alarm before the consequences of a course of action or momen-
tary lapse in attention become irreversible. the first version of the 
package comprising three core modules – advanced intelligent 
manoeuvring (aim), advanced intelligent diagnostics (aid), and 
advanced intelligent routing (air) is now available and services 
operational in the coming months.

aim is a track prediction system and anti-collision support tool 
designed to improve situational awareness and reduce the probability of 
officer inattention or poor judgment leading to an incident. using data 
previously collected on the actions and behavior of personnel sailing in 
the same location, together with a sophisticated hydrodynamic model 
of the vessel and a programmatic abstraction of the anti-collision regula-
tions, the system provides advanced decision support.

aid detects anomalies and provides decision-support in real-time 
or during post-voyage analysis. aid detects excessive or unusual 
maneuvering patterns, keeping an eye on parameters such as speed 
and rate of turn, and unexpected deviations in fuel consumption. By 
taking data from conventional equipment and environmental sensors, 
and recording how and when operators interact with vessel controls, 

aid marks a major step forward in real time operational monitoring.

air creates a platform for voyage planning and optimization based 
on an extensive set of parameters. the application absorbs real time 
metocean data, hazards, hydrodynamic performance, as well as taking 
account of the impact of known and anticipated vessel traffic along 
the route and at bottlenecks.

these are supported by advanced data delivery (add) and 
advanced remote maintenance (arm). add frees deck officers 
from laborious tasks of updating special electronic charts (sencs), 
weather data, and other navigational safety notices. it creates an audit 
trail for shore-based offices ensuring managers are fully informed of 
a vessel's navigational status for compliance purposes. arm provides 
remote diagnostics and performance analytics for bridge and satel-
lite communication equipment. arm backs-up key software together 
with its configuration data and parameters to transas cloud allowing 
rapid restoration of service in the event of system failure.

a-suite features a sophisticated e-learning solution, advanced 
remote training for seafarers (arts), with online access to manufac-
turer-approved, type-specific training courses for transas ecdis. this 
is fully compliant with solas, ism, and stcw requirements. a-suite 
establishes critical links between vessels and shore-based offices, 
vessel traffic control centers and training institutions and embodies the 
core principles of thesis, transas' vision of a harmonized ecosystem, 
meeting the needs of multiple operational stakeholders simultaneously.

resilience, security and deep data integration are fundamental to 
the thesis concept and a-suite. as a cloud-based technology, the 
applications can be accessed from ship or shore. recognizing the reality 
that outages in connectivity do happen at sea, ship-based installation 
contains an onboard pre-processing data management server, so that 
applications and decision support can continue to operate without a 
live connection to the cloud.

the thesis network architecture has been designed from the 
ground up to be secure. Because it encompasses the entire vessel opera-
tional ecosystem it is possible to incorporate encrypted channels for all 
data delivery rather than rely on conventional email for the exchange 
of potentially sensitive operational data, route plans, or chart updates. 
a-suite is not exposed to the vulnerabilities inherent in email.

at the heart of the a-suite is the same software kernel that powers 
transas' industry leading ecdis solutions. this gives the applications 
direct access to all user interactions and the various sensors on the 
bridge in real time. this level of integration and availability of data 
allows a-suite to derive insights that would not be possible with 
bolt-on standalone third-party solutions.

"when we first started to envisage how ships would be operated 
in the future, we realized there would be much greater collaboration 
between ships, back-offices, traffic control centers. with a-suite built 
a set of intelligent decision support tools for working in this shared 
environment," explained coles.

the 3-day transas global conference 2018 in vancouver in March 
will provide greater insight into the a-suite, its tools and capabilities 
in the eco system.   
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How Drone Technology is Improving 
Safety in the Maritime Industry

by Martek Marine

uas advancements are increasingly impacting our everyday 
lives, from agriculture and filmmaking to security and 
communications down to the products we have delivered. 

its advances present major changes for the future of the maritime 
industry. as disruptive as the smartphone has been to the world, 
the use of drones will revolutionize the landscape of ship operations 
for years to come. drones are quickly becoming a regular tool in the 
maritime industry, although developed for government and military 
operations, over the next half a decade, growth in the commercial and 
civilian drone industry is expected to surpass defense industry, with 
an estimated value of $127 billion. as the development of uas tech-
nology gathers momentum, we’re going to see uas used more and 
more in maritime applications than ever before. drones can safely go 
where humans can’t. improving safety, reducing costs, speeding up 
processes and making access challenges a breeze, are just a handful of 
the benefits of using drones in the maritime industry.

improving ship safety & speeding up maintenance & repairs

replacing the need for human inspections, routine maintenance 
can be monitored remotely in real-time by surveyors, providing 
instant feedback to the vessel or offshore superintendent. this, in turn, 
reduces costs, increases efficiency and significantly reduces the risk to 
human life during essential maintenance.

tank inspections are common tasks onboard vessels and are always 
a risk to the participating crewmembers. dangerous gases are the 
biggest killer at sea: often, a crewmember will enter an enclosed space 
– unbeknownst to them, that it contains a noxious gas. unfortunately, 
often they will become unconscious and suffocate. however, this can 
be completely avoided by the use of a drone. easy and quick analysis 
will determine the safety of the tank for entry – saving lives with just a 
matter of minutes of drone flight. equally, video feedback can be used 
to identify if human inspection is even required, completely removing 
any threat to human lives.

aside from the safety and efficiency aspects, shipping companies 
also want to avoid typically three things: whales, icebergs and pirates. 
since the advancements of drones have allowed imagery from over 
30km away, dealing with the task of hazard avoidance has become far 
easier for commercial shipping companies.

reducing costs

drones can be operated by one person without any extensive 
safety equipment, meaning the costs associated can be significantly 
reduced. uas are so quick to deploy in comparison to traditional 
methods, reducing downtime.

the use of drones for delivery has become a fast-approached topic 
in the maritime industry, a topic that has now become a reality. the use 
of drones, rather than launch boats could help to reduce costs by up 
to 90% for vessel operations and ship managers. research has shown 
that on average, the cost of a launch boat is $1,500 per hire. however, 
it can be as much as $4,000 depending on port locations, and it’s been 
estimated to save the entire industry upwards of $675 million.

making access challenges a Breeze

drones can be flown into high up or hazardous areas to check the 
structural integrity of a vessel or of loaded cargo. whereas previously 
this high-risk job was down to a crewmember, now a drone can be flown 
to the inspection point, and with a high definition video feedback to the 
control centre, not only does this mitigate any risk, it is also far quicker.

while much has been made of re-supplying ships whilst at sea, 
especially since the evolution of drones, this task has become a far 
simpler concept. although initial tests show multiple hurdles have 
yet to be overcome to make this option of delivery viable — are the 
use of drones disrupting the maritime industry as we know it? since 
the first trial in january 2016, when a drone made an at-sea delivery, 
the industry rut began to budge. although only travelling a distance 
of 247 meters and was launched from a smaller tug-boat rather than 
from the shore, the optimism and promising signs were ever present. 
however, there are still far more speed bumps to overcome, from 
improving the distance a drone can travel to its ability to handle heavy 
and large loads. until these progressions take place, uas technology is 
currently primarily being focused on inspection and surveillance.

drones are only one small part of the bigger puzzle in helping 
transform and disrupt the maritime industry. what do we know? that 
uas play a critical component in the future of the maritime industry in 
increasing its effectiveness, efficiency and safety and before we know 
it, the maritime industry will be altered forever.   
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introduction

the philippine national defense has signed a contract with hyundai 
of south korea for the construction of two units of the incheon class 
frigate last 24-october-2016 at the cost of us$337M to modernize the 
capability of the philippine navy’s surface combatants.

this article is a guide to craft the circular of requirements for the 
frigate in order to enhance its survivability in combat.

why a frigate? 

a frigate represents lower investment in terms of cost and displace-
ment compared with a full-size destroyer, making frigates very attractive 
to many navies. frigates attain almost the same effective combat capa-
bilities in anti-surface, anti-submarine, and anti-air warfare but with lower 
operating and maintenance costs.

in terms of displacement, the frigate is between a destroyer and a 
corvette. capability-wise, its capability is in this order of priority: (1) anti-
air; (2) anti-submarine; and (3) anti-surface.

modern war at sea

recent conflicts have provided sharp reminders that a surface 
combatant ship must be able to withstand certain battle damage level, 
and prevent complete loss of its war-fighting capability. this means 
survivability.

enhancing ship survivability has been a focus of several studies on 
naval warfare. the destructive effects of new weapons launched from 
the air, surface, and subsurface platforms affected ship designs and ship 

defense systems. to optimize survivability naval planners must consider 
some parameters resulting from a number of naval clashes worldwide.

the falkland war of 1982

HMS Ardent (F184)

royal navy frigate ardent was attacked by at least three waves of 
argentine ground fighter attack aircraft (gfa). the air strikes caused 
ardent to sink. the first attack took place when a lone a-4 skyhawk 
dropped two bombs, which straddled the frigate but failed to explode.

a second coordinated air strike composed of three skyhawks and 
iai daggers pressed the attack. the only weapons of the ardent, which 
reacted to the attack, were 20mm anti-aircraft guns. the sea dart 
anti-aircraft missiles system failed to lock-on. the 4.5-inch gun was too 
slow, ran out of arc of fire, and failed to hit the skyhawk. two bombs hit 

Incheon Class Frigate
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the ship. the auxiliary machinery room and power switchboard were 
severely damaged, and the helicopter hangar were in flames. the loss 
of power caused by damaged switchboard rendered the ship’s major 
combat systems inoperable. communications were cut off, making the 
ship defenseless. thus, the skipper ordered, “Abandon Ship.”

HMS Antelope (F170)

on 23-May-1982, the antelope came under attack by four a-4 
skyhawks from grupo 5 of the argentine air force. antelope was hit by a 
bomb at the starboard quarter but did not explode.  the bomb disposal 
team made an attempt to defuse the bomb. however, it exploded. the 
ship was torn open from the waterline, and the blast started major fires 
in both engine rooms that spread quickly. the starboard fire main was 
fractured, and the ship lost all electrical power that the skipper ordered, 
“Abandon Ship.” within 5 minutes, after the commanding officer was last 
to abandon ship, the missile magazine room exploded. the explosion fire 
continued all night.

HMS Coventry (D118)

on 25-May-1982, the argentine air force a-4 skyhawk sunk the 
coventry. the ship was fitted with sea dart surface-to-air missiles to 
counter threats from the air. the sea dart is constrained by a limitation on 
its firing capacity and reaction time. coventry fired a sea dart surface-to-
air missile but missed the attacking aircraft. coventry’s targeting radar 
failed to lock-on, and the tracking system locked down during the attack 
and could not be reset before the attacking argentine a-4 skyhawk 
released their bombs. however, the attacking a-4 skyhawk missed the 
targeted coventry.

coventry used the 4.5-inch gun and small arms against the attacking 
aircraft. the 20mm oerlikon canon jammed, leaving the ship with only 
rifles and machine guns to defend itself against the a-4 skyhawks. 
the ship greatly suffered from 3 bombs that hit it above the waterline, 

exploding beneath the computer room, and destroying the combat 
information center. coventry then began leaning portside. within 20 
minutes, the skipper ordered, “Abandon Ship.”

HMS Sheffield (D80)

on 4-May-1982, two argentine naval aviation units consisting of 
super Étendard (3-a-2002 and 3-a-2003) fighter aircrafts, both armed 
with exocet anti-ship missiles (aM 39) attacked the sheffield. the 
sheffield picked up the signal of the incoming exocet missile but was late 
by 5 seconds. the exocet (aM 39) hit amidship, creating a hole approxi-
mately 2.4m above the waterline, tearing a gash in the hull. the damage 
caused by the missile impact severed the high-pressure fire main pipe. 
the resulting fire caused by the burning propellant ignited the diesel fuel 
oil from the ready-use tanks in the engine room. as sheffield was ablaze, 
the skipper ordered, “abandon ship.”

the Persian gulf war in 1987

USS Roberts (FFG-58)

on 14-april-1988, the uss roberts was deployed in the persian gulf, 
and struck an M-08 naval Mine in the central persian gulf.  the mine blew 
a 4.6m-hole diameter in the hull, flooded the engine room, and rendered 
2 gas turbines out of operation. the blast broke the keel of the ship. 
such structural damage is almost always fatal to most vessels. the ship 
survived and was brought back to portland, Maine, usa then carried back 
by dutch shipping with a cost of $1.3M. repairs and damages reached 
$89.5M at the shipyard. the ship was decommissioned on 22-May-2015 
and has been slated for dismantling.
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uss stark (ffg-31)

on 17-May-1987, an iraqi Mirage f1 aircraft hit the uss stark with 2 
exocet anti-ship missiles. the first missile was fired at stand off range of 
22.5 nautical miles (41.7 km) and the second missile at 15.5 nautical miles 
(28.70 km). the ship’s radar did not detect the missiles. the lookout crew 
gave the warning only moments before one of the missiles hit uss stark.

USS Cole (DDG-67)

on 12-october-2000, the uss cole, while refueling at yemen’s aden 
harbor, was attacked by al-Qaeda. a small fiberglass boat loaded with 
c4 explosives and 2 suicide bombers approached the portside of the 
destroyer and exploded, creating a 12m x 18m gash on the ship’s port-
side hull. the blast penetrated the mechanical space, violently pushing 
the deck up.

characteristics of threat. there are various threats to a frigate.  
some of the greatest assortments of weapons platforms that can inter-
fere in the survivability of the frigates are:

 � ground fighter attack aircraft (gfaa) – capable to launch multiple 
and coordinated attack at the speed of Mach 2 (ratio of speed of 
sound versus speed of aircraft), and can launch anti-shipping mis-
siles at a stand off distance of 50 km.

 � attack helicopter – capable to launch multiple and coordinated 
attacks with anti-shipping missiles at a stand off distance of 50 km. 
helicopters are difficult to destroy, relatively slow, but very agile.

 � shallow water attack submarine – capable to launch wire-guided 
torpedoes or with homing acoustic guidance system from a 
distance of 8-10 km, and torpedo speed of 40 knots in extremely 
shallow waters where it is very difficult to detect and conclude a 
deliberate attack.

 � fast attack Missile Boat – a single or multiple attack craft can attack 
frigates from different directions, and launch anti-shipping mis-
siles with an active radar-infrared homing system.

 � suicide terrorist – a frigate is a sitting duck while docked at the 
pier. Being stationary and moored alongside the pier makes for an 
easy target to swimmers and attackers loaded with rpgs.

 � characteristics of hostile threat ordnance – anti-ship Missiles 
equipped with active radar homing seeker; infrared homing guid-
ance with a speed of Mach 2; stand off range of 15km-20km-50km; 
flight altitude of 20m above water surface; single shot with a kill 
probability of 90%; anti-surface torpedoes capable of 40 knots 
speed at firing distance of 8-10 km; guidance system of wire 
guided or acoustics guided lock-on systems; and warhead weigh-
ing 100 kgs, and capable of splitting the ship’s keel in half. this is 
the most dreaded ordnance feared by the ship crew.

naval mines are the weapons that wait at the chokepoint, naviga-
tional route of shipping and in extremely shallow water.  the charge 
capacity of mines is 200kg and can destroy surface and submarine targets 
at a radius of 50 meters. naval mines can trigger through magnetic and 
pressure-signature of the target.

survivaBility of the frigate defends uPon the following 
technology develoPment. survivability is defined as the ability 
of the frigate to remain mission capable after multiple combat punish-
ments, and still resume fighting.

 � electronic warfare systems – the basic fundamentals of surviv-
ability is the effectiveness of the electronic warfare system, supe-
riority, agility and quick response to counter the threat.  defensive 
measure can be done through the following:

 � Reduction of ship signatures – signature control to minimize de-
gree of attraction from hostile anti-shipping missile that could 
lock-on to radar, and infrared acoustic (torpedoes), magnetic 
and pressure signatures of the ship that could trigger naval 
mines underwater to explode.

 � Distraction – agility of the frigate counter-measure electronic 
warfare equipments to interfere, jam, or distract the guidance 
system of hostile anti-ship missiles.

 � Denial – ability of the frigate to protect itself by employment of 
some counter-measures such as:

i. Softkill – using chaff, made of aluminum powder spread 
to the atmosphere, decoys, distraction, and confusion to 
create a false target and divert the path of the attacking 
missiles away from the ship.

ii. Hardkill – using rapid firing guns such as close-in weapons 
system (phalanx; Goalkeeper) or anti-air-missiles to destroy 
the attacking anti-ship-missile or aircraft in flight.

 � Deception – an electronic warfare role to provide counter-
measures to confuse the electronic warfare capability of a 
hostile threat; or to mislead adversaries with a combination of 
human mind, mechanical or electronical means to manipulate 
the decision loop, making it difficult to establish an accurate 
deliberate decision to attack your ship.

 � Disruption and Degradation – to interfere with the hostile forces’ 
electronic warfare capability through jamming, electronic de-
ception, and electronic intrusion. this acts as a force multiplier 
by increasing the adversary’s uncertainties to conduct deliber-
ate attacks on your ship.

 � naval architecture ship design. the design of the ship structures, 
noise emanating from cavitation of the propulsion, inter-action 
between the hull, and the water called frictional resistance create 
acoustics are signatures that can be detected by anti-shipping mis-
siles, torpdoes, and naval mines.
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 � Vulnerability – the capability of the frigate structure to with-
stand the spread of damages, and several hits from exploding 
hostile munitions.

 � Recoverability – the ability of the frigate system and sub-system 
after temporary stoppage of operation to restore vital ship sys-
tems, and resume operation after sustaining combat damage.

 � Concentration of vital Equipment – should not be co-located in 
one place aboard ship to avoid disruption of operations from 
a single hit.

 � Duplications – parallel arrangements of electrical cable instal-
lation, firefighting, and damage control equipment must be 
dispersed to allow use of redundant systems to prevent sud-
den failure.

 � Separations – taking apart similar functions of equipment used 
in utilities can provide the same functions for another equip-
ment in case of damage in one system.

 � Protection – provisions in the ship systems to resist spread of 
damage during weapon attacks on the frigate.

 � Zoning – vital shipboard services should be grouped to its zone 
and must have several series of watertight compartments and 
blast resistance doors.

 � Reliability – battle readiness under the system must work ac-
curately and efficiently within a short time scale.

effect of successful attack against a frigate can Be 
Basically divided into three (3) Phases:

 � Primary Weapons Effect. this consists of kinetic energy, blast, 
fragmentation, shockwave, whipping etc. likely from an anti-
shipping Missile (asm) hitting the center of the large cross sec-
tion of the ship. torpedoes and mines can create underwater 
explosions lifting the ship from the water, and breaking the 
ship into parts. naval gunfire with armor-piercing shell/high 
explosive incendiaries could penetrate the hull’s inner section 
and explode at the interior section of the ship.

 � Secondary Weapons Effect.  in the aftermath of an attack, a large 
portion of the lethality is the ability to create a ball of fire from 
the exploding ordnance and munitions at the magazine room 
onboard, spreading smoke, confusion, and dead bodies every-
where in the ship.

 � Tertiary Weapons Effect. the principal hazard to the ship could be a 
total loss when the ship becomes dead in the seaway due to power 
disruption, flooding, inoperable pumps, damage in the engine 
room, loss of steerage and propulsion, damage in the bridge and 
combat information center (cic), collapse of super-structures, 
before capsizing and sinking to the bottom of the sea. the last 
ditch defense is damage control, which depends on how fast the 
damages can be repaired to prevent the ship from sinking to davy 
jones locker at the bottom of the sea.

combat management systems (cms) are valuable to match the 
threat and neutralize the hostile platform and ordnance in flight or under-
water. the following are a variety of weapons and sensors managed by 
the cms.  it must be a proven design with good combat reputation.

combat management systems is the brain of the combat engagement 
capabilities of the frigate. the basic principles of the cms emanate from 
surveillance, detection, tracking, identification, target acquisition, quick reac-
tion time in acquisition, and neutralization of the target. the cms provides:

 � Situation Awareness – awareness of sea battle environment, which 
includes surface, sub-surface, and air. sensors via radar, electro-
optical system and sonar collect the information.

 � Intelligence – convert the information gathered into a timely 
actionable interpretation, collation, evaluation, and a timely pro-
duced common combat operational picture.

 � Planning and Decision Making – these steps helps the frigate com-
mander to rapidly make a quick actionable plan for decision-making and 
implementation, in a rapidly changing complex battle environment.

 � Weapons Systems Command and Control – the cms will direct 
weapons, sensors to engage the incoming threat. the cms is 
carried out through the crew, sensors and weapons system. it is a 
software which is flexible to operate in a complex naval battle en-
vironment, able to electronically interact with other sub-systems, 
but interoperable with the system of one’s own as well as other 
allied navies.

lesson learned in the aBove conflicts. frigate war-fighting 
doctrine is the primary document in the identification of a threat — how it will 
be neutralized, and by what weapon. without a doctrine, a navy combatant is 
as good as anyone not knowing how to survive from a hostile threat.

the unimaginable casualties suffered by two powerful navies during 
naval operations are grim reminders of combat systems management 
in an actual hostile environment. this involves war-fighting doctrine, 
systems maintenance, combat systems operators skills, and command-
er’s decision making.  casualties could be a result of poor cms systems 
and sensors maintenance, outdated war-fighting doctrine, and a crew 
with a lack of combat skills, among others.

the goal of a navy is to maintain a battle-ready fighting ship. an 
enormous budget is needed in support of its life cycle cost for the peri-
odic operation and maintenance that a government must set aside. 
the absence of such plan to maintain a battle-ready warship is a navy 
destined to fail and defeated in battle.
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New Passenger Ferry Contract  
from SNC AREMITI Celebrates 
Austal's 5th Vessel for French 

Polynesia
by Austal Media

austal limited announced that long-standing client and 
french polynesia’s leading commercial ferry operator, snc 
aremiti (part of the groupe degage), has awarded a au$30 

million contract to austal to design and build a new 49-meter high-
speed passenger catamaran ferry.

this will be the 5th vessel austal has delivered to french polynesia 
since 2002. austal has previously designed, and built 4 vessels for the 
groupe degage comprising two 69-meter monohull cruise ships, a 
56-meter vehicle passenger catamaran ferry, and an 80-meter vehicle 
passenger catamaran ferry.

”this contract not only continues a successful relationship between 
austal and snc aremiti but further confirms the company’s leader-
ship position in the international high-speed ferry market” austal ceo, 
david singleton said.

“austal has always been an export-focused company. we have 
sold ships to every corner of the globe this year including taiwan, 
southeast asia, norway, the canary islands, and now tahiti. i am confi-
dent that we will continue to build on the success of 2017 for an even 
better 2018” Mr singleton added.

“austal is at heart an advanced technology company and this next 
generation high-speed passenger ferry demonstrates snc aremiti’s 
endorsement of our innovative ship design and internationally 
competitive, high quality construction,” Mr singleton said.

“this order from snc aremiti caps off an incredibly successful 
year for our international commercial ferry business. we have added 
8 new vessels, worth more than au$380 million, to our order book 
in the past 12 months, including 2 trimarans of 117-meters in length 
and a 109-meter catamaran. we also recently signed an Mou with 

jr kyushu of japan for an 80-meter trimaran.” said austal vp sales & 
Marketing, Ben marland.

this austal design features seating capacity for 620 passengers 
and garage space for up to 30 motorbikes, small vehicles and cargo. 
with a top speed of 36 knots it will be fitted with austal’s ride control 
system to improve seakeeping, and provide greater passenger 
comfort on the papeete – Moorea route in french polynesia.

the vessel will be designed in australia and construction of the 
vessel will commence at austal Philippines during 2018, with delivery 
scheduled for july 2019.

austal is an australian shipbuilder and global defense prime 
contractor which designs, constructs and sustains some of the world’s 
most advanced commercial and defense vessels.

austal successfully balances commercial and defense projects 
and celebrates 30 years of success in 2018.  austal has designed, 
constructed and delivered more than 300 commercial and defense 
vessels for more than 100 operators in 54 countries worldwide.

austal is australia’s largest defense exporter and the only 
asx-listed shipbuilder. austal has industry leading shipyards in 
australia, the united states of america and philippines and service 
centres worldwide.

austal delivers iconic monohull, catamaran and trimaran 
commercial vessel platforms – including the world’s largest trimaran 
ferry and multiple defense programs such as the littoral combat 
ship (lcs) and expeditionary fast transport (ePf) for the united 
states navy. austal has grown to become the world’s largest 
aluminium shipbuilder.   

This 49-meter passenger ferry will be designed and built by Austal for long standing client SNC Aremiti of French Polynesia.  Image: Austal
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Disposing of Fiberglass Vessels
by IMO NEWS

a large number of abandoned or no-longer usable fiberglass 
vessels – including fishing vessels and leisure craft – are 
dumped at sea each year, possibly due to a lack of land-

based disposal facilities. this was a concern raised by pacific delega-
tions to the parties to the treaties, which regulate the dumping of 
wastes at sea. however, full data on the scale of the problem is lacking.

fiberglass is a highly recyclable material, and the technology for 
recycling fiberglass already exists, but the logistics of handling the 
large amounts of fiberglass hulls from abandoned or derelict vessels 
poses a significant challenge, in particular in small island developing 
states.

however, some countries reported that they had implemented 
a program or strategy for disposal or deconstruction of fiberglass 
pleasure boats. following discussion, the parties to the london 
convention and london protocol agreed further work was needed. 
the iMo secretariat was instructed to commission a study to collate 
information on the scale of the problem and identify key knowledge 
gaps relating to impacts of fiber-reinforced plastic vessels dumped or 
placed in the marine environment.

the scientific groups (which provide scientific and technical 

advice to the parties to the convention and protocol) will be invited to 
consider the study and evaluate whether there is a need for disposal 
into the sea of fiber-reinforced plastic vessels or vessels with fiber-
reinforced plastic components. if there is a need, then whether such 
vessels could be disposed of in the sea in a safe and environmentally 
sound manner would be examined.

additionally, the scientific groups should consider whether there 
is a need to develop guidance on the disposal of fiberglass vessels.

the scientific groups (which provide scientific and technical 
advice to the parties to the convention and protocol) will be invited to 
consider the study and evaluate whether there is a need for disposal 
into the sea of fiber-reinforced plastic vessels or vessels with fiber-
reinforced plastic components. if there is a need, then whether such 
vessels could be disposed of in the sea in a safe and environmentally 
sound manner would be examined. additionally, the scientific groups 
should consider whether there is a need to develop guidance on the 
disposal of fiberglass vessels.

the scientific groups are scheduled to meet in april-May 
2018 in chile.   
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The Port of Barcelona  
takes a Quantum Leap in 2017 to become 

the Fastest-Growing European Port
by Port de Barcelona News

in 2017, the port of Barcelona recorded its best results yet in the main traffic indi-
cators, figures that allowed it to take a quantum leap to become the fastest-
growing european port. total traffic (including all cargo modes) surpassed 61 

million tons for the first time, recording a year-on-year increase of 26%.

this result contributed significantly to the excellent behavior of container 
traffic, one of the most strategic segments of activity for the port and also a more 
representative marker of the surrounding economy. nearly 3 million teus were 
moved in 2017, an increase of 32.3%. a very significant factor in this increase 
was transhipment containers (+137%), which are those unloaded from one ship 
to be reloaded onto another for final shipment. although this activity does not 
impact directly on the economy of the port’s surrounding economy, it does help 
to make stowage operations more competitive and to provide greater connec-
tivity for the region’s importers and exporters.

containers for foreign trade. containerized import cargo stood at 561,103 teu 
(+8.3%) and export cargo (the most significant in volume terms, at 705,204 teu) 
was up 2.6%. these figures also indicate a significant degree of recovery compared 
to pre-crisis levels. reactivation of traffic in export containers had already begun 
in 2010, but it is worth noting that in 2017 the port of Barcelona channeled 68% 
more of this type of cargo than in 2007. last year, the all-time record for import 
containers established in 2007 was surpassed for the first time. specifically, the 
catalan port channeled 3% more import containerized cargo than it did 10 years 
ago. china continues to be port of Barcelona’s prime trading partner, both in terms 
of imports (44.3% of foreign trade containers unloaded in the catalan facility), and 
exports (since it receives 11.6% of the containers leaving the port). the remaining 
trading partners of the port, and type of products channeled, are highly diversified.

liquid Bulk transport. 14.4 million tons of goods were transported (mainly 
hydrocarbons), an increase of 27% year on year. there was growth in specific 
products: natural gas (+64%), gasoline (+30%), and chemicals (+23%).

dry Bulk. 4.4 million tons of goods were handled, or an increase of around 1%, 
soya beans (+10%), and cereals and meal (+13%), a most positive development.

uti and goods transported to the Balearic and canary islands, and freight 
travelling on the motorways of the sea.  the port channeled 393,601 inter-
modal transport units (uti) of ro-ro traffic (truck, platform or trailer), marking 
an increase of 6.2%. Barcelona channeled a total of 144.723 uti (+7%) via the 
motorways of the sea (or short sea shipping services), resulting in an identical 
number of trucks diverted from the road to the maritime mode, which is more 
efficient both economically and environmentally. traffic on the motorways 
of the sea also hit a new record for the port and contributes significantly to 
boosting sustainable logistics chains in the Mediterranean area.

vehicles. during 2017 the port of Barcelona channeled a total of 837,273 vehicles, 
down 8.7% year on year. spanish vehicle production and exports also declined last 
year, which can be seen in the port’s vehicle traffic results. even so, Barcelona remains 
the leading port within the spanish port system in terms of movement of vehicles.

more cruise passengers in winter, fewer in summer. for the first time, the 
port of Barcelona moved 4.1 million people, comprising ferry passengers (1.4 
million) and cruise-goers (2.7 million). the number of passengers increased 
by 4.5%, caused mainly by the increase in ferry passengers (+12%). cruise 
passenger numbers increased by 1%. in the “low” season (january, february, 
March, november, december), cruise passenger numbers were up 13%, while 
in the remaining months there was a decrease of 2%.

economic results. in 2017, net turnover was €167 million, up 7% year on 
year, due mainly to increased revenue from the upturn in activity. at the 
provisional close of the financial year, the port recorded a profit of €50 
million (+50%). the port’s ability to generate cash flow was up 15% from 
the previous year’s €99. in 2017, the port of Barcelona managed to cut 
significantly the long-term debt contracted with the european investment 
Bank (eiB). it reduced its debt by 8%, which now stands at €281.1 million. 
regarding the consolidated economic results (port of Barcelona, cilsa, 
world trade center Barcelona and port vell), net turnover amounted to 
€215.6 million (+8%), while profits stood at €58.4 million (+45%).   
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The Impacts of Global 
Sand Mining

by Vicky Viray Mendoza

Beaches around the world are disappearing. riverbanks are 
getting wider and deeper, as large sections of riverbanks 
collapse. Most people would not know about this because 

sand mining is an invisible problem until it’s too late. sand is used 
mainly to make cement for construction projects. yet after decades of 
continuous hauling and dredging, the negative impacts have become 
too egregious to completely reverse. sand mining is known to occur 
in 73 countries, on 5 continents. Because of the difficulty in regulating 
sand mining operations, the tragedies of the commons results from 
operators that massively extract the sand without considering long-
term consequences, leading to over-exploitation and eventually 
degradation of the environment. even with regulated sand mining, 
the industry is still subject to rampant illegal extraction and trade, 
which would not have been almost an impossible mission to curtail if 
not for the collusion of powerful entities with the sand mine compa-
nies. although much of the mining industry is legal, sand mining has 
become so lucrative that illegal activities are widespread and brazen. 
numerous reports carry news of murders and crimes carried out by 
“sand mafias” during the course of illegal sand mining crackdowns 
around the world. at the root lies the law of supply and demand. 
the supply of sand is finite and in some places diminishing, while the 
demand for sand is ever increasing, and thus the price of sand conse-
quently increases, making illegal sand mining even more alluring. this 
is the reason behind rampant illegal sand mining.

Based on a cursory look at coastal care’s sand mining database 
which identifies a country’s number of areas with sand mines, the 
countries likely to be affected the most by global sand mining and 
sand theft include india (12); australia (6); cambodia (5); Mexico 

(5); philippines (5); senegal (5); france (4); Morocco (4), nigeria (4), 
singapore (4), south africa (4); and 6 out of 26 caribbean islands. there 
are also countries like cape verde (2) with fewer sand mines but are 
just as highly affected. it seems that the “sand mafia” operates both 
globally and locally in countries highly dependent on beach tourism.

Based on the latest (2014) data from the observatory of economic 
complexity (oec) database, the world’s top 10 sand-exporter coun-
tries are: usa, germany, netherlands, china, Belgium-luxembourg, 
australia, vietnam, cambodia, france, and Malaysia. the world’s top 10 
sand-importer countries are: singapore, canada, Belgium-luxembourg, 
netherlands, japan, Mexico, germany, hongkong, china, and italy.

in the u.s.a., the cemex Mine in Marina city is the only remaining 
coastal sand mine in operation in the entire u.s.a. at a time when other 
countries are taking efforts to dump sand on their beaches to combat 
sea level rise, cemex continues to erode the 30-mile long Monterrey 
coastline, averaging 4 ft annually. should the mine shut down, the 
coastline would rather be growing by 3 ft annually. the conclusion 
had been reached in a recent paper by prof. edward thornton of the 
naval Postgraduate school, and one of the world’s leading experts 
in coastal erosion. “They’re taking property from the whole coast, which 
I calculate to be more than 8 acres a year,” thornton said. cemex was 
established years before the 1977 coastal act was established that 
banned sand mining. thus, cemex falls outside the jurisdiction of the 
Monterey Bay national Marine sanctuary, state lands commission, 
and u.s. army corps of engineers, that had shut down all the other 
sand mines in 1990. after thornton wrote a letter to the california 
coastal commission in 2009 about his findings, cemex was investi-
gated in 2010. then in july 2017, in what was viewed as a momentous 

The Bued River, Pangasinan, Philippines. Photo Credit: Greedypeg.org
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agreement reached between cemex, california coastal commission, 
state lands commission, and Marina city — the cease and desist order 
to cemex mining in 3 years (2020), and shut down of cemex business 
in 6 years (2023) was approved. during this time, cemex is to restore 
and rehabilitate the coastline. this outcome closes the final chapter on 
coastal sand mining in the u.s.a.

in morocco, at the edge of the atlantic ocean, the beaches have 
disappeared. along the shoreline, beach mining operators that also 
involve the “sand mafia” hire hundreds of poor boys to do the sand 
pillaging. the boys walk knee-high into ocean waters to scoop up 
and bag the sand, to be carried up the cliffs by donkeys. coastal sand 
mining operations across morocco are the world’s largest. thus, the 
environmental impacts are enormous. in the rivers near lake victoria, 
kenya, there are 180 trucks daily that leave with a truckload of sand, 
which is the biggest source of income for the residents. the villages 
along the riverbank are on the brink of collapse as the water has eaten 
up most sections of the riverbank. in namibia, sand mining compa-
nies can operate with an environmental clearance certificate, but due 
to high growth in construction, many people extract sand illegally.

in the caribbean, beaches are disappearing at alarming rates 
as sand thieves feed a local construction boom. among the hardest 
hit is grenada, where a $1.2 million seawall is being built to protect 
the 131-square-mile island. “Large sand thefts have exposed the north 
coast towns to rough seas,” said joseph gilbert, Minister of works and 
environment. one of the region's largest sand thefts targeted jamaica, 
where nearly 100 truckloads of sand were swiped from private prop-
erty. two-thirds of tortola’s and nevis’ sand dunes were decimated. on 
grenada's 13 sq. mile carriacou island, “the beach is shrinking by 3 linear 
feet every year due to illegal sand mining. If we continue to mine the beaches 
the way we've been doing, we will have no sand to boast about. Just sea and 
sun," gilbert added. in Barbuda, the department of environment found 
that after they announced suspension of sand mining by december 
2017, reports of an increase in beach sand removal surfaced in antigua, 
where it is absolutely illegal to dig or haul sand. in mexico, sand is 
mined mostly from riverbeds in Baja california, then filtered and washed 
into high-quality sand for construction. the sand travels by barge 
from ensenada or by train from tecate, over the border to san diego, 
california, to be blended with other minerals to make concrete for its 
increasing infrastructure construction needs. “the increased mining 
south of the u.s. border is depleting the supply in Baja california,” said 
jorge escobar martinez, Mexico’s director of ecology.

in india, the “sand mafia” had for years been robbing the raipur 
khadar village of sand. people are getting killed over sand. thousands 
of truckloads are mined every day in tamil nadu, which has india’s 
second-longest coastline. sand is key to the construction industry, 
which provides about 35 million jobs. Mined sand is worth 450 billion 
rupees ($6.6 billion) annually, but much of this is illegal and brings 
serious impacts. india is now taking steps to get sand mining under 
control. almost every day, local or state officials declare their determi-
nation to combat sand mining. in some places, villagers block roads to 
stop sand trucks. despite laws regulating sand mining in most states, 
the rivers and beaches are dredged beyond safe levels. Bribing local 
officials and the police to turn a blind eye is commonplace. corruption, 
violence, and death stupefy many of even the best-intentioned 
attempts to crack down on illegal sand mining.

in indonesia, sand miners have completely eradicated 24 islands 
since 2005. the sand from those islands ended up in singapore, which 
needs colossal amounts to continue its construction of territorial expan-
sion. singapore has created an extra 20 square miles in the past 40 
years and still adding more, making singapore the world’s largest 
sand-importer by far. in comparison, china is only the 9th largest sand-
importer. But to put this into perspective, between 2011 and 2013, 

china used more concrete than the united states did during the entire 
20th century. the demand for sand has denuded beaches and river-
beds in neighboring countries that indonesia, malaysia and vietnam 
have restricted or banned export of sand to singapore. in cambodia, 
“A lack of proper scientific methodology for river sand mining has led to 
indiscriminate sand mining, while weak governance and corruption have 
led to widespread illegal mining,” the united nations report noted. in 
vietnam, sand miners have torn up hundreds of acres of forest and 
farmers’ fields to get at underground sand deposits. in the Philippines, 
the coastal care database identifies sand mining operations in cagayan-
gonzaga, aparri-cagayan, ilocos sur, lingayen, and sorsogon city. 
“Many riverbanks were mined massively that are evident on a drive leading 
to Baguio. One is the Agno River in Pangasinan; another is the Bued River” 
vadm emilio c. marayag stated. Bued became the drainage of mine 
tailings from copper and gold mines in Benguet. Both legal and illegal 
mining operations persisted in these sand mining areas.

imPacts. the disappearance of a riverbank or a beach will certainly 
have impacts on humans, marine animals, and the ecosystems. sand 
exploitation also has a negative effect on the climate change phenom-
enon. direct impact is related to the extraction process and transport; 
and indirect impact to the cement production. carbon dioxide emis-
sions from cement production could account for about 5% of global 
co2 emissions from all industrial process and fossil fuel combustion.

in southern Monterey Bay, Marina, usa sand mining was ironi-
cally taking place along the shoreline of one of the largest protected 
national Marine sanctuaries. Marina city now has the highest coastal 
erosion rate in the state of california. for over 20 years, scientists had 
been speculating the sand mine’s contribution to beach erosion, until 
a 2008 study concluded sand mining was the primary cause. the 
surfrider foundation paints a grim picture of what could happen to 
the beach if sand mining isn't stopped. it stated that coastal erosion 
could one day even affect highway 1. in addition to the impact on 
marine animals along the shoreline, erosion impacts on government 
infrastructure right along the much-eroded beachfront areas.

in morocco, sand mining operators hire hundreds of boys as child 
laborers to do 8-hour workdays, providing them quick earnings to help 
lift their family out of poverty but are robbing the boys the long-term 
benefits of being in school instead. in kenya, government officials 
stated that illegal sand mining along the banks of river nzoia stands to 
displace 7,000 river people from their homes due to flooding; and some 
of the negative environmental impacts include the drying of aquifers; 
riverbank and riverbed erosion; water and air pollution; and the loss of 
valuable crops, trees, and animal species. in namibia, the uncontrolled 
quarrying of sand for road construction and brick-making has left the 
environment scarred with large open pits that pose a danger to people 
and animals. these pits are visible all over namibia, and have become 
garbage dumpsites, causing further environmental damage.

in jamaica, excessive sand mining exposed protected mangroves 
and a limestone forest to wind and waves, and the islands of tortola, 
anguilla and st. vincent are now vulnerable to flooding, said gillian 
cambers of the university of puerto rico.

in india, removing large amounts of sand has eroded river beds and 
beaches, enlarged river mouths, destroyed bio-diversity, and exacerbated 
groundwater shortages and flooding, leading to the loss of livelihoods of 
coastal communities. sand mining has depleted fish stocks, and made 
water unfit for agriculture. it has also led to landslides, which further 
eroded coastlines and hurt communities that depended on the water for 
their livelihood. in cambodia, illegal sand mining has caused the disap-
pearance of beaches and the collapse of mangroves. the coastal dredging 
has destroyed sea grass beds, and threatened endangered species like 
irrawaddy and spinner dolphins from the coastal waters, as well as the 
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royal turtles from their natural habitat. in vietnam, the latest report of the 
Ministry of agriculture and rural development showed that the whole 
Mekong river delta had suffered 406 landslides with a total length of 891 
kms, including 393 riverbank erosions with a total length of 583 kms, and 
13 coastal erosions with a total length of over 300 kms.

in indonesia, there are early negative impacts of the sand extrac-
tions. the local people and activists believe the flood soaking their 
homes in selok awar-awar village happened because of the destruc-
tion of coastal ecosystems along the southern coast of lumajang. 
international activists together with local people have clamored for 
the stoppage of quarrying.  on 23-september-2015, the group staged 
a protest against sand mining in watu pecak Beach. the protest halted 
the quarrying and blocked dozens of trucks transporting the sand. the 
protesters claimed that the sand mining operations damaged the envi-
ronment, leaving holes 5 meters in diameter and 1 meter deep, on the 
beach. three days after the protests, an environmental activist, salim 
kancil, was killed by a group of more than 30 men. he was dragged 
from his house to selok awar-awar village, where he was beaten up, and 
mortally struck with a hoe on his head. an environmental activist named 
tosan was assaulted in his home, beaten with wood, stones, and farm 
implements, and run over by a motorcycle. he was in critical condition 
upon arrival at the hospital. in Makassar, the injustice fishermen face is 
being banned from using blast-fishing and threatened with jail time, 
while reclamation is allowed wherein ocean sand is dredged out, and 
the damage to the ecosystem is far worse than blast-fishing. the fish-
ermen are worried that over-exploited sand mining would drastically 
reduce the fish stocks in their seas. about 97% of the townsfolk are fish-
ermen whose livelihoods are fully dependent on fishing. the lower fish 
catch, as a result of dredging, would be felt by 20,000 fishermen in the 
area. a fisherman said that when the seabed gets deeper, the waves get 
bigger, which makes it more difficult to catch fish.

in black sand beaches in the Philippines, a type of valuable iron 
ore called magnetite abounds. however, black sand mining often takes 
place illegally, which increases the risks and magnitude of threats, such as 
gradual or sudden land subsidence which as a result of erosion, exposes 
the coastal communities to rising sea levels and typhoons. destruction 
of sand dunes and coastal sediment from illegal magnetite mining 
resulted in erosion of the coastlines of gonzaga, aparri. Buguey, ilocos 
sur, lingayen, and sorsogon. the widened riverbanks as a result of exploi-
tive sand mining have affected the groundwater. the once flowing rivers 
are almost dried-up due to heavy silts and exposure to solar radiation as 
the riverbeds were stripped of sand and stones for gravel. subsidence 

will proceed even centuries after stoppage of sand mining in these coast-
lines and riverbanks. But “sand mining is acceptable (and a necessity) in 
case of volcanic areas where excessive sand over-silts the riverbed that 
causes yearly flooding and prevents use of the river for navigation, as 
had happened in a few rivers in zambales and Bataan after the pinatubo 
eruption, isolating Bataan and zambales from the rest of luzon during the 
rainy season,” commo. carlos l. agustin stated.

globally, some of the sand comes directly from the beach, which 
can do damage to habitats for sea turtles and birds, but much of the 
sand is dredged up from the seafloor by riverboats and large ocean 
ships. le guern lytle said sand mining “destroys critical breeding habi-
tats for fish and other marine life. Extracting sand from the river or sea 
bottom dissolves ecosystems.”

mitigation strategies. in many of these countries, environ-
mental laws are interfered by the political leaders themselves and 
hamper enforcement for their own political and financial gains. sand 
mines operate with relative impunity as they continue to mine the waves 
for decades. the central government must build capacity and visibly 
support its enforcement arm to dissuade illegal sand mining. local 
government must stop issuing new permits or deny renewal of permits 
to operators that do not meet environmental requirements in mining 
rivers and harbors. operators that excavate beyond an agreed load 
with the city government should face financial penalties greater than 
the profit from sand trade. dragline operators should obtain a permit. 
local mining sector provincial government representatives should take 
a stand against illegal sand mining through enforcement of the law, to 
prevent adverse environmental consequences of sand mining.

in grenada, legislators expect to triple penalties and extend 
prison terms from 3 months to 2 years. jamaica plans to approve new 
maximum fines of $11,000 and allow police to seize sand-mining 
equipment. Mexico’s national water commission is doing its best to 
limit the number of mining permits, and the state has plans to study 
the environmental damage, and the effects of sand mining. the 
Mexico is also considering placing stricter limits on the weight of vehi-
cles allowed in the streambeds, and requiring sand miners to leave an 
undisturbed layer in streambeds to protect aquifers.

in namibia, dealing with sMes poses a big problem. when the local 
official tells them to stop operations, the local authorities have to give 
them another area to excavate sand. construction companies ignore 
local and regional councils, as the land where they mine is under the 
jurisdiction of traditional authorities. in morocco, the penalty fines are 
cheaper than the fees to obtain a permit to mine sand. oceanographer 
abdou khouakhi, believes there is a need to “adopt conservation and 
preservation methods, rather than defense approaches, that take the 
wider ecosystem into consideration.” he prescribes an all-encompassing 
program emphasizing stabilization, vegetation, beach rehabilitation 
and avoiding future sand mining operations. in kenya, the Machakos 
county sand harvesting act of 2014 regulates sand mining. it states: 
“on-farm sand harvesting shall only be undertaken by open-cast 
harvesting method and no underground tunneling or extraction of 
sand shall be undertaken.” the law restricts sand mining during 6 a.m.-6 
p.m. but farmers say illegal miners avoid arrest by mining at night.

in india, the national green tribunal, an environmental federal court, 
allows any citizen to file a complaint on illegal sand mining. local and state 
officials have impounded sand trucks, levied fines, and arrested people 
involved in illegal sand mining. the punishment for illegal sand mining is jail 
up to 2 years or fines of up to 25,000 rupees ($370), or both. the supreme 
court in february 2012 had ruled environmental permission was required 
for all sand mining as a result of indiscriminate sand theft affecting india’s 
ecological balance. the government drew up a draft notification for a 
new sustainable sand and minor mineral mining policy. it specifies areas 
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where mining is allowed or prohibited, based on sustainability guidelines 
and monitoring of resources using scientific tools. in dakshina kannada’s 
construction sector, the sand mining ban was relaxed for a few months to 
allow “minimum mining.” the license holders were allowed to mine 10 loads 
of sand per month from an acre of riverbed, compared to 100 loads of sand 
per month prior to the ban. “from 01-january-2016, the new law and guide-
lines on sustainable sand and minor mineral mining would be applicable. 
the new policy would check illegal mining and allow serious, legitimate 
players to remain in business,” said parakash javadekar, Minister of state 
for environment, forest & climate change. the policy allows: district level 
environment clearances up to 5 hectares of mine lease area; state level clear-
ances up to 50 hectares; and center level clearances for over 50 hectares.

in indonesia, an environmentalist activist was killed for joining a mass 
protest against sand mining in east java. this is the first case of an activist 
murdered in east java. jataM Mining advocacy network clamored the 
central and local authorities to ask police to investigate the case, and 
find the mastermind behind the murder. in southern sulawesi, Makassar 
fishermen protested intensely against a land reclamation company for 
starting operations before being granted a permit by the fishing ministry, 
and for operating without meeting environmental regulations. almost 
all sand mining in indonesia is illegal. in cambodia, all sand export 
operations have been banned since july 2017 because of the industry's 
environmental impacts. in vietnam, tuan, from can tho university, says 
“to reduce the occurrence of landslides, sand mining should be restricted or 
even suspended, and trees should be planted in high-risk areas.”

in the Philippines, kalikasan campaign coordinator leon dulce said 
immediate intervention in needed to save coastal areas of gonzaga and 
other sand mined areas from sinking.  Municipal planning and development 
coordinator emy Bukaneg responded that local government plans to build 
a riverbank protection and a sea wall. dulce added, "If magnetite is extracted 
from the area, there should be a process of rehabilitation. The area should be 
brought back closer to its original state. The government's planned infrastruc-
ture mitigation should be mixed with green belting. There should be a study on 
how to restore the ecosystem. If there is no appropriate rehabilitation measure, 
the areas will be left vulnerable to erosion." the Mining act of 1995 states that 
mining companies are responsible for ensuring the rehabilitation of the 
mining areas. the mining law’s section 71, chapter 11 states that "contrac-
tors and permittees shall technically and biologically rehabilitate the excavated, 
mined-out, tailings covered and distributed areas to the condition of the envi-
ronmental safety."  in 1989, denr put a total ban on mining and quarrying in 
certain areas of the heavily silted Bued river.

conclusion. the negative consequences of massive sand mining 
are most felt in poorer regions. Massive sand extraction physically alters 
rivers and coastal ecosystems, and causes erosion. the theft of river and 
beach sand is a direct cause of erosion of riverbanks and shorelines. it is 
very damaging to the river and beach fauna and flora, and causes environ-
mental damage to ecosystems such as mangroves, dunes, wetlands, and 
corral reefs. denuded beaches, due to exploitive sand mining, suffers from 
a loss of protection from storm surges such as tropical cyclones. it all boils 
down to one truth – less sand means more flooding – putting riverbank 
villages, impoverished coastal communities, and marine environments 
at increasingly higher risk when misconduct of sand mining operators 
continue, amidst irregular monitoring by national and local authorities.

recommendations. sand mining involves a high degree of environ-
mental degradation. thus, early on, specific measures must be adopted to 
mitigate environmental impacts. sand mining companies need to know 
and respect environmental regulations, invest in clean technologies, and 
preserve the environment from potential negative impacts of sand mining. 
the sand mining companies must be conscious about the environmental 
impacts in order to start thinking about the environmental costs, and then 
include it as a part of production cost. sand mining companies must focus 
on reducing negative impacts, and finding solutions to the threats. 

public authorities in the mining sector and environment must: (1) set 
up and enforce environmental laws, regulations, and standards related to 
processes; (2) permit licensed sand mining; (3) monitor and inspect opera-
tions to ensure all mining standards, regulations, laws are fulfilled; and (4) 
provide support to mining companies for access to clean technologies.

in extreme cases, where environmental damage is visibly on the brink 
of catastrophe, the central and local government must shut down even 
legal operations, quickly or on a phased-out basis. in dealing with exploi-
tive illegal sand miners, the operators should be fined the maximum 
penalty per meter of sand falling below the original level before the illegal 
sand mining began such that the fine outweighs their profit, and must 
serve the maximum jail time. prof. Podila sankara Pitchaiah, department 
of geology, nagarjuna university, said “If sand minerals are mined within 
30m deep or less than 3km from shore, the beaches and dunes suffer.” this 
could be used as a benchmark to measure damage.

Because sand mining is a very lucrative business that brings bad 
elements into society, the central and local governments, with ngos, 
environmental entities, coast guard, and Maritime police, in turn, must 
together make illegal sand mining business difficult and unworthy 
to pursue. so long as national and environmental regulations are 
lightly enforced on both legal and illegal sand mining, the negative 
impacts will continue. given the extent of environmental problems 
linked with sand mining, it is crucial for central and local authorities to 
impose regulatory strategies for environmental protection. frequent 
monitoring is required to ensure that sand mining operations meet 
regulatory standards. the time has come to treat sand like a major 
resource --on par with clean air and clean water-- that nations seek to 
be sustainable for future generations. once sand is removed, it cannot 
be replaced in the next generation. it will take centuries.   
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Maritime Solutions Inc .
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ALUSAFE 2000

PRODUCT SHEET                  

ALUSAFE 2000

Technical data:
Overall length: 20 metres 
Length hull: 19,45 metres 
Breadth extreme: 5,6 metres 
Breadth hull: 5,0 metres
Draught: 0,9 metres 
Weight empty: 23 500 kg 
Max speed: 30-35 knots 

Engine:
Std: 2x 900-1 100 HP 
Alt: Other approved engines 

Propulsion:
Std: Waterjet 
Alternative: Propeller

Materials
Hull made of marine aluminium.
Superstructure made of GRP/sandwich with 
aluminium as an option.
The fender is made of special foam, and 
protected with tailor-made PVC cover. 

The ALUSAFE 2000 is intended for Sea Rescue and patrol, emergency 
response and inspection, personnel transport or other utility Services.

Designed for use in extremely heavy weather, the fully planning deep V bottom preserves the 
sea keeping characteristics of the Alusafe range while providing speed and manoeuvrability.  

The fuel-oil capacity of the vessel provides for an operation Range of abt. 400 N. Miles, and 
thus makes it possible to operate as far as 100-200 N. Miles off the Coastline.

Maritime Partner AS // + 47 70 17 15 65  // offi ce@maritime-partner.com  // www.maritime-partner.com

Quality high performance defence / 
pilot / patrol / SAR / off shore aluminum 
workboats from Maritime Partner AS.

Custom and ready-made 38’ to 100’ 
monohull / catamaran / trimaran FRP 
interisland ferry boats from 36 to 150 pax.

Routinary dry-docking services & repair; 
Equipment installation, maintenance 
repair & quality restoration services.

Turn-key and custom marine materials 
handling equipment (davits, cranes, 
winches, etc).

Custom and ready-made FRP cruising / 
speed / recreation / leisure boats using the 
latest composite technologies.

Naval Architecture & Marine Engineering 
using advanced 3D CAD/CAM soft ware 
tools.
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