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As we look forward to welcoming Capt. Coates,
President and Capt. Robinson, Senior Vice-
President of NI (and their partners) to Australia,
it is a fitting time to focus on the work of the
Nauticallnstitute. The recent award to NI of
Consultative status with the IMO underlines the
importance of the its work in representing the
professional mariner. Capt. Coates and Capt.
Robinson will be featured in events around
Australia during their visit, and | encourage you
all to come out and participate — find out what
your institute is doing; be heard as you discuss
where the institute should be going and
encourage your colleagues and friends to join
the NI, to be sure that the full breadth of
experience is included in the NI work.

| am pleased to say that this edition will see the
completion of the ‘readers digest’ version of the
talk Kate Linley gave on how she came to a
maritime profession. In this ‘year of the
seafarer’ it is important to get our stories out
there — the ‘go to sea’ campaign can only work
if the professional mariners of tomorrow are
engaged today...

The finding of the HMAS Sydney was the
culmination of many years of effort, and the
recent presentations in both Sydney and
Canberra “"HMAS Sydney — A Forensic
Analysis” by John Jeremy of the RINA — HMAS
Sydney Il project team was a fascinating look
at the use of modern technology to locate the
ship that was the site of such tragic loss.

I look forward to seeing you in the coming
months at some of the many NI events
planned. Please feel free to contact me with
any questions or comments about the work of
the NI.

Jillian Carson-Jackson
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People and Contacts

The NI SE Australia Branch Committee
2009-2010:

Chairman — Mike Drake
mike.drake@carnivalaustralia.com

Vice-Chairman - David Bendall
david@maritrade.com.au

Treasurer — John Harding
jdharding@optusnet.com.au

Secretary — Jillian Carson-Jackson
sec@nisea.org or paul.jackson@grapevine.com.au
Mailing address for the Secretary:

3/41 Crisp Circuit, Bruce, ACT 2617

Canberra Liaison - lain Kerr
lain.kerr@msa.gov.au

Victoria Liaison — lan Liley
lan.liley@portofmelbourne.com

South Australia Liaison — Howard Pronk
cammarine @bigbutton.com.au

Committee Members:

Ken Edwards — squarerig@bigpond.com
Greg Hill — kdandgnhill@optusnet.com.au
Mike Bozier — bozier@pobox.com

Justin Jones — Justin.jones@defence.gov.au
Barclay Ross — barclay.r@optusnet.com.au
Richard Toone - rtpilot@optusnet.com.au
Chris de Jong — c.dejong@bigpond.com
Ashley Papp — Ashley.Papp@defence.gov.au

What do you think of your institute?

What are you looking for from the NI? Don't be shy —

send in your thoughts and ideas! Do you have a
comment on a specific article? Is there a niggling
issue that you feel the NI should be addressing?

We look forward to your thoughts and comments on articles
that are presented in the newsletter. Please forward by e-

mail to sec@nisea.org

@

CARNIVAL

AUSTRALIA

Carnival Australia is proud to support the Nautical Institute and in

particular the NI's commitment to help drive continuous
improvement of professional marine standards.
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Comings and Goings...

What milestones are being reached by our members? | can't be aware
of them all, so please send them to me for inclusion in the newsletter.
To be included in the next newsletter, make sure they are received by
e-mail at sec@nisea.org not later than 15 July, 2010.

A warm welcome to new NISEAU members: Capt. lan
Heffernan (NSW); Mr. David Fethers (NSW); Mr. John Connor
(VIC) and Capt. Charles Stuart (VIC).

Piracy off the Horn of Africa

(The following is an edited version of a presentation given by
Mr. Derek Luxford, partner with Hicksons Lawyers, to a
combined meeting of Sydney members of the Institute of
Navigation, Company of Master Mariners and the Nautical
Institute on 10" February 2010)

In the mid-1990ies the Australian government
decided to reform the 1909 Marine Insurance Act,
which has always been recognised as one of the
best drafted pieces of legislation. A bureaucrat from
Canberra gave a presentation to an MLAANZ
meeting in Sydney and joked about references in
the Act to piracy, little appreciating that at that time
piracy was rife in the South China Sea and
Malacca Strait. The RAN was involved in patrols in
the Malacca Strait but it was not until diplomatic
pressure on Indonesia led to effective cooperation
with Malaysia and Singapore that those incidents of
piracy diminished. Why is Somalia different?

Piracy is thousands of years old. There are
references to it in Sumerian and Egyptian scrolls.
The remedy has always been the same — captured
pirates who were not killed were cast out from
society. Historically, pirates have targeted the
cargo on ships — the more valuable the better. The
‘capture’ of crew or passengers from a ship for
ransom was rare unless they were rich or held a
high position. Sometimes ships were also taken but
this was not easy as most sailing ships required
quite large crews. In modern times piracy has
followed similar paths, ranging from a quick visit to
the master’s cabin to empty a ship’'s safe to
hijacking small ships. One fleet of small Malaysian
tugs disappeared. The owner was paid out by the
insurers and then successfully negotiated with the
pirates to buy back his tugs.

Piracy is defined in UNCLOS 1982 as any criminal
acts of violence, detention or depredation
committed for private ends by the crew or
passengers of a private ship that is directed on the
high seas (i.e. outside the jurisdiction of any state)
against another ship, or against persons or
property on board a ship. In international law

pirates are considered to be enemies of humanity.

In contrast, terrorism is defined as acts of violence,
detention or depredation carried out for political ends.
Under the Marine Insurance Act 1909 the term
‘pirates’ includes passengers who mutiny and rioters
who attack a ship from the shore, i.e. not confined to
the high seas. It is important to know who is carrying
out any attacks. Barratry, which may include illegal
scuttling, theft of the ship or cargo, is an act of gross
misconduct committed by a master or crew of a
vessel. If there should be collusion between a crew
and pirates it may be difficult to draw a line.

Piracy off Somalia started in about 2007. There has
been no central government for ten or twelve years
with local war-lords fighting over territory. Offshore,
the Somalian fishing stocks were depredated by large
foreign trawlers from Europe, China and Taiwan. The
number of piracy incidents escalated in 2008, all of
them following the same pattern — no interest in the
ship or cargo but crews held to ransom. Previously,
ransom demands had been very rare. In 2008
demands were made for sums of 20 to 30 million US
dollars with payments of 1 to 5 million dollars
eventuating.
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Why the increase in this type of piracy and what are
the risks? The answer lies in the vast economic return
for very little cost. Buy, or better capture, a relatively
small dhow or similar vessel, fit it with a couple of fast
skiffs, an agile crew with Kalashnikovs and RPG rifles
and then cruise the shipping lanes. Merchant vessels
are slow, with small crews and once pirates manage
to board the chances of meeting opposition are
minimal. Masters and crews are instructed not to
defend themselves and it is only in very rare
circumstances that a patrolling naval vessel will be
able to take retaliatory action. The pirates have been
careful not to kill ships’ crews, keeping the losses to
financial ones and thereby not upsetting the public
picture of themselves as economically oppressed
fishermen who are trying to seek redress for the loss
of their livelihood.

In the absence of a functioning central government in
Somalia the legal position is very complex and there is
little or no agreement between national authorities on
a solution. (continued on page 4)
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(Piracy off the Horn of Africa con't)

If pirates are captured on a merchant ship then the
law of the flag of that ship applies. Think Liberia,
Panama or St. Vincent & the Grenadines. If pirates
are captured on the high seas by a naval ship then
the law of that ship applies. But, if they are taken back
to that country for trial, the pirates will almost certainly
claim refugee status, ensuring (with the help of a
plenitude of liberal hearted lawyers) years of delay.
Naval vessels, apparently on instructions from their
own governments will stop and search pirate mother
ships and skiffs, throw all the weapons overboard and
then send the pirates on their way.

The unwritten understanding is that merchant ship
crews are, if necessary, expendable and insurers will
pay up anyway. Shipping is not newsworthy, ships
are ‘privately’ rather than ‘government’ owned and
have little connection with the nationality of their
owners. In 2009 there were 867 crew members held
hostage off Somalia, for an average period of 80

days.

If an insured ship is damaged in a piracy incident
either hull insurers or war risk insurers will pay the
repair costs but not any ransom demands. This is
covered by short term kidnap and ransom insurance.
If there is a successful hijack then the K & R insurers
carry out all negotiations with the pirates. The ransom
is almost always paid in cash, in a negotiated
handover or a drop from a helicopter or aircraft on to
the deck of the captured ship.

Piracy on the increase (image from bing.com)

There are few, if any, sanctions available against
pirates. If they are captured most are released
immediately. Kenya has voluntarily set up a court
system to prosecute pirates and a few have been
delivered there by naval forces.

The U.S. will place on trial in that country one of the
pirates who hijacked the “Maersk Alabama”. There is
genuine concern among the naval forces combating
piracy that returning pirates to Somalia will result in
their deaths at the hands of local gangs. The
accepted view is that if merchant vessels were armed
and resisted pirates the violence would escalate.
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However, it appears that Chinese ships transiting the
area will be protected by armed military transferred
from their naval vessels. Ukraine has expressed a
similar wish about the quite large fleet that it operates.
Legally, the UN Security Council Resolutions 1816
and 1851 of 2008 led to the establishment of the
Combined Task Force for counter piracy operations in
the Gulf of Aden in 2009, in which RAN ships take
part. The C.M.I. completed a Model National Law on
Acts of Piracy and Maritime Violence in 2001, which is
yet to be tested.

Shipowners and Masters now have plenty of advice
from the P & | Clubs on ways to prevent their vessels
being captured. Using the transit lanes and convoy
system gives good protection as does fitting razor wire
around the outside of the deck edge. Fire hoses or a
new rotating high pressure water jet system are
recommended. Maintaining a high speed if possible, a
high freeboard and vigilant lookouts all help. Altering
course (‘fishtailing’) if skiffs approach from astern
makes boarding more difficult. A radio call for help if
attacked may bring a helicopter from the nearest naval
vessel. The ‘Arelia’ was boarded but the crew had
taken refuge in a prepared strong point. Naval forces
were then able to board and remove the pirates
without fear of crew casualties.

It is difficult to predict how the piracy off Somalia will
be ended. A shoot on sight policy would work but
would not stand up to public opinion on human rights.
The expense of paying the ransoms and the
associated losses of ship time and cargo delays are
not massive when considered in relation to
international trade. An international court would be
complicated and will not be set up in the near future. A
stable central government in Somalia is also a long
term possibility. But international attitudes are
hardening incrementally and may be matched by a
measured increasingly aggressive response. There
may be an unexpected trigger — it is considered
appropriate to pay for K&R insurance but payment on
policies is not guaranteed and not all claims are paid.
Policies include a warranty of legality — no pay for an
illegal act. If a shipowner instructed a Master to take
evasive action and a crew member was killed insurers
could claim an illegal act and void the policy. Or an
insurer could claim that a crew had not been properly
trained to prevent successful piracy and therefore the
ship was unseaworthy. These may be considered
extreme views but the points have been raised. The
most likely cause of a major international reaction
would be the highjacking of a cruise ship, with the
attendant publicity and legal actions, not something to
be considered lightly. One thing is certain — piracy off
the Horn of Africa will not be ended quickly.

Report courtesy of Mike Bozier
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Going to sea is a good place to
start a career in the maritime
industry...

The conclusion to excerpts of a talk given by Kate

Linley, AMSA Surveyor, to NI luncheon in Adelaide.

Back on land, Kate decides to finish school and go
to sea for a career...

Eventually the time came, the papers were signed,
| had done my intake at college and it was off to
sea. | set off for Liverpool and as soon as | was on
the train my family moved out of the house, got on
a plane and migrated to Adelaide!

| joined my first ship - the Atlantic Conveyor - a
third generation container ship, built to replace the
original Atlantic Conveyor, which was lost in the
Falkland’s Island conflict.

That first voyage was a bit of a shock to the system
— I'd joined at the onset of winter and the run was
across the Atlantic from the UK to North America
and back to northern Europe.

The other cadet, also called Kate, and | knew that
we were in trouble when they issued us with snow
suits to wear on mooring duties and ice axes so
that we could chip our way through the ice to get to
the forecastle!!!

The saving grace was that Kate's parents lived just
outside of the ship’s home port of Liverpool and
they made sure that on our regular calls home we
were well stocked with Red Cross parcels of warm
clothes and comfort food — including my 18"
birthday cake.

After that ship | was happy to get on a plane and fly
out to Australia for some leave before picking up
my next ship.

The ACT ships were very unimaginatively named
Act 1, Act 2, Act 3 etc but the ships themselves
were probably some of my favourite ones to sail on.
They were a nice size, comfortable, and their
routes were fun - UK to Australia and New Zealand
or America to Australia and New Zealand and
some of them took passengers.

At the end of my leave mum came across with me
from Adelaide to Melbourne put me on the Act 3
and there | met up with Kate again.
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| learnt that although | had crossed the line on Dorothy
Ann | should have asked Neptune for a replacement
certificate and | paid the consequences for not having
a certificate along with the first timers, in the time
honored crossing the line ceremony

The ACT ships regularly delivered stores and people
to and from Pitcairn so | had a run ashore there. Then
| got to complete my set of canal transits by going
through the Panama canal, where this time | could see
what was going on around me.

After that trip | joined one of the two fleet tankers and
spent the next 7 months on the South African Coast
having a great time. Generally speaking the run was
good and the three cadets took it in turns to do a
month about as uncertificated officer of the watch,
which was one of the best learning curves we could
have hoped for.

Of course it wasn't all plain sailing and during this
voyage the company was bought by P&O. The two
tankers were sold off and the ACT runs were divvied
up between P&0O and Blue Star. P&O kept the
Europe/Australasia runs whilst Blue Star kept the
North America/Australasia runs.

In due course | finished my cadetship and as a newly
minted 3" officer legally took up my first stint as officer
of the watch.

With P&O | got to sail on a different range of container
ships and also on different routes, including their Cape
to Cape run and | got to accompany Neptune as he
presided over the obligatory crossing the line
ceremony.

(continued on page 6)
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Of course | still looked forward to going on leave,
especially now that mum and dad had got a new
boat. But it seems that some things never change
and that you have to do a lot of maintenance before
you get to finally go sailing - but eventually, if you're
lucky you will.

P&O were in a big period of growth at this time and
had commissioned four new buildings from IHI in
Japan to replace their aged Liverpool Bay class
ships that ran from Europe to the far east on an 8
week liner schedule.

At 4000 TEU these were ground breaking vessels
and | spent 6 weeks standing by the final stages of
the Providence Bay build.

Amongst other things we went out on builder’s sea
trials - and we also got to watch as our
superintendent took part in lifeboat launching trials
whilst underway. He came back on board looking
slightly green around the edges but it clearly didn’t
hold him back too much as he later became the
CEO of the MCA, the equivalent organization to
AMSA in the UK.

The company gave us generous allowances to buy
western style food whilst we were in Kure and most
of us saved a fair bit by eating local style food.
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So having saved my money, as soon as | paid off |
bought a plane ticket home to Australia, and took part
in my first Sydney to Hobart race

| was promoted to second mate and then sent off on
one of the saddest trips of my career. The Flinders
Bay was one of P&Q'’s first containerships and one of
their last steam ships. In 1996 after a 30 year career
it was time for her to retire. In order to protect their
liner trade P&O scrapped their vessels rather than sell
them to competitors.

Finally we had finished stripping her back to basics
and we sailed at economical speed to Alang in India
where we went to anchor and - when the tides were
right and the banks were all open - the money flew
round the world, London, New York, India and the
word came back that we were good to go.

We flashed the old girl up one more time and drove
her at full speed up the beach.

Having heaved a huge sigh of relief that we hadn’t
ripped a hole in the bottom and that the boiler had
withstood the impact of beaching (which in the event
was actually very gradual and gentle) the boys in the
pit acknowledged finished with engines and quickly
shut everything down one last time whilst the rest of
us loaded the last of the gear into the lifeboats.

On a dead ship we made final checks by torchlight as
cabins and offices were locked and the keys handed
to the mate. It was time to go.

e -t

(continued on page 7)
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We retrieved our suitcases and the last of the
ship’s gear out of the lifeboats and then sat down to
wait for the bus to take us to the airport and home.

At home | had a family adventure ahead of me. For
the first time since Dorothy Ann we were going on a
blue water sailing trip as a family - we set off on my
second Sydney to Hobart race.

By now it was time to address the future. Hopefully
I'd get married and if | was lucky one day | might
have a family of my own. But how was | going to
square this with a perfectly satisfactory career in
the merchant navy? Well, realistically, | think it
would be pretty hard to have a family and be deep
sea so | started to look at what was available
ashore. | liked the idea of being on the other side
of the fence and working for the regulator but I
didn’t fancy staying at sea for another ten years to
get to be master so | was going to have to find a
different way of making myself attractive to an
employer.

| went ashore and put myself through a bachelor of
engineering in maritime technology. 1 funded this
through a seafarer's bursary and by picking up
holiday work on the various ferry routes running
around the UK. When | finished my degree course
| had a few months sea time left to get before |
could sit my master’s orals and | thought | might as
well have a bit of fun with it - so | joined the Royal
Fleet Auxiliary, a civilian fleet that provides front
line support for NATO warships.

| learnt how to navigate whilst launching and
recovering helicopters; what it's like to practice helo
transfers; fly a Seaking helicopter; play with guns
and to do live firings; be the target in target practice
and that you're never far from bad weather.

-r"u

| thoroughly enjoyed learning a whole new style of
navigation with the RFA, and | even went on a
Royal Navy course to get my frigate navigating
officer’s certificate.

In the middle of all of this of course the inevitable
happened and two years later we got married. |
came ashore as a senior marine surveyor with
AMSA in their head office.
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It was at this point that | really started to understand
the principles of through life learning and continuous
professional development. Also, how hard it can be to
study whilst working full time. | persevered and within
a couple of years had added a diploma in marine
surveying and a post graduate diploma in maritime
law to my collection of maritime related qualifications.

After a couple of years as a marine surveyor | moved
within AMSA to a policy position as principal adviser —
cargoes. This gave me the opportunity to represent
Australia at IMO and | attended the DSC (dangerous
goods, solid cargo and containers) sub-committee as
the head of the Australian delegation.

In addition to going to IMO | was also asked to join
other technical experts to deliver training on the
implementation of the IMDG code to the governments
of Mauritius and China. These trips were hugely
enjoyable from both a personal and professional
perspective. After a couple of years of doing this a
vacancy came up at IMO for the secretary of the DSC
sub-committee, applied successfully for the job and
accepted a two year contract. | arranged two years
unpaid leave with AMSA just in case | didn't like it,
packed up the house, and put the two dogs and
myself on a plane to London. A couple of months
later my husband also got a job ashore in the UK, in
Portsmouth. We moved once again and wound up
living half way between London and Portsmouth

| thoroughly enjoyed my time at the IMO and | enjoyed
the job that | was doing. However, before too long,
with both of us in the same country the inevitable
happened and baby George came along.

(continued on page 8)
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Luckily for us, in the time that | had been away from
AMSA the Adelaide office had reduced from three
surveyors to two engineer surveyors. | proposed
that | moved to the Adelaide office and worked on a
part time basis - it was a solution that satisfied
everyone.

So where to next?

Somewhere in the region of 93% of the world’s
trade is carried by sea and there is a big industry
that is focused around this sea trade. Mariners
represent the tip of the iceberg in terms of
professionals in the maritime industry and they are
vital to its efficient running.

Traditionally seafarers have come ashore to take
up positions as pilots, P&l club surveyors, lawyers,
independent surveyors, government regulators,
class society surveyors, stevedores, planners,
harbour masters, naval architects, superintendents
and lecturers at the maritime colleges.

How are we going to find suitable people to fill
these positions if we don’t have people going to
sea in the first place? Yes, we can look at
recruiting from outside the merchant navy but
generally it is acknowledged that it is difficult to fully
understand the needs and constraints of seafaring
without having first experienced it.

Perhaps what is needed is a paradigm shift in the
way that we, as ex-seafarers, look at the job and in
our reasons for not recommending it. As | said at
the beginning, for the last twenty years people have
been telling me that being at sea is no longer what
it used to be and they are right, it isn't.

20 years ago | spent up to 7 months on a ship and
the leave rates weren’t as good as they are today.
We didn’'t have email or internet facilities and it was
often a long time between mail drops.

20 years ago | didn’t start an apprenticeship that
included a free degree — | had to take several years
out from my career to fill that gap, and | didn't have
an employer to pay for it.

20 years ago the entry levels for shore positions
often required a top level master or chief engineer
certificate and years of experience to go with it.

Today seafarers are able to come ashore much
sooner and they come with the added benefits of
having a good deal of experience in the operation
of quality management systems.

There are certainly some challenges ahead for the
maritime industry and the merchant navy in
particular, in terms of identifying what will make
going to sea attractive to the tail end of generation
Y and the next generation.
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The Danish shipowners association is now launching
a new recruitment campaign which seeks to persuade
mothers to encourage their children to go to sea.

As a mother how do | feel about that?

Well | have enjoyed my time at sea on small boats
and big ships and | believe that there are still good
opportunities at sea and that it is a good career path
into the maritime industry.

Perhaps George is a bit young at the moment to be
thinking about joining the merchant navy but in the
meantime ...

We will continue to take him to down to his cousins’
boat and perhaps one day, when the maintenance has
been finished, we will actually go sailing.

NI President and Senior VP to visit
Australia!!!
2010 will be a very exciting year for NI in Australia —
we will welcome NI President Capt. Richard Coates,

FNI and Senior Vice President Capt. James Robinson,
FNI, and their partners.

Adelaide: Apr 27" to 29™

Events to include Iluncheon with CMMA,
presentation to the Australian VTS Working Group

Melbourne: Apr 29" to May 1%

Events to include harbour tour (by invitation only)
and an open meeting at Port of Melbourne Training
room.

Hobart / Launceston: May 1 to 4™
Canberra: May 4" to 6'

Events to include luncheon presentation and
evening presentation (with RINA and IMarEST)

Sydney: May 6" to 10"

Events to include luncheon presentation on Pacific
Jewel, sailing on the James Craig and BBQ (BBQ
by invitation only)

Contact sec@nisea.org and for specific on events in your
area — come on out and see what your institute is up to and
help set the direction for the future!
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A Forensic Analysis of the sinking
of the HMAS Sydney...

Article by Mike Bozier based on data available on
the web, and various presentations by John Jeremy
and Leo de Yong.

On the 19™. of November 1941 there was a battle
between the light cruiser HMAS Sydney and the
disguised German raider HSK Kormoran. Sydney
was sunk with the loss of the entire crew of 645
men. Kormoran was badly damaged and
subsequently scuttled, with the loss of 81 men. The
surviving crew members were rescued by a
number of Allied vessels. The loss of the Sydney
with no survivors led to numerous theories as to its
cause, even after survivors of the Kormoran were
recovered. A number of books have been written
and theories expounded. In 1997 an Australian
parliamentary enquiry was held, taking submissions
from hundreds of parties, but no conclusions as to
the cause of the loss of the Sydney were reached.
There was not even agreement as to the location of
the battle.

The wrecks of the Sydney and the Kormoran were
found in March 2008 by the shipwreck hunter David
Mearns, using side-scan sonar on the chartered
vessel Geosounder. The two wrecks are 11.4 n.m.
apart, in water that is 2,500 metres deep.
Subsequently the Geosounder used an ROV to
take 50 hours of video film and over 2,500 still
photographs of the wreck.

In 2009 a second parliamentary enquiry into the
loss of the Sydney was established. As part of this
enquiry the DSTO and RINA established a joint
team of 12 experts to examine the photographs
and video film of the wrecks and supply a report on
the technical aspects of the sinking of the two
vessels.

HMAS Sydney
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The team decided that as many primary documents as
possible were needed. Sydney was a Leander class
light cruiser, designed by Sir Charles Lillicrap for the
Royal Navy, of which three were modified (for
economy reasons) for the RAN (Sydney, Hobart and
Perth). National Archives hold the original ship’'s
drawing for Sydney although not all were initially
located, in particular the body lines plan. Machinery
and electrical drawings and specifications were found
at Spectacle Island, some others were found in the UK
Ship’s Cover file and private document collections
were also very useful. All of the primary information
was used to put information into computer software
programmes, to predict the failure of operational
systems, effects on personnel and the ship’s structure,
sea-keeping behaviour in the worsening weather after
the engagement and the sequential flooding resulting
from the impact of 150mm. high explosive and armour
piercing shells plus secondary armament fire from the
Kormoran.

HK Kormoran

Sydney was fitted with two, twin 6” gun mounts at
each end, 4 torpedo tubes mounted on deck each side
midships, secondary armament and 72,000 shp.
steam turbine engines, giving her a top speed of 30
knots. Kormoran was fitted with 6 x 150 mm.
concealed guns of which 4 could be brought to bear
on each side, 37mm. secondary guns able to fire at 80
rounds per minute each and 20mm. guns able to fire
at least 100 rounds per minute. All of the armament
was normally concealed but could be de-camouflaged
in 15 — 18 seconds. Kormoran was also fitted with
concealed, deck mounted and underwater torpedo
tubes.
&
'._I
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Guns on HMAS Sydney

(continued on page 10)
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When Kormoran opened fire Sydney had
approached to within approximately 1,000 metres,
on a near parallel course, on Kormoran'’s starboard
side. Initially the 150mm. guns hit the bridge
structure and there was also a 150mm shell hole in
the base of the gun director control tower,
effectively destroying central control of the 6” guns.
The RAN have detailed information on the effects
of various sizes and types of armaments on ship
structures. It is estimated that the bridge of the
Sydney was hit very early in the engagement,
killing the command team. Four 150mm shells hit
and destroyed A turret and two hit B turret, blowing
off the 1" D1 grade steel roof.

German survivors from the Kormoran have
described how the secondary weapons were
concentrated on the upper deck and bridge,
directed at exposed personnel and equipment.
About five minutes after the start of the battle
Sydney turned to port, probably due to damage to
the steering telemotor system, exposing the
starboard side to fire from the Kormoran and
compounding the damage.

Lifeboat from Sydney

The team carried out a damage assessment of the
Sydney. The photographs and video film were
inspected and the causes of visible damage
identified so far as was possible. Every shell hole
was measured. 41 hits on the port side and 46 on
the starboard side were identified as having been
caused by 150mm. shells, each weighing 45.3 kgs.
These shells were designed to splinter into
fragments on impact. It is considered that a number
of 150mm. shells also hit the upper deck regions
but the damage is too severe to tell how many. X
and Y turrets were trained around to their maximum
forward angle on the port side and must have been

Page 10

firing under local control. At some stage the after
funnel had fallen on Y turret. Two of the port.

torpedo tubes were loaded and two were empty.
Three of the starboard tubes were loaded but a shell
had passed through the torpedo bodies. Armour
piercing shells had entered the ship at the waterline, in
way of the internal control areas. There was evidence
of intense internal fires in the bridge area, amidships
and aft. It is considered very probable that the boiler
room fans would have pulled heavy smoke into the
boiler and engine spaces and that 70% of the crew
were incapacitated in the first 10 minutes of the battle.

Underwater Torpedo Tube

Soon after the battle started Kormoran fired a number
of torpedos at Sydney. One hit the port bow, in way of
the sonar compartment, close under A turret. This was
not in itself fatal however it did result in local flooding.
Because the crew were incapacitated the flooding
became sequential. After some 30 minutes Sydney
retired to the south-east at a speed of approximately 5
knots with the sea state increasing to scale 4 on the
beam. As the sea state deteriorated Sydney started to
roll as water flooded through the shell holes and to
trim by the head. It is considered probable that the
rolling became significant, between 15 and 40
degrees. Eventually it is likely that Sydney could not
recover, lost the remaining buoyancy and sank rapidly
by the head. As she sank, the weakened bow was
torn off and landed on the sea bed in an upside down
position. The after end was full of air and imploded at
a depth of 100 — 150 metres. On the sea bed the
propeller shaft A brackets were broken and the shafts
were partly drawn out, for about 5 metres. It is
estimated that Sydney sank between 4 and 4.5 hours
after the start of the battle.

(continued on page 11)

Page 10 of 12



Some of the conspiracy theories around the sinking
of the Sydney were centred on the failure to find
any survivors or bodies. The ships boats were
extensively damaged and could not have been
launched because the aircraft crane that was
needed had been damaged. The badges on the
ship’s boats were manufactured from gunmetal and
survived in good order, giving a positive
identification of the wreck.

There were Carley floats each side amidships but
these had been damaged. Originally there were
three Carley floats on the stern, two large and one
small. It is the small one that is thought to have
lifted off as the ship was sinking and to have
washed ashore in Western Australia. If any
survivors reached a Carley float they would have
had only a life belt to help them. In the water with
only a life belt the expected survival time would
have been measured in hours in a sea state 4. On
a Carley float, in the sea temperature of 24 — 25
degrees C, hypothermia would not have been a
problem however modelling suggests that even a fit
person could not have survived for more than 3 — 4
days.

A search for the Sydney did not start until 24™.
November, when it was overdue at Fremantle.
Vessels transiting the area were asked to keep a
look out and when the first survivors of the
Kormoran were picked up an air search was put in
place, but for the ship not for survivors. The aircraft
were flying at about 1,500 feet, from where a body
would not have been visible. Initially, bodies would
have sunk and typically would have re-floated after
3 to 10 days. From a depth of 2,500 m however it is
not sure that bodies would have returned to the
surface. Even if they did, it is most likely that this
would have taken longer than 10 days, by which
time the search had been called off.

The full report runs to 391 pages and can be
downloaded at no cost from the Defence
department web-site at
http://dspace.dsto.defence.gov.au/dspace/handle/1
947/9862.

Images from the ‘finding Sydney foundation’
website
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Sponsorship...

The NI SE Aus Branch is pleased to receive
sponsorship from our members — from financial
sponsorship and provision of teleconferencing
facilities (Carnival) to maintaining the website
(Maritrade). If your organisation would be interested
in sponsoring NI SE Aus branch, please contact the
secretary at sec@nisea.org

www.carnivalaustralia.com

Australia has lots of great wine to offer, and the NI has
lots of great advantages to offer its members. So,
why not join the two? YES, for every new member
that you bring to the NI family (as confirmed by NI HQ)
you will win a bottle of wine (red or white, your
choice). This is in addition to the existing incentive for
membership offered by NI HQ.

Remember — when you sponsor a member, send a
note to sec@nisea.org so we can follow the process
and make sure you get your bottle of wine when the

membership is confirmed through notification in
Seaways!
_k_k_ %k _
n # !

Will you be in the Sydney area on May 7"? Do you
want to hear a great presentation, have a wonderful
lunch, all in a fabulous location? Come and join us on
the Carnival ship Pacific Jewel and hear the President
and Vice-President of the Nautical Institute present on
the work of the Nautical Institute at the IMO, discuss
the issue of criminalisation of seafarers and look
forward to the work of the institute in the developing
concept of e-navigation.

Check out the website — www.nisea.org to view the
flyer. Fill in the details required, and forward by e-mail
to sec@nisea.org by April 16™. The branch has
enabled electronic banking to facilitate payment —
once all details are completed and payment is
received you will be issued with a ticket that you are
asked to print off and bring with you. It is very
important that you register and pay by April 16" —
there will be no possibility to ‘pay at the door’ as there
are strict security requirements for entry to the ship.

Cost for NI members and partners is $50.00, all other
are $60.00. Pass the word — see you there!
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Some General Dates for your calendars...

2" Wednesday of the month
1830 hrs

2" Wednesday of Feb, May,
Aug and Nov — 1830 hrs

4™ Wednesday of the month
1830 hrs

Last Wednesday of the month
1230 hrs

Sydney Branch of the Company of Master Mariners Of Australia

Standing invitation to members

NSW Sports Club, Hunter Street, Sydney

Contact Barclay Ross (02 9975 5578) or Jillian Carson-Jackson (sec@nisea.org)

Joint NI / CoOMMA meeting
NSW Sports Club, Hunter Street, Sydney
Contact Barclay Ross (02 9975 5578) or Jillian Carson-Jackson (sec@nisea.org)

Melbourne Branch of the Company of Master Mariners of Australia
Standing invitation to members

RACYV City Club, 501 Bourke Street, Melbourne

Contact Ms. Alex Evered (secmel@mastermariners.org.au ) or phone 03 9699
3332)

South Australia Branch of the Company Of Master Mar  iners of Australia
Standing invitation to members

I HHS% &H# HS S H# (#)

Some Specific dates...(in addition to the Presidential visit...)

Wednesday April 28 ™
1230

Wednesday 12 May 2010
1800 for 1830

South Australia Branch of the Company Of Master Mar  iners of Australia
Standing invitation to members

Special ladies luncheon — come out and meet Kate Linley (feature article) and her mother to
hear more about this maritime family...

Note — the NI HQ President and Senior VP will be in attendance at this session.

I HHSY &HHS S H# (#)

NI meeting combined with CMMA — presentation by Cli  ff Beazley, Chief Instructor,
PortAsh

NSW Sports Club, Hunter Street, Sydney

The Australian Ship Handling Centre at Port Ash provides training in ship handling for
Masters, Ship's Officers and Pilots, using experienced Pilots as instructors.

Port Ash manned ship-model simulator is a purpose built facility. It specialises in the
practical aspects of shiphandling and the control of ships at low speeds in confined and
shallow waters with and without tug assistance.

Port Ash has come a long way since the last presentation to NI in, was it 2002? This
includes not only the training of masters, mates and pilots but their involvement with the
RAN. With 2010 the year of the Seafarer, a timely presentation! (note, this presentation will
be a good way to keep up the pace of NI events, following the visit of our NI HQ guests, who
will be leaving Sydney on May 10"

Bookings essential, please contact Barclay (02 9975 5578 or
barclay.r@optusnet.com.au ) or Jillian (sec@nisea.org ) on or before Thursday, 6
May 2010.

Note — if you have an event or date for calendar, please provide prior to the deadline for input to the next newsletter.

Remember, this is your newsletter!

Please be aware that the NSW Sports Club not only wishes to have advance notice of numbers attending meetings but
will also charge for any “no shows” — cost for the excellent, fully served three course meal is $35.00. The Sports Club
is quite strict about this and so, please, if you would like to attend a meeting advise Barclay Ross
(barclay.r@optusnet.com.au) or Jillian Carson-Jackson (jillian.carson-jackson@amsa.gov.au) by the 1200 on the
Thursday before the meeting. Realizing that unforseen events often arise, should you find that that you cannot attend
please advise Barclay by 0930 on the Monday before the meeting and the “no show” charge should be avoided.




