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From the Division President

| sit down to write this column fresh from attending the
invigorating Pacific 2004 International Maritime Conference.

Aswas mentioned by Organising Committee Chairman John
Jeremy in his address to the opening ceremony, this year
marks the 25th anniversary of the establishment of our
Division, and the 50th anniversary of the Australian Branch
of RINA. Andintermsof showcasingtheAustralian maritime
industry, and naval architecture in particular, there can be
little doubt that we have people and industriesthat areworld
classand that we attract worl d-class peopleto comeand talk
with and to us.

Theoverseasvisitorsto Pacific 2004 included our own Chief
Executive, the Chairman of the International Maritime
Organization’sleading technical body — the Maritime Safety
Committee, WIG craft designersfrom Russiaand the United
States (Boeing), ship structuresexpertsfromthe United States
and Germany, a shipping security expert from Hong Kong,
ship safety management experts from the United Kingdom,
naval ship designersfrom the United Kingdom, ship design
and construction researchers from Korea and so on. Then
there were our own contributors showcasing all aspects of
Australian work on the Conference theme Maritime
Engineering — Challenges and Opportunities. Well done
John and the organising committee, Keith Adams, Laurie
Prandolini, Bob Campbell and Peter May — in my view the
conference wasthe best ever!

Then there was the accompanying exhibition, clearly the
biggest and most comprehensive maritime and defence
exposition ever held in the southern hemisphere. Anyone
and everyonewith something to show or sell wasthere, with
many key peoplebeing so busy asnot to havetimeto become
involvedinthe conference. | heard of caseswhereexhibitors
had done enough businessin the first morning to make their
exhibitsprofitable.

All of which goes to demonstrate that the Pacific 2004
Congress was the place to be for anyone in the maritime
industry. Anyone missing out on attending both the
conference and the exhibition lost a golden opportunity to
bring themsel ves up-to-date with rel evant devel opments, both
within industry and in research and development. Then
there'sthe contribution that attendance at such a Conference
makes to the increasingly important issue of Continuing
Professional Development, which brings me back to my
column in the last issue (but perhaps we'll leave that for
another day).

Planning for the next event in this series has already
commenced. Knowing the ability of the organising
committee to produce something even better, | would urge
you to enter the Pacific 2006 International Maritime
Conference in your diary for Sydney from 31 January to
3 February 2006.

Rob Gehling
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Editorial

As the President observed in his column, this year is the
fiftieth anniversary of theformation of thefirst international
branch of the Royal Institution of Naval Architects, the
Australian Branch. In 1947, a group of naval architectsin
Sydney decided to form an association of naval architectsin
Australia, and in 1954 the association they formed became
theAustralian Branch of RINA.

Twenty-five years later, in 1979, the Australian Branch
became the first international division of RINA, the
Australian Division. The anniversary and the upgrading of
the Branch to the Australian Division were celebrated at the
Australian Symposium on Ship Technology held at The
University of New South Wales that year. The symposium
was the fifth occasion on which the Australian Branch had
joined with the Institute of Marine Engineers and the
University to conduct aconferenceto encouragethe exchange
of knowledge and experience amongst the members of the
institutionsin Australia. In addition to the conference at the
University, which was opened by the Governor General, Sir
Zelman Cowen, the event included an exhibition of shipsin
Woolloomooloo Bay.

Thestory of theformation of theAustralian Branch wastold
by the foundation President, Cecil Boden, at the 1979
Symposium, and his address is reproduced in From the
Archives in this edition of The ANA. In later editions this
year we plan to tell more of the story of the devel opment of
theinstitutionin Australia

Jointly-organised conferences on maritime themes have
continued at regular intervals over the last 25 years. The
latest, the Pacific 2004 International Maritime Conference,
was organised by the Royal Institution of Naval Architects,
the Ingtitute of Marine Engineering, Science and Technol ogy
and EngineersAustraliaand was held at Darling Harbour in
Sydney inthefirst week in February. It washeldin association
with the RAN Sea Power Conference and the Pacific 2004
International Maritime Exposition. It wasan event onamuch
larger scale than the symposium of 1979, and it would not
have been possiblewithout the generous support of Maritime
AustraliaLtd (the organisers of the Exposition), our sponsors
and the volunteersfrom theinstitutionswho gave their time
to help organise the conference.

TheAustralian Division of RINA has continued to grow over
thelast twenty-five years, but the members of theinstitution
are spread morewidely around the country than they werein
1979. This presents both challenges and opportunities for
the institution and its members. It will be interesting to see
what the next twenty-five years bring.

John Jeremy



Letters to the Editor

Dear Sir,

May | take spacein The ANA to thank all those membersin
Cairns, Canberra, Sydney, Adelaide and Fremantlefor their
warm welcome and hospitality when | visited the Division
recently. | was particularly pleased that so many took the
trouble to cometo the Institution’s stand at the Pacific 2004
Exhibition. Apart from the welcome opportunity to renew
old friendships, such visits do allow me to both update
members on new developments and, more importantly, to
hear their views on what their Institution should be doing.

May | a sotakethisopportunity to congratulate theAustralian
Division on organising yet another successful International
Maritime Conference. | am sure that you would agree with
methat successful conferencesof that size do not just happen,
but are the result of alot of hard work and dedication by a
small number of members. | would liketo thank John Jeremy
and the Organising Committee on behalf of the Institution,
since such eventsdo much to extend theinternational profile
and influence of the Royal Institution of Naval Architects.

| look forward to my next visit to the Australian Division
which | judge, on the basis of my last visit, to be in very
good heart.

Trevor Blakeley
Chief Executive

Dear Sir,

The November 2003 issue of The ANA was another excellent
one, and acredit to all concerned.

| am particularly interested in the photograph on the front
cover of “our” Nerida. She was built here in Adelaide by
R.T .Searles & Sons, of Jenkin Street, Birkenhead, in 1933
to adesign by that master, Alfred Mylne. She was launched
as a gaff cutter, and | have great memories of her. There
werethreerows of reef pointsin her mainsail, parallel to her
boom, and a fourth row diagonally across the sail from the
throat to the third reef earing cringle on the leech, as shown
inFigure 1. It wasreferred to hereasa“ balancereef”. When
pulled down, the throat of the sail was just above the tack
and the gaff hard up against the mast, thusforming atrysail,
as shown in Figure 2. This was used when it was blowing
really hard. The mainsail Neridaissportingin the photograph
raises a query: With all those battensin the leech how is it
possibleto furl that sail in aneat harbour stow? The battens
would certainly cause a problem there. | shall ask my old
friend, Sir James, when he is in the best state next. Many
years ago, when she was owned by Colin Hazelgrove, she
took part in a Sydney—Hobart yacht race, rigged as a
bermudan yawl.

Theletter from David Gosling ismost interesting, and | agree
entirely with his sentiments. Computer calculations are all
very well, but the result depends on the program. To my
mind, thefirst requirement in naval architectureisthe ability
to lay out the lines plan of a ship or boat on the board on
completely blank paper. In other words, “from scratch” with
only the dimensions and the use and purpose of the required
vessal in mind. The mathematics of naval architecture are
beautiful and fascinating, and the naval architect should be
able to produce all the hydrostatics, including full stability
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Mainsail Fitted with Balance Reef Points
(Diagram courtesy Neil Cormack)

Figure 1

Mainsail with the Balance Reef Pulled Down
and the Gaff Hard Up Against the Mast

(Diagram courtesy Neil Cormack)

Figure 2

data, with perhaps aplanimeter asthe only aid. A mechanical
integrator would be nice, but is a luxury .One can always
check one's stability calculations by “rolling the body plan
over onto the oppositetack”, and theresults should be mirror
handed. All hydrostatic curves should be laid out down to
the base. This would make checking by the authority very
easy, as the curve of transverse buoyancy can be readily
checked from the curve of displacement, and | have
mentioned the rel ati onship between the curves of longitudinal
centresof buoyancy and flotationin previous correspondence.

As for the computer? | mind in my surveying days seeing
oneof thefirst sat. nav. apparatusbeing installed in aprawn
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trawler and the comment of the skipper “I can now throw
my sextant overboard; | won’t need it any more”. To which
| replied, “You had better not do that; one day you may have
apower failure, and your sat. nav. will not be of much useto
you”. Similarly, during a power failure, a computer would
be absolutely useless, and onewould haveto re-engageone's
brain.

Again, congratulations on awonderful journal.
Neil Cormack

Dear Sir,

| would like to inform you how | cameto be studying naval
architecture at The University of New South Wales.

With my background as afitter and machinist by trade, and
the fact that | had just completed an advanced diplomain
mechanical engineering through the TAFE system, | was
originally going to enrol inmechanical engineering at UNSW.
| chose UNSW because, when | cameto enrol, the lecturers
conducting enrolments were extremely more helpful and
willing to answer my questionsthan lecturersat certain other
institutions of higher education in the Sydney metropolitan
area. It was at this early stage of enrolment that | was
introduced by to the idea of studying naval architecture by
thethen head of the School of M echanical and Manufacturing
Engineering.

To be completely honest, when | came to enrol | was not
awarethat UNSW offered naval architecture as one of their
degree programs. Subsequent discussionswere onthe merits
of studying naval architecture as compared to mechanical
engineering. | immediately became fascinated with one day
being involved with thedesign of various ships, tugs, fishing
boats and/or a range of pleasure craft such as yachts and
recreational speedboats.

I would like to say that, asthefirst two years of my degree
were not directly related to naval architecture, | found it
difficult to motivate myself to study. Since entering my third
year, studying some naval architecture courses, and
progressively learning more about theindustry and the career
pathsthat it may lead to, | have to say that | am very happy
with my choiceto study thisunique field of engineering.

Anthony Brann
UNSW Student

Dear Sir,
It seemsthat, yet again, we' retold by newspapersand TV of

more problems with the “trouble-plagued Collins-class
submarines”.

With a little more information, my understanding of the
Collins-class submarinesis that they are a highly technical
and ambitious project of military capability undertaken by
the Australian Submarine Corporation and Kockums, the
Swedish designers. Over a decade of intense research and
development has goneinto thisfresh design and, asaresullt,
Australiahaswhat has been termed by more-ba anced sources
as “the most sophisticated non-nuclear submarines in the
world”. As your journal itself has reported, “They have
performed superbly against US nuclear submarinesin recent
exercises’. How much of the public is aware of this?

If the general populace of Australiais not keen on nuclear
power, then that is praiseworthy, but there is also a
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consequence. We cannot rely on US- or European-devel oped
nuclear submarine technology and must put in some sweat
and dollars and take the headaches involved in developing
exactly what wewant. | think that the Australian Government
and Navy should be commended on doing exactly that.

As anyone involved in ship production knows, teething
problems should be anticipated and, with something as
sophisticated asthe Collins class, maybe these devel opment
issues should be expected many times over.

Whether the engineers and management behind the Collins
project isbrilliant or just good, | am not qualified to judge,
but | do respect them for the project they’ ve undertaken.

| would liketo think that many of Australia sonlooking naval
architectswould agreethat the Collins-class submarineshave
received too much unqualified cynicism from the media.
Mediawho’s strength isimagination after all.

John Hayes
UNSW Student

Dear Sir,

It waswith interest that | read David Godling’s letter in the
November 2003 edition of The ANA. For many years now, |
also have had to review submissions for the purpose of
approval, and | can certainly empathisewith David’'sconcerns
regarding substandard submissions.

When a consultant submits plans or stability information to
a State or Commonwealth regulator for the purpose of
approval, it isimportant that the consultant understandsthe
regulator’srole. A regulator doesnot seethedesign of avessel
asathing of beauty and ajoy tobehold. A regulator primarily
sees a vessel as a life support system, constructed and
equipped in such a way that it can operate safely in its
intended environment.

A regulator’s function is to ensure that a design meets the
rules and regulations of the day that are appropriate for the
vessel and its operation and, if found to comply, will grant
approval. As such, in making a submission, a consultant
should ensure that any plans and documentation are clear
and concise, leaving littleto theimagination. Thisisnot only
important from aregulator’s point of view, but also for the
benefit of the shipyard workers and ship operators.

| agree with David in that computers are wonderful things,
but some of the software used is of concern. Not that the
softwareisbad, it'sjust that some software churnsout alot
of superfluous information that is generally not required. |
onceworked in adesign officethat did not have computers,
and so wedid not need abank of ‘wheeliebins' to cart away
the paper which computers generate.

On many occasions, | have reviewed computer-generated
stability information, and wondered why the master would
want to know what the prismatic and waterplane coefficients
werefor aparticular condition of loading. Therearenorules
prohibiting the inclusion of additional information in a
vessel's stability book but, in some instances, it can cause
confusion, and if that happens then the master will not use
the book effectively. The content of any submission need
only satisfy the relevant requirements of an authority’srules
and regulations.



Consultants should a so remember that the more complex a
submission, thelonger it takesto examine, and in many cases
may incur higher examination costs, particularly when there
areerrors. Asarule, | find that submissions made by persons
trained in naval architecture to be of a high standard. But
there are people, who are not really qualified to undertake
thework, who need guidancein the application of rulesand
regulations. And it isnot aregulator’sroleto be ateacher or
accept any risk as to the adequacy of the overal design; a
regulator can only work within the framework of their
Authority’srulesand regul ations.

Themessageis:. keep information clear, concise, simple, and
aboveall complete. Thisnot only benefitsthe regulator, but
also the shipyard workers and vessel operators.

Lindsay Emmett
Dear Sir,
Mr Sean Cribb (The ANA, November 2003) makes some

pertinent observations and poses some relevant questions
regarding the 1998 Sydney—Hobart yacht race.

| have spent over forty years travelling and working with,
on, and under the sea, in avariety of craft, both pleasureand
commercial. | suffer adeep love and respect for the sea. But
she doesn’t love me, and she certainly doesn’t respect me.

| offer these thoughts for comment (and/or criticism),
particularly regarding the decisi on asto whether arace should
be allowed to start if weather reports are adverse.

When one ventures out onto the open ocean, be it on a
surfboard, ayacht, atrawler, or largefreighter, oneispitting
oneself against the capricious vagary of mother nature.
Regardless of any warningsor assurances (or omissions) that
third parties may or may not give, it is entirely the
responsibility of individual skippers and their crews as to
whether they proceed.

It followsthat, darel suggest, in the case of yacht races pre-
race briefings and meetings, especially those offered by
organisers, should be considered a courtesy which do not
diminish the responsibilities of skippersand crews.

The Sydney—Hobart has something of a macho image. Part
of the glamour and attraction isthefact that it can beatough
duel against some of theworst seas. Much chest beating and
manly qualities are associated with surviving. Well, in 1998
mother nature threw a curly one, and quite a few people
suddenly decided the ruleswere unfair.

In my view, there are no rules, regulations and restrictions,

concocted and imposed by the authoritiesin an effort to make
the race ‘safer’, that will substitute for seamanship,

knowledge and respect for the sea, and the acceptance that
sheultimately will always havethefinal say.

Peter Wargent

Dear Sir,

| was pleased to read the outcomes of an Australian project
to examine the effectiveness of hydrofoil support for
catamarans in the paper by Andrewartha, Doctors,
Kantimahanthi and Brandner (2003) in the previousissue of
The ANA. The paper provides an indication of the potential
operating efficiencies of well-designed foil-assisted
catamarans compared to conventional catamaransand other
craft. The authors also outlined how the resistance of foil-
supported catamarans could be cal culated using apparently
quitereliable numerical methods.

Whilst the Australian marineindustry in many respectsisa
world leader in the design of fast passenger and vehicle
ferries, there have been few examples of Australian-designed
craft where hydrofoils have been applied to provide any
substantial support of the weight of the vessel. A decade or
so has passed since WaveM aster I nternational equipped one
of its catamaran passenger ferries with a foil to provide
significant lift with theaim of reducing overall resistance. In
the early 1990s, Incat Designs also released details of a
proposal for atrimaran supported by a series of foils, but
evidently this project never progressed beyond the early
conceptua stage. More recently, in 2001, North West Bay
Shipslaunched a55 m trimaran with apair of foilsspanning
between the centre and side hulls and reported these to
provide both lift and motion control. | am unaware of any
vessel designed or built in Australia that is wholly foil
supported, although in the mid 1980s there was a failed
proposal to build an Italian-designed hydrofoil ferry at
Carrington Slipwaysfor service on Sydney Harbour.

Prompted by the recent technical paper advocating foil
support, | feel now is a good time to ‘ push the barrow’ of
hydrofail craft alittlefurther, with the hopethat such vessels
will gain a greater acceptance within the Australian naval
architecture community, particularly amongst thoseinvolved
inthe design of high-speed passenger ferries. | will do so by
presenting additional graphical information comparing the
transport efficiencies of monohulls, catamarans, hydrofoils
and other types of passenger ferries.

Consistent with the approach by Gabrielli and von Karman
(1950), Andrewarthaet a. (2003) have briefly compared foil-
supported craft with other marine vehicles by comparing
specifictractiveforce[ € = installed power/(displacement x
speed) ] as a function of volumetric Froude number. This
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would appear to be a fairly good indicator of the relative
efficiency of various forms of marine transportation, but
unfortunately (as noted by the authors) there is a tendency
for designers and shipbuilders not to reveal the displacement
of their vessels. On this basis, only relatively limited
comparisons can be made. |nthe case of ferriesintended for
carrying passengers only, an alternative approach to a
comparison based on displacement is to consider the
passenger capacity. Thevessd datapresented intradejournals
typically includesthe passenger capacity, installed power and
achieved speed thus increasing the sample base of craft
availablefor comparison.

Considering passenger capacity as a parameter when
comparing vessdl efficiencies has other advantages. Asnoted
by Gabrielli and von Karman (1950), a “real measure of
economy should be the work necessary to transport certain
useful load, over agiven distance”. The passenger capacity
for a ferry is a fairly direct measure of the useful load.
Displacement on the other hand isalessdirect measuresince
the ratio of useful load to total displacement will vary
depending on the type of hullform being considered. For
example, a catamaran, with its greater relative girth than a
monohull of similar capacity, will have additional structural
weight, while ahydrofoil craft incurs the additional weight
of itsfoils and struts. In either case, less proportion of the
displacement is available for payload. Also implied by the
same authors is the preference to normalise the data for
vessels such that they all achieve the same range.
Unfortunately, dueto alack of specific data, thisisnot easily
achieved. As aconsequence, vesselswith relatively greater
rangewill be penalised in thefollowing presentation because
the additional fuel load required to achieve their respective
range will adversely impact on the cruising speed and
installed power. It isassumed that thisinconsistency will not
substantially skew comparisons between vessel types if a
sufficiently large sample of vesselsisavailable.

Some degree of uncertainty isassociated with using published
data. The quoted passenger capacity generally corresponds
to the number of passenger seats, whether this includes or
excludesexternal seating in addition tointernal seating, and
isaccepted as a consistent basis for comparison. The stated
speed is a less-reliable parameter, as there is scope for the
shipbuilder to list the most optimistic performance figures
obtained in a light-load condition whilst the engines are
running at 100% of maximum continuousrating (MCR) or a
higher intermittent rating. However, some shipbuilders do
state the speed achieved in afully-loaded condition at agiven
percentage of MCR that is closer to normal operating
conditions. In addition, the maximum speed is sometimes
also stated. From this supplied data, thetypical fully-loaded
cruising speedsaretypically found to be 90% of the maximum
speed regardless of the type of vessel. On thisbasis, where
the published speed isnot fully qualified, it should bereduced
by 10% to maintain consistency inthe dataor, at least, avoid
cases of overstated performance. Finally, errors or
inconsistencies may occur in the published engine power
ratings of vessels. For example, on occasions, the engine
data intended to be expressed in terms of horsepower is
actually shown askilowattsor viceversa. On other occasions,
thenumber of installed engines of agiven rating isincorrectly
identified. Additionally, theratings assigned to any particular
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enginetypevary depending on operating conditionsand duty,
and it isunlikely for this to be consistently captured in the
published data. Nevertheless, these errorsand inconsistencies
must be ignored in order to tabulate sufficient data for
comparison.

Using passenger capacity instead of displacement, the
Passenger Transport Efficiency () isdefined as:

Ner =N.V/P

where N is the passenger capacity, V is the ship speed in
knots and P is installed power in kilowatts. No attempt is
made to non-dimensionalise this ratio in the following
presentation although this could be done by assuming a
standard passenger weight and adopting consistent units.
Other authors have provided comparative datain thisform
by considering the available deadweight or payload capacity.
It can beseenthat n . istheinverse of theformat of specific
tractive force. In other words, the higher the n,, the more
efficient the craft. The numerator (N.V) in the passenger
transport efficiency equation is also a meaningful quantity,
which can bereferred to asthe work capacity (WC), ie. WC
= NV. As the name implies, it gives an indication of the
amount of productive work the vessel is capable of doing
over anominal period of time. For example, a 75 passenger
ferry cruising at 30 kn can transport the same number of
passengers the same distance per day as a 150 passenger
ferry cruising a 15 kn if the turn-around time alongside a
wharf and while manoeuvring isignored. Work capacity also
gives an indirect measure of the possible income from
passenger fares.

Fuel consumption makes up asignificant portion of thetotal
operating cost of afast ferry, and is one of the cost drivers
that the operator can influence though asmart choice of ferry
type. Fuel consumption at cruising speed is approximately
proportional to the installed power of the vessel. As such,
N, isaratio of income potential to operating cost and is
therefore auseful indicator of the profitability of afast ferry
when only limited vessel datais available for comparison.
This parameter should therefore be of interest to not only
naval architects, but also accountants! |n practice, an operator
must also consider the capitd costs, maintenance and crewing
requirements, sea conditions, demand for capacity and
frequency of service on the operating route, and any special
docking requirements, etc., in making an appropriate choice
of ferry type asthese additional considerationswill all have
an influence on the profitability of the service.

Theresultsshownin Figure 1 and 2 compare work capacity
and passenger transport efficiency of various types of fast
passenger ferries. To maintain consi stency, vehicle-passenger
ferries are omitted. In both cases, cruising speed has been
used asthe abscissa. With the cruising speed having astrong
influence on the power requirement of a vessd, it is more
appropriate to compare the performance of different craft
typeswithin narrow speed bands.
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Figure 2 — Passenger Transport Efficiency versus Speed for
Passenger Ferries

Examination of Figure 1 showsthat most fast monohull ferries
are designed for cruising speeds of up to about 35 kn while
a number of catamarans are capable of cruising speeds
beyond 40 kn. By comparison, the cruising speeds of
hydrofoilsare between 30to 50 kn. Thework capacity (WC)
does not favour any particular vessel types, but all have a
broad work capacity range. Somevessalsachieveahighwork
capacity through the adoption of a high-density seating
layout, sometimes carried over twin decks. However, the
potential toincreasetheearning capacity of thevessal through
higher-density seating may be offset by reduced passenger
comfort and the expectation of lower fare costs. The general
trend isthat hydrofoilsachieveagivenlevel of work capacity
though higher transit speed but with lower seating capacity
compared to monohulls and catamarans. This can translate
to anincreased frequency of service on some operating routes
to the benefit of commuters.

Figure 2, which is derived from calm-water performance,
showsthat both catamaransand monohullsare ableto achieve
arelatively highn, at lower speeds. The' state of theart’ for
achieved efficiency falls off with increasing cruising speed.
Beyond approximately 35 kn, hydrofoils achieve amongst
thehighest n,, valueswithintheir speed range. Not indicated
in Figure 2 is the ability for hydrofoils to maintain high
cruising speeds in sea conditions where the speed of other
vessel types has been reduced because of added resistance
or the desire to maintain reasonable passenger comfort.
Objective performance data for vessels operating in waves
is difficult to obtain; however, indicative comparisons are
presented by Eames (1985) and reproducedin Figure 3. The
trend for only modest speed reductionsfor hydrofoilsas sea
state increases is supported by full scale performance data
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presented by Johnston (1985) for various hydrofoils as
reproduced in Figure 4.
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Figure 4 — Effect of Sea State on Hydrofoil Ship Speed [
Johnston (1985)]

In conclusion, there is a market for hydrofoils where
evaluation of the route suggeststhe need for afleet cruising
at 35 knots, or more particularly when subject to higher sea
states. Apart from potential economic advantages for the
operator, the passengers can enjoy a comfortable ride and
arrive at their destination alittle earlier.

My thanksto Nigel Watson at Seastate Pty Ltd for providing
editorial commentsand additional insights.
Martin Grimm
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Dear Sir,

| understand the problems David Gosling described in the
November 2003 edition of The ANA about computer-
generated drawings and data. | till draw and build by hand
and all of my stability submissions to the Waterways
Authority were produced by hand, although | have submitted
nothing in the last 5 years.

The majority of my present work isin Malaysia, where we
hand cut aluminium vessels for various projects. Last year
we launched 11 aluminium boats (four 13.2 m, five 22.8 m,
two 6 m) and three 12.2 m GRP boats. We find it cheaper
and quicker to draw and cut by hand. A manually-cut boat
does not require detailed drawings, compared to a kit boat
where every component must be generated, nested and cut.
It also helps when the designer (me) is doing the cutting.

The kit boat process is very linear — the designer must
generate all of the components (i.e., draw the whole
structure), nest them and send them off to the cutter. After
possibly waiting in a queue for several days, the plates are
cut (usually oneat atime), packed, and then shipped oversess.
In contrast, | can produce a material take-off from the GA
and scantling calculations, then generate areduced number

of drawings (survey authorities never ask for every frame
and bracket). The material is being shipped while the
drawings are being completed. | then arrive on site as the
meateria isarriving and we can loft and cut within days.

The time taken to mark and cut the componentsis not long.
For instance, two of us were able to mark all the hull
components for five 22.8 m catamarans and have the yard
assemblethem in four-and-a-hal f-weeks. Many peoplethink
that a kit boat savesalot of time, but the frames only come
aspre-cut componentsand still need to be tacked on theloft
(which many people don’'t do), rider bar fitted and welded,
and so the kit only savesthe component cutting (and stringer
cut-outs). We generaly find that the manual route shaves
about 2 months off an overseas project.

The other problem I’ ve experienced with CAD drawingsis
a lack of planning. No one seems to want to sketch and
calculate beforehand and it seems common to just jump onto
the computer and draw. Anyonewho draws by hand will tell
you that changes are difficult, so you must plan the work
beforeyou start. Thismay explain why many CAD drawings
look pretty, but contain so many basic construction errors.

Greg Cox

NEWS FROM THE SECTIONS

New South Wales

Committee M eetings

TheNSW Section Committee met on 18 November and, other
than routine matters, discussed:

e SMIX Bash: Advertising flyer not received by al,
to bere-sent; raffleticketsfor mode of JamesCraig
nearly completed and to be sold prior to the day;
model to be collected and photographed;
sponsorships arriving and ticket sales slow but
progressing.

e Technical Meeting Program 2004: We may have a
problem with the booking of the venue, thisto be
monitored; further topics discussed.

e Thevisit to the FFG Upgrade Project at ADI was
cancelled duetolack of interest (three definite, two
possible). Visits will only be arranged for special
vessls.

e Pacific 2004: Roster for crewing and entry for crew
for RINA stand arranged.

+  Finance: $3548 at the bank, which ismostly SMIX
Bash funding, reducing to $424 when all credits
and debits due are accounted.

The NSW Section Committee also met on 5 February in
conjunction with Pacific 2004 with the Chief Executive,
Trevor Blakeley, in attendance and, other than routine
matters, discussed:

. SMIX Bash 2003: Generally regarded as successful;
some suggestions made for improvements to the
organization, including the provision of credit-card
payment. The event has returned a small profit,
which hasbeen shared equally by IMarEST (Sydney
Branch) and RINA (NSW Section).

. Technical Meeting Program: The Engineers
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Australiavenue has been secured for 2004, but with
a change to alternating first Wednesdays and
Thursdays each month. Presentation topics still to
be arranged for June, July and August; five topics
proposed and to be investigated.

. Walter Atkinson Award 2003: List of eligible papers
to be prepared for discussion.
. Committee Positions for 2004: All committee

members signified their willingnessto continuein
present positions for another year.

. Finance: Projected budget expenses for 2004 of
$1538 advised toAustralian Division. $1728 at the
bank, whichismostly SMI1X Bash funding, reducing
to $600 when all credits and debits due are
accounted.

. Professional Indemnity Insurance: The Chief
Executive outlined the situation: RINA have an
arrangement with Marsh for Pl Insurance for
membersworldwide. Bryan Chapman hasalso been
discussing thiswith Engineers Australia, and they
are apparently closeto concluding an arrangement
for EA members. The Association of Professional
Engineers, Scientists and Managers of Australia
(APESMA) is also making progress on an
arrangement for members, and in limiting the
amount of possibleclaims.

Following the February committee meeting, most of the
members (Craig Boulton, Adrian Broadbent, LinaDiaz, Phil
Helmore, Todd Maybury, Bruce McRae, Grahame Parker,
Graham Taylor, and Martin Williams), together with David
Gosling, took Trevor Blakeley to dinner at the nearby Vieri
Italian restaurant which overlooks Darling Harbour.
Discussionsranged far and wide.
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SMIX Bash 2003

Thefourth SMIX (Sydney Marine Industry Christmas) Bash
was held on Thursday 4 December aboard the beautifully-
restored James Craig alongside Wharf 7, Darling Harbour,
from 1730to 2230. This party for thewhole marineindustry
wasorganised jointly by RINA (NSW Section) and IMarEST
(Sydney Branch). About 140 guests came from the full
spectrum of the marineindustry, including naval architects,
marine engineers, drafters, boatbuilders, machinery and
equipment suppliers, regulators, classifiers, surveyors,
operators, managers, pilots, navigators, researchers, and
educators. Equally importantly, the full spectrum of age
groups was represented, from present studentsto the elders
of the marine community. It was also great to seeintrastate
and interstate visitorsin the throng, including Rob Gehling,
president of theAustralian Division, from Canberra, awhole
cohort from Newcastle, Gregor Macfarlane and GilesThomas
from the AMC in Launceston and Prof. Mike Davis from
UTasin Hobart.

Sydney turned on atropical downpour between 1530 and
1630, causing serious flooding, many traffic accidents and
major traffic delays, none of which encouraged or helped
SMIX revellersto get thereon time or to swell the numbers.
However, after the deluge, the rain cleared away by 1730
and turned on a beautiful evening, and many partners in
attendance enjoyed the view from the decks of James Craig.
Drinks (beer, champagne, wine and soft drinks) were
provided, and abuffet dinner was served in the ‘ tween decks.

Formalitieswerelimited to one short speech by the Chair of
the NSW Section, Phil Helmore, who welcomed the guests
and thanked the organising committee and the industry
SpONSors.

Bill Weaver had built a magnificent fully-rigged model of
James Craig in a bottle. Bill is afifth-generation seafarer,
from Solway Firthin Scotland, and went to seaat the age of
16for the Blue Funnel Line. After 12 yearsat sea, heworked
for the Maritime Services board in Newcastle for 33 years,
and retired in 1983. He has built more than 300 ships in
bottles, and all of them have been donated. Our thanks to
Bill for his expertise and generosity in donating this one.
Themodel wasraffled and the winning ticket was drawn on
the evening of SMIX Bash by MrsAnn O’ Connor on board
the full-sized vessel. The winner was Bill Bixley.
Congratulations Bill! The proceeds of the raffle have been
donated to the Australian Heritage fleet.

1| . | _ g RTEN §

Bill Weaver’s Model of James Craig in a Bottle
(Photo courtesy Martin Williams)
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RINA NSW would liketo thank all our wonderful sponsors,
without whom SMIX Bash could not happen. Our major
sponsor wasWARTSILA AUSTRALIA, and the event was
also sponsored by:

e Adsteam MarineLtd

* Akzo Noble (Internationa Paints)

e AMC Search

e American Bureau of Shipping

e Analytical Control Engineering (Schottel)
* Ausdtraian Defence Industries

e Beurteaux MarineInteriors

e Captain Cook Cruises

e Det Norske Veritas

*  Dilmun Navigation

e ElectrotechAustraia

e Energy Power Systems (Caterpillar)
e Germanischer Lloyd

e G JamesExtrusions

e Incat Designs (Sydney)

e Lloyd'sRegister

*  MANB&W Diesdl Australia

e Maritime Services Group

*  North West Bay Ships

* RollssRoyceMarineAustralia

*  Teekay Shipping (Australia)

Our thanksto them for their generosity and support of SMIX
Bash 2003.

Pacific 2004

RINA had astand at the Pacific 2004 International Maritime
Exhibition, and this stand was crewed continuously from
Tuesday through Friday by members of the NSW Section of
RINA. The Chief Executive, Trevor Blakeley, also spent
many hoursthere, giving expert advice, chatting to members
and recruiting new ones. Many thanks to the crew, Craig
Boulton, Adrian Broadbent, Lina Diaz, Don Gillies, Todd
Maybury, Bruce McRae, Grahame Parker, Graham Taylor,
Andrew Tuite and Martin Williamsfor their efforts.

Phil Helmore

ACT

On Tuesday 11 November, Mr Doug Beck from AMOG
Consulting gave a technical presentation on Systems
Engineering and the ChangingProcessin Naval Ship Design
from Naval Architecture towards Systems Engineering.
The presentation outlined the shift during the past 25 years
asthedesign processfor the devel opment of naval shipshas
changed. It has evolved from being principally a naval-
architecture-based approach to asystems engineering based
approach. The role and responsibility of the naval architect
has also changed during thistransition.

This presentation looked at the general process of systems
engineering, the reasons why the design process for naval
shipshas had to change, and thejustification that asystems-
engineering approach to the design and procurement of the
modern naval ship is the right approach. The presentation
also reflected on the changing role of the naval architect in
thisprocess.

Some basic rules of the systems-engineering approach
included:
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e eachitem hasitsunique placein asystem;

« each item will interconnect/interact with at least one
other component; and

e eachitemwill have aninfluencefimpact (“cost”) on other
parts of the system

Some working rules of the systems engineering approach
included:

*  never confuse change with progress;

*  better isthe enemy of good;

< ifitisnot written down it never happened;

e athing not worth doing is not worth doing well;

*  planyour work and work your plan;

e never conduct atest if you can’t live with the results;

e nothing isimpossible to the person who does not have
todoit. (project managers!); and

e wenever havetimetodoit right but we always seemto
havetimeto do it twice (someone else will fix it?)

Doug outlined the complexity of the naval ship design and
its increasing need to adopt the systems-engineering
philosophy to design. Some appropriate points from the
presentation are given below:

* A Naval shipisone of the most complex design objects
imaginable — it is the equivalent of a small town and
its infrastructure, contained within a mobile platform,
operatesin achanging (hostile) environment.

e Itisamulti-disciplined task that can readily be broken
down to defined work packages.

e |tisthereforeanidea product for the application of a
systems-engineering approach.

“A (Naval) shipis, inbrief, aself-contained body of interre-
lated members, components, spaces and areasand can, there-
fore, be defined as being a system of special relationships
correlated to acommon purpose, and enclosed by physical
boundaries of which the form and extent are determined by
practical considerations of sea-going efficiency” — RCN
DoD Production’s Master Vocabulary of Principal Ship and
Cost Components.

Doug used thisdefinition, dating from 1959, to explain how
even more complex the design of naval ships has become
sincethen. Today the naval shipisafully-integrated, highly-
automated fighting machine designed within severe
environmental and legislative constraints.

On Wednesday 26 November, at a combined technical
meeting of the ACT Sections of RINA and IMarEST a
presentation was given by Mr Norman Rattenbury, Principal
Surveyor in Lloyd's Register’s Research and Devel opment
Department in London, on LIoyd's Register’sRulesfor Naval
Ship Machinery.

The presentation covered the devel opment and the content
of Lloyd's Register’s Naval Ship Rules as applicable to
machinery and engineering systems. Norman explained the
changesinthe procurement of naval shipsand devel opments
in merchant ship design that led to the publication of the
Rules, and provided reasoning why the classification of the
machinery and engineering systems in naval ships is

appropriate.
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The concept of merchant ship classification was described
as it forms a basgline for the classification of naval ships.
The specific requirements of naval ships were discussed,
dealing with the core classification requirements for
machinery and engineering systems, plus optional
requirements that a navy may choose to adopt in classing a
naval ship. The scope of optional requirements, which
include the application of international conventions and
specific owner’ srequirements, was also described. Thescope
and processfor machinery classification wasexplained from
design appraisal, through construction to in- service survey.

The structure and content of the Rules and Regulations on
which naval machinery classisbased, and theinterfaceswith
military operations and safety systemswas explained. The
application of the requirementsand guidanceintheRulesis
determined by the operating environment and a ship’s
identified military capability and, inthisrespect, itisessential
that the Naval Authority and the Navy understand their roles
in specifying what they expect classification to cover for a
particular ship. These issues were addressed in the
presentation.

Finally, some of the benefits of naval ship classification and
adopting appropriate commercial standardswere described.

Michael O’ Connor

Queendand

The Queend and Section did not hold its scheduled December
technical meeting because of its involvement with the
Ausmarine East Conference in Brisbane on 30 October.
Instead, a Section Christmas Bash and Dinner was held at
the Hamilton Hotel in Brisbane during the Christmas week.
About twenty members and guests attended the drinks
session, and ten stayed for dinner. The event proved to be
most enjoyable and gave the wives a chance to meet. A big
vote of thanks must go to Brian Hutchison for organising the
event.

Brian Robson
Western Australia

By thetimeyou read this, the WA section will have held its
Annua Genera Meeting and hosted avisit from RINA CEO
Trevor Blakeley. There will be some new blood on the
committee this year as three of its members — Jim Black,
Kim Klaka and Damien Smith — have reached the end of
their four year term, and Roger Best isalso moving on. More
newsin the next edition.

KimKlaka

Built by image Marine, the patrol boats Kassir, Dastoor and
Mabhroos in Fremantle on 3 January awaiting shipment to Kuwait

(Photo courtesy Martin Grimm)
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COMING EVENTS

Australian Division AGM

The Annual General Meeting of the Australian Division of
RINA will be held on Tuesday 23 March immediately
following the scheduled technical meeting of RINA (NSW
Section) and IMarEST (Sydney Branch) at 5:30 for 6:00 pm
in the Harricks Auditorium at the Institution of Engineers,
Australia, 118 Alfred &, North Sydney; see notice el sewhere
inthisissue and separate notice mailed to memberswith this
issue.

NSW Section AGM and Technical M eetings

TheAnnual General Meeting of the NSW Section of RINA
will be held on Tuesday 23 March immediately following
theAGM of theAustralian Division of RINA which, inturn,
follows the scheduled technical meeting of RINA (NSW
Section) and IMarEST (Sydney Branch) at 5:30 for 6:00 pm
in the Harricks Auditorium at the Institution of Engineers,
Australia, 118 Alfred St, North Sydney; see notice mailed to
NSW memberswith thisissue.

Technica meetingsare generally combined with the Sydney
Branch of the IMarEST and held on alternating first
Wednesdays and Thursdays of each month in the Harricks
Auditorium at Engineers Australia, 118 Alfred S, Milsons
Point, starting at 5:30 pm for 6:00 pm and finishing by
8:00 pm. The program of meetingsfor 2004 (with exceptions
noted) isasfollows:

Wed 11 Feb Greg Hellessey, Australian Customs

The Operation, Crewing and Maintenance
of the Australian Customs Service Bay-class
Patrol Boats

(second Wednesday to avoid Pacific 2004)
Kevin Porter, Lloyd’s Register

Applications of Advanced Compositesin
Ship Sructures

(fourth Tuesday)

Richard Hudson, Consultant
Frozen in Time: a Crankshaft Repair

Hugh Hodgkinson, Hodgkinson and Mclnnes
Copyright, Patents and Trademarksin the
Marinelndustry

Tue 23 Mar

Wed 7 Apr

Thur 6 May

Wed 2Jun  RINA, TBA

Thur 1Jul  RINA, TBA

Wed 4Aug IMarEST, TBA

Thur 2Sep Stephen Quigley and Robert Tulk, North West
Bay Ships
Trimarans. the Ships of the Future

Wed 6 Oct Colin Rudd, Sydney Ports Corporation
Port Botany Expansion

Thur2Dec SMIX Bash 2004

Queensland M eetings

The next Queensland Section Meeting will be the section
Annual General Meeting on 2 March 2004 at 1830 in
Brishbane. A short technical meeting will follow the AGM.
The meeting location will be advised to section members at
alater date.
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Hover World Expo 2004

In commemoration of theWorld'sFirst Hovercraft Race held
in Canberrain 1964, HoverWorld Expo 2004 will take place
from 28 December 2004 to 3 January 2005 at Lake Burley
Griffin’'sBlack Mountain Peninsula, near the site of the 1964
race. HoverWorld Expo will be an al-inclusive air-cushion
vehicle event patterned after World Hovercraft Week 2002
in Terre Haute, Indiana, USA, in which 18 nations
participated.

HoverWorld Expo 2004 will encompass the first World
Championship Hovercraft Endurance Race; aPioneer’sRace
among the original 1964 competitors, the Hovercraft World
Speed Record Challenge; a cruise on the Molonglo River;
the Canadian Air Cushion Technology Society’s 28th
International Symposium on Air Cushion Technology; and
the second World Symposium on Hovercraft Rescue. In
addition, Tech Talks by notables in the field of hovercraft
technology will be given throughout the week, and an
elaborate hovercraft exhibit will be on display at the National
Science and Technology Centre.

Further details can be obtained from the article elsewherein
this issue, as well as from the website
www.hoverworldexpo.com or from Professor Lawrence
Doctors on (02) 9385 4098 or email
L.Doctors@unsw.edu.au.

CACTS28th International Symposium on Air
Cushion Technology Call for Papers

As a part of HoverWorld Expo 2004, the Canadian Air
Cushion Technology Society’s (CACTS) 28th International
Symposium onAir Cushion Technology will take placefrom
29 to 31 December 2004 at the Australian National
University. Papers on all aspects of air-cushion technology
may be submitted; papers addressing sport- and racing-
hovercraft design are particularly encouraged. Papers on any
aspect of hovercraft rescue may also be submitted for
presentation at the second World Symposium on Hovercraft
Rescue on 28 December.

The deadline for submission of abstracts is 28 June 2004.
Further details can be obtained from the article elsewherein
this issue, as well as from the website
www.hoverworldexpo.com, wherealist of suggested topics
and submission instructions may be found at
www.hoverworl dexpo.com/cal Iforpapers/callforpapers.htm.
You may also contact Professor Lawrence Doctors, who is
serving as Chairman of the Symposium, on (02) 9385 4098
or email L.Doctors@unsw.edu.au.

Launch of Last Anzac-class Frigate

Thetenth Anzac-classfrigate, Perth, will be named by Mrs
Margaret Gee and launched at the Tenix Defence Pty Ltd
Williamstown shipyard on Saturday 20 March 2004. This
event will be the last launching in the biggest naval
shipbuilding programme for many years, with the
construction of the ten frigates and six Collins-class
submarines. Unfortunately thereisnow agap before the next
wave of major naval new construction presents more
challengesfor Australia sshipbuilders— but it was ever thus.
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HoverWorld Expo 2004

ChrisFitzgerald
Chairman, HoverWorld Expo 2004
Sharolyn Herring

Marketing/Public Relations Director, HoverWorld Expo 2004
Editor, HoverWorld Insider

HoverWorld Expo 2004

On 14 March 1964, more than 30 000 spectators gathered
on the shores of then partially-filled Lake Burley Griffinto
watch an event unprecedented in history: the World's First
Hovercraft Race. In April 1964, Flight International
(London) devoted a special supplement to air-cushion
vehicles, in which it wrote of the event:

14 March 1964 may become afamousdatein ACV
(Air-Cushion \ehicle) history, for on that day, in
Canberra, the world'sfirst competitive hovercraft
trialstook place. An anal ogy may be drawn between
the Canberra trials of 1964 and the Rheims air
meeting of 1909: both mark the beginning of
competitive development in their respectivefields,
with relatively primitive machines conceived by
enthusiastic experimenters.

An upcoming event may well become an equally-important
datein ACV history. In celebration of the 40th Anniversary
of the 1964 race, the world's fastest hovercraft and leading
experts will converge in Canberra on 28 December 2004
through 3 January 2005 for HoverWorld Expo 2004. The
event will takeplaceat Lake Burley Griffin'sBlack Mountain
Peninsula, near the site of the original race, and at various
venuesthroughout Canberraand Australia.

The 1964 event was staged by the Canberra Branch of the
Royal Aeronautical Society, which hasgiventheir full support
to HoverWorld Expo 2004. The event isal so sanctioned and
supported by the National Capital Authority, Australian
Capital Tourism, and the Australian Hovercraft Federation.

This all-inclusive event is an expansion of World Hover-
craft Week 2002 in the US, in which eighteen nations par-
ticipated. While complete details may be found on the offi-
cial website at www.HoverWorldExpo.com, the event will
encompassthefollowing:

e Thefirst World Championship Hovercraft Endurance
Race.

e Historic Pioneers’ Race among the original 1964
competitors.

e Model and human-powered hovercraft races.

e TheHovercraft World Speed Record Challenge.

e The Twenty-eighth International Symposium on Air
Cushion Technology.

e The Second World Symposium on Hovercraft Rescue

e “Tech Talks’ throughout the week by the world's
foremost hovercraft experts.

e Thelaunch of DiscoverHover, an international school
hovercraft program.

e Museum exhibits.

The First World Championship Hovercraft Endurance
Race

During the last 40 years, hovercraft racing has become an
established sport. HoverWorld Expo 2004, however, will
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debut an entirely new form of racing: hovercraft endurance
racing. Ordinary hovercraft races are generally short. The
HoverWorld Expo endurancerace, in contrast, will be aday-
long, 100-lap continuous race over land and water, with pit
stops. The introduction of endurance racing is specifically
designed to advance hovercraft technology, sincethisform
of racing requires improvements in craft durability and
reliability.

Another feature uniqueto hovercraft enduranceracing isthat
it opens the field to a wider variety of competitors. The
starting line-up isdetermined by handicapping: based on each
craft'sbest timein thetimetrials, the sl owest hovercraft will
start first; the fastest will start last. Thisexpandsthefield of
entries to welcome everyone and every type of hovercraft,
since a racing model is not required. Novices, world
champions, students, women and celebrities will compete
together in a race where everyone has an equal chance to
win.

Allen Hawkins sitting in the overall winning craft in 1964
(Photo courtesy Lawry Doctors)

Historic Pioneers Race

An Australia-wide search is underway to find the crews of
the eleven hovercraft that competed in the 1964 race and
invite them to compete again at HoverWorld Expo 2004 in
an honorary Pioneers’ Race. Asof thiswriting, seven of the
original eighteen participants have been located.

HoverWorld Expoisactually being organized by one of those
pioneers. Chris Fitzgerad, formerly of Melbourne and a
participant in the 1964 race, is the founder of the World
Hovercraft Organization, under whose auspicestheeventis
being staged. Fitzgerald is also President of Neoteric
Hovercraft, Inc., the world’s original manufacturer of light
hovercraft for the recreational, rescue and commercial
market. Neoteric is based in Terre Haute, Indiana, USA.

Model and human-power ed hover cr aft races

Radio-controlled model hovercraft have become a popular
hobby amongst both children and adults. HoverWorld Expo
will provide an opportunity for enthusiasts from around the
worldto pit their craft against each other in model hovercraft
races.
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HoverWorld Expo will also present the world’sfirst human-
powered hovercraft race. These unique vehicles, sporting
propellers but pedalled like a bicycle, are a challenge to
construct sincethey must beextraordinarily light — typicaly
lessthan 50 kilograms.

World Speed Record Challenge

The fastest hovercraft in the world will be pushed to the
limit at the HoverWorld Expo World Speed Record
Challenge. Neoteric Hovercraft, Inc. hasoffered ahandsome
prize for the top speed — $US10 000 — provided that the
current world speed record is exceeded by 16 km/h. The
current record is137.376 km/h, achieved in Portugal in 1995
by Bob Windt, an American. The top speed at the World's
First Hovercraft Race was less than 48 km/h.

Allen Hawkins driving the overall winning craft to the finish line
(Photo courtesy Lawry Doctors)
28th International Symposium on Air Cushion
Technology

For more than thirty years, the Canadian Air Cushion
Technology Society (CACTS) has held symposia on air-
cushion technology, in collaboration with other societies
devoted to air cushion vehiclesshovercraft. CACTS is a
constituent society of the Canadian Aeronautics and Space
Institute.

For the first time, this year’s Symposium will occur in
conjunction with HoverWorld Expo 2004. The Symposium
will take place at the Australian National University,
Canberra, from 29 to 31 December 2004.

Papers are now being accepted for presentation at the
Symposium. Paperson all aspects of air-cushion technology
may be submitted. Since the Symposium will occur
concurrently with HoverWorld Expo 2004, papersaddressing
both sport- and racing-hovercraft designs are particularly
encouraged. The symposium registration feewill bereduced
by half for oneauthor per accepted paper, and selected papers
will bereviewed for publicationin the Canadian Aeronautics
and Space Journal.

The deadline for submission of abstracts is 28 June 2004.
Further details can be obtained from
www.HoverWorldExpo.com or from Professor Lawrence
Doctors, Chairman of the Symposium, on (02) 9385 4098 or
email L.Doctors@unsw.edu.au.

Second World Symposium on Hover cr aft Rescue

Hovercraft are used widely in search-and-rescue operations
duetotheir unique ability to master terrain that other rescue
vehicles cannot, as well as to keep rescue personnel above
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the danger, not in it. The World Symposium on Hovercraft
Rescuewill bring together personnel from fire departments,
law-enforcement and other rescue agencies acrosstheworld
in an effort to continuously improve hovercraft rescue
standard operating procedures.

“Tech Talks’

Informal onsite” Tech Talks” will take place throughout the
week of HoverWorld Expo 2004. A wide variety of topics
will be presented by world experts in hovercraft and air-
cushion vehicles, from hovercraft to design to choosing the
right engine to “how to” demonstrations on using various
materialsin the construction of hovercraft.

DiscoverHover: the Build-a-Hovercraft |nternational
School Program

HoverWorld Expo 2004 will mark theinaugural racing event
of DiscoverHover, the World Hovercraft Organization’s
international school hovercraft program. With the world’s
foremost hovercraft experts serving as an advisory board,
DiscoverHover provides free hovercraft plans, instructions
and educational material sto schoolsand youth organi zations
throughout the world, enabling students to build a racing
hovercraft and compete in local, national and international
hovercraft races.

DiscoverHover will pay the shipping costs for qualifying
student hovercraft, giving them the opportunity to travel to
Canberra and compete in the first World Championship
Hovercraft Endurance Race at HoverWorld Expo 2004.

Further details about the DiscoverHover program appear on
theweb site www.DiscoverHover.org.

Museum Exhibits

The HoverWorld Expo 2004 “Pace Craft” that will start the
World Championship Hoversraft Endurance Racewill arrive
in Australia via shipping container in March; it will be
exhibited at various venues throughout Australia until
December.

In addition, museum exhibits are being planned for both the
Australian National Maritime Museum in Sydney and the
National Science and Technology Centre in Canberra. The
exhibits will include hovercraft history materials from the
British Hovercraft Museum, as well as a one-passenger
HoverChair that gives children achanceto pilot ahovercraft
on their own.

In summary, HoverWorld Expo 2004 isaunique opportunity
for &l to celebrate Australia’'s most notable claim to air-
cushion vehiclefame, and to witness history being made once
againin Canberra.

Flashback: TheWorld'sFirst Hovercraft Race

Before moving forward into the future of air-cushion vehi-
clesin Canberrathis year, we invite you to step back forty
yearsin history to experience the World's First Hovercraft
Race. Extensive information about the 1964 event, includ-
ing photo galleries and video footage, may be found at
www.HoverWorldExpo.com.

The World's First Hovercraft Race was, in fact, known in
1964 as “The World's First Ground Effect Machine Race.”
Sir Christopher Cockerell, the inventor of the hovercraft,
copyrighted theterm “hovercraft” asacommercial namein
1955 soit was not availablefor public use. Later, Cockerell
generously handed the name over to the public domain.
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The judges, including the late Professor Tom Fink (holding a
writing pad), studying the craft built by Bill Selge and K.M. McLeod
in 1964

(Photo courtesy Lawry Doctors)

ChrisFitzgerald, Chairman of HoverWorld Expo 2004, was
the youngest competitor in the 1964 race. In arecent issue
of HoverWorld Insider, the official newdletter of the World
Hovercraft Organization, he editorialised some of his
recollections:

“After nearly forty years | can still vividly recall the
enthusiasm surrounding the world's first hovercraft racein
Canberra. We original participants were filled with a spirit
of sdlf-reliance, anintrigue with newness, afrontier mentality,
anaiveté of technological difficulties, adream to experience
the sensation of hovering, and a possibility for fame and
fortune. Despite hovercraft that wouldn’t start, only fivethat
managed to stagger across the finish line, and fame and
fortunethat isyet to arrive, wewere undaunted by difficulties
and remain so today.

“That undaunted spirit, widely evident among those in the
world of air-cushion vehicles, is the strength behind the
evolution of the hovercraft. We' ve come a long way since
those early hovercraft days. Hovercraft racing is now an
established sport, and the vehicle that was once an obscure,
peculiar hobby is now used in most major nations of the
worldfor adiversity of important purposes. Hovercraft save
lives, transport tanks and troops, ferry passengers, enforce
laws, control wildlife, assist in agriculture, entertainthe public
and are enjoyed by private enthusiasts across the globe.”

Eric Shackle, an Australian journalist who covered the 1964
event, alsorecalls:

“Ten mostly backyard-built mechanical hares and tortoises
competed inthe World'sfirst Hovercraft Racein Australia's
capital, Canberra, on 14 March 1964. One of the amphibious
hares sank, three had to be towed ashore, and atortoise was
thefirst of only fiveto crossthefinishline. Thetenth failed
to start.

“The race took place on a cold, windy Sunday morning, on
the city’s new man-made scenic Lake Burley Griffin, then
only part-filled. The event, one of several celebrations
marking the 51st anniversary of the naming of Canberra,
was organized by the Canberra Branch of the Royal
Aeronautical Society.

“1 wasthere asthe Sydney-based public relations officer for
the sponsor, BP, which supplied fuel and lubricants for a
widevariety of motors, ranging from tiny Victalawnmower
enginesto one salvaged from a Catalina flying boat.

The Australian Naval Architect

“The fastest craft was built by two friends, Arthur Powell
and Roy Raymond, both living in the Canberra suburb of
Ainglie. Raymond recalls, ‘ Two motorswere needed, oneto
giveitlift and the other for forward drive. The vector motor
came from an old World War Catalina flying boat. It was a
V-twin generator motor which had been used to keep batteries
charged when the Cat was moored in water. The other engine
was atwo-cylinder Sunbeam motor which had been used in
motorbikes. On the demonstration run, disaster struck on the
way back to the shore. When | stopped in front of the crowd,
the vector drive-shaft broke, so | failed to cross the finish-
line, and we were disgualified, after achieving the fastest
time over themain course.””

“Raymond is now Australia’s oldest licensed pilot. His
lifelong friend, John Coggan, says, ‘Roy has built boats,
gliders, and powered aircraft. He flies his own plane, a J1
Taylor Cub which he totally rebuilt himself. With his son
Barry, heflew around Australiainit afew yearsago.””

“Coggan recalls, ‘They were good days when all this
happened. Wewereflying Tiger Moths and building our own
sailing boats and lifewas good.””

“Hovercraft have come along way since those days. They
are used around the world to perform a variety of tasks.
Travelling on acushion of air, they can traverse any kind of
surface — dry land, swamps, water, snow or ice. Large
hovercraft have carried millions of passengers in many
countries. Armed military hovercraft provided speedy river
patrols in Vietham. Tank- and troop-carrying hovercraft
carried out beach landing missionsin the Gulf War. Smaller
craft arewidely used for recreation, racing and rescue.”

The craft built by Bill Selge and K.M. McLeod, at speed on Lake
Burley Griffin
(Photo courtesy Lawry Doctors)

Further Reading

Further information about HoverWorld Expo 2004 and about
hovercraft in general may be found at
www.heoterichovercraft.com and www.worldhovercraft.org.
You may also subscribe to HoverWorld Insider, the World
Hovercraft Organization’s free email newdletter covering
hovercraft information, news and events at
www.worldhovercraft.org/insider/index.htm.
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OFFICIAL AIRLINES
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GENERAL NEWS

Austal USA to Build Advanced Technology
Demonstrator For ONR

Austal USA was awarded a contract in December to build a
high-speed catamaran that will be used to demonstrate
advanced hullform technology to the United States Office of
Naval Research (ONR).

The 31.2 m vessel will be built for American Marine
Holdings, which has been awarded a contract to deliver and
demongtrateits SeaCoaster military vessel designtothe ONR.
The ONR coordinates, executes and promotes the science
and technology programs of the Navy and Marine Corps as
well as providing technical advice to the Chief of Naval
Operations and the Secretary of the Navy.

Bill Pfister, Austal USA’s Vice President of Government
Projects, said the ONR project was afurther example of the
USmilitary’sstrong interest in the use of high-speed vessels.

“The Navy, Army and Marine Corps have all experienced
the benefits of thetypes of shipsAustal isableto designand
build, and they are clearly seeking to expand the application
of thistechnology,” hesaid, pointing out that Austal isalready
heavily involved in the defence arena.

“The 101 metre Austa catamaran, WestPac Express, hasbeen
atremendous success story for the Marines from the day it
was chartered by Military Sealift Commandin 2001, and we
are currently working on the design for the Navy’s Littoral
Combat Ship. TheArmy’sThester Support Vessel acquisition
program is another project we are eagerly anticipating,” he
said.

The SeaCoaster catamaran design features cavitiesin each
hull into which air is blown with the aim of reducing
resistance and thus allowing higher speeds to be obtained.
Following its evaluation by the ONR, American Marine
Holdings expects various departments of the US military to
decide on potential applications for the air-inducted
technology and subsequently order additional vessels for
specific uses.

American Marine Holdings President, Mr Mike Collins, said
Austal USA was selected to build the vessel for ONR dueto
itsexpertisein aluminium vessel construction.

“Austal USA bringsto thismarket anew dimensionin high-
speed marinetransport, utilising the company’sleading-edge
technology and construction capabilities that were not
previously availableto US customers,” he said.

Austal USA will build thevessel initsspecialised aluminium
shipbuilding facility in Mobile, Alabama, where a 58 m
catamaranisalso currently being constructed for Milwaukee-

based ferry operator L ake Express.

Principal particulars

Overdll length 31.2m

Beam 9.75m

Hull depth (moul ded) 3.35m

Main engines Four 1045 kW diesels

Propulsion Four surface-piercing
propellers

Speed Over 50 knots

THE ROYAL INSTITUTION OF NAVAL

ARCHITECTS
AUSTRALIAN DIVISION

NOTICE OF ANNUAL GENERAL MEETING

Notice is hereby given that the Annual General Meeting of the Australian Division of the
Royal Ingtitution of Naval Architectswill be heldinthe HarricksAuditorium of the Institution
of Engineers, Australia, Eagle House, 118 Alfred Street, Milsons Point NSW on Tuesday 23
March 2004. The meeting will commenceimmediately following the combined RINA/IMarEst
Technical Meeting commencing at 5.30 pm for 6.00 pm Sydney Time.

AGENDA
1 Opening
2. Apologies
3. To confirm the Minutes of the AGM held in Melbourne on Tuesday 25 March 2003
4. To receive the President’s Report
5. To receive, consider and adopt the Financial Statements and Auditor’s Report for the year ended
31 December 2003
6. Announcement of appointmentsto the Australian Division Council
7. Other business
Keith Adams
Secretary
February 2004
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Spirit of Kangaroo Island Completed

Soirit of Kangaroo Idand, a50 m Ro-Roferry built by Austal
Ships at Henderson in WA, was delivered in December |ast
year to Adelaide-based Kangaroo I sland Sealink.

At 50 m overall, with a beam of 18.3 m and a deadweight
capacity of 350t, the new vessel will be dlightly larger than
Sealion, the former flagship of the Sealink fleet.

Aluminium was chosen as the preferred material for both
hull and superstructure, the reduced structural weight
compared to steel construction enabling the deadweight
capacity to beincreased by 100t over that of Sealion, while
achieving a dlightly higher speed with the same installed
power.

Sydney-based AMD Marine Consulting carried out the
preliminary and technical design and the detail design was
completed by Austal Ships.

Thevessdl istruly multi-purpose, being used asacommuter
vessel by Kangaroo Island residents, as a tourist ferry by
national and international visitors and as a produce carrier
by island-based businesses. The vessel can carry over 50
cars, or acombination of cars, trucks and coaches.

Thedeck layout and deadweight capability providesfor the
carriage of 8 semitrailers with room left for 16 cars. The
open garage deck enables high loads to be carried, so large
items of machinery or earth-moving equipment can be
transported to theidland. Thevessel isalso licensed to carry
fuel and gas tankers and other dangerous goods, and has a
fire-fighting system appropriatefor thisuse; however, infuel/
gas-carrying mode, no morethan 25 passengersare permitted
on board.

The main passenger cabin is arranged in an elongated U-
shape, starting at thefront of the vessel and extending along
each side of the central vehicle garage. The forward areais
spacious, with large front windows providing visitorswith a
panoramic view of Kangaroo |sland asthe vessel approaches
its base at Penneshaw. A licensed caféis located at the aft
end of thisarea. Thearms of the U-shape extending aft along
the sides of the vessel enable tables and pairs of aircraft-
style seatsto be arranged al ong the sidewindows, maximising
the number of window seats.

Inkeeping withitsroleof ferrying touriststo visit the beaches,
wildlifeand national parkson Kangaroo Island, thevessel is

T ——T
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Launching day for Spirit of Kangaroo Island
(Photo courtesy AMD)
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General Arrangement of Spirit of Kangaroo Island
(Image courtesy AMD)

fitted out with modern amenitiesins dethe passenger lounges,
and also provides outdoor areas for watching the dolphins
which often shadow the vessel onitsjourney.

Another passenger cabinislocated intheport hull, providing
a refuge for locals and truck drivers who have seen it all
before, to read a book or snooze on the way home. The
starboard hull isfitted with crew cabinsand includesashower
and galley, as a number of crew sleep on board to reduce
their own commuting time and to increase overnight security
onthevessdl.

Propulsion is provided by two Caterpillar 3512 engines
driving five-blade fixed-pitch propellers through Reintjes
gearboxes. Due to the small size of the mainland port at
Cape Jervis, excellent manoeuvrability isrequired and this
isprovided by articulated rudders and two 160 kW electric
bow thrusters.

Hypac of Adelaide supplied most of the hydraulic systems,
including the anchor winch, four mooring capstans, stern
ramp winch, dual steering gear, rescue boat davit, control
valving for the deck machinery, and two dual electro-
hydraulic power units (one aft and one forward). Having
experienced the reliability and ease of maintenance of the
Hypac unitson other vessels, Kangaroo |sland Sealink were
insistent on using the Hypac equipment for Spirit of
Kangaroo Island.

The vessel runs up to five return trips per day between
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Penneshaw and Cape Jervis and, together with Sealion,
provides the capacity to move 5 980 passengers and 1 080
cars per day in peak periods.

Principal Particulars

Length 50.4m
Beam Moulded 18.3m
Draft loaded 250 m
Passengers 250
Crew 6
Deadweight 370t
Speed |oaded 16 kn

Image Marine Deliveries

Cruise vessels produced by Image Marine grace the waters
of two of the world’'s most famous harbours following the
delivery of apair of highly-customised catamaransto Hong
Kong'sNew World First Travel ServicesLimited in October
last year.

Equally suited to both sightseeing and charter roles, First
Travel XXXI and First Travel XXXI| areat 41.4m, similarin
length to Image Marine’ stwo preceding completions, Salten
and Seigtind. Whilst Salten and Seigtind transport
passengers and cargo at 33 kn in the often sub-freezing
temperatures of northern Norway, thetwo First Travel vessels
will cruise the warmer climes of busy Hong Kong Harbour
at around 16 knots.

“Image Marine's ahility to successfully achieve the vastly
different requirements of these consecutive projects speaks

volumes for our design and construction capabilities,” said
Mr Mark Stothard, Image’s Sales and Marketing Manager.

First Travel’snew ‘Hong Kong Dragon Cruise' serviceoffers
four different routes daily, including morning, afternoon,
sunset and night cruises. These al depart from Victoria
Harbour and cover sights such as Tsing Ma Bridge (the
world’s longest suspension bridge, carrying both vehicles
and trains), the elegant Island South, and the laid-back
outlyingislands.

Mr Adolf Hsu, Managing Director of First Travel, said
“Targeting both tourists and Hong K ong people, Hong Kong
Dragon Cruise is positioned as the ‘First Cruise in Hong
Kong' for tourists and also as the people of Hong Kong's
number one recommendation to their visitors.”

Mr Hsu said the comfort and luxury provided by the Image
Marine vessel s contributed to his confidencein thefuture of
the new service.

“By combining advanced new vessels featuring first-rate
facilities with premium customer service and unique and
comprehensive routes, Hong Kong Dragon Cruise has
unveiled anew pagefor thelocal harbour cruise serviceand
provides Hong Kong with apremium harbour-cruise service,”
he explained.

The vessels themsel ves are sights worth seeing, combining
the New World group’s striking orange, purple and green
livery with an even more eye-catching Chinese golden dragon
onthetop deck. Over 16 mlong, the dragonsare particularly

Hypac marine machinery

Designed specifically for high speed light craft

Carngact and easy 1o operate anchor windlass

S—

Uitra lightwalght SOLAS rescue boat dasit

Phone: +61 8 8333 0222 Fax: +61 8 8364 0706
PO Box 144, 40 Old Norton Summit Road
Magill, Adelaide, South Australia 5072

www. hypac.com.an

Email: info@hypac.com.au

Suppliers of reliable equipment to the world’s leading shipbuilders
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spectacular when spraying water from their mouthsand when
highlighted in colourful light shows during evening cruises.

In traditional Chinese culturethe dragonsrepresent strength
and opulence, which is fitting given the high standard of
workmanship and fit out evident in First Travel XXXI and
First Travel XXXII. In addition to the open top deck which
provides panoramic views, passengers can choose between
upper and lower enclosed decks which feature extra-large
side windows and broad expanses of glass on the forward
bulkheads to maximise viewing opportunities. Dimmable
interior lighting enhances the evening and night cruise
experiencesand amulti-lingual onboard tourist information
system providesinsightsinto the city’s history, culture and
attractions.

The layout of the vessels features lounge and table
arrangements throughout, with seats for 172 passengers on
the main deck and 182 passengers on the upper deck. Each
vessel can also carry passengers in wheelchairs. Other
onboard facilitiesinclude akiosk on the main deck serving a
variety of drinks and light meals, an upper-deck bar and
cultural booths providing explanations of Hong Kong's
unique east-meets-west culture. Adding to the cruise
experience, avariety of performanceswill be staged onboard,
ranging from magic and live music to traditional Chinese
actsincluding acrobatics.

Tofacilitatethis, the vessel sare equipped with professional -
level audio-visual systemsand part of themain deck forward
converts to a dance floor, complete with lighting. This is
achieved by removing the central section of seating, aprocess
that takes only a short time. The incorporation of these
features, plus catering facilities on the main deck and in the
port hull, contributesto the catamarans' versatility and makes
them an attractive charter option for functions, seminarsand
entertainment.

Principal Particulars

Lengthoverall 41.4m

Length waterline 395m

Beam moulded 11.8m

Hull depth moulded 35m

Draft 1.8m

Passengers 355

Crew 5

Fuel (maximum) 6800 L

Propulsion

Engines Two MTU 12V 2000
M70; 788kW at
2100 rpm each

Gearboxes Two ZF 2500

Propellers Two Stone Marine
fixed pitch

Speed (85% MCR) 16 kn

Survey

Structure Lloyds Register

Survey Hong Kong Marine
Department Harbour
Cruiseclass

Queensland Industry News

After thedelivery of a43 mvessel to Americain December,
NQEA Australia Pty Ltd has continued with the building of
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four vessels, a63 m passenger ship, a 58 m Ro-Pax ferry, a
35 m private yacht and a24 m dive vessel.

On 10 January the aluminium superstructure of the 58 m
ferry, Moreton Venture, was positioned on top of the
separately built steel hull. The superstructure of the vessel
waslifted with four cranes and the hull moved beneath using
two Goldhofer hydraulic platform trailers owned by
Lampson.

The particulars of Moreton Venture are:

Length overall 58 m

Beam 16m

Design speed 16 knots

Passengers 400 max.

Designer Incat Designs Sydney

Deadweight 250t comprising 49 x 4WD
vehiclesor 6x trucksand
10 x 4WD vehicles.

Erecting the superstructure of Moreton Venture
(Photo courtesy NQEA)

Azzura Yachts on the Gold Coast has just successfully
completed the sea trials of their new 30.5 m motor yacht.
The $9 million vessel achieved the expected 21 kn with the
overall performance exceeding expectations. Being the
largest vessel ever to be completely built at the Gold Coast
City Marina, the vessel has received much media attention
with the launch being attended by journalists, photographers
and cameracrews. Thevessel ispowered by four shaftseach
driven by a Caterpillar 3412E diesdl. It will serve Moreton
Island, operated by Hawkins Ferries Pty Ltd

Thedesign officeat RivieraMarineisbusy working on new
modelsfor 2004, whileall other local Gold Coast production
boat builders are expecting another busy year ahead

In the Brisbane region, Aluminium Marine continues with
the construction of a 23 m catamaran passenger ferry for
operation out of Darwin. Thisvessel will haveadesign speed
of 28 knots while carrying up to 160 passengers. A second
23 m cruise boat/passenger ferry is also under construction
at thisyard. Thisvessel isashallow-draft design. Propulsion
is by 708 kW MTU engines, coupled to Seafury surface
drives. Both of these vessels are due for launch in the first
half of thisyear.

At Brisbane Ship Constructions, work continues on three
30 m river passenger ferries for export. These vessels are
in-house design with high speed and low wash.

Brisbane Shipworks has recently completed a 44 m luxury
yacht. Thiscompany isplanning to mergewith Warren Yachts
of NSW.

Commercial Marine Consulting Services have supplied the
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design of another 29 m passenger ferry whichisto be built
inHong Kong. Thisdesignisto Lloyd,s Rules.

New Wave Catamarans are currently building an 18m
catamaran charter fishing vessel.

South Pacific Marine has delivered a 47 m car ferry to
Stradbroke Ferries for operation in Moreton Bay, and now
have asecond 47m car ferry building for the Bahamas. Both
ferries were designed in Queensland by Sea Transport
Solutions.

Southern Hemisphere Shipyards have constructed the
aluminium superstructure of a47 m car ferry, designed by
Sea Transport Solutions. The superstructure has been fitted
to the steel hull of the vessel and it is now being outfitted.

Brian Robson
RAN Apprehends Suspected lllegal Fishing
Vessel

A Royal Australian Navy warship has successfully
apprehended avessal suspected of fishingillegaly inisolated
Australian territorial waters, Defence Minister Robert Hill
and FisheriesMinister |an Macdonal d announced in January.

The fishing vessel Maya V was apprehended late on
23 January after it was believed to have beenfishingillegally
within Australia sexclusive economic zone around theremote
Heard and McDonald Islands, over 4000 kilometres south-
west of Perth.

“Our frigate HMAS Warramunga and her sailors on patrol
inAustralia’ s southern oceans battled extremely bad weather
and high seasto intercept and board Maya V,” Senator Hill
said.

“Itisacredit totheir skill and professionalism that they were
ableto overcome dangerous conditionsto successfully board
the vessel. Thesetypes of operations are always dangerous,
but our sailors have exceptional training and extensive
experience in environments ranging from Antarctic waters
to the Persian Gulf.”

The Navy boarding party first made contact with the Maya V
on Thursday 22 January and an attempted boarding was
abandoned after the prevailing weather worsened.

Maya V was issued with a legal direction to proceed to
Fremantle and when weather conditions permitted late
yesterday, the Navy took control of Maya V after sailorsfast-
roped to the fishing vessel’s deck from Warramunga’'s
Seahawk helicopter.

HMAS Warramunga at sea in the southern ocean, proving that
she is a ship and not simply a naval platform
(RAN photograph)
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RAN personnél boardir;g I:/I;\;a V. The radar outfit is.interes-ting for
a fishing vessel
(RAN photograph)
Maya V had a Navy steaming party embarked and was
escorted by HMAS Warramunga to Fremantle where she
docked on 1 February. TheAustralian Fisheries M anagement
Authority also had officers on board.

“This joint Defence Force-AFMA apprehension marks
another blow to illegal fishers and proves once again that
Australia has the capability to act decisively in all sorts of
locations and conditions to protect our fisheries resources
and territorial waters,” Senator Macdonald said.

“Thisapprehension further builds on the announcement that
the Prime Minister and myself madelate last year of an $80
to $100 million commitment to fund armed patrol sto protect
thisnation’s sovereignty and the sustainability of our fisheries
resources.”

In October last year, suspected illegal fishing vessel Viarsal
was returned to Australiafrom the South Atlantic Ocean by
a Navy steaming party after a 21-day hot pursuit and
apprehension by Australian Customs and Fisheries Patrol
Vessel Southern Supporter.

T =

New CEO for Defence Materiel Organisation

On 30 January the Minister for Defence, Senator Robert Hill,
welcomed the appointment of Dr Stephen Gumley as the
new Chief Executive Officer of the Defence Materiel
Organisation (DMO).

Dr Gumley has been the Chief Executive Officer and
Managing Director of theAustralian Submarine Corporation
since July 2002.

The Secretary of the Department of Defence, Mr Richard
Smith, made the appointment following consideration by a
Selection Advisory Committee of some 100 applications or
expressions of interest in the position.

DMO isresponsible for the delivery of around 240 current
capital projects at atotal cost approaching $50 hillion. If
DMO wereacommercia enterpriseit would be considered
asoneof Australia' slargest companies.

Dr Gumley, a Rhodes Scholar with high-level engineering
qualifications, is 47 years of age. During his career he has
served asaVice-President (information services) for Boeing's
Commercia Airplane Servicesin Seattle, USA, and asCEO
of Global Lightning Technologies Group. He took up the
new position on 25 February.
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Work Starts on Armidale Class

In January, Defence Maritime Services Pty Limited (DMS)
and Austal Shipsbegan project start-up and pre-production
activity for the Royal Australian Navy’snew Armidale-class
patrol boats. Thetwelve 56.8 m patrol boatswill bedelivered
to the Defence Materiel Organisation. Austal also signed a
contract with CEA Technologies for supply of the ships

communications and radio direction-finding systems.

The DMS-Austal partnership was selected ahead of eight
other companies, after an exhaustive, multi-phase tender
process begun in mid-2001. Austal Ships designed and will
build the vessels at its shipyard in Henderson, Western
Australia. All twelve patrol boats will be built within 42
months, with thefirst vessel, HMAS Armidale, scheduled to
be delivered in May 2005, with the second and third six
months later. DMS is managing development, integration
and delivery of the full-capability package, including al
training and | ogistic support requirements, and will provide
in-service support to the vessel sthroughout their operational
lives. CEA is supplying their Australian designed and
developed Integrated Ships Communications System
(CEA-ISCS) and the WARRLOCK Direction Finding (DF)
system, both of which are already used by the Royal
Australian Navy (RAN).

The vessels will be home ported in the northern Australian
portsof Cairnsand Darwin and will replacethe RAN’scurrent
fleet of 15 Fremantle Class Patrol Boats, which are nearly
25 yearsold. Asthe principal maritime patrol and response
element of Australia’'s National Civil Surveillance Program,
the new vessels will primarily carry out surveillance,
interception, investigation, apprehension and the escort to
port of vessels suspected of illegal fisheries, quarantine,
customsor immigration offences.

=

TheAustal 56 m Patrol Boat

The new patrol boat will be a 56.8 m high-performance
monohull that has been purpose-designed to meet to the
RAN’soperational requirementsin an extremely affordable
manner. Austal’s design draws on the expertise gained
through producing over 90 advanced purpose-built vessels,
including Australia’ s Bay-class Customs patrol boats. DMS
experience as a ship operator, fleet manager and support
provider to the RAN has also been directly applied to
optimising long-term performance and operational reliability.
Design and construction will beprincipally to international ly-
accepted commercia standards for patrol boats, but with
pertinent RAN standards and requirements applied where
necessary.

The hard-chine semi-planing hull minimises resistance and
will deliver superior seakeeping performance. Like the
vessel's superstructure, the hull will be constructed from
aluminium, which results in a lighter, more easily-driven
platform that also requiresless maintenance, particularly ship
husbandry tasks such as the application and maintenance of
anti-corrosion surface coatings. Adding to this, thereliability
and supportability of onboard systemsis enhanced through
carefully-planned system back-upsand by maximum use of
readily-available commercial equipment and spare parts.

Detailed comparisons between equivalent steel and
aluminium hulls established that there is only a minor
difference in overall construction cost between the two
alternatives. However, thea uminium patrol boat offersmajor
savings in operating and through-life support costs. Tank
testing and cal culations showed that the aluminium vessel
achieved the same performance with less power, resulting in
a reduction in fuel consumption of over 20 per cent. This
equatesto around 1.8 million litres of fuel per year for a12
boat fleet.

A starboard quarter view of the Armidale-class patrol boat
(Image courtesy Austal Ships)
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The new boats have been designed to operate without re-
supply for up to six weeks, but are equipped for replenishment
at sea. Thisincludes transferring personnel and light cargo
between the boat and helicopters, and provision for refuelling
from asupply vessel. The onboard fuel capacity providesa
steaming range in excess of 3 000 n miles, which isa20%
increase over the RAN’s existing patrol vessels.

The Fremantle-class boats have been averaging a total of
2 700 operational days per year (180 days/boat/year), whilst
the more capable Armidale-class vessels and the DMS
support system will provide the RAN with atotal of 3 000
patrol days per annum (250 days/boat/year), plus up to 600
days per year surge capacity to meet operational
contingencies.

An impression of the bridge of the new patrol boats
(Image courtesy Austal ships)

Propulsion for the new patrol boatswill be provided by twin
MTU diesel engines, developing 2 320 kW each and driving
fixed-pitch propellers. Thiswill enablethe vesselsto achieve
speeds of at least 25 kn in Sea State 4. An electronically-
controlled loitering system on the gearboxes enables
sustained operation at speeds aslow asfour knots.

Twin spaderudderswill give atactical diameter of five boat
lengths, with the counter-rotating propellers providing
uniform turning characteristics to either port or starboard.
The patrol boats can a so be brought to rest from maximum
speed within five boat lengths. Directional stability is
enhanced by a centreline skeg, as well as bilge keels and
active foils included in the motion control system, and at
low speed a bow thruster will assist with berthing and
unberthing evolutions.

Although based in the ports of Darwin and Cairns, and thus
designed for operation in the tropical sea and weather
conditionsof Australia’ snorthern waters, the new patrol boats
will be suitable for deployment in southern waters, such as
the South Tasman Risefishery which lies some 300 nautical
miles south of Tasmania (48°S). They will aso be capable
of deployment to Christmas and Cocos Islands and to other
countries in the region for occasional exercises and
cooperative operations.

At 56.8 min length overall, the Austal design is some 15
metreslonger thanthe RAN’sexisting patrol boats. Extensive
testing has shown that this extra length, coupled with the
active motion control system, means that the new vessels
will be able to operate in a greater range of sea conditions
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than the Fremantle-classboats. They will beableto undertake
surveillance operations to the top of Sea State 5, and
interception, investigation, apprehension, escort and towing
operations to the top of Sea State 4.

Designed and manufactured by Australian company Seastate,
the motion-control system consists of two activefinsin the
midship region and transom-mounted trim tabs. These control
e ementsreduce pitch, yaw and roll motionswhile underway.
Fixed bilge keels and skegs a so contribute to damping roll
motions at rest and at slow speeds.

In addition to substantially improving ship operability, the
better seakeeping of the Armidale-class vesselswill reduce
safety concerns raised by excessive ship motion and crew
fatiguewhichis potentially amajor inhibitor of operational
performance. The emphasisthat Austal and DM S placed on
these and other habitability issues during the design process
isreflected in the vessel layout, which has been specifically
designed to maximise crew performance and comfort.

Situated in the midship region to reduce the effects of vessel
pitching, the bridge has also been located aslow aspossible
to minimise the lateral motions that will be experienced.
Based around proven commercial solutions, the bridge
arrangement allows for all-round vision from the control
station. In addition to acommand position and two navigating
helm stations, the bridge features dedicated consoles for
engineering, communications and weapons, plusbridgewing
stations. The Austal Marine Link system enables all ship
systemsto be monitored and controlled from the bridge via
an integrated network, and the vessels will operate with
unmanned machinery spaces.

TheArmidale-classpatrol boatswill befitted with specialised
systems to enable surveillance and threat detection as well
as communication with all of the appropriate authoritiesin
meeting their national surveillance role and other assigned
tasks. In developing the design, Austal and DMS worked
closely with CEA Technologies, an Australian company
which specialises in the design, development and
manufacture of such systems. The superstructure design, for
example, has been optimised for communications and
surveillance activities without placing restrictions on other
mission-critical functions such as weaponry and sea-boat
evolutions. These considerationsresulted in the adoption of
the distinctive twin mast arrangement.

Key components of the electronics fit include CEA
Technologies' Integrated Ships Communications System
(CEA-ISCS) and theWARRLOCK Direction Finding (DF)
system, both of which are already used by the RAN.

CEA-ISCS integrates the vessels' secure, non-secure and
internal communications systems and enables them to
communicate with awide variety of military, government
organisations and civilian craft. Access to the system is
availablefrom variouslocations on the ship, allowing greater
flexibility for the communications staff. The design of CEA-
I SCS has evolved from that supplied to the RAN’s coastal
minehunters, and integrates new communi cations devicesas
well as providing improved supportability. Commercial -off-
the-shelf equipment has been used wherever possible. The
use of multiband antennas and multicouplers reduces the
number of aerialsrequired, whichin turn reducestherisk of
mutual interference.
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The WARRLOCK DF system produced by CEA is a state-
of-the-art, yet affordable, ship-borne radio intercept and
direction finding system consisting of a broadband active
DF antenna system, antennamultiplexer and aDF receiver.
Itisanimportant tool for locatingillegal activitiesaswell as
being an aid to search and rescue.

To reducethe vertical accel erations associated with pitching,
the accommaodation has been located as far aft as practical
and incorporates a number of innovative features which
maximiseitsfunctionality and habitability. Theseinclude a
dedicated boarding-party room, storagefacilitiesall located
onthemain deck for ease of access, an austerelaundry and a
self-contained galley with all refrigerated storage located
within the space.

Thevessdl shave been designed to operate with acomplement
of 29, comprising seven officers, four senior sailorsand 18
junior sailors. The accommodation will exceed the
reguirementsfor personal and communal spaceinall cabins
and mess/recreation spaces, as well as providing the
flexibility to cater for mixed-gender crews at all ranks.
Incorporating improvements made as a result of in-service
experience on the Bay-class vessels, each of the modular
cabins will have an en-suite bathroom comprising a toilet,
shower and hand basin.

Each rank will haveits own combined mess/recreation area,
all featuring acombination of lounge and individual seating,
tables, tea- and coffee-making facilities, refrigerator,
entertainment equi pment and bookcases. Thewardroomwill
double asamedical treatment area.

The primary roles for the new vessels are civil law-
enforcement duties such as surveillance, interception,
investigation, apprehension and the escort to port of vessels
suspected of illegal fisheries, quarantine, customs or
immigration offences. These duties, as well as search-and-
rescue and evacuation operations, often necessitate carrying
extrapeopleonboard. The Armidale-class vesselsrepresent
asignificant improvement in this regard, as they will have
the capacity to sleep up to another 20 people in an austere
accommodation area with adjacent bathroom and laundry
facilities. The Fremantle-class vessels have no space
dedicated for this.

In many instances it is hecessary to tow vessels to a safe
haven and, for thisreason, the patrol boats have been designed
and equipped so that they can tow vessel s of up to 300 tonnes
displacement or 12 smaller vessels.

The provision of two rigid inflatable sea boats on the new
patrol boats will also provide the RAN with a significant
increase in capability, making it possible to conduct
simultaneous boarding operations. Heave-compensated
davitswith anti-pendul ation devicesfacilitate thelaunch and
recovery of the boatsto thetop of SeaState 4, or Sea State 6
for critical evolutions. The Armidale-class vessels can be
operated with 11 crew, allowing up to 18 personnel to be
deployed in boarding parties.

The dedicated boarding-party room on the main deck includes
showers so that returning crew members can clean up and
remove soiled or contaminated clothes prior to entering the
accommodation area. The compartment also includes
equipment storage and drying lockers, a small-arms locker
and stowage for scuba and wet-weather gear.

In addition to their important civil roles, the patrol boats
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will enhance the RAN'’s capacity to protect harbours and
coastal shipping during times of conflict. Their primary
weapon system isthe Rafael Typhoon Mk 25, which will be
fitted with amarinised 25mm Bushmaster cannon. Selected
by Australia s Department of Defence, the Typhoon Mk 25
isexpected to provide vastly-superior range and accuracy to
the non-stabilised 40mm gun on the Fremantle-class boats.
Two 12.7mm machine gunswill aso befitted.

Principal Particulars

Length overall 56.8 m

Length waterline 52.1m

Beam moulded 95m

Hull depth moulded 50m

Hull draft (max) 27m

Fuel 68 000 L

Fresh water 10000L (plus6200 L/day

water-making capacity)

Main engines Two MTU 16V 4000 M70
2320 kW at 2000 rpm each

Gearboxes Two ZF 7550 A

Propellers Two fixed pitch, counter-
rotating

Generators Two 220 kW MTU 6R 183

Bow thruster 14.5KkN thrust

Maximum speed >25kn

Loiter speed 410 10 kn for up to 60 hrs

Range 3000 nmiles

Towing capability up to 12 vesselsand 300t

Crew

Officers.

Senior sailors:
Junior sailors:
Total complement:

Accommodation
Officers

Senior Sailors
Junior Sailors

Austere accommodation

Armament
Primary weapon

Secondary weapons

Communicationsand Sensors
Communication system

Direction finding system

Other Equipment
Seaboats

Motion control system

Survey
Classification

total displacement

7

4
18
29

Single berth CO’s cabin,
three 2 berth cabins

Two 2 berth cabins

One 2 berth cabins, four 4
berth cabins

20 berths

25mm Rafael Typhoon MK
25 stahilised naval gun
Two 12.7mm M2HB
machine guns

CEA Integrated Ships
Communications System
CEA WARRLOCK

Two 7.24m RIBS with
diesel/waterjet propulsion
Seastate, two activefins
amidships and two active
transom flaps; bilge keels

Det Norske Veritas +1A1
HSL C Patrol EO NAUT
NV Crane (aus)
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North West Bay Ships delivers Simply Magistic

Thelatest vessel to emerge from the North West Bay Ships’
stablewas delivered to Magistic Cruisesin November 2003
for operations on Sydney Harbour. The 34 m catamaran,
Smply Magistic, will be utilised both as an up-market
sightseeing cruise vessel and an exclusive charter vessel.

Theintroduction of Smply Magistic represents abroadening
of theoperationsfor Blue Line Cruises (operatorsof Magistic
Cruises). Sudhir Warrier, CEO of Blue Line Cruises,
comments “The world's best harbour deserves a premium
sightseeing service, and weidentified an opportunity to run
an up-market sightseeing cruise from Circular Quay. It was
very important to us that the new vessel reflect the same
high standards asour current luxury charter vessels, Magistic
and Magistic Two.”

Magistic Cruises, in conjunction with Glen Davis Marine
Design, devel oped adetailed concept design and specification
for the vessel, with the contract awarded to NWBS in April
2003.

Simply Magistic under construction
(Photo courtesy NWBS)

Hull

Smply Magistic was based on Red Jet 4 — a 40m, 38 kn,
low-wash catamaran delivered by NWBS to Red Funnel in
the UK in June 2003 — with modifications to improve
performance at the required 18 knot design speed. A full-
length docking skeg ensuresthat the vessel can be dipped at
arange of slipwaysin Sydney.

Performance

Two Caterpillar 3406E diesels, rated 448 kW brake power
at 2100 rpm each drive aBruntonsfive-bladed propeller via
aZF 350 gearbox.

“Magistic Cruisesrequired aservice speed of 18 knin order
to achieve an hourly turn-around service. Whilst other yards
wereunableto meet thisrequirement, NWBSwere prepared
to guarantee 18 kn and were able to demonstrate asignificant
reduction in fuel consumption” reports Warrier. “This
performance difference wasthe major factor in the decision
to award the contract to NWBS.”

Thisdecisionwasvindicated ontrias, with Smply Magisitic
achieving 21.2 kn on the measured mile. The design speed
of 18 kn was achieved at just 75% MCR, each engine
consuming 85 L/h. “We are ecstatic with the vessel’s
performance” says Warrier, “In fact, the higher speeds
achieved have presented Magistic Cruises with an
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opportunity to run additional routes on the harbour and still
meet the one-hour sightseeing timetable.”

A Simply Magistic engine room
(Photo courtesy NWBS)

Passenger decks

Passenger entry to the vessel is on the port side aft, where
the traffic is split to either afeature curved stair leading to
the upper deck, or to a short passage leading to the main
cabin. Featurelightinginsidethe cabin highlightstheAtlantic
jarrah panelling, and guestsare met at areception table before
proceeding towards the aft deck bar. The cabin has been
expressly designed to provide aclean and open space, devoid
of pillars, to enable passenger seating to be arranged
according to each charter’ srequirements. Expansivewindows
and NWBS's specially-designed tapered window-post
extrusions enhance passenger viewing angles. Whilst the
vessal iscertified for 300 passengersin cocktail cruise mode,
numberswill belimited to approximately 120 seated guests
for formal functionswhere meals are served.

A fully-equipped restaurant-style galley islocated aft behind
the main deck bar. On each side of the vessel at midshipsis
abuffet/waiter station, with afurther buffet acrossthe front
of the cabin under the forward-facing windows. Toilets are
located at the forward corners of the cabin, and have been
recessed down into the hull to allow thewindowsto continue
past.

Forward access doors permit passengersto moveto thelarge
open foredeck, an ideal place to sip champagne and takein
the harbour sunsets.

The main passenger cabin in Simply Magistic
(Photo courtesy NWBS)
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The upper deck hasfixed seating for 60 persons, popular for
sightseeing, and a large open space encourages guests to
congregate around the upper-deck bar. Additional toiletsare
located on this deck behind the wheelhouse.

NWBSworked closely with Magistic Cruisesto ensure that
corporate branding was carried throughout the vessel, with
extensive use of jarrah timber panelling, colour-backed glass
and stainless-steel featurerailing.

NWBS reports “Noise levels were within specification,
measurements at 18 kn were 69 dB(A) in the cabin at
amidships, 57 dB(A) inthewheelhouseand 78 dB(A) inthe
galley with all ventilation and extraction fans at maximum
Settings.

Wheelhouse

Designed for operation by a dual-ticketed master/engineer,
the wheelhouse has ample space to allow VIP passengers
accesstothebridge. ZF/Mathers Controls have been utilised,
and external P&S bridge wings are provided. The main
switchboard islocated immediately behind the helm seat. A
folding navigation mast haskept the vessel’sair draft to less
than 7 m, all owing access under bridgesto the secluded areas
of Middle Harbour.

Simply Magistic on Sydney Harbour
(Photo courtesy NWBS)

Environmental

The Caterpillar engines fitted to Smply Magistic comply
with the strict International Maritime Organisation NOx
emission standards.

In addition, there are no discharges from the vessel into the
harbour; even the rinsing water and steam generated in the
gdley isprocessed and kept onboard in large-capacity storage
tanksfor discharge ashore.

NWBS report that the combination of lightweight technology
and an advanced hull shape has resulted in a wash height
less than 300 mm, and well within Sydney Harbour
guidelines.

Delivery

Thevessel wasdelivered from Hobart to Sydney injust 36 h
steaming, averaging 18 kn and consuming an average of
70 L/h per engine. Across Bass Strait, Smply Magistic
maintained 15 kn, burning 45 L/h on each engine. Speed was
increased to 20 kn along the coastline of NSW. Thedelivery
crew reported the NWBS low-wash hullform as having
excellent seakeeping, allowing maximum speed to be
maintained and providing acomfortable passage.
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General Arrangement of Simply Magistic
(Image courtesy NWBS)

New roll stabiliser developed in Western
Australia

Research conducted at Curtin University’s Centrefor Marine
Science and Technology has led to the formation of a spin-
off company, Sea Gyro Pty Ltd. to design and build
gyroscopic roll stabilisers. Numerical simulation studies
conducted by postgraduate student Colin Ayres, under the
supervision of Kim Klaka and Tim Gourlay, showed that
gyroscope technology had developed sufficiently for brute
gyroscopesto be avery attractive option for stabilising roll
motion of small vessels. Scale model tests confirmed these
findings.

In September 2003, thiswork was presented by Colininthe
student’s competition section at the I nterferry Conferencein
Rotterdam. And as the winner of the competition, he has
beeninvited to the Interferry Conferencein Grand Bahamas
in November 2004. A great deal of interest has been
developed around this device since its inception, which
incorporates new techniques for improving efficiency and
reducing the gyroscope size.

Many types of deviceshave been designed toreduceaship’s
motion, and most are effectivein their normal mode of use.
However many of these devices areineffective outside their
narrow zone of operation. For example, active anti-roll fins
areused inthe case of many craft. Thefinsare ableto control
the unwanted motion quite well while the vessel operates at
areasonable speed. However, given a situation of reduced
speed (for low-speed manoeuvres) or even being stationary
(at anchor), this same vessel may become extremely
uncomfortable dueto itslarge rolling motion.

Advantages of the Sea Gyro include:
¢ Noexternal appendages (lessdrag).
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»  Thestabiliser isnot proneto damage by floating debris
or grounding.

» The stability is consistently controllable at any vessel
speed, including whilst at anchor.

»  Improved vessd stability propertiesin extreme weather
conditions, asthevessdl isstabilised even at d ow speeds.

» The stabiliser equipment can be located anywhere in
thevessel, and may beincorporated astrimming ballast.

» Installation of the Sea Gyro increases the vessel's
displacement by less than 2%.

»  TheSeaGyro can provide (optional) emergency power
to vesselsfor short periods of time.

Further prototypework isnow being carried out onan 18 m

vessd, and thefirst orders have been received for an overseas

client. Additiona researchisbeing conducted through CMST

on the benefits of the Sea Gyro in reducing pitch and heave

insmall craft. Theseresultswill also be presented at the next

Interferry Conference together with other developments

involving this new roll-reducing device. For further details

contact Colin Ayres at sunyacht@webace.com.au or Kim

Klakaat k.klaka@curtin.edu.au

KimKlaka

Forgacs and Raytheon Strategic Agreement

Forgacs Managing Director, Mr Peter Burgess, and Raytheon
Australia Managing Director, Mr Ron Fisher, have jointly
announced the formation of a Strategic Agreement between
their two Companiesfor naval shipbuilding, repair and main-
tenance on the East Coast.

Raytheon Australia’s Ron Fisher said, * Our two companies
shareavision for the future of shipbuilding- and repair- and
maintenance activities on the East Coast, and we have al-
ready teamed for the replacement of HMASWestralia'.
Forgacs Engineering Pty Ltd is along established and suc-
cessful company with corporate headquarters|ocated in New-
castle, NSW. They employ 650 people acrossAustralia.
Raytheon Australiaisawholly-owned subsidiary of Raytheon
Company, USA. Raytheon is an industry leader in defence

and government el ectronics, space, information technol ogy,
technical services, and businessand special-mission aircraft.
Raytheon employs 78 000 people worldwide.

Western Australian Industry News

It hasall been go at McAlpine Marine Designinthelast few
months. They have had two 15 m workboats delivered to
DMS — onefor operations at Garden Island in WA and the
other for Darwin. Two 23 m tugs that were a collaboration
between MMD and Mclllwain have also been delivered to
Gove.

KimKlaka

The two 15 m workboats for DMS
(Photo courtesy MMD)
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Tug Baru
(Photo courtesy MMD)

TAKE YOUR CAR...

ON AN OVERSEAS HOLIDAY AND SAVE 50%.

Fancy & trip overseas to an exotic, unigque corner of the workd?
That place s right on your doorstep: Kangaroo Island,
{lust a 45 minwte ferry trip from the SA maknland)

Tour at leisure In your own car and if you book a minimum
of 3 nights accommodation, wa'll pick up half the cost
of taking your car on the ferry...
and you'll need a special Kangaroo Island Passport which entitles
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you to discounts on special offers at participating outlets
all over Hangaroo Island.

Valid far trewed batwean 12 Aprll and 24 Septembar 2004, Conditions apply.
can13 1301

Open T days to 10pm
www sealink com.au

Sealink %
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News from the New South Wales Industry
New Design

Incat Designs — Sydney and Gladding Hearn Shipbuilding
recently announced that they have received an order from
Bay State Cruise Company (BSC) of Boston, USA, to design
and build a 30 m catamaran for service on its Boston-to-
Provincetown run.

The new vessel will be built at Gladding Hearn's shipyard
facility at Somerset on the upper reaches of Narragansett
Bay. This will be Gladding Hearn's 29th catamaran built
under the license agreement which the shipbuilder formed
with Incat Designs— Sydney in 1987.

BSC has been operating the Provincetown Express service
since 1998, using another ICDS-GH vessel, Friendship V.
This new vessdl, likely to be named Provincetown 111, will
replace Friendship IV on the 55 n mile run between Boston
and Provincetown. Incat Designs— Sydney’snewly-appointed
General Manager, Ben Hercus, said “ This contract shows
the importance of building a sound, good-quality vessel.
Friendship 1V isnow approaching 10 yearsin service, and it
isthisvessal’s sound construction and reliable service that
has led the customer to the same design and construction
team.”

Following the success of Friendship 1V, the new vessel will
provide a more comfortable level of service on the run,
allowing BSC to competewith larger rivalswhilemaintaining
the more personal service that they have been offering on
the current Provincetown Express service.

The new vessel will have a service speed of approximately
30 kn while carrying 149 passengers. The vessel will be
powered by two Cummins KTA 38-M2 diesel engines
providing 1007 KW @ 1950 rpm. Thesewill drivetwo five-
bladed fixed-pitch propellers through ZF reduction
gearboxes. Thevesseal will feature Incat Designs— Sydney’s
second-generation S-bow configuration, providing increased
performancein both speed and ride quality, whilethefloating
superstructurewill provide much-reduced levels of noiseand
vibration in the passenger spaces.

This vessel brings to five the number of Incat Designs —
Sydney vessals currently under construction worldwide, and
to 169 the number of high-speed catamarans built under Incat
Designs— Sydney’sdirection.

Principal particulars of the new vessel are:

Length overall (excl. sponsons)  29.74m

Length waterline 28.80m

Beam overall (excl. sponsons) 9.10m

Beam demihull 2.75m

Draft 1.85 m (approx)

Pax Tier Linternal 142

Tier 2 external 20

Total 162 seats for 149 pax

Main engines Two CumminsKTA38-M2
1007 kW @ 1950 rpm

Gearboxes Two ZF 2550

Propellers Two 5-bladed fixed pitch

Speed (full load displacement) 30kn
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Port Bow of Incat Designs — Sydney’s Provincetown Ill
(Image courtesy Incat Designs — Sydney)

Crowther Design and NQEA Australiahave signed contracts
to provide Kwajalein Range Services (KRS) with a22 m
aluminiumtransit catamaran. The catamaran will be operated
by KRSintheir logistic and support operation on Kwajalein
Atoll. The atoll is located in the Northern Pacific 1sland
region, within the Republic of the Marshall Islands. The
vessel isto be designed by Crowther and built by NQEA to
USCG Sub-chapter T classification. The companies are
looking forward to working together on avessel for use by
the USArmed Forces. Thevessel will befitted out asatransit
ferry with capacity for 142 internal passengers. Due to the
nature of the operation, a high-quality yet robust finish is
required. four MTU/Detroit Diesel Series 60 engines of
447 kW shaft power will befitted, coupled to four Hamilton
HJ362 Waterjetsfor a30 kn operating speed. Rangeat 30 kn
will beapproximately 270 n miles. Thefour enginesprovide
redundancy — typical for military operations. The vessel
will belaunched in mid 2004 with an order for asister vessel
likely.
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General Arrangement of Crowther Design’s Catamaran for KRS
(Drawing courtesy Crowther Designs)

New Construction

Construction isproceeding apace at Norman Wright and Son

in Brisbane on the Grahame Parker-designed ninth CityCat
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for the Brisbane City Council. Thevessel hasalength OA of
25 m and will carry 165 passengers at 25 kn (more details
are given in The ANA, November 2003). Launching is due
in June 2004.

i |

Construction of Ninth CityCat at Norman Wright and Son in
Brisbane
(Photo courtesy Grahame Parker Design)

s

i |

rames Standing' on Ninth CityCat at Norman Wright and Son in
Brisbane

(Photo courtesy Grahame Parker Design)
A 26 m catamaran, Park Island 7, to a design by Crowther
Designs, hasrecently been launched by Cheoy L ee shipyards
in Hong Kong.
Principal particularsare asfollows:

Length OA 26.00 m (excl. appendages)
Beam OA 8.50 m (excl. sponsons)
Demihull beam 250m

Draft (prop) 1.80m

Passengers 222

Crew 5

Fuel capacity 2x3000L

Fresh water capacity 2 x 1000 L

Engines Two Caterpillar 3412E
Speed 25kn
Construction Aluminium

A catamaran, Big Cat Express, to a design by Crowther
Designs, hasrecently been launched by Gulf Craft Shipyards
inthe USA.
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General Arrangement of Crowther Design’s Park Island 7
(Drawing courtesy Crowther Designs)

Crowther Design’s Big Cat Express
(Photo courtesy Crowther Designs)

Currently there are eleven significant vessels designed by
Crowther Design which are under construction in yardsin
Australia, North America, SouthAmericaand Asia

Deliveries

A 32 m river cruise catamaran for the Gordon River, Lady
Jane Franklin 11, to a design by Crowther Designs, has
recently been completed by Richardson Devine Marine in
Hobart and delivered to the operator, Gordon River Cruises
in Strahan, Tas. Spear-Green Design was contracted by
Crowther Design to provide assistance with interior design
as part of their total design package.

Principal particularsare asfollows:

Length OA 32.00m
Length WL 29.25m
Beam OA 9.00m
Draft (hull) 1.25m
Draft (prop) 1.65m
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Passengers

Internal: 172 (main deck)
40 VIP (upper deck)

External: 18

Crew 6

Fuel capacity 2x3000L

Fresh water capacity 2x 1000 L

Deadweight 25.0t

Engines Two MTU 16V 2000 M70
each 1050kW @ 2100 rpm

Gearbox Two ZF 2050

Speed 31kn

Construction Aluminium

Survey USL CodeClass 1D
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Around and About

The work on the Australian Heritage Fleet's John Oxley
restoration project continues apace. Some of the original
watertight deck plates have been replaced with marine
plywood, cleverly laid and painted to look likethe steel decks
they are replacing. The fresh water tank in the forward
compartment has been blasted with abrasivesto removethe
coating of hazardous red lead paint (in accordance with
WorkCover OHS Regulations, and safely disposed of
according to EPA requirements) and prime coated. The
project continues to provide volunteers with opportunities
for learning arange of skills. A series of NSW WorkCover-
accredited courses have been held on sitefor volunteerswho
areinvolved in construction activities. For more details of
the project, visit www.australianheritagefl eet.com.au/jorest/
jolatest.html.

Sar Princessarrived in Sydney Harbour for thefirst timeat
0400 on 26 November with 2700 passengers on board, and
berthed at the Overseas Passenger Terminal at Circular Quay.
She off-loaded one set of passengers and loaded a new set
before sailing at 2100 the same day, pausing off the Opera
Housefor afirework display. At 107 000 GT and 6750 DWT,
sheisthe largest passenger vessel to enter Sydney Harbour
(ahead of Queen Elizabeth and Queen Mary) and the second-
largest vessel (behind the iron-ore carrier Iron Pacific, at
118 491 GT and 232 000 DWT). She has a length OA of
290 m, length BP of 242 m, beam 36.03 m, summer draft
8.45 m, and the top of her exhaust bank is more than two
metres higher than the road deck of the Harbour Bridge at
centre-span. Shehas2X21 MW electrical propulsion motors
driving fixed-pitch propellersfor amaximum speed of 24 kn.
Shewasbuilt by Fincantieri at their Monfalconeyardin Italy
and was completed in 2002, the second sister to Grand
Princess. When launched in 2001, Grand Princess was the
largest passenger vessel intheworld. For awebcam showing
theview fromthe bridge of any P& O Princess Cruisesvessd,
updated every 60 s by satellite, visit www.princess.com/
home.jsp and click on thelink to webcams.

Star Princess alongside in Sydney Harbour
(Photo John Jeremy)
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Whileresearching thedetail sof Sar Princessand the Sydney
Harbour Bridge, Don Fraser of the Heritage Committee of
Engineers Australia supplied some interesting information
about the bridge itself. Between summer and winter, with a
temperature range of 60°F (33°C) theroad deck of the bridge
(59 m above mean sea level) varies in height by about
280 mm, and the top of the arch (134 m above mean sea
level) by about 500 mm! Looking more closely, only one-
fifth of thisisdueto vertical linear expansion; theremainder
isdueto additiona bowing from the direct linear expansion.
The additional deflection of the deck from the unloaded to
fully-loaded condition is 100 mm. All of this was alowed
for in Bradfield’s design.

Soirit of Tasmania lll arrived in Sydney Harbour for thefirst
time at 1015 on 7 January and was escorted up the harbour
to the Overseas Passenger Terminal at Circular Quay,
accompanied by Sydney Ports fire tug Ted Noffs giving a
spectacular water display with her monitors. Shetransferred
on 9 January to her regular berth at Sydney Ports' new
purpose-built berthing facility at Darling Harbour, located
adjacent to Sydney’s CBD. The berthing facility has been
specifically designed to cater for the transfer of both
passengers and motor vehicles on and off the vessel. Spirit
of Tasmania Ill was built by Schichau Seebeckwerft in
Bremerhaven, Germany, in 1995. She has a length OA of
173.7 m, beam 24.0 m and GT 23 663. She commenced her
new service between Sydney and Devonport, Tasmania on
Tuesday 13 January 2004. She now arrivesin Sydney every
Tuesday, Friday and Sunday at 1130 and departs for
Devonport at 1500 the sameday. Thisisa20 h voyagefrom
Sydney to Devonport, compared to the 10 h voyage from
Melbourne to Devonport. The sailing and fare schedule for
Soirit 111 may befound at www.spiritoftasmania.com.au.

i

Spirit of Tasmania 1l Arriving in Sydney Harbour
(Photo John Jeremy)

Other cruise vessels to visit Sydney over the summer have
included Pacific Sky (six times), Pacific Princess (six times),
Slver Shadow and Seabourn Spirit.

The Australian National Maritime Museum has dropped
admission charges for public entry to the main exhibition
galleries for a trial period of six months. This move was
prompted by soaring numberson theisol ated occasionswhen
charges are dropped, as on Australia Day each year. The
ANMM is the first of Sydney’s major museums to drop
admission fees, and brings them into line with other major
museumsinAustraliaand worldwide. Whileentry to themain
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galleries will be free, admission will still be charged for
admission to former Royal Australian Navy vessels Vampire
and Ondow, and to specia temporary exhibits. If you haven't
beentotheANMM for awhile, or ever, then come on down!

Phil Helmore

Image Marine Order for new True North

Image Marine announced in November acontract for alive-
aboard adventurevessel for North Star Cruises. Representing
the larger and more-sophisticated end of the market, the
repeat contract demonstratesthe confidencetheclient hasin
Image Marine'sexpertisein this specialist field.

North Star Cruisestook delivery of itsfirst live-aboard vessd,
the Image Marine-built True North, in January 1999. With
capacity for 28 passengers in 14 cabins, the 34.5 m vessel
has proved hugely successful cruising the remote Kimberley
region of North Western Australia and led to North Star
Cruises' reputation as one of the most-renowned tourist
operationsinAustralia.

North Star Cruises' Director, Mr Craig Howson, said Image
Marine was an obvious choice to build the vessel. “The
performance of True North has been outstanding and is a
testament to the shipbuilding skillsof the Image Marineteam;
their reputation in the live-aboard market is excellent and
our experience with the company through our previousbuild
certainly gave usthe confidence to build with them again,”
he said.

Image Marine Sales and Marketing Manager, Mr Mark
Sothard, said the success of True North had rai sed the profile
of both companies. “Image Marine is very proud of their
association with the development of thelive-aboard industry
and of True North, which iswell known in the market,” he
said. “North Star Cruises has demonstrated to other live-
aboard operatorsthe possibilitiesavail able with thiskind of
vessel and we are very pleased to have the opportunity to
work with them again on the new boat.”

As one of the largest, most luxurious and best-equipped
vesselsof itstypeintheworld, the new True North will seta
new standard in thelive-aboard market. The 49.9 m, 36 berth
aluminium monohull will provide North Star Cruises with
capacity for eight more passengers than the existing vessel
and greater space throughout, including four additional
cabins.

On board, North Star Cruises has upgraded the standard of
cabins compared to the previous vessel, and offers three
options: four premium staterooms on the upper deck, six
staterooms on the main deck and eight large double cabins
on the lower deck. Demonstrating the company’s
commitment to maximising guests' comfort and convenience,
each cabin hasits own ensuite.

The increased common areais split over two decks on the
new vessel, offering an alternative to the adjacent lounge-
dining area on the original True North. Dining takes place
on the main deck, and thelounge-bar islocated on the upper
deck and opens onto an outdoor area, providing guestswith
aspectacular viewing platform on which to wind down after
aday filled with fishing, diving and touring.

The fitout onboard True North will reflect the Asian-
influenced colonial charm of the Kimberley region, with a
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serviceable, workable space for its 15 crew, while ensuring
aluxuriousyet relaxing holiday-feel for guests.

Scheduled for delivery in February 2005, the new True North
will cruisethe Kimberley coast at 13 knots and, with aBell
407 helicopter on the upper deck and six tenders on board,
guests will have greater flexibility in selecting a variety of
on-shore activities and enjoying the spectacul ar scenery.
Principal Particulars

Length overall 49.9m

Lengthwaterline 44.6m

Beam moulded 10.0m

Hull depth moulded 4.05m

Maximum draft 22m

Passengers 36

Passenger cabins 18

Crew 15

Fuel 40000 L

Main Engines Two Cat 3508B — B
783 kW at 1600 rpm

Gearboxes Two Twin Disc 6619

Propellers Two fixed pitch

Service speed (at 90% MCR) 13kn

Structure LloydsRegister

Survey Australian Maritime
Safety Authority

$20 m Navy Data Management Contract

A $20million Defence contract awarded to a North Sydney
technology company will result in improved and cost-
effective maintenance reporting of al RAN ocean-going
vessels.

Kaz Technology Services will develop an improved data-
management regime that will monitor the maintenance and
inventory needs of all Defence maritime vessels. These
include the Anzac frigates, FFGs, the minehunters and the
landing platform amphibious ships, Manoora and Kanimbla.

Defence Minister Robert Hill said the configuration of
systems and equipment on Navy ships will aso be better-
managed and controlled as aresult of this contract.

“Accurate data is critical to the cost-effective and safe
operation of al Defence maritimevessdls,” Senator Hill said.

“The contract will lead toincreased accuracy and quality of
the current maintenance reportsthat Defencereceives. These
relate to combat, weapons, radar, sonar and propulsion
(engine) systems, and naval shore communication systems
acrossAustralia

“The new data-management system expands on gains made
in recent years, such as computerised maintenance-
management systems and configuration-management systems
for the minehunters and the Anzacs,” Senator Hill said.

Korean orders highest for 30 years

The Korean shipbuilding orders for the full year of 2003
almost doubled to 16.75m GT, arecord high since 1973. Of
the orders placed at shipyards in 2003, 43% were for
containerships, 22.3% for tankers, and 2.6% for LNG
carriers, and prices for vessels rose around 20% in an end-
year-on-year comparison. Yardsdelivered 223 shipsof 7.27m
GT during 2003. The boom in orders for 2003 has been
attributed to the increase in global trade, particularly from
China, and owners movesto upgradetheir fleetsin thewake
of the Prestige sinking.

HMA ships range far and wide in their duties. HMAS Success, seen here in southern waters, recently provided logistic support for

HMAS Warramunga during the latter’s apprehension of Maya V
(RAN Photograph)

The Australian Naval Architect
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Pacific 2004 Opened by Defence Minister

In Sydney on 3 February the Minister for Defence, Robert Hill, opened the Pacific 2004 I nter national Maritime Exposition
and the Pacific 2004 Congress. The Congress included the RAN Sea Power Conference and the International Maritime
Conference organised by Engineers Australia, the Institute of Marine Engineering Science and Technology and the Royal
Institution of Naval Architects. In his opening address, the Minister said:

Thisisnow the most comprehensive and significant maritime
trade show and conference program staged in the southern
hemisphere. It showcasesthelatest in commercial maritime
and naval defence technology, and provides an unrivalled
opportunity for representatives from Government, industry
and the Defence community to meet and discuss matters of
mutual interest. | am pleased to seethat the event hasattracted
S0 many overseasvisitorsand | welcomethem all.

No one country has a monopoly on our maritime
environment, so it is particularly important that we use
opportunities such as this to build regional global
understanding.

Since | opened Pacific 2002, alot has happened in the global
strategic environment. We have addressed threats as they
have presented and are now building a force for the less-
predictable world of the future — balanced and capabl e of
responding to the unexpected aswell asthe expected.

Our Maritime Environment

To Australia, the maritime environment is fundamentally
important. Although much of our trade is till dependent
upon maritimetransport, historically Australianshave tended
to think of the seaas abarrier.

However, inthemodern world, weknow that the seaismuch
more than a moat and imposes far more complex
considerations on our security policy. We have a
responsibility to manage, preserve and protect our maritime
environment. Sinceitsformation our navy hasbeenintimately
involved in thistask of sovereignty enforcement and border
protection.

For many years we have maintained a regular program of
coastal patrols, and even in the farthest reaches of the
Southern Ocean we continueto demonstrate our commitment
to the protection of fragile eco-systems. We do this by
actively targeting the rapacious activities of illegal fishing
boats and by bringing the guilty tojustice. | congratulatethe
captain and crew of HMAS Warramunga on their recent
apprehension of a suspected poacher of toothfish some
4000 km to the south-west of Perth in the most hostile of
marine environments.

The traditional problems of poaching, pollution, foreign
diseases and people seeking entry without detection will
continue. Our Navy will continue to protect Australian
interests in concert with our civilian law-enforcement
authorities. These tasks are being carried out capably and
effectively. But of course, much moreisexpected of our Navy.
We must be ableto project power in thelittoral environment
and transport and support our troops further afield.

Over recent yearsthe Australian Defence Force'soperational
tempo has doubled. Our forces have also had to adapt to a
broader spectrum of concurrent operationsthan ever before.
The Navy has provided the essential lifelineto our forcesin
East Timor, helped and maintained the blockade of Irag to
uphold the Security Council’s mandate, conducted war-
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fighting operationsin the effort to remove Saddam Hussein's
regime, and supported the international effort in Solomon
Islands — to name just a few of its missions. Again, al
tasks have been completed successfully and to the highest
standards of naval tradition.

But as| said amoment ago — the strategic environment is
changing, and force structure and capabilities must change
withit.

Rebalancing the Defence Capability Plan

Asaconseguence, the Australian Government undertook a
Defence Capability Review last year. The result is a
rebalanced ten-year Defence Capability Plan that has been
amended to meet the capability requirements that have
emerged in the past eventful few years. | will release the
public version of that plan at thisexposition tomorrow. [ The
DCP is available for download from the DMO website —
Ed.]

The plan will result in a particularly challenging naval
construction program.

Theacquisition of two new amphibious shipsand astrategic
sealift vessel, together with replacement repleni shment ships
and additional troop-lift helicopters will give Australiathe
best capability that it has ever had to safely deploy, lodge
and sustain forces away from Australian bases and without
reliance on bases el sewhere.

The missile upgrades for our guided-missile frigates, the
aready-agreed improvements to missile defence for our
Anzac frigates, and the acquisition of state-of-the-art air-
warfaredestroyerswill allow usto providelayered protection
from air and missile attack to our forces.

Thisprotection will enable our forcesto operate throughout
the littoral environment with an unprecedented level of air
cover. This capability will dramatically enhance our ability
to conduct joint operationsfrom aseabase andit significantly
expandsthe strategic options availableto us.

The presence in the air warfare destroyer of appropriate
weapons, sensors, and systemswill be acritical component
of the Navy'sahility to network both with the other services
and with alied forces. This capability will also be the
cornerstone of our commitment to providing our forceswith
ashield against attack by cruise and ballistic missiles.

Networking will be ever more important. The exercisesin
which our Navy is involved in the Proliferation Security
Initiative are an example of the importance of inter-
operability in meeting challenges of today.

To these assets must be added our six Collins-class
submarines with new combat systems, new state-of-the-art
torpedoes and upgraded sensors. Twelvenew Armidale-class
patrol boats, larger than our existing boats and with longer
reach and anew weapons system, will complement the major
fleet assets.

In aggregate, thissignificant but balanced investment in future
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naval capability will best ensure that the Royal Australian
Navy is equipped to meet future threats as well as
contemporary challenges.

TheRolethat Industry Must Play

Themajor ship construction and upgrade programmewhich
flowsfrom these announcementswill beareal challengefor
theAustralian shipbuilding industry.

Our commitment to the Australian industry is not just to
achieve construction, but to ensure whole-of-life support.
Thisis a partnership. We see a strategic need to invest in
industry through these construction programs in order for
industry to be able to support and upgrade our assetsin the
future.

And, asitisnot possiblefor Australian industry to cover the
field, this industry investment will also include strategic
alianceswith key dlies. Thus, in 2001 we signed aStatement
of Principles on Submarine Matters with the United States
Navy to alow our respective navies to assist each other in
providing fully-capable, sustainable and inter-operable
submarineforces.

Under the aegisof thiscooperative statement, we have entered
into joint development programswith the United StatesNavy
for the Collins new combat systems and torpedoes, and we
have negotiated a capability partnership agreement with
Electric Boat Corporation under which that company can
provide technical and managerial support to the Australian
Submarine Corporation (ASC).

Similarly, we have aready taken the decision to acquire a
United States-designed core air-warfare system for the new
air warfare destroyers.

But we must be ableto support and maintain our equipment,
and the investments in Australia in systems integration,
weapons integration, electronic warfare protection, new
generation radar, advanced communi cations and other critical
areasremain very important.

Our acquisition program will not therefore bejust best value
for money in the short term. We are committed to building
and strengthening Australia’s investments in this industry
sector asan important contribution to our long-term security.

Thisislikely to require areshaping of industry, asindustry
did in fact recognise in the Naval Shipbuilding and Repair
Plan, which was developed in consultation with my
Department. | applaud thosewithinindustry who are actively
working towards an industry restructure which will better
provide us with long-term strategic capability. For its part,
the Government is now in a position where it can play an
important role through the construction contracts for ships
that were confirmed by the Defence Capability Review and
the upgrade programs we have announced.

Asl dludedto earlier, the naval program presents challenges
from both the Defence and industry perspectives, and the
Government hastaken anumber of stepstofacilitate progress.

In relation to the Westralia replacement, which isto be in
service in 2006, Defence signed a contract last month with
the shipbroker Teekay Shipping to identify potential
replacement tankersthat are operating, are double-hulled and
are environmentally sustainable. Whileit isstill early days,
indications are that the commercial market for these vessels
is vigorous and it is anticipated that the Government will
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purchase the base ship by the end of June.

It is envisaged that the primary designer, who will be
responsiblefor designing the conversion of the replacement
tanker so that it meets capability requirements, will be
appointed by the end of September.

In order to meet the in service dates of 2010 and 2013 for
the new amphibious ships, Defencewill proceed to consider
the merits of anumber of existing designsin the near future.
| expect that Defence will bring forward advice to
Government on apreferred design for the amphibious ships
by the end of June.

Inrelationtothe air-warfare destroyers, Defenceisfinalising
itsadviceto Government onthe processfor selecting platform
designs, and | envisage that Government will also consider
this advice in the next couple of months.

In the midst of this activity, we are also keen to ensure that
thefull valueof ASC intermsof itsassetsand skillsare part
of thisoutcome.

The Australian Submarine Corporation is now functioning
well in providing full-life support for the Collins class and
the long-term agreement it has with the Government to
provide these services has assured its place in naval
construction and support infrastructure.

The Minister for Finance and Administration and | have
retained John Wylie of Carnegie Wylie and Co. to provide
commercial advice on a range of these issues including
implementing the naval shipbuilding program contained in
the Defence Capability Review, the sale of ASC and other
meattersrelating to the Naval Shipbuilding and Repair Sector
Strategic Plan. This advice will assist Government to take
decisions on theseissues | ater thisyear.

But the Government al so believesthat the needs of the Royal
Augtralian Navy will not be sufficient to sustain theAustralian
industry. For thisreason the Government iskeen to support
those parts of industry that are export oriented. Australia
does have niche capabilities that are internationally
competitive and even small niches of large international
projects are very important.

We are also conscious that delivering capabilities on time
and on budget is not a one-way street. For that reason we
are continuing to reform the Government’s acquisition
processes. The Defence Procurement Review, ably chaired
by Mr Malcolm Kinnaird, is being implemented and | was
pleased last Friday to announce Dr Stephen Gumley asthe
new Chief Executive of the Defence Materiel Organisation.
Hewill build on the significant progressthat we have made
inacquisitionsin recent years.

Conclusion

The task of continuing to develop cutting-edge maritime
capabilitiesisessential to Australia ssecurity anditisavital
part of our contribution to regional and global stability. Itis
an ongoing responsi bility, shared by usall. That iswhy events
such asthis are so important.

| wish you every success in your deliberations and ook
forward to meeting many of you in the course of today and
tomorrow. | am now pleased to officialy open the Pacific
2004 Maritime Exposition and Congress.
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EDUCATION NEWS

Australian Maritime College
Pacific 2004

A number of AMC staff recently madetechnical presentations
at the Pacific 2004 International Maritime Conference in
Sydney. Theseincluded:

*  MohanAnantharaman, Ship Economy.

e Dr Laurie Goldsworthy, Henk Kortekaas and Peter
Niekamp, Predictive Monitoring System for Oxides of
Nitrogen Emissions from Marine Diesel Engines.

* Predrag Bojovic (ABS, Houston), Dr Prasanta Sahoo
and Prof. Marcos Salas (Austral University, Chile), A
Sudy of SernWedgesand Advanced Soray Rail System
on CalmWater Resistance of High Speed Displacement
Hull Forms.

e Dr Jinzhu Xia, On Seakeeping Assessment in Rough
Seas.

*  Hung Nguyen, Marine Automatic Control SystemsUsing
Recur sive Estimation Procedures.

e Dr Jimin He (Australian Maritime Hydrodynamics
Research Centre), Activities of the Australian Maritime
Hydrodynamics Research Centre.

PhD Completion for AMC Lecturer

Giles Thomas graduated from the University of Tasmaniain
December 2003 with a degree of Doctor of Philosophy. He
received the award for his work on a collaborative project
between the University of Tasmaniaand Incat Tasmaniaon
thewave-dlam response of large high-speed catamarans. The
project investigated the occurrence and severity of wave-
slam events and the vibratory response of the ship structure
to such events. Thework identified theloading dueto extreme
slams and the structural modes and transient dynamic
response of the ship structure using modal and transient
dynamic finite-element analysis. Giles joined AMC as a
lecturer in naval architecturein July 2003.

AMC Cavitation Tunnel Update

Dr Paul Brandner, Cavitation Tunnel Manager, attended the
Fifth International Symposium on Cavitation in Osaka, Japan,
in late 2003. This conference series runs every three years
with the most recent held in the United States in 2001 and
France in 1998. For unknown reasons this one was run a
year early. Thefield of cavitationisquite broad and arange
of new topics were included in this conference. The
traditional areas of marine hydrodynamics and fluid
machinery were well represented, but there was also
considerable emphasis on bubble dynamics, acoustics, etc.,
and the application of cavitation to biomedical, environmental
and materials processing. This included innovative
applications such as diagnostics for the human body using
cavitation and bubble dynamic phenomena as well as non-
invasivesurgery.

The latest in fluid mechanics experimental/numerical
capabilities are in laser diagnostics and computational
techniques, and thesewerewell represented at the conference.
A much greater understanding of the nucleation processand
therole of turbulenceisbeing achieved — thesebeing goas
set inthe upgrade of the AM C cavitation tunnel during 2004.
Little new testing infrastructure has been developed since
February 2004

France, Germany and the US built the ‘mega’ tunnels for
Naval research in the 1980s and 90s and, apart from the
French facility, these do not contain nucleation control. Itis
expected that thiswill provide AMC with opportunities for
further international collaboration and to attract scholars.
Thisis evident with the Cambridge collaboration currently
under development and, hopefully, progress can be made at
AMC on nucleation physics among other topics following
the tunnel upgrade. With the recent development of the
AMHRC high-performance computer at AMC and
collaborationswith the Tasmanian Partnership for Advanced
Computing (TPAC) and the Australian Partnership for
Advanced Computing (APAC), inroads are al so being made
to make use of computational advances.

The next conference is to be held at MARIN in the
Netherlands, whichisideal asfar asmarine hydrodynamics/
fluid mechanicsis concerned

Visiting Professor

Professor Wataru Sera recently completed a ten-month
research sabbatical at AMC. Professor Seraisalecturerin
the Maritime Science faculty at the Kobe University and he
has been working on research relating to the simulation of
swell and seastate within AMC’s Ship-handling Simulator.
This work has involved the development of mathematical
simulation techniques as well as the conduct of a series of
ship model experimentswithin AMC’sModel Test Basinto
assist with the validation of thesimulations. Itisenvisaged
that researchin thisfield will be continuing at AMC over the
next few years.

Visiting Sudents

A group of around twenty third-year engineering students
from the University of Delaware visited AMC as part of a
four-week course they have undertaken in Tasmaniaduring
January 2004. The leader of the group, Professor Len
Schwartz, accompanied the students on a host of lectures
and demonstrations by Jonathan Binns (in the Towing Tank),
Prasanta Sahoo and Jan Soholt, Peter Klausen in the Ship-
handling Simulator, John Frearson in the Survival Centre,
Jonathan Duffy in the Model Test Basin and Paul Brandner
in the Cavitation Tunnel.

AM C ResearchersVisit Japan

In late November/early December 2003, Dr Jinzhu Xiaand
PhD student Tim Lilienthal conducted a series of very
successful model experimentsinto dynamic ship stability in
following seas at the National Research I nstitute of Fisheries
Engineering (NRIFE) in Japan. Jinzhu also attended the
Fourth Japanese Towing Tank Committee Symposium on
Ship Performance at Sea in Yokohama and visited the
National Maritime Research Institute (NMRI) in Tokyo
where he presented aseminar on hisown research regarding
wave |oads and ship motionsin rough seas.

AMC Towing Tank Upgrade

The planning for the major upgrade of the existing Towing
Tank and associated equipment is now well underway.
Conceptua designs for the extension of the entire wing of
the Swanson Building have been completed. Thisincludes
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the extended Towing Tank in the basement and additional
classrooms, computer laboratories and offices within the
ground and first floors, pluslandscaping of the surroundsto
keep within the vision of the heritage-listed site. Stuart
McDonnell, a graduate of the AMC BEng (Naval
Architecture) degree, hasrecently commenced employment
to assist with the duties associated with the facility upgrade.

The Tank is to be extended from its current 60 m length to
100m. Thiswill provide the ability to test up to 30% higher
vessel speeds along with 100% longer test runs and will
support increased model size. It isenvisaged that the Towing
Tank will cease normal operation in October 2004 and re-
openin early March 2005.

Throughout thisdown time, major modificationswill bemade
to the carriage, such as improving the quality of carriage
ridethrough upgrading of therail guide system, reconfiguring
theworking platform and incorporation of thelatest OH& S
reguirements. Aswell asthe upgrades discussed above, itis
also planned to utilise this opportunity to implement a new
data-acquisition and analysis system and wavemaker-control
system.

UNSW Research Projects

On two occasionsduring late 2003 and early 2004, Professor
Lawry Doctorsutilised AMC hydrodynamic facilitiesfor the
conduct of model experimentsas part of hisongoing research
into the wave generation of marine vessels. Lawry and
Stephen Helmstedt, an undergraduate student from UNSW,
made good use of both theAMC’s Towing Tank and Model
Test Basin.

AMC Presenceat NSW SM| X Bash

Onceagain AMC Search Ltd wasaco-sponsor for the annual
SMIX Bash held by NSW Section of the Royal Institution
of Naval Architects onboard the restored James Craig in
Darling Harbour, Sydney. Representing AMC and AMC
Search at the event were Jon Duffy, Phillip Evans, Gregor
Macfarlane and Dr Giles Thomas.

Update on AMC Less Sress o< at the National Moth
Championships

Many will have read the short article on page 38 of the
November 2003 edition of The Australian Naval Architect
about thethree AM C undergraduate students who designed,
built and race their own International Moth Class sailing
dinghy. A report on how they fared at the National
Championships on Lake Cootharabain January 2004 follows.

Gregor Macfarlane

National M oth Championships

Degpite the substantial wind that was endured during the
regatta, the Moth National Titleswere an experience worth
the effort. Camping at L ake Cootharaba, just north of Noosa
on the Sunshine Coast, the AMC moth crew did what they
couldto haveall three competing in theregatta. Alan Goddard
was given the reigns to AMC Stress Less, Nick Billett
borrowed adlightly older/wider moth from a Sunshine Coast
sailor and, despitelast minute phone calls, asea-worthy vessel
could not be found for Mark Hughes. However, Mark and
hisgirlfriend, Vanessa, were kept busy being shore crew for
the regatta, which was greatly appreciated.
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The Invitation Race was abandoned after asevererain squall
forced the majority of the 43 boat fleet to head home before
acoursewas even laid. While Nick waited out the stormin
the middle of the lake and, with visibility down to about
20 m at times, Alan capsized during a ferocious gust that
bent the boom around the sidestay. Two other booms were
broken inthe fleet, aswell as afew other bits and pieces.

Race 1 was started in astiff 18 kn breeze that looked like it
would produce some fast racing. After starting right behind
the eventual national champion, Nick picked thewrong side
of the course and came into the top mark below mid fleet,
right behind Alan who had started late. After an exhilarating
downwind leg, another rain squall went across the lake in
which half the fleet got lost. Abandonment of this race was
inevitable and welcomed by those who werelost.

Race 2 was postponed until just beforethe scheduled start of
Race 3. This caused confusion amongst the moth crew,
resulting in being late for the start. While sailing around
waiting for the next race, Nick’s rudder delaminated its
carbon skinand Alan severely bent theforward beam of Sress
Less. It's interesting to note that two other boats also had
problems with their forward beams. As a result of these
breakages, Nick and Alanwere out until Race 6 whilerepairs
were made.

Races6, 7 and 8 were still aswindy astherest of the regatta,
but both Alan and Nick finished the races with minimal
damage. Places obtained were Nick 23rd, 25th and 24th and
for Alan 35th, 31st and 30th. We were happy just to finish
someraces. It wasevident that SressLess had the boat speed
to be competitive, but was quite difficult to control in these
heavy breezes, especially downwind. There were no severe
breakages, but Nick was getting low on sail repair tape as
the old sail wasrequiring anew repair after every race.

Race 9 saw the destruction of the previously-delaminated
rudder of Nick’s boat and the end to his regatta. Alan was
keen to seize the moment and finally beat Nick in arace but
it was not to be, alargerip in the bottom of his sail ending
hisdream.

With Nick out of the last race, Alan was hoping to take the
lead in this personal match race. Unfortunately for him
though, the rudder gaveway inasimilar fashionto Nick’sin
the previousrace. At the end of theregatta, Nick was placed
31st with Alan close behind in 32nd. Not too bad for our
first regattain new boats. It wasinteresting to note that the
overdl winner of the Championshipssailed ahydrofoil-borne
vessel, which isafirst for amajor international event.

Due to the deluge of breakages to our boats, we gained an
immense wealth of knowledge about moth dinghy structures.

At thetime of writing, this new knowledgeisbeing put into
practicewith Alan building anew boat to the SressLesshull

shape, but with modificationsto the areasthat are known to
be too weak. Considering that Sress Less is made of a
completely foam-cored fibreglasslaminate and is only about
5 kg heavier than the foam-cored carbon-fibre boatsthat are
winning the races, we are very happy with the design. Now
we just need to learn how to sail it before the Worlds in
Melbourne next year.

To see our progress throughout the year check out
academic.amc.edu.au/~moth-crew/. 33



AMC Stress Less at speed
(Photo courtesy AMC)

Curtin University

The Centre for Marine Science and Technology at Curtin
University continuesto expand itsnaval architecture research
activities. Recent projectsinclude;

e Calculating effect of bilge keels on roll reduction of a
research vessel for Tenix Defence.

»  Ongoing work in optimising seakeeping performance
for Tenix Defence.

e Seakeeping assessment of a pilot vessel for Fremantle
Ports.

»  Developing new under-keel clearance guidelines with
the New Zealand Maritime Safety Authority.

»  Seakeeping calculations and wave-induced under-keel
clearance calculationsfor bulk carrierswith Silver Fern
Shipping.

e Calculating the shape of hydrophone arrays towed by
ships and submarinesfor DSTO.

* Provision of design advice to 1SO-12215-8 Working
Group 18 (Small Craft Scantlings).

Together with the Departments of Mechanical Engineering
and Chemical Engineering at Curtin, CMST has formed a
Fluid Dynamics Research Group and gained funding and
recognition within the University as a designated area of
emerging research strength. This will help in attracting
research funding and commercial work across wider areas
of fluid dynamics.

KimKlaka

The University of New South Wales

Saff Changes

During 2003 Robin Ford resigned as Head of the School of
Mechanical and Manufacturing Engineering. Robin hasbeen
succeeded as Head of School by Prof. Hartmut K aebernick,
who will be better known to graduates as Head of the
Department of/Plan Coordinator for Manufacturing
Engineering and Management. Hartmut has been at UNSW
for thirteen years.

Undergraduate News
Among the interesting undergraduate thesis projects
completed last year were the following:
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. An investigation by Graeme Collins into the
effectiveness of trim tabs and interceptorsfor ride
control. Graeme tested models in the wind tunnel
and backed that up with a computational fluid
dynamics analysis using the Fluent package. He
found that end plates on trim tabsdo little to affect
the performance of trim tabs, and that trim tabs
generally perform better than interceptors.

. Aninvestigation by Gerard Engel into the prediction
of catamaran resistance using the computational
fluid dynamics package, Fluent. Hefound that the
best results were obtained using a two-phase
unsteady analysis, i.e. with thefree surface present
and accounted for.

. An investigation by one of our Norwegian
exchange-program students, Olav Opheim, into the
wave generation of catamaran hullforms. Olav
tested the wave heights generated by modelsinthe
Ocean Basin at theAustralian Maritime Collegeand
compared theresultswith those predicted by Lawry
Doctor’sHydros program, finding good correlation.
Asasideling, it wasinteresting to learn that amacro
can bewritten in an Excel spreadsheet to generate
agraph from datain afile; areal time-saver if you
have hundredsto do!

. An investigation by Carl Vlazny into the analysis
of ducted propeller performance using the combined
comutational fluid dynamics packages TurboGrid
and TascH ow. Carl found good correlation between
the CFD results for thrust, torque and efficiency,
and those predicted by the MARIN polynomials
for Kaseries propellers.

An internal review of the undergraduate program in the
School has begun, springing from an Academic Board
requirement for review. The review commenced with a
reguest for each of the five plan coordinators (Aerospace
Engineering, M anufacturing Engineering and management,
Mechanical Engineering, Mechatronic Engineering and
Naval Architecture) to formulate the changes thought to be
beneficial. Naval Architecture had a meeting of all the full-
time and invited lecturersin early December, where much
discussion ensued and suggestions for changes were
proposed. These have now been consolidated, and ameeting
to consider meshing with changes proposed by other plans
isduein February. Any changes decided will be dueto come
into operation in 2005.

Taste of Research Summer Scholar ship in Naval
Architecture

In an initiative of the Dean of Engineering at UNSW,
Professor Brendon Parker, summer scholarshipsare presented
to outstanding undergraduates so that they can experience
research under the guidance of appropriate academics. The
number of scholarships is small, so it was particularly
pleasing that one of the recipients, Mr Stephen Helmstedt,
an outstanding UNSW student now entering Year 3 of his
course, choseto work on anaval architecture problem.

His supervisor, Professor Lawry Doctors, provided Mr
Helmstedt with two projects. Thefirst project wasto study
more carefully the wave generation of a model catamaran
travelling at low speeds. Thiswork hasalready demonstrated
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that the theory correctly predicts the surprisingly large
variations in the wave generation that can be measured in
thiscondition.

The second project, currently in progress, is devoted to the
more challenging case of atrimaran. Here, the object isto
study the effect of moving the sidehullsforeand aft (sidehull
stagger).

The model tests have been conducted in the Towing Tank
and the Ocean Basin at theAM C, while the computer software
has been developed at UNSW.

Post-graduate and Other News

The current graduands of the naval architecture degree pro-
gram have started aweb group devoted to making commu-
nication between graduateseasier. |f you have graduated from
UNSW in naval architecture, then you can join the group by
visiting http://groups.yahoo.com/group/
unsw_naval_architecture/ and submitting your details. When
subsequently logged in as a member of the group, you can
post details of what you are up to now, send messages to
others, etc.

In mid-November, a team from Harbin Engineering
University in China visited the School of Mechanical and
Manufacturing Engineering to explore the possibility of an
exchange program in naval architecture. Theteam comprised
Prof. Liu Zhigang (President), A/Prof. Wang Pintlui (Vice-
director, Learning and Teaching), and Ms Wang Xiaoshu
(Department of Foreign Languages, trandator). HEU started
life as Harbin Shipbuilding and Engineering University, and
now hasabout 20 000 full-timeand 5 000 part-time students.
Of these, about 1 500 are naval architecture students, spread
over the four years of the degree course, or about 400 in
each year! Chinais now the third-largest shipbuilder in the
world, and is aiming for the top position by 2020. Naval
architects arein strong demand, and they are having ahard
time keeping up; hencetheir interest in an exchange program.

Pacific 2004 | nter national M aritime Conference

Two presentations were made at the Pacific 2004
International Maritime Conference by UNSW staff:

Prof. Lawry Doctors made a presentation on Prediction of
the Wavemaking of High-speed Marine \ehicles. The wave
generation of a1.5 mlong model catamaran was considered
in great detail by conducting a large number of testsin a
towing tank with different settings of the water depth,
demihull spacing, and forward speed. In addition, the
previously-developed computer program was executed so
that the predictions could be compared with the experiments.

Animprovement to the computer program was an enhanced
method of estimating thelength of the hollow that isgenerated
inthewater behind thetransom stern. It isdemonstrated here
that themoreredistic transom-stern-hollow model didindeed
improvethe correlation between the predicted wave profiles
and the measured wave profiles. Thisis particularly true at
the lower Froude numbers.

Two figuresextracted from the paper arereprinted here. They
correspond to different ratios of the water depth to the vessel
length. The root-mean-square wave elevation (made
dimensionlesswith respect to the vessel length) isplotted as
a function of the Froude number. Excellent agreement is
demonstrated, except intheregion closeto thecritical speed,

The Australian Naval Architect

when the depth Froude number equal sunity. In thiscondition,
theexperimentswill also beunreliable, sincethe steady-state
situation cannot be achieved in a towing tank. The results
also verify that increasing the demihull spacing reducesthe
wave generation.

Itisbelieved that additional refinementsto the cal culations,
in which the surface tension and the viscosity of the water
are considered, will further improve the theoretical
predictions.
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Tracie Barber, our honorary naval architect who specialises
in wing-in-ground-effect craft and computational fluid
dynamics, made a presentation on The Free Surface
Deformation Caused by a\Wing in Ground-Effect Flying Over
Water. Theaccurate prediction of ground-effect aerodynamics
is an important aspect of wing-in-ground-effect (WIG)
vehicle design. When WIG vehicles operate over water, the
deformation of the non-rigid surface beneath the body may
affect the aerodynamic performance of the craft. The likely
surface deformation has been considered from both
theoretical and numerical positions. Both two-dimensional
and three-dimensional cases have been considered, and
results show that any deformation occurring on the water
surfaceislikely to be caused by the wingtip vortices rather
than an increased pressure distribution beneath the wing.

Phil Helmore
Lawry Doctors
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Orlyonok ekranoplan in cruising flight
(Photo from Komissarov, Russia’s Ekranoplans, Midland

Publishing, UK 2002)

Surface deformation and vectors in the YZ plane using Fluent
(Image courtesy Tracie Barber)

FROM THE CROW'’S NEST

Taking on the World

Solo-sailing aficionadoswill realisethat Ellen MacArthur’s
new trimaran, which is under construction by Boatspeed at
Somershby, NSW, isthe next phase of her remarkable sailing
career. Ellen is better known in Britain and France, where
sheis as much a household name as Kay Cotteeisin Aus-
tralia. Her book, Taking on the World, was published in 2002
and tells the story of her early sailing; solo circumnaviga
tion of Britain in Induna in 1995; the Mini-Transat from St
Malo, France, to Martinique, West Indies, in 1997; the Route
du Rhum from St Ma o to Guadel oupe, West Indies, in 1998;
her win in the Europe 1 New Man STAR from Plymouth,
England, to Newport, USA, in 2000; and her second place
inthe Vendee Globe solo non-stop around-the-world in King-
fisher in 2000-01, sailing from and returning to Les Sables
d’ Olonne, France. It is very readable, and ranks up there
with Kay Cottee’s First Lady, Francis Chichester’'s Gipsy
Moth 1V Circlesthe World, Robin Knox-Johnstone' s AWorld
of My Own, Chay Blyth's The Impossible Voyage, and the
grand-daddy of them all (and the most readable), Joshua
Slocum’s Sailing Alone Around the World, the story of the
first-ever solo circumnavigation in his Spray. If you are an
aficionado, then this is a must-read. If you are not, then it
will whet your appetite for what is to come when the new
trimaran hitsthe water.

Find out more about Ellen MacArthur, her achievementsand
program at www.ellenmacarthur.com.

NOHSC Safe Design | ssues Paper

The National Health and Occupational Health and Safety
Commission is a tripartite body established to provide
strategic leadership and coordination of national effortsto
improve occupational health and safety performance.
NOHSC comprisesrepresentatives of the peak employer and
employee bodies: theAustralian Chamber of Commerceand
Industry (ACCI), the Australian Council of Trade Unions
(ACTU), as well as the Australian state and territory
governments.

NOHSC'svisionisAustralian workplacesfree from injury,
death and disease. To pursue this vision, NOHSC has
developed the National OHS Srategy 2002-2012.
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One priority under the Strategy isto eliminate hazards at the
design stage (safe design). Designing out potential OHS
hazards before they enter the workplace can be the most
effective strategy to eliminate hazards at their source, the
highest level of workplaceinjury and disease prevention.

NOHSC distributed the Issues Paper Eliminating Hazards
at the Design Sage (Safe Design) in December 2003. The
paper was written to explore, debate and develop optionsto
improve outcomes of safe designin Australia. The paper is
available for download from www.nohsc.gov.au, or in hard
copy from your local office of NOHSC. It isinteresting to
consider how these issues and their solutions might impact
on the work of naval architects.

Comments on the issues paper may be provided by post to
Safe Design Team Leader, National Occupational Health and
Safety Commission, GPO Box 1577 Canberra ACT 2601,
by fax to (02) 6279 1190; or by email to
safedesign@nohsc.gov.au by close of business on Friday 27
February 2004. The ANA regretsthe proximity of posting of
this issue to the closing date and suggests that, if you are
interested, you comment anyway.

Phil Helmore

Spirit of Ontario | arriving in Fremantle Harbour on 17 January for
an open day to raise funds for charity. Built by Austal Ships for
Canadian American Transportation Systems, the 86.6 m ferry will
run between Rochester in New York State and Toronto, Canada.
She can carry 774 passengers and 238 cars for the 2 hour
15 minute voyage across Lake Ontario
(Photo courtesy Martin Grimm)

41



THE INTERNET

WWSR Update

Ken Warby has proudly announced that Sterling Estates Pty
Ltd have enthusiastically joined the World Water Speed
Record team as the major sponsor. Check them out at
www.sterling.net.aul.

The new boat has been named Aussie Spirit. Ken'sson, David,
will also run the new boat and it is planned that once Ken
has broken the long-standing record, David will take the
record further and keep the Warby nameonthe WWSR. Itis
expected that the world record runs will take place on
Blowering Dam late this year.

Michael Tait has been busy for the last couple of months,
updating everything on thewebsite. If you haven't visited it
lately, it isworth another look for all the latest on wherethe
teamisup to, at www.kenwarby.com.

The New Internet

Haveyou experienced ashutdown trying to download alarge
file? Are you inundated with spam? You're not alone. The
Internet is now 30 years old and a mess. More than 600
million people use web services worldwide with 72 percent
of Americansonline once or moreamonth and 30 percent of
Chinese, among others. Over $3.9 trillion in e-business
transactionstook place over the Internet in 2003.

The problem is that the Internet wasn't designed to handle
this kind of volume and, certainly, no one in the 1970s
anticipated its tremendous growth. Now we are adding
technol ogies such as streaming media, file sharing, and video
conferencing to thisantiquated system.

According to David duVernay, writing in The Monadnock
Shopper, who quotes from an articlein the October issue of
Technology Review, nearly 100 leading computer scientists,
backed by some heavyweight industria sponsors, areworking
toreplacetheInternet with anewer, smarter model. A project
called PlanetL ab will revitalizethe Internet within threeyears.
PlanetL ab hopesto achieve severa improvements. Youwon't
need to haul around your own laptop because your fileswill
be readily accessible from any Internet terminal. You won't
need to worry about computer worms and viruses asthe new
network will detect and destroy rogue data packetsfor you.
You'll retrieve video and other bandwidth-hogging data
instantly, no matter how many other usersare competing for
the same programs. You won't need disks and CDsto store
data because you'll archiveit on the Internet, securely and
indestructibly.

For further information, visit www.sname.org/newsl etter/
newinternet.pdf.

MIT Open CourseWare

M assachusetts I nstitute of Technology undertook in 2001 to
make al of the courses offered available on the Internet.

CharlesM. Vest, President of MIT, said recently: “With the
publication of 500 courses, MIT isdelivering on the promise
of OpenCourseWare that we made in 2001. We are thrilled
that educators, students, and self-learners from all parts of
the globe tell us that MIT OCW is having an impact on
education and learning. We hopethat in sharing MIT’scourse
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materials, and our experience thus far with MIT OCW, we
will inspire other ingtitutions to openly share their course
meaterials, creating aworldwide web of knowledge that will
benefit mankind.”

Visit http://ocw.mit.edu, and click on the link to Ocean En-
gineering. Currently thirteen courseswill show up, somein
the naval architecture area. Clicking on onewill takeyouto
a page showing a course description, with sidebar links to
syllabus, calendar, reading lit, all lecture notes (in PDF for-
mat), |abs, assignments, study materials, etc.

US NPS L ectures and Software

TheUSNava Postgraduate School at Monterey in Caifornia
has available on the web lectures on various topics and some
software for download. Try the main site http://
web.nps.navy.mil to find out about the school, or http://
web.nps.navy.mil/~me/tsse for Total Ship Systems
Engineering, and follow thelinksto TS3001 or TS4001 for
variouslecturesand software.

Macquarie I nnovation

In 1993, an Australian team, with their yacht Yellow Pages
Endeavour, broke the World Sailing Speed Record. The new
mark was set at 46.52 knots (86.52 km/h) in only 19-20
knots of wind. The World Sailing Speed Record isgoverned
by a body of the International Sailing Federation (ISAF).
Claiming aworld record requiresthe sailing craft to average
the highest speed over a500 m course.

The initial design concept was brought to the team by its
designer, Lindsay Cunningham. The team was between
defencesof the LittleAmerica sCupin International C-class
catamarans (the fastest course-racing yachts in the world)
and Lindsay’s proposal sparked the interest in making an
attempt at the World Sailing Speed Record.

The World Record was previously held by a French
sailboarder, and Lindsay was confident that the new concept
would be successful. As atestament to the design talent of
this world-recognised Australian yacht designer, Yellow
Pages Endeavour set the new world mark in October 1993,
abenchmark that still remains.

After setting the World Record, the Yellow Pages team
decided to continue to push the limits of speed sailing. A
new craft, Macquarie Innovation, was designed and
constructed in an attempt to be thefirst ever to break the 50
knot barrier. Based on the same concept as Yellow Pages
Endeavour, Macquarie Innovation isthe culmination of all
thedesign lessonslearnt from the Yellow Pages campaign as
well as some new ideas. The total concept has been
extensively tested both in computer smulationsaswell asin
the towing tank at the Australian Maritime College facility
in Tasmania, and the design team is confident that the 50
knot target isachievable.

Full-scale testing has been performed at Sandy Point with
some stunning results. After returning latelast year fromtheir
2002 campaign, the team now has evidence that they are on
theright track. Macquarie Innovation wasrecorded at speeds
of at least oneknot higher than the existing record and it was
only the fickle weather that prevented higher and more
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sustainable speeds. Theteamiscurrently inthefinal planning
stagesfor the next attempt and it is expected that Macquarie
Innovation will back at Sandy Point later thisyear.

For further information, visit www.macquarie.com.au/
speedsailing.htm.

Dingbat

Lots of attempts have been made to break Yellow Pages
Endeavour’s 1993 world record of 46.52 knots. However,

after 10 years, 50knotsisstill adream, and sailing technol ogy
isready for abreakthrough.

Inal “conventiona” craft thereisaheeling moment that is
produced by the driving and drag forces. In particular, the
wind-generated driving forces, which may be visualised as
acting part-way up themainsail, are opposed by drag forces
acting just below thewaterline.

The effect of this moment isto heel the craft to leeward or,
in afollowing breeze, cause it to pitch-pole. All measures
used to oppose or bal ance thismoment have anegativeimpact
on speed.

However, what about a craft that has all driving and drag
forcesacting through asingle point? Surely it would be stable
at any speed. Furthermore, if some way could be found to
make drag an inverse function of speed, then such a craft
would haveto go quitefast. Engineer Bill Rayner in Sydney
posed these questions and, together with Clif Barker,
addressed these design challengesin 1997. The name came
easily: surely Dingbat would describe both the craft and the
crazies prepared to challenge yachting's conventions!

Their solution lookslike across between ahang glider and a
sailboard. It has:

* A single-surface wing designed on advanced hang
glider technology, and an adjustable tailplane
provideslift = power.

* A carbon-fibre boom which directs the force
generated by the wing to the centre of drag which
islocated onthefin. Thisisthe centre of buoyancy
and the centre of gravity. The horizonal component
of the wing force induces speed. The vertical
component lifts the hull. This reduces the wetted
areaand hencethedrag. At top speed only thefinis

in the water.

e The hull employs high-performance catamaran
technology.

e The"“pilot”, seated at one end of abeam, balances
the weight of the wing. A rotating turret enables
variation of the sailing angle.

e The direction of travel, the relationship between
the wing and the boom and the power developed
by the wing are controlled by ajoystick.

* Beingasymmetrica design, Dingbat doesnot have
the “one-tack-only” characteristic that limits the
practicality of speed-optimised proas.

Towing trials on afull-size wing showed it to be stable and
controllable, and the technique for dealing with the
destabilising effects of wind shear proved OK. Patent
applicationsfor principal design elementsweretaken outin
2000. Construction of Dingbat using sailboards to provide
flotation and wet trials on Botany Bay demonstrated the
validity of the technology and identified areas for further
development. Dingbat 2 hit the water in December 2003,
and provided some surprisesfor boatieson Botany Bay over
thesummer.

For further information and photographs visit
www.dingbat.com.au

Speed Sailing
World Speed Sailing Records can be established in the
following classes, apart from the outright record:

e 10n? (uptoandincluding 10 m?)
e A Class (from 10 m? up to and including 150 ft2

(13.93 m?))

+ B Class (from 150 ft? up to and including 235 ft?
(21.84 m?))

e CClass (from 235 ft? up to and including 300 ft?
(27.88 m?))

+ D Class (over 300 ft? (27.88 m?))
Want to know who holdsthe current records? Want to know

more about speed sailing in general? Visit
www.speedsailing.com.
Phil Helmore

INDUSTRY NEWS

Wartsila to start propeller manufacture in
China

Wartsila will begin manufacturing propellers in China.
Wartsil& swholly-owned company, Wértsila Propulsion, and
Zhenjiang CME Co. Ltd (CME), wholly owned by the China
State Shipbuilding Corporation (CSSC), signed a contract
in December 2003 to establish ajoint-venture company. The
company will be 55%-owned by Wartsila and 45%-owned
by CME, and its name will be Wértsil&CME Zhenjiang
Propeller Co. Ltd.

“China’s shipbuilding industry is growing rapidly and 15%
of new shipsare currently built inthe country. Chinaasois
developing into a significant production country for ship
equipment. Propeller manufacturing in Chinais Wértsila's
first stepin developing itsproduction inthisgrowing market”,
saysWartsil&'s President and CEO, Ole Johansson.

February 2004

CSSC isthe leading shipbuilding corporation in China. For
CSSC it is important to create a network of competitive
component suppliersfor increasingly demanding ships. With
Weaértsild's design and expertise and CME’'s manufacturing
skills the companies will create a competitive propeller
supplier which has great growth opportunitiesin the global
market.

Thecompany will produce Lipsand Kaidabrand propellers.
The joint venture's market area will the whole world. The
joint venturewill commence operationsin CME's premises
in Zhenjiang, some 220 km west of Shanghai. The Chinese
party will provide the plant’s production equipment and
personnel, while Wértsil&'s contribution will be the design
and manufacturing expertise. Operation is expected to be
started early next year after the requisite business licenses
arereceived.
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Further Sulzer Common-rail Enginesin China

It was announced in January that eight 1574 TEU container
ships contracted by the German owner Peter Déhle
Schiffahrtsgesellschaft at the Jiangsu Yangzijiang shipyard
in the People’s Republic of China are to be propelled by
Sulzer RT-flex common-rail engines.

Each ship will be equipped with asingle 7-cylinder Sulzer
RT-flex 60C |low-speed engine with amaximum continuous
power output of 16 520 kW at 114 rpm. The engineswill be
built under licence from Waértsila Corporation by Hudong
Heavy Machinery Co Ltd in Shanghai.

The ships, due for delivery in 2005 and 2006, will be
employed on the North Atlantic trades. The key reason for
choosing Sulzer RT-flex enginesfor these shipsisthe engines
capability for running at lower, steady speedsthan traditional
camshaft-controlled engines. Thiswill allow better control
of the ship while manoeuvring and during the long port
approaches and river passages experienced on thetradesfor
which the ships areintended.

Very-low-speed running is just one of the benefits of the
Sulzer RT-flex engines devel oped by Wértsila Corporation.
They arethefirst low-speed enginesto have el ectronically-
controlled common-rail systemsfor fuel injection and valve
actuation. This gives unrivalled flexibility in the way the
engines operate, to deliver benefits such as smokeless
operation at al operating speeds, lower fuel consumption
and reduced maintenance costs, aswell asthe lower steady
operating speeds already mentioned.

Thesewill bethefirst Sulzer RT-flex enginesfrom Hudong,
which joins five other licensed engine builders in Japan,
Koreaand China, aswell asWaértsildsown factory in Trieste,
Italy, in building these advanced marine prime movers.

Thefirst series-built RT-flex production engine has already
accumulated more than 12 000 running hourssinceit entered
serviceinthebulk carrier Gypsum Centennial in September
2001. Threefurther shipswith Sulzer RT-flex engines have
entered service in 2003. Overall, the grand total of RT-flex
enginesdelivered and on order is 61 with an aggregate power
of 2.26 million kW.

Wartsila Dual-fud Enginesfor 153000 m3LNG
Carrier

Waértsila Corporation was awarded a contract in December
2003 by the French shipbuilder Chantiersdel’ Atlantiqueto
supply dual-fuel main engines for a new 153 000m® LNG
carrier. The LNG carrier has been ordered by the French gas
distributor Gaz de France for delivery in October 2005. It
will be employed in the shipment of liquefied natural gas
(LNG) from Norway or Egypt, but is aso designed for the
aternative of trading on the spot market.

Thevessel will have gas-electric propulsion, with four dual -
fuel engines driving generators to supply electricity for the
single propeller plant. The engines will burn boil-off cargo
gas with a small quantity of liquid fuel for ignition. They
will mainly run on gas, with liquid fuel as back-up, and can
be switched over automatically asthe need arises.

Therewill bethree Wértsila 12V 50DF enginesand asingle
The Australian Naval Architect

Waértsila 6L50DF engine. They have a combined output of
38.5 MW, with the 12-cylinder engines each developing
11 400 KW at 514 rpm and the six-cylinder engine 5 700 kW
at the same speed.

This is the second LNG carrier to have dual-fuel engines
and electric propulsion, and it shows a consistent and
continued confidence of both the shipyard and the shipowner
for thisnew propulsion technology. The pioneering vessel is
a 75 000 m?® vessdl being built at the same shipyard for the
sameowner. It wasorderedin early 2002 and will havefour
Waértsila 6L50DF dual-fuel engines in a 22 MW electric
propulsion plant.

Gas-€lectric propulsion plant was chosen becauseitismore
compact than thetraditional steam turbine plant usedfor LNG
carriers. This allows the carriage of more LNG within the
same sized hull and thereby increases the vessel’s annual
earnings. TheWartsilA50DF enginesalso have clear benefits
interms of fuel efficiency and environmental impact, while
multiple engines give a valuable safety and flexibility in
operation, with the optimum number of engines running to
suit the required service speed.

Whilst making maximum use of the gas fuel (boil-off from
the cargo of liquefied natural gas) to develop useful power,
Waértsila50DF engines have amuch lower fuel consumption
overall and thuslower operating coststhan the conventional
steam turbine plant. The Wértsila 50DF engines also have
much lower stack emissions than a steam plant. Their low
NOx emissions are about one-tenth those of the equivalent
diesel engines. The combination of the engines' low fuel
consumption and their maximum use of natural gas means
the Wértsila 50DF engines also have low CO2 emissions.

Developed from Wartsiléd's very successful Type 46 diesel
engines, the Wartsila50DF engines have cylinder dimensions
of 500 mm bore by 580 mm piston stroke. Available in
configurationswith six, eight and nine cylindersin line, and
12, 16 and 18 cylinders Vee-form, the Waértsila50DF engines
develop 950 kW per cylinder MCR at 500 or 514 rpm for
50Hz and 60Hz electricity generation respectively.

The Wértsila 50DF engines can be run alternatively in gas
modeor liquid-fuel mode. Theenginesare also fully capable
of switching over from gasto liquid fuel (marinediesdl oil)
automatically should the gas supply be interrupted, while
continuing to deliver full power.

Gasfuel issupplied at alow pressure (less than five bar) to
theengines. In gasmode, the Wértsila50DF engines operate
according to thelean-burn Otto process. Gasisadmittedinto
the air-inlet channels of theindividual cylinders during the
intake stroketo give alean, premixed air-gas mixturein the
engine combustion chambers. Reliableignition is obtained
by injecting a small quantity of diesel oil directly into the
combustion chambers as pilot fuel, which ignites by
compression ignition asin aconventional diesel engine.

TheWértsila50DF enginesusea” micro-pilot” injectionwith
less than one percent of the fuel energy being required as
liquid fuel at nominal load. Electronic control closely
regulatesthe“micro-pilot” injection system and air-gasratio
to keep each cylinder at its correct operating point between
the knock and misfiring limits.
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THE SAFETY GAP

Mori Flapan
National Marine Safety Committee Secretariat
The safety gap isthe difference between adequate saf ety and mandated safety levelsthat are actually achieved. It comprises

the sum of the standards safety gap and the compliance safety gap. The standards safety gap is the difference between
adequate safety and arequired standard. The compliance safety gap isthe difference between the required standard and the

standard actually achieved.

This paper looks at the meaning of adequate safety and minimum required standards. The different types of safety gap are
described and discussed. Occupational Health and Safety, and Pro-active Certification of Vessels are considered within a
framework that promotes complementary function and avoids duplication. Specific issues pertaining to the standards and
compliance safety gaps are discussed, highlighting the work of the NM SC where relevant.

INTRODUCTION

As part of their right to peace and happiness, most people
believe that they have aright to be safe within society. To
this end, society empowers governmentsto set and enforce
rulesthat promote and enforce safety within society.

While the concept sounds simple, there are many issues to
be considered in its execution. Perhaps one of the most
important is the issue of balance. A balance needs to be
achieved between the benefits of safety and the costs of
achieving that level of safety to the society. Those costs may
be economic, or they may belosses of personal freedom, or
some other cost.

This balance between conflicting needs of stakeholdersand
the costs and benefits of safety is the starting point for our
discussion on the safety gap.

THE CONCEPT OFADEQUATE SAFETY

Safety isdefined in the Macquarie Dictionary[1] as

1. the state of being safe; freedom from injury or danger.

2. thequality of insuring against hurt, injury, danger or risk.
From the definition, one can seethat safety is not absolute.
Safety is something that is relative. One state or quality is
moreor lesssaferelativeto another. No state or quality should
be considered to provide absol ute saf ety.

Recognizing that safety isrelative, onemust still differentiate
between whenthelevel of safety isacceptableand whenitis
unacceptable. Acceptable saf ety is saf ety that meets certain
specified criteria, normally measured in terms of relative
freedom from specific risks.

Thecriteriafor acceptabl e safety may differ, depending upon
the perspective of different stakeholders. Consider the
following examples:

Acceptable safety under legidationiseffectively compliance
with the law and depends upon the content of that law. Under
Occupational Health and Safety law, there is a broad
obligation to identify hazards, assess risks, control
unacceptablerisks, confer with employees, etc. Under marine
safety law, thereisfrequently arequirement to meet certain
specified prescriptive standards, aswell asbroad obligations
not to operate an unsafe vessel and not to operate avessel in
amanner that would be unsafe.

Acceptable safety for an owner/operator finds a balance
between the risks associated with operating avessel and the
other risks associated with operating a business, including
trading disruptions and insolvency.
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Acceptable safety for aninsurer focuseson therisksthat are
to beinsured, which may includelossof life, injury, damage
to property and economic | oss.

Acceptable safety within the common law takesinto account
issuespertaining to liability. To avoid liability for negligence,
for example, a stakeholder must identify any relevant duty
of care and take appropriate steps to discharge that duty of
careto arelevant standard.

Itisclear that the scopeand level of safety required to achieve
acceptable safety will differ depending upon the point of view
of the particular stakeholder. Given the potential variations
inwhat is considered acceptabl e saf ety, which arethe criteria
that take precedence?
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Figure 1—Notional example of adequate safety being a composite
of highest mandatory acceptable safety criteria from key

stakeholders

Asarule, thecriteriathat determinewhether theoveral level
of safety is* adequate” areacomposite of the highest criteria
from each of the various stakeholder interpretations for
“acceptable safety” that are considered mandatory. Figure 1
illustrates the concept. Thus, clearly, the criteria for
acceptable safety contained within legislation must be met.
Wherethere are different laws applicableto avessel having
differing levels of safety, the highest level appliesin every
case. Similarly, safety criteriaset for insurance must be met.
If thoseinsurance criteriaare higher thanthosefor legidation,
then they set the standard for adequate safety. For example,
an owner/operator may have special safety needs due to
contractua obligationsthat impose significant economicloss
on disruption. Likewise, the risks associated with potential
accident claimsmay drivethelevelsof safety that determine
“adequate safety”.
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MINIMUM REQUIRED STANDARDS

Theaboveanalysisgivesaninsight into onereasonwhy itis
very difficult to prescribe standardsthat will provide adequate
safety in every circumstance. Circumstancesdiffer; thetypes
and needs of stakeholdersdiffer and the optionsfor potential
solutions differ. Some risks may be insured against, others
may be eliminated or controlled in various ways, while still
others may be accepted. To attempt to devise astandard that
takes into account all possible permutations would be far
too cumbersome, would place an intolerable burden on any
user and, at the end of the day, would probably not give a
workableresult.
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Figure 2 — The standards safety gap

A better way of looking at a standard is that it provides a
safety net below which the level of safety becomes
unacceptable for the purposes of the application of that
standard. In effect, it is a minimum required standard that
aimsto providefor complianceto alevel of safety prescribed
by the standard, see Figure 2. As we shall see later, the
standard alone cannot ensure that saf ety does not fall below
the minimum required level. That depends on a will and
ability to implement the standard.

As already indicated, the level of safety within a standard
doesnot provide adequate safety in every circumstance. The
level of safety at which astandard ispitched isacompromise
between conflicting constraints. On one hand, there is the
cost of implementing safety controls. Onthe other hand, there
is the cost of losses that may be incurred from not
implementing safety controls. Factors that influence the
bal ance include the nature and frequency of past accidents,
perceptionsof thevalueof lifeat agiventimein history, the
intended method of implementation, constraints on
government expenditure, the economic viability of the
industry and other political considerations.

A useful concept is the Paredo principle which states that
80% of the benefit is usually achieved by the first 20% of
effort. This principle provides a clue as to a cost-effective
approach to the setting of minimum required standards. A
significant result can be provided at relatively modest cost
by pitching the standard at alevel that captures about 80%
of relevant risks, those risks being of the most mgjor and
generictypes.

Thus, thereisusually agap between the minimum required
standard and adequate safety. Thisismarked as Safety Gap 1
in Figure 2. For the purposes of this paper, we shall refer to
this safety gap as the standards safety gap.

As aready indicated, there is more to safety than just a
standard. Implementation is also a vital factor.

I mﬁl ementation determinesthe minimum safety standard that
The Australian Naval Architect

isactualy achieved. In aperfect world, that would lie at the
same level as the minimum required safety standard.
However, inredlity it may liesignificantly below that of the
minimum required, depending upon the method of
implementation, see Figure 2.
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Figure 3 — Paredo principle

The gap between the minimum achieved safety standard and
the minimum required safety standard (marked as Safety gap
2inFigure 2) isanother form of safety gap. This safety gap
isreferred to asthe compliance safety gap.

Themethod of implementation may bereactive or pro-active
or acombination of both. Reactiveimplementationiswhere
the threat of sanctions for non-compliance is the main
incentive for compliance. Compliance with the standard is
only verified in response to arandom event, be it an audit,
accident or a complaint. The main incentive for achieving
the standard isfear of the potential consequences should an
audit, incidents or complaints occur. Pro-active
implementation is where there are positive incentives for
compliance including the issue of licensesto operate. Pro-
activeimplementation either promotes or mandates solutions
be putin place. Theincentivefor achieving the standard may
include a licence to operate as a prerequisite to lawful
operation. Generally, standardsthat are pro-actively verified
have a better chance of being achieved than standards that
are not pro-actively verified. At the same time, standards
that are pro-actively verified tend to have comparatively
higher implementation costs, firstly because athird party is
sometimesinvolved and, secondly, because the measuresare
infact being implemented by all.

In between the two extremes of reactive and pro-active
implementation are other implementation regimes using
various combinations of both types of implementation in
lesser and larger amounts. Relying on reactive or pro-active
measures aloneisusually not enough. A composite sanctions-
push solutions-pull approach tends to provide a more
balanced and cost-effective approach. The composite
approach is applied to the safety of commercial vesselsand
will be discussed further later in this paper.

OCCUPATIONAL HEALTH AND SAFETY

Modern OH& Slaw tendsto be performance-based in nature.
It arose out of a realization that it was impracticable and
economically inefficient to attempt to establish aregimethat
provides prescriptive solutions to address every hazard and
risk that might be in the workplace; i.e., to provide for
something close to adequate safety. Instead, the legislation
places a general obligation for safety on persons who have
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control over safety in aworkplace. That general obligation
requires such personstoidentify hazards, analysetherisk of
these hazards and control the risks to ensure that they don’t
exceed acceptablelevels, at least to the extent of their control.
Persons who have control over the safety of a commercial
vessel not only include operators, but also the designers,
builders, equipment suppliersand owners.
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Figure 5 — Occupational Health and Safety model

OH& Slaw requiresthat risks are managed, i.e. hazards are
identified, risksarising from those hazards are assessed, and
measures implemented to eliminate or control risks that
would otherwise be unacceptable. There are provisions
requiring appropriate training, instruction and supervision
of personel and consultation between employers and
employees on mattersof safety. Proof of complianceincludes
adocumented risk assessment. Inspectors have the power to
view the documentation. Apart from certain higher-risk
activitiesthat require pro-active certification, thelegidation
isgenerally administered reactively by meansof post-incident
or post-complaint inspections. Thereisalso asystem of audit.
Figure 5 illustrates the author’s view of the Occupational
Health and Safety model. The general safety obligation
reduces the standards safety gap between adequate safety
and minimum required standard. Thisgap can bereduced as
the cost of implementation is kept under control by the
standard being performance-based and the fact that it is
largely applied reactively. However, inthe reactive approach,
there is considerable potential for a large safety gap in
compliance. Without pro-active measures to promote or
mandate compliance, the extent and nature of complianceis
effectively left to the designer, builder, supplier, owner or
operator, to be balanced as one of a number of risks of the
relevant stakeholder’ s business. Inevitably, compliance will
depend to some extent on the stakeholder’s perception of
the likelihood of being caught out for non-compliance and
the consequences of non-compliance.
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The above discussion helps explain why in theory,
performance-based OH& S legidation should be the only
legidlation required for safety but, in practice, thisisnot the
case. Thereisacommunity expectation that government will
have a more pro-active role in ensuring safety in certain
potentially higher-risk activitiesincluding, notably, the safety
of transport. That pro-active role normally involvesrequiring
specific activities to be pro-actively certified to specified
prescriptive minimum required standards prior to
commissioning and on aperiodic basis.
REVIEW OF STANDARDS
CERTIFICATION OF VESSEL S

The Uniform Shipping Laws Codewasoriginally formulated
inthe 1970s, before theintroduction of modern Occupational
Health and Safety Law. Whilethe concepts of performance-
based occupational health and safety law have been on the
agenda since the 1980s, it is only since the 1990s that they
have been incorporated into the law of the States and
Territories of Australia. In NSW, the legislation was
promulgated in September 2000. After a two-year
implementation period, the law will be fully enforced for
small businesses from September 2003. How does the new
legidlation impact on the revision of standards for domestic
commercial vesselsinAustralia?

In 1997, the Australian Transport Council approved a
National Marine Safety Strategy to shape the reform of
marine safety administration in Australia. That strategy
identified a series of strategic actions to be followed in
revising standards applicableto commercial vessels, which
included:

FOR THE

i incorporate recognized and relevant national and
international standards;

o encourage professional competence;

o incorporate a performance-based approach;

i facilitate approval of new technologies;

o incorporate OH& S principles; and

o encourage recognition of duty of care.

The incorporation of Occupational Health and Safety
principlesisspecificaly listed. A number of the other actions
also have relevance to the OH& S regime, including the
adoption of performance-based approaches, recognition of
duty of care and the encouragement of professional
competence.

The approach adopted by the National Marine Safety
Committee has not been to duplicate OH& Slaw inthe marine
safety legislation and standards of the jurisdictions. Rather,
it has been to modify marine safety standardsto complement
thenew OH& Slaw. The new standards have been writtento
focuson the safety outcomes, rather than specific solutions.
Specific deemed-to-satisfy solutions are specified in the
standard which represent a consensus on good practice for
meeting safety outcomes. Guidance is given on applicable
hazards and risks that are being addressed by the standard.
Most importantly, the presence of modern OH& Slegidation
has allowed a crystallisation of the role and limitations of
the framework for theissue of certificates of compliance.

Toillustrate this last point, consider Figure 6 which shows
therelativefunctionsof the pro-active certification of vessels
and OH& Swithin the overall concept of adequate safety. In
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the past, themeaning of acertificate of compliancefor vessels
was unclear. Somebelieved that it meant avessel was* safe”
or “seaworthy”, othersthat the vessal met specified standards.
Thisuncertainty was reflected in differing requirementsfor
theissue of a Certificate of Survey within the legislation of
the various jurisdictions. There is now agreement that a
Certificate of Survey will be issued when a vessel meets
certain minimum required standards specified within the
legidlation, that standard for new vessels being the new
National Standard for Commercial Vessels (NSCV). The
NSCV contains prescriptive deemed-to-satisfy solutionsto
control major and generic risks against which complianceis
measured. To the extent of the matters covered by the standard
as required by legislation for the issue of a certificate of
compliance, compliance will be pro-actively verified. For
those aspectsof safety that fall outside pro-active verification
(i.e., within the safety gap), some will fall within the
application of general OH& S obligations that apply to the
vessel as a workplace under the OH& S legidation. Thus,
the administration of commercia vessel safety isby means
of acomposite approach, using pro-active minimum required
standards and reactively-applied general safety obligations.
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Figure 6 — Combined approach to the safety of commercial
vessels

Inthepast, many inthe maritimeindustry had the perception
that once the vessel acquired a Certificate of Survey, a
relevant stakeholder (beit designer, builder, owner, etc) had
discharged their full obligation for safety. The new composite
framework clearly shows that this is not the case. OH& S
legidlation fills part of the safety gap not covered by the
Certificate of Compliance. Likewise, the Certificate of
Compliance goes a long way towards fulfilling safety
obligationsunder OH& Slegidation.

Theremainder of this paper makes some observations about
the safety gaps, both the standards safety gap and the
compliance safety gap.

STANDARDSSAFETY GAP
Occupational Health and Safety

Asalready indicated, occupational health and safety matters
not addressed or sufficiently covered by the minimum
standards contained in the NSCV fall within the standards
safety gap. Part A of the NSCV contains guidance on safety
obligations, expressed intermsrelevant to themarineindustry
to assist stakeholdersin understanding their obligationsunder
OH&S legidation. Part A is not mandatory and does not
replace OH& Slegidation. However, it dertsthe user tothese
obligations that exist over and above compliance with the
minimum standards contained in the NSCV. In particular, it
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isimportant for stakeholdersto notethat OH& Sobligations
apply to designers, buildersand suppliersaswell asowners
and operators.

Protection of property or against economic loss

The objectives of the NSCV include the protection of life
and the protection of the environment, but do not include
the protection of property or control of economicloss. While
thelatter two may be afforded by the provisionsof the NSCV,
that is only incidental to the provisions intended for the
protection of life and the environment. Circumstances may
arisewhere additional criteriafor the protection of property
or against economic loss are specified by key stakeholders
as part of the standards safety gap. These key stakeholders
may be the owners of cargoes or the insurers of cargoes or
thevessel itself. It isinteresting to note that, on land, certain
cored material s accepted for building construction under the
Building Code of Australia are not permitted by some
insurers[2]. Thereason isapparently that, whilethe materials
meet fire safety standardsfor the protection of life, they result
in considerable property damage after exposureto thefire.

Protection of the environment

Whilethe objectives of the NSCV include the protection of
the environment, this aspect of the standard is relatively
minor. The main source of criteria for environmental
protection is the relevant environmental legislation of the
States and Territories. Hence, these requirements fall into
the safety gap. At thisstage, the environmental requirements
applicable to domestic commercial vessels may differ
significantly between jurisdictions, particularly with respect
to the holding and treatment of sewage.

Liability

A significant component of the safety gap concernstheissue
of liahility. For many years the courts have recognized that
compliance with a minimum standard is not necessarily a
sufficient defenceto avoid liability.

In an Australian case[ 3], the owner of a charter vessel was
held to be potentially liable for having stairs on the vessel
that were too steep. The defence that the stairs met the
requirements of the Uniform Shipping Laws Code was
rejected on the basis that the Code was a minimum standard
and not necessarily an adequate standard, taking into account
the demographic characteristics of personslikely to usethe
stairs. A stairway constructed to the minimum standard for
commercia vessels would not have been permitted under
building standards ashore.

Itisimportant to understand that compliance with minimum
standards does not necessarily absolve persons from their
duty of care under the tort of negligence. Potential liability
issues must be considered for each vessel in the context of
itsintended operation.

Grandfathering

One of the more surprising matters in the standards safety
gapistheissueof “grandfathering” of vessels. When asafety
standard is changed, a vexing question that often arisesis
whether the new standard should be applied retrospectively
totheexisting fleet. On one hand, there may be agood safety
reason why the standard has been changed. On the other hand,
there is the possibility that altering an existing vessel to
comply with a new standard may be expensive, if not
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impossible. Thefreguent response by MarineAuthoritieshas
been to “grandfather” old vessels on the basis that they met
the applicable standards that were in force at the time of
their construction; i.e., to allow continued operation under a
certificate of survey that atteststo compliance with standards
that were in force at the time of initial survey. There are
many domestic vessel s operating in Australian waters under

such arrangements.
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Figure 7 — Grandfathering of vessels

How doesgrandfathering find itsway asan issuein the safety
gap? Thiscan beillustrated by the case of a schoolboy who
fell through aplate-glassdoor in hisschool cafeterig4]. The
student sued the school for negligence. The school defended
the action, saying that the building pre-dated standards for
safety-glass doors and that the ACT building code only
required buildings to comply with standards applicable at
thetime of construction. Judgement went against the school
on the basis that the school had been negligent. Whatever
the standard had been in 1966 when the building had been
erected, since 1972 when the new standard had been
introduced into the ACT, it was both “practicable and
affordable” for the glass to be replaced. As well as being
found negligent for not replacing the glass, the school was
held to have failed in its duty for not removing a tripping
hazard.

If the samelogic is applied to commercial vessels, then the
owner of avessel that predates, say, the current USL Code
fire-safety requirements, may beliable should the vessel be
consumed by a fire with attendant loss of life or injury or
other loss.

Referring to Figure 7, the case of the school showsthat, where
avessd isgrandfathered, the requirementsfor adequate safety
do not necessarily change. Grandfathering merely increases
the safety gap that must be met above the minimum required
standard. Moreover, it should be noted that the general safety
obligation under OH&S law has no provision for
grandfathering and so does not diminish, irrespective of the
marine authority’s policy on grandfathered vessels.

Company Directorsand Managers

The standards safety gap isan issue of importancefor senior
management of a company, be it a company of designers,
builders, suppliers, owners or operators. There have been a
number of reformsin OH& S legidation in Australia to lift
the corporate veil that hel ps protect the senior management
of acompany from being personnally held accountable for
the safety breaches of the company. Furthermore, there have
been recent attemptsto introduce corporate manslaughter as
aspecfic crimein the criminal code[5].
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To date, convictions of company directors and managers
under criminal law for failure to take appropriate steps to
protect the health and safety of persons have been difficult.
For instance, consider the capsize of theferry Herald of Free
Enterprise in 1987 which caused the death of 192 persons.
An attempt to prosecute two directors of P& O Ferries for
mandaughter failed. The problem lay in establishing within
the corporate structure, who was the ‘controlling mind’ in
the company responsible for the act or failure. Subsequent
casesindicate that, the smaller the company, the easier it is
to prove direct responsibility of individual directors or
managery 6].

However, changes to OH& S legislation and continued
pressure for changes to the criminal code are putting senior
management on notice as to their responsibilities for
managing the standards safety gap. For example, Section 26
of the NSW OH& SAct states—

26 Offences by corporations—iability of directors and
managers

(2) If acorporation contravenes, whether by act or omission,
any provision of thisAct or regulations, each director of the
corporation, and each person concer ned in the management
of the corporation, is taken to have contravened the same
provision unless the director or person satisfies the court
that:

(a) he or shewas not in a position to influence the conduct
of the corporation in relation to its contravention of the
provisions, or

(b) heor she, beingin such a position, used all duediligence
to prevent the contravention by the corporation.

Inrelation to these defences, the Chief Industrial Magistrate
in NSW has commented that it will be extremely difficult
for an employer to establish a defence where it has not in
place a comprehensive occupational health and safety
program and risk-management program which isapplied to
the given task[7].

Guidancefor Navigating the Sandar ds Safety Gap

In addition to any applicablelegislation, there are anumber
of publications which can assist stakeholders which have
dutiesto provide for adequate saf ety that are not mandatory
under the NSCV.

Firstly, there isthe NSCV itself. As previously mentioned,
Part A of the NSCV provides guidance on safety obligations
within the context of the maritime industry. Annexures in
Part B of the NSCV provide guidance on risk analysis and
acceptablerisk. The required outcomes listed in the NSCV
indicate the types of hazardsthat are being addressed by the
NSCV. Some of the notes within the various Parts and
Sections of the NSCV contain non-mandatory information
on hazards, risks and recommendations regarding sol utions.

Under OH& S legidlation, an industry code of practiceisa
formal document that provides practical guidance to
employers and others who have duties under OH& S
legislation for occupational health, safety and welfare. An
industry code of practice hasbeen devel oped for the offshore
industry that could have relevance for other sectors of the
maritimeindustry. Other sectorsof theindustry may consider
developing industry codes of practice with the relevant
Workcover Authorities.
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THE COMPLIANCE SAFETY GAP

A certificate of compliance attests to the fact that a vessel
complieswith specified minimum reguired standards. To that
extent, it contains an underlying promiseto those who might
rely uponit. Asageneral rule, the compliance safety gapis
the responsibility of the authority that issues the certificate
of compliance.

In theory, avessel that isissued a certificate of compliance
should have no compliance safety gap. However, thereality
isthat human and other factors may result in avessel being
declared as meeting standards, when that is not actually the
case. An audit of amost any certified vessel would likely
find at least one, if not more, features that fail to meet
specified safety requirements. Why should this be so? The
following matters consider the nature and extent of the
compliance safety gap.

Form and Content of Sandardsand L egislation

Different individuals will often interpret standards or
legidation differently from oneanother. Even within the same
authority, the samerequirement may beinterpreted differently
by individuas, let alone persons outside the organization
having differing knowledge, competencies, objectives and
responsibilities. The current standards and legislation
applicable to commercial vessels contain many
inconsi stencies, discretionary clauses, and vague criteriathat
cannot be quantified. The standards and legislation provide
the benchmark against which complianceisverified. Unless
the criteria for compliance are in a form that is clear,
quantifiable and unambiguous, there can be no consistent
interpretation of what iscompliance.

The National Standard for Commercial Vessels is being
revised in astylethat, it is hoped, will improveitsclarity to
users. For the first time, the standard specifies safety
objectives. Discretionary clauses are being removed from
the standard and vague “ motherhood” type clausesarebeing
rewritten to provide quantifiable criteria. However, the
transformation of the standard cannot happen all at once.
Rather, it is an evolutionary process that needs continuing
input by all stakeholders.

The relevant legidlation applicable to commercial vessels
varies significantly between jurisdictions. The differences
in legislation are so significant that there is not even a
common benchmark for the minimum required standard
accepted by al jurisdictions for the issue of a Certificate of
Survey. Clearly, variationsin the minimum reguired standard
can have aprofound effect on the existence or otherwise of a
compliance safety gap. A project is currently underway to
reduce variations between applicablelegidation by inserting
model clauses for key clauses having a consistent
interpretation across all jurisdictions. Not only should this
improve the reliability of outcomes, but it will also
significantly enhance national consistency and mutual
recognition between jurisdictions.

Quality of Verification Processes

Aswith any other field of human endeavour, the quality of
the verification process will depend upon the quality of the
inputsand processesthat were used to achieve the outcome.
While a vessel may have a certificate of compliance that
says it meets the required minimum standards, there is a
chancethat the vessel may contain non-conformitiesthat may

The Australian Naval Architect

have been missed during the verification process. The quality
of theverification processisamatter largely under the control
of the authorities. It is a function of the commitment of
management, the resources available for carrying out
verification, the competence and independence of assessors,
the establishment of appropriate verification systems and
processess, the monitoring of outputs and the willingness of
management to improve systems on the results of feedback.

There are significant variations in the resources made
available by the different jurisdictions for verification
processes. Thisisnot surprising giventhat, for example, NSW
has a population of more than 30 timesthat of the Northern
Territory. However, aswell as differences in resources, the
authorities of the variousjurisdictionswithin Australiahave
varying degrees of commitment to the quality of their
processes. Whilethe benefitsand costs of uniform processes
across jurisdictions can be argued, there can be no such
argument regarding outcomes. The outcome of the various
verification systems must have reasonable uniformity if the
compliance safety gap isto be kept under control and national
consistency achieved. All too often, individuals in one
authority have identified anecdotal evidence of problemsin
the quality of verification by other authorities. However, to
date there has been no systematic study of the quality of
verification processes for comparison between Authorities.
The feedback component of quality management is still
frequently missing from the process.

To help addressthe differencesin the quality of verification
outcomes between jurisdictions, the NMSC is currently
considering adraft National Standard for the Administration
of Marine Safety.

Compliance may Changeover Time
An assumption that the safety characteristics of a vessel
cannot change over timeisunrealistic. A number of factors

may reduce the level of safety of avessel after it has been
issued with acertificate of compliance. Theseinclude:

. wear and tear;
] in service damage; and
. unauthorized modification.

An authority discharges responsibility for changes in the
vessal'scompliance after the date of issue of acertificate by
clearly specifying within relevant legislation (and probably
onthe certificate of compliance) thetimeand other limitations
onthevalidity of the certificate, and the proceduresthat need
to befollowedintheevent of potential changestothevessel's
level of safety after issue of the certificate.

Exemptions

Enabling legislation normally contains provisionsthat give
the authority the discretion to vary the minimum required
standard for theissue of acertificate of compliance, both for
vessels individually and for vessels as a class. Thus, an
authority may accept alesser standard than that provided in
the statutory standard, subject to any limitions on that
discretion contained in the legislation. It is important that
any person relying on the Certificate of Compliance can
readily ascertain that the vessel has been exempted from
aspects of compliance with the statutory standard.
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Equivalents

Current standards and legidation permit the substitution of
equivalent arrangements at the discretion of the Authority.
Equivaent arrangements have been a significant potential
contributer to the compliance safety gap. Thereare anumber
of reasonswhy thisis so including:

i A failureto identify appropriate criteriaupon which
to determine equivalence.

i A failureto properly verify compliance with the
relevant criteria

i Thetaking into account of factorsthat arelocal, and

which areno longer relevant when avessel movesto another
locality or isused in another operation.

The National Standard for Commercia Vesselsincorporates
astructurethat facilitates the consideration and verification
of so-called “equivalent solutions’. Safety outcomes are
expressed as “required outcomes’ within the standard.
Prescriptive “deemed-to-satisfy” solutions within the
standard provide abenchmark against which the equivalence
of equivalent solutions can be measured. Assessment
techniques for equivalent solutions are specified in the
standard and guidanceisgiven ontechniquesfor risk analysis
and risk management.

The proposal of an equivalent solution places an increased
burden on both the proponent and the authority to avoid
creating a compliance safety gap. A key requirement of the
processisthat equivalents should be based on objective data
rather than subjective opinion.

The NSCV differentiates between generic and local
equivalent solutions so that any local factorsthat went into
the decision-making process are revisited should the vessel
move or change operation.

Liability

A certificate of compliance is, in effect, a declaration of
compliance. Whereaperson relying on that declarationincurs
lossdueto afailure of thevessel to meet the promiseimplicit
inthe declaration, an issuing authority may beliablefor the
lossunder the tort of negligence. Thelossmay be asaresult
of an incident, afailure by another jurisdiction to mutually
recognise the vessel or it may be as a result of liabilities
arising under a breach of contract. In relation to the last-
named, the majority of contracts for the building of
commerical vesselscontain the expressed condition that the
vessel shall meet the requirementsfor, say, USL Code Class
1D and have avalid survey certificate issued by such and
such an authority. Other possible causes of action that may
result from the compliance safety gap include breach of
contract (if it can be shown that the Authority has been
contracted to provide survey services) and breach of statutory
duty. The position of acertifying authority under OH& Slaw
isnot clear and deserves further investigation.

The potential for liahility of issuing authorities can bereduced
if the certificate of compliance containsinformation relevant
to the nature and extent of the underlying promise. Matters
such asthe applicable standards, generic equivalence, local
equivalence, exemptions and non-conformities need to be
explicitly listed. Where non-conformities become apparent
after the issue of a certificate of compliance, the issuing
authority should either issue a formal declaration of
exemption or it should list the non-conformities on the
February 2004

certificate of compliance. By doing so, theissuing authority
may become exposed to claims for losses arising from the
error and any measures needed to correct the error. However,
it effectively alerts the owner and operator to review any
safety issues by effectively transferring the issue to the
standards safety gap, thusreducing the potential liability and
exposure in the event of an incident.

CONCLUSION

The safety gap is not anew phenomenon. It isareality that
has been a part of the management and administration of
safety for well over a century. Perhaps the best known
example occurred with the loss of Titanicin 1912. Though
fitted with lifeboatsthat met minimum required standards of
the British Board of Trade at that time, thoseinvolvedinthe
design, construction, equipment supply, ownership and
operation of the vessel soon realized that their obligations
for safety went well beyond mere compliance with a
minimum standard.

Much has happened since that fateful day in April 1912.
Minimum required standardsfor the safety of shipshavebeen
progressively expanded and raised and the system of pro-
active administration of safety strengthened. However, over
the same period, the value that society places on life has
increased enormousdly, at least in countries like Australia.
Because of the finite resources available for administering
safety, it is unlikely that pro-active standards will ever be
formulated and implemented which completely achieve
adequate safety and eliminate the standards safety gap.
Likewise, even with the best will, it isdifficult to eliminate
entirely the compliance safety gap.

Thus, the safety gap will continue to be a reality. All
stakehol dersthat have control over the safety of acommerical
vessel haveindividual obligations that lie within the safety
gap that cannot be ignored or abrogated. However, it is
suggested that there are significant advantagesto be gained
by stakeholders collectively and pro-actively dealing with
issuesin the safety gap. An integrated approach needsto be
taken with persons at each stage of the creation and operation
of acommerical vessel, from design to operation, identifying
and discharging their specific roles and responsibilities and
passing on therel evant information to othersthat may depend
uponit.
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MEMBERSHIP NOTES

FeesAmnesty for Lapsed Members

L apsed members, whose names have been removed from the
membership roll because their fees were not paid, are
normally required to pay all outstanding fees due fromwhen
their membership lapsed before they can be reinstated.

It is always a matter of regret when the Institution loses a
member in thisway, particularly if that personis till active
in the maritime industry and would therefore benefit from
membership of the Institution, whether from the
international ly-recognised professional qualification which
membership confers, or the access to up-to-date technical
information which the Institution’s journals provide.
However, | do appreciate that sometimes the cost of
reinstating membership presentsaproblem, particularly when
considerable arrears have built up.

Asaone-off exercise, theInstitution is declaring an amnesty
for al lapsed members. Such memberswill bere-instated on
payment of the 2004 Membership Fee, in the class of
membership which they previously held. Wherewetill hold
current addresses, such lapsed members have beeninformed,
but in many cases, contact has been lost. | would be grateful
if members of the Division would make known thiswaiver
to any of their colleagues or employees to whom it might
apply. They should contact meat RINA Headquartersby email
on hg@rina.org.uk, fax +0011-44-20-7245 6959, or mail to
RINA, 10 Upper Belgrave S, London SW1X 8BQ, UK, for
further information.

None are morewelcomethan alost lamb returned to thefold.
However, members who have not yet paid their 2004 fees
should be aware that this offer will not be repeated in 2005!

Trevor Blakeley
Chief Executive

AD Council Meeting

The Australian Division Council met on 4 December, with
teleconference links to all members and the President, Rob
Gehling inthe chair. Matters, other than routine, which were
discussed included:

» Insurance: Confirmation from the Division’s insurance
broker that the public-risk insurance cover held by the
Division covered members involved in all authorised
activities of Sectionsand Council.

 RINA/IEAust Joint Board: Mr Bryan Chapman,
Chairman of the IEAust/RINA Joint Board, reported on
ongoing matters. Professor Jackson had accepted the
invitation to visit Australia and it was hoped his visit
would include as many sites as possible. Sponsorship
for his visit is being sought and it was hoped that
attendance at hislectureswould bewithout cost. Details
of the proposed visit were given in the November issue
of The ANA.
The Joint Board had been informed by |EAust that it had
decided that it was unable to grant membership fee
reductionsto those hol ding joint membership of IEAust
and RINA.

AsMr Riley was no longer amember of Council hefelt
he should no longer be a member of the Joint Board.
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Council was appreciative of Mr Riley’s past contribution
to the Joint Board, accepted hisinvitation to stand down,
and agreed to the appointment of our President, Mr Rob
Gehling, to the Joint Board.

*  Web Forum: Mr Macdonald of the ACT Section had
proposed a forum on matters of relevance to RINA
members to be conducted on a website. The proposal
had been discussed widely by the ACT Section. Council
considered the proposal at length and believed access
should be through the RINA website as a world-wide
event. Mr Gehling offered to devel op the proposal with
aview to taking it up with London.

» Sydney Container Berths: A statement by the NSW
Premier proposing theremoval of container berthsfrom
the Port of Sydney was discussed, and Council looks
forward to having a paper on the subject beforeit at the
next meeting of Council.

The next meeting of the AD Council is scheduled for 23
March 2004.

Keith Adams
Secretary

Walter Atkinson Award 2003 — Call for
Nominations

At itsmeeting on 19 June 2002, Council resolved to change
the conditions of the Walter Atkinson Award. The revised
conditions now apply and are reproduced here.

Selection Criteria

»  Thenomination may befor apresentation whichincludes
a written technical paper, or for atechnical published
paper, and it must be more than just a promotional
presentation.

* The paper must be first presented at a maritime
conference or RINA meeting within Australia, or first
published in amaritimejourna within Australia, during

the current year.
» Allauthorsareeligible.
Nominations

Nominations for the Walter Atkinson Award are made by
membersinwriting to the Secretary of thelocal Section (or,
for NT or SA residents, the Division Secretary). Nominations
must include ahard copy of the paper for assessment, except
for papers published in The ANA. It is the responsibility of
the nominator to obtain the consent of the author(s) of the
paper to the nomination.

Assessment

Sections then consider the papers nominated to them in the
light of the assessment criteria and each make one or more
recommendations to the Australian Division. A sub-
committee of the Australian Division Council considersthe
nominationsin thelight of the assessment criteriaand decides
the award, which is then announced in The ANA. The
following are considered:

* Isthereastated or implied purpose?
e How important is that purpose in the context of the
Australianindustry?
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»  Doesthe paper have any new ideasto impart?
»  How easy isthe paper to understand?
*  How rigorousisthe paper?

No member of alocal Section Committee or the Australian
Division Council who isan author or contributor to a paper
may be involved in the nomination or decision process at
any stage.

Call for Nominationsfor 2003

Nominations for the Walter Atkinson Award for papers
presented in 2003 are therefore requested. If you wish to
nominate a paper for the award, your nomination should be
in writing (which includes email or fax) and should be

received by the Secretary of your local Section (or, for NT
or SA residents, the Division Secretary) by Friday 16 April
2004.

Sections then consider the papers nominated to them and
each maketheir recommendation to theAustralian Division
by 31 May. The Division will then consider the
recommendations from the Sections and decide the award
by 31 July, and the award will be announced in the August
issue of The ANA.

So, think which was your favourite paper you read or saw
presented in 2003 and don’t delay, nominate today!

Vale Frank Bartlett

Itiswith sadnessthat The ANA recordsthe passing of Frank
Bartlett on 14 January 2004 in Tacoma, USA.

Frank was appointed as a lecturer in naval architecture at
The University of New South Wales when John Tuft retired
in 1977. Owen Hughes then took over as the head of the
(then) Department of Naval Architecture. Frank struck up
an immediate friendship with Don Dickson, Head Teacher
inNaval Architecture at the (then) Sydney Technical College.
Together, they accompanied the students from UNSW and
STC to shipyardsin Newcastle for annual site visitsand to
explain the building of shipsand associated activities. Frank
was akeen yachtsman and regularly crewed with Dononthe
48 ft (14.6 m) sloop, Salaciall.

Frank had suffered war injuries, and returned to the USA for
treatment in 1980. However, he and Don maintained their
friendship, and frequently visited each other hereand in the
USA.

Frank Bartlett was a direct descendant of Josiah Bartlett,
whose signature appears on the American Declaration of
I ndependence document.

A service was held on Saturday 24 January at the Tacoma
Lutheran Home where he and Norma lived very happily in
their twilight years. Hewas one of nature’sgentlemen andis
sadly missed.

Don Dickson

THE PROFESSION

NMSC Guidelines for Auditing Registered
Training Organisations

Thegoalsof the National Marine Safety Committee include
the development of common standards for operators of
vessels, and creating systems to ensure that vessels are
appropriately crewed for their intended operational activity
by competent and suitably-qualified personnel.

To meet these requirements, Sections2 and 3 of the Uniform
Shipping Laws Codewerereviewed in entirety and replaced
by Part D, Crew Competencies, of the new National Standard
for Commercia Vessels(NSCV).

In May 2001 the Australian Transport Council (ATC)
endorsed Part D of the NSCV for adoption by each of
Australia’ s marine saf ety agencies.

In order to support consistency of application throughout
Australia, there is arequirement in Part D that all training
programs, registered training organisations (RTOs) and
assessors are approved by an authority.

For such approvals to be granted it is necessary for the

authority to carry out an initial compliance audit of the
systems and procedures employed by an RTO to verify that
the requirements of Part D are fully satisfied. Additionally,
to ensure that standards continue to be maintained, it will be
necessary for an authority to carry out regular periodic
compliance audits on the RTO as arequisite for continuing
approval status.

These guidelines have been prepared to provide assistance
to authorities in the creation and maintenance of systems
that will achieveauniform approach to the auditing of RTOs.
Once finalised and endorsed by the ATC they will be
published and become part of the National GuidanceManual.
The guidelines have now been released for public comment
and are available on the website at www.nmsc.gov.au. The
NM SC would appreciate any comments and feedback that
you or your organisation wish to provide beforethe guidelines
are presented for national adoption. The closing date for
submissionsto the NM SC Secretariat is 15 March 2004.
Maurene Horder

A NOTE TO CONTRIBUTORS

Whilst all contributions to The Australian Naval Architect are very welcome, the Editors’ hearts warm to those
contributors who provide material in a format that requires little work to prepare for layout. The ANA is built
(once a shipbuilder, always a shipbuilder) in Pagemaker v.6.5 running under Windows. Articles should be sent
as Word documents or text files with a minimum of formatting. Illustrations should never be sent in Word files,
but as separate attachments in JPG, TIF, EPS or WMF format. A resolution of 200-300 dpi is preferred. If in any
doubt, an email to the Editor will sort out potential problems.

February 2004

53



NAVAL ARCHITECTS ON THE MOVE

The recent moves of which we are aware are as follows:

Aligtair Allan, agraduand of theAustralian Maritime College,
has taken up a position with the Department of Defence,
Navy Systems Command, Directorate of Navy Platform
Systems (Concepts and Costings) in Canberra.

Nick Barratt has moved on from WaveM aster | nternational
and hastaken up a position as anaval architect with Image
Marinein Fremantle.

Greg Chivers, soon after graduating from UNSW many
moons ago, bought a yacht together with Ben Harvey to go
and sail the high seas, and did abig refit. They sailed away
in September 1999 with $1000 in their pockets and had lots
of fun, sailing throughout Asia, acrossthe Indian Ocean and
working in strange parts of theglobe. Heiscurrently working
ona30 m private luxury yacht in Europe, still exploring the
world. Heisrecovering from an accident in which arescue-
line thrower (containing asmall explosive charge to propel
arescue line several hundred metres) blew up in his hand
during maintenance.

Lina Diaz has moved on from the Waterways Authority of
NSW and is now consulting as Lina Diaz. She has already
landed her first contract, to prepare the stability book for a
crane barge in Darwin. She continues as Secretary of the
NSW Section of RINA, and encourages Amy’s chatter and
the patter of her little feet.

Luke Dodds, agraduand of theAustralian Maritime College,
has taken up a position with Lawson and Treloar in
Melbourne.

Tony ElImshasmoved on from Seastate and isnow consulting
as Elms Australia in East Fremantle, generally in naval
architecture but has more to do with waves and their effects
than straight design. He continues hisinterest in Seastate as
anon-executive director.

Jon Gould has moved on from London Offshore Consultants
Australia and has taken up a position as a nava architect
with Frontier Engineering Solutions (AsiaPacific) in Perth.
Kristoffer Grande, who completed his master’s degree at
Curtin University in 2002 on the slamming of multihulls, is
planning to returnto Australiafrom Norway (it istoo cold!)
Anyonelooking for anaval architect can contact Kristoffer
onemail post@grande-design.no.

Ben Harvey, on graduating from UNSW many moons ago,
did his boatbuilding apprenticeship at tech, and became a
boatbuilder. He enjoyed the hands-on experience, and ended
up running his own business. That culminated with a
commission to design and build a traditional gaff-rigged
yacht, Vanity, which ended up being not only beautiful but
also successful, winning many of her races in the Ranger
classon Sydney Harbour sincelaunch in 1999. Meanwhile,
he and another one of the naval architecture graduates, Greg
Chivers, had bought ayacht together to go and sail the high
seas, and did abig refit. They sailed away in September 1999
with $1000 in their pockets and had lots of fun, sailing
throughout Asia, across the Indian Ocean and working in
strange parts of the globe. Heand hiswife, Jen, then decided
to head for Europe to try their hand in the mega-yacht
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industry, which they have been doing for the last few years.
They havejust finished overseeing the building and trial s of
a32 mmodern classic sloop, Christoffel’s Lighthouse, built
in the Netherlands and written up in many of the yachting
magazines. They then delivered her personally to the
Caribbean, and are now looking for another boat to build.
Jen’ sexperienced sea-going femaleinput isavoicethat seems
to be often overlooked in the design-and-build process.
Together with Ben's experience as a naval architect,
boatbuilder, marine engineer (MED1) and ocean-going
master (Yachtmaster and Master Class 5 — soon to be 4),
they have alot to offer any project.

Peter Holmes, a graduand of The University of New South
Wales, has taken up a position as the deckhand/cook on
Tongarra, a 12 m motor-sailing charter catamaran for 23
passengers with acrew of three, in the Whitsunday 1slands.
Hesaysthat he earnslessthan hewould asanaval architect,
but it is good experience and he is working towards his
coxswain’sticket. Aswell asthe deck duties, he preparesall
themeals, and serveswith the help of the host, sothat ishard
work. It is always stinking hot, but once the meal is done,
it'sback on deck to take in the scenery, and that work is not
so hard!

Nick Hutchins moved on from Team New Zealand after the
America's Cup defence, and spent acouple of monthsinthe
middle of last year working at Stanford University and NASA
Ames in the USA. A friend who was doing a PhD in
conjunction with the NZ sail-design programinvited himto
go over and work on wind-tunnel experimentsvalidating his
CFD. Nick wasemployed to hel p build themodelsand testing
rig, and they did some good flow visualisation and a lot of
testing using pressure-sensitive paint, all of which hefound
really interesting. He has now moved back to Team New
Zedland in Auckland, NZ, where they are working on the
next America's Cup challenger.

Graham Jacob has taken up a position with Saipem (part of
the ENI Group) in Hull, UK.

Daal Jaffershasreturned from atwo-and-a-half year tour of
Europe. He worked at Nigel Gee and Associates in
Southampton for awhile, and he and Michelle spent about
eight monthstravelling around eastern and western Europe
and Scandinaviain aFord Transit van. France was the best;
very easy travelling and adiversity of thingsto see. They are
now sick of living out of suitcases and they have moved into
aplace on the Gold Coast. Daal hastaken up aposition asa
naval architect with SeaTransport Solutionsin Runaway Bay,
Qld, and is quite excited as STS do awide variety of work
compared to the fast-ferry business.

Jake Law hasmoved on from McAlpine Marine Design and
has taken up a position with Clough Engineering in Perth.
Clough are mgjor project contractors, manly inthecivil and
offshorefields.

John Lembke, after moving on from Austal Shipssometime
ago, backpacked around the west and east coasts of the USA
before heading to the UK, Greece (where he picked up ajob
as awindsurfing instructor for a while), and then through
western Europe. Back in Australia, he worked for Seastate
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in Fremantlefor ayear, beforemoving onto London Offshore
ConsultantsAustraliain Perth. He has now moved on from
there, and has taken up a position as anaval architect with
Frontier Engineering Solutions (Asia Pacific) in Perth.
Frontier and J.P. Kenny are both part of the Wood Group,
based in Aberdeen, UK, and are involved in processing in
offshore and onshore engineering.

Blair Lewis, agraduand of theAustralian Maritime College,
has taken up a position as anaval architect with McAlpine
Marine Design in Fremantle.

Daniel Lewis, agraduand of theAustralian Maritime College,
hastaken up aposition with Covus (Dive Support) in Perth.

Stuart McDonnell, a graduand of the Australian Maritime
College, hastaken up aposition with theAustralian Maritime
Hydrodynamics Research Centre/AM C Ship Hydrodynamics
Centrein Launceston.

Bruce McNeice has moved on within the Department of
Defence from Hydrodynamics Technology Manager and has
taken up theposition of Navy SystemsProject Liaison Officer
— Amphibious and Afloat Support (AAS). The position is
the point of contact for AAS projects between the Chief Naval
Engineer’s Branch (Navy Systems) and the DMO, and
Maritime Development. The role includes managing the
inclusion of Navy Systems technical requirements into
Operational Concept Documents (OCD) and Functional
Performance Specifications (FPS), facilitating technical
evaluation of tenders and assisting in the establishment of
the certification basis for these projects.

Martin Mok, agraduand of theAustralian Maritime College,
has taken up a position with Roc Qil Limited in Sydney.
Robert Ochtman-Corfe, a graduand of the Australian
Maritime College, has taken up a position with the Royal
New Zealand Navy.

Michael O’ Connor has moved on within the Department of
Defence and hasis on a six-month secondment to the FFG
Upgrade Project at Australian Defence Industries, Garden
Island, Sydney.

Pete Randhawa has moved on from consulting and hastaken
up aposition as a naval architect with MacAlpine Marine
Designin Fremantle.

Mervin Sagario hastaken up aposition with Stewart Marine
Designin Cairns. Mervyn hasaBachel or of Science degree
in Naval Architecture and Marine Engineering from the
University of Cebu, Philippines, and emigrated from Cebu
with wife Rochelle to take up the position. Heis alicensed
professional engineer in the Philippines, and was a design
naval architect in the Philippines office of Stewart Marine
Design.

Sophia Schmieman (nee Pierce), a recent graduate of the
Australian Maritime College, has move on from Michael
Page International to work for The WA Department of
Planning and Infrastructure in Perth.

Greg Shannon has been living in Sweden for the last year
with girlfriend Y Iva. Greg saysthat heis seeing abit of the
world, istrying different foods, experiencing a new culture
and, of course, learning a new language (which istaking a
bit of time). He has recently taken up a position as a de-
signer (konstruktdr in Swedish) in the Technical Department
at JowaAB in Goéteborg (visit www.jowa.seto find out more).

February 2004

They areasmall but quickly-growing company, making en-
vironmentally-friendly ship water-handling equipment and
aretheworld'sleading supplier of oil-discharge monitoring
systems, used primarily onboard oil tankers.

Mark Smallwood has moved on from consulting, and has
taken up aposition with Marine Safety Victoriain Melbourne.

Colin Spence, arecent graduate of the Australian Maritime
College, has moved on from the Water Corporation of WA
and hastaken up aposition asanaval architect with McAlpine
Marine Design in Fremantle.

Evan Spong has submitted the final copies of his PhD
dissertation on A Numerical Smulation of Adaptive
Electromagnetic Flow Control to The University of New
South Wales. He has moved on from North West Bay Ships
in Sydney and has taken up a position with QinetiQ at the
Had ar Technology Park in Gosport, UK, working for Martin
Renilson on the manoeuvring and control of submarines.

Nick Stark moved on from ERG a couple of years ago, and
continues consulting as Elan Design in Perth. He says that
hismajor project in that time has been the design of a73 m,
30 kn charter yacht which is dueto commence construction
soon. Other projects have been in the areas of finite-element
analysis, stability, structural analysis, fibreglassdesign, and
rendering of ship hull shapes. Visit www.elandesign.com.au
to find out more.

Paul Steinman moved on from Seastate some time ago and
worked for London Offshore ConsultantsAustraliain Perth.
He has now moved on from there to take up aposition asa
naval architect with Frontier Engineering Solutions (Asia
Pacific) in Perth.

Guido van der Veen has moved on from London Offshore
ConsultantsAustraliaand hastaken up aposition asanaval
architect with Frontier Engineering Solutions (AsiaPacific)
in Perth.

Carl Vlazny, a graduand of The University of New South
Wales, has taken up a position as a naval architect with
Seawind Catamaransat Bellambi (North Wollongong), NSW,
where they have their offices and factory in the industrial
estate. Most of the catsarein the 12—15 m range; some have
sails, but most are motorised. Carl saysthat helikesit because,
in addition to spending much of the week in the office, he
also goesinto the factory and gets on the tools as well.
Mark Wilson, agraduand of the Austrdian Maritime College,
has taken up a position with Woodside Petroleum in Perth.
Dominic Worthington has moved on from Spirit of
Tasmania |l and has taken up a position on board Scottish
Bard, aproductstanker sailing from Australiato Singapore.
He saysthat he is working his backside off but is having a
ball!

Thiscolumnisintended to keep everyone (and, in particul ar,
thefriendsyou only see occasionally) updated on whereyou
have moved to. It consequently reliesoninput from everyone.
Please advise the editors when you up-anchor and move on
to bigger, better or brighter things, or if you know of amove
anyone else has madein thelast three months. It would al so
help if you would advise Keith Adams when your mailing
address changes to reduce the number of copies of The
Australian Naval Architect emulating boomerangs.

Phil Helmore

Gregor Macfarlane
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FROM THE ARCHIVES

THE RINA IN AUSTRALIA —FIFTY YEARS

In 2004 we cel ebrate the fiftieth anniver sary of the foundation of the first international branch of the Royal Institution of
Naval Architects, the Australia Branch. To mark the twenty-fifth anniversary in 1979, the foundation president of the
Australian Branch, Cecil Boden, spoke of the Branch’s beginningsin his opening addressto the Australian Symposiumon
Ship Technology held at the Univer sity of New South Walesin November that year. As many memberswill be unaware of the
history of the RINA in Australia, Cecil Boden's addressis reproduced bel ow.

Cecil Boden started work asan apprentice ship’s plater at Cockatoo Dockyard in Sydney in 1916. In 1917 he moved into the
ship drawing office for the first time where he was to spend about half of his five-year apprenticeship. On completing his
time, he studied at Sydney University, following which he left these shores for Scotland to study naval architecture at
Glasgow University, where he graduated in 1927. On returning to Australia, he spent a short time at the New South Wales
Government’s Wal sh Island Dockyard in Newcastle before he entered private practice. He wasto return to Cockatoo on a
part-time basisin 1933 and wor ked there full-time from 1934 during the period of resurrection of the Australian shipbuild-
ing industry, just prior to the Second World War. He left Cockatoo for the last time in 1942 to establish the Green Point
Shipyard in Sydney which was to play a sizeable role in the production of small shipsfor the Pacific War. He remained at

Green Point until 1955 when he returned to private practice which he continued for the rest of hislife.

| count it aprivilege to be able to recall some of the events
which made possible the establishment of the Australian
Branch of the Royal Institution of Naval Architects. In set-
ting out the history of the Australian Branch, it is necessary
toreturn to thediplomacourses at the Sydney Technical Col-
legeabout theyear 1947. At that time, the College conducted
afive-year courseleading to the Diplomain Naval Architec-
ture. Among the students who were graduating there were
those who felt that there was aneed to establish an associa-
tionto promotetheir interests and to provide an opportunity
for reading and discussion of theses.

Following some talks that took place during classes, it was
decided that such an organi sation shoul d be established. For
this purpose, areunion of naval architecture diplomatesand
students was arranged on 15 May 1947. The circular
announcing thisgathering said: * Arrangementsfor the Naval
Architecture past and present students’ reunion at Sue’s Cafe,
situated on the first floor of the building in George Street,
adjacent to the entrance to Wynyard Railway Station, have
now been finalised. Those attending are requested to arrive
between 5:45 p.m. and 6:00 p.m. so that al may be seated
not later than 6:00 p.m. The charge for the evening will be
the cost of the meal as ordered from the menu. No extra
chargewould bemadefor the use of the premises after hours.
During the evening Mr K. Brown will read histhesisprepared
for hisfinal examination. Anyonewho has agreed to attend,
finding it necessary to cancel the arrangement, isrequested
to advise Mr Paul by telephone during working hours'.

TheMeeting at Sue's Cafe.

Records of the meeting show those present were Messrs
Paton, Campbell, Nelson, Paul, Colquhoun, Harrison,
Lawson, Brown and Boden. At this meeting it was decided
that an Association of Naval Architects, Sydney Technical
College should beformed. A small committee was appointed
with Cecil Boden asPresident, David Carment Vice-President
and Alan Colquhoun Secretary/Treasurer. It was decided that
the membership fee should be 5 shillings per annum and that
the first committee meeting would be held on Tuesday 26
August 1947 and thefirst annual general meeting should be
held at Sue's Cafe on Thursday 10 February 1948. The pa-
per that wasread by Mr Ken Brown at that first reunion was
entitled Resistance and Propulsion.

The Australian Naval Architect

Subsequently, a constitution was prepared and agreed to at
the second annual general meeting at Sue's Cafe on Tuesday
8 February 1949. Sue's Cafethus becamethehistorical birth-
placeof al theAssociationsof Naval ArchitectsinAustralia.
TheAssociation of Naval Architects, Sydney Technical Col-
lege, continued to function with its interests primarily di-
rected to college students and graduates.

With the increase in the number of diplomates working in
the dockyards and shipyardsit became apparent to members
of the committee that there was aneed to bring into the As-
sociation other naval architectswho were not associated with
the Sydney Technical College. This problem also resulted
from the reorgani sation of the structure of the diplomacourse
when the course was transferred to the University of NSW
from the Sydney Technical College.

At acommittee meeting on 22 October 1951, attention was
given to the possible ateration of the constitution to admit
naval architectsat present not eligible because of the defini-
tion of membership being exclusiveto teachers, diplomates
and students of the Sydney Technical College. Arising from
decisions made at that committee, Messrs Mayson and
Colquhoun were asked to prepare a draft of the modified
constitution which would provide awider scope for mem-
bership.

The draft was considered at the committee meeting held on
30 January 1952. The Chairman proposed the following
motion: ‘ That the Association of Naval Architects, Sydney
Technical College, should adopt proposalsfor anew consti-
tution as prepared by the Executive Committee and submit-
ted herewith, and that this constitution become effectivefrom
this date’. This motion was carried and the committee em-
powered to proceed to the inauguration of the Institution of
Naval Architects, Australia.

The inauguration took the form of adinner held on 4 June
1952, followed by an address by Mr C.W.J. Barker on
ice-breakers. A number of naval architects on the staffs of
shipyards, dockyards, etc. wereinvited to attend, and it was
thewriter’s privilege to preside at this function. Thirty-two
membersand ninevisitors attended. The attendancelist isof
considerable historic interest because it includes the names
of anumber of naval architectswho haverisen to the highest
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positionsintheprofessionin naval architecturein Australia,
of whom most received their training inthe original diploma
course at the Sydney Technical College.

The constitution of thisnew Institution of Naval Architects,
Australia, followed the basic ideas of the constitution of the
Institution of Naval Architectsin London, largely becauseit
wasfdt that ultimately some affiliation or collaboration with
that Institution would become possible.

Following the successful inauguration, it seemed important
that the Council of the Institution in London should be ad-
vised of what had been done, and that the origins and inten-
tions of the Australian Institution should be explained.

A letter was drafted by the President and submitted to the
Council at its meeting on 23 July 1952 and approved with
some modifications to be sent to London. This letter an-
nounced theformation of the Institution of Naval Architects,
Australiaand briefly outlined its development fromthe origi-
nal association of Technical College students, and stressed
the necessity and importance of alocal body to provide for
technical meetings and the fostering of the profession in
Australia

The Secretary of the INA, Mr Duckworth, replied express-
ing the concern of the London Council that there could be
some confusion between the Institution and the local body
in Australia because of the similarity of name and objects.
Heindicated that Dr S.F. Dorey, amember of the Council of
INA, London, would bevisiting Australiain February 1953.
It was considered that discussions should be arranged be-
tween Dr Dorey and representatives of the Council of the
Australian Institution. After discussing this correspondence,
thelocal body decided that aletter should be sent to London
noting the proposed visit of Dr Dorey and expressing will-
ingnessto confer with him during hisvisit.

InMarch 1953, agroup consisting of Messrs Barker, Boden,
Carment and Follan, met with Dr Dorey in the offices of
Lloyd'sRegister of Shippingin Sydney.

First of al, Dr Dorey outlined the views of the Council of
INA, London, with regard to the establishment in Australia
of an Ingtitution of Naval Architects. He said that while it
was redlised that a need existed for an association to de-
velop theinterest of naval architectsand to foster the growth
of their profession, it was felt that the use of the words ‘ In-
stitution of Naval Architects’, even though followed by the
word, ‘Aust.” or ‘Australia, would sooner or later lead to
confusion between two separate organisations, one having
international recognition and theother existing locally inAus-
tralia.

The Council of the Institution of Naval Architects, he said,
would be prepared to favourably consider aproposal for the
formation of an Australian Branch of INA. So far no branch
of the Ingtitution had yet been formed, although amovement
had been made to form a branch among members at Bath
where the Admiralty had many technical officers. A junior
joint branch existed in the Southampton/Portsmouth district,
thisgroup consisting principally of junior members of both
the Ingtitution of Naval Architects and the Institute of Ma-
rine Engineers. Itsfunction was hardly comparablewith that
which might be formed to meet the present need in Aus-
tralia. Dr Dorey expressed hisopinion that, for aninstitution
to function satisfactorily, it would require at least several
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thousand members. INA, London, had amembership between
three and four thousand, yet it was amongst the smallest of
the professional institutions. The possible maximum mem-
bership of an Australian ingtitution would be no more than
one hundred or so. If the Australian body were established
asabranch of INA, then it would automatically beraised in
standing — its memberswould be recognised theworld over.
It would receive the assi stance and support of the leaders of
the profession associated with INA overseas. It would be
ableto meet with equal statuswith other Australian branches
of prominent overseas professional institutions, such asthe
Institute of Marine Engineerswith whom it would havemuch
in common.

With regard to the rel ationshi ps between the branch and the
parent body, Dr Dorey considered that a constitution could
be formed which would give sufficient autonomy to theAus-
tralian branch to enable it to act freely in matters of local
administration. In matters of overall policy, the constitution
of the parent body would stand. With regard to finance he
considered that a grant could be made to the Australian
Branch fromthefeespaidinAustraliato assist in theadmin-
istrative costs. Theelection of memberswould rest ultimately
in the hands of the parent Council, but this would be based
upon reports and recommendati ons submitted by amember-
ship committee of the Australian Council.

Dr Dorey indicated that hewould bereturning to Sydney on
25 April of that year. He would be available to meet repre-
sentatives of the local institution on or about that date and
he expected to returnto Gresat Britain early in Juneand would
be willing to take back with him any proposal which might
be presented to him.

This report was considered at the Council meeting on
25 March 1953 and arrangements made for an extraordinary
general meeting of itsmembersat which approval wasgiven
for the Australian Council to negotiate with INA for the
amalgamation of this Institution with the INA, London, as
the Australian Branch. Following this decision, the Presi-
dent prepared proposals for the amalgamation. These were
submitted for endorsement to the local Council and were
passed to Dr Dorey when hereturned to Sydney latein April.
The representatives at that meeting were Messrs Barker,
Boden, Carment, Follan and Tuft.

Thefollowing clauseswere submitted asapossible basisfor
discussion in connection with the proposed amal gamation:

1. That the existing membership be accepted in its present
grades,

2. That the constitution asaccepted in Australiabe modified
in certain of itsclausesto providefor the necessary autonomy
inadministering the affairsof theIngtitutioninAustraliawhile
maintaining its affiliation with the parent Council in Lon-
don. Inregard to the election of members,

3. That provision be made for an Australian Committee to
receive al applications for election to the various grades
and for this membership committee to make recommenda
tionsto the parent Council for the acceptance or otherwise
of the members proposed,

4. That provisions be made for the granting by the overseas
Council of asum of money to assist the financesand provide
for the satisfactory operation of the Institution in Australia,
and
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5. That provision be made for the publication in the Trans-
actions of the Institution of Naval Architects from
time-to-time, papers prepared by Australian members and
readin Australia.

At the meeting of the Australian Council on 22 July 1953, a
letter was received back from London stating that Dr Dorey’s
report of his discussionsin Australiawas being considered
by the Council of the Institution. Subsequently, adraft of the
proposed rulesfor the establishment of an Australian Branch
of INA wasreceived from London and becamethe principal
business of a meeting on 5 November 1953. A number of
modificationswerediscussed and the Presi dent wasrequested
to re-write the proposed draft for consideration at the next
meeting. This was done and presented to the meeting on
11 November 1953.

The main discussion hinged upon the transfer of certain
grades of membership. It was finally resolved to ask that
persons who had the grade of member of INA, Aust. and
who had been recommended by the Council of INA, Aust.
should be considered by the Council of INA for full mem-
bership. This question of the transfer of membership wasa
vital matter affecting the establishment of the Branch. Itisa
matter for some degree of pleasure and satisfaction that the
London Council were prepared to accept thisrecommenda-
tion and, asonelooks back on those who were admitted one
findsthat there isa great deal of credit to the organisers of
this initial move because those who were admitted have
shown themselves to be outstanding members of their pro-
fession.

A re-draft of the proposed rules was endorsed by the Aus-
tralian Council on 17 December 1953, and sent to London.
Thefinal revised Branch rules, with comments, werereceived
back from London with aletter dated 9 February 1954 and
accepted by the Australian Council at its meeting in Febru-
ary 1954. Thisdecision having been made, it became neces-
sary to take the formal action to modify the constitution of
the Institution of Naval Architects, Australia, in a manner
that would ensure the continuity of the existing membership
within the framework of the approved Branch rules under
the new constitution of the Branch.

The Formation of theAustralian Branch

In the Annual Report of the Institution of Naval Architects
for the year 1953 the following brief notice appeared:

Local Branchesof the Institution: New By-Law 24 givesthe
Council power to form loca branches of the Ingtitution in
areas where, in the opinion of the Council, local activities
may be carried out satisfactorily. Institution of Naval
Architects, Australian Branch: The Council haswelcomed a
proposal received from certain members of the INA resident
in Australia to the affect that it would be advantageous to
have an officially-constituted branch of the parent I nstitution
inthat country. Rulesfor the conduct of thisBranchwhichis
open to all members of the parent Institution resident in
Austrdia, have accordingly been drawn up and the Ingtitution
of Naval Architects, Australian Branch, isnow being formally
established. The Council takes this opportunity of wishing
theAustralian Branch, thefirst branch of the parent Institution
to beformed, every successinitsactivities.

The Australian Naval Architect

The first council meeting was held on 14 July1954. In the
minutesit is recorded that this complete Council is author-
ised to act as the Council of the Australian Branch until the
holding of elections next year. The Foundation Council of
the Branch was thus the terminating Council of the Institu-
tion of Naval Architects, Australia Themembersof the Coun-
cil were President C.E. Boden; Vice-Presidents D.S.
Carment, J.J. Follan, K.M. Lawson, W.C. Miller and C.E.
Sparrow; Honorary Secretary F.GW. Westhorpe; Assistant
Secretary R.J. Tuft; Treasurer E.K. Trivett; Members and
Associate Members of Council W.F. Nichol, F.L. Harrison,
C.R. Hutchins, J. Doherty and R.D. Grant; and Associates
of Council L.W. Middleton and A.J. Hedger. Thelist of Foun-
dation Members consisted of 53 names of which 42 are still
(in 1979) active membersof the Branch. Thelnaugural Din-
ner was held in the Holme Room at the Sydney University
Union on Thursday 28 October 1954.

Thisreview of the evolution of the Australian Branch of the
Royal Institution of Naval Architects reveals the contribu-
tion madefirst by the Association of Naval Architects, Syd-
ney Technical College, from May 1947 until June 1952 and
then by the Institution of Naval Architects, Australia, from
June 1952 to October 1954, when the present Australian
Branch became an established entity.

These three organi sations have nurtured the post-war devel-
opment of shipbuilding and naval constructionin Australia,
by providing the opportunity for naval architects to share
their knowledge and experience, and by guiding, counseling
and encouraging the training of young men both through the
Technical College and the Universities.

The membership of the Australian Branch in 1979 is ap-
proximately 360. At the Inaugural Dinner in 1954, the Presi-
dent expressed the following wish: ‘ that this Branch should
bear fruit like the banyan tree and set up its own roots to
support itself and also throw back to the parent tree added
nourishment and strength’.

Looking back over the work of the Australian Branch of
RINA through the last 25 years, one can say with much sat-
isfaction that thiswish has been fulfilled.

THE FORMATION OF THE
AUSTRALIAN DIVISION

At the Jubilee dinner at the University of New South Wales
on 6 November 1979, the President of the Royal Institution
of Naval Architects, Mr Derek Kimber OBE, announced the
formation of thefirst Division of the RINA. In his speech he
said:

In the 25 years of your existence as a Branch, membership
has grown seven-fold to afigure today not far short of 400
— aremarkable achievement in a country where maritime
affairshave had arather chequered history of upsand downs.

| am aware that the Branch has always been held in high
regard by Government departments concerned with shipsand
shipping throughout Australia, and that it participatesin the
work of various Marine Standards Committees of the Aus-
tralian Standards A ssoci ation.

It has received national recognition for its contributionsto-
wardsthe establishment of the Bachelor of Engineering (Na-

58



val Architecture) Degree course in this university and the
Certificate coursesin Naval Architecture in Newcastle and
herein Sydney.

In addition to aprogramme of technical meetings each year,
the Branch has organised three highly-successful national
symposia in conjunction with the local Branch of the Aus-
tralian/New Zealand Division of our friends the Institute of
Marine Engineersin 1973, 1975 and 1977, as well as this
present admirabl e Jubilee Symposium.

| firmly believe that one gains from membership of an
Institution such as oursin direct proportion to the amount of
effort one is prepared to contribute to its support. | can
appreciate very clearly how much devoted service has been
given by past and present officers of this lively unit of the
Ingtitution, and we in London are deeply grateful to them.

Andwhy shouldn’t we on thisoccasion namethe peoplel’m
referring to — the Presidents, Cecil Boden (who described
so graphically on Monday how he* got the show on theroad”
inthe early fifties), David Carment, John Follan, Rex Ellis,
John Bell, John Tuft, Bob Campbell, Michael Pearson and
last but by no means|east, John Jeremy — and the Secretar-
ies, whodoall thework for therest of us— Frank Westhorpe,
Jim Eken, Eric Trivett and the evergreen Alan Mitchell.

In recognition of all this, and more, my Council in London
has been very happy to accede to your wish to be upgraded
to form thefirst Division of the RINA.

At this point, Mr. President, | feel | should have my naval
sword to touch you on the shoulder, but you know how fussy
airlines are about carrying offensive weapons! Instead, in
the name of our Home Council, | warmly congratul ate you
and your predecessors and extend our thanks for your ef-
forts and achievements over the past 25 years. We all wish

the new Australian Division the same outstanding success
enjoyed by the former Australian Branch.

As asmall, tangible token of the esteem in which you are
held, I will now ask thefirst President of the Australian Di-
vision of the RINA, John Jeremy, to accept this mounted
brass Meeting Bell with best wishes from the Home Coun-
cil.

Mr. Divisional President, Ladiesand Gentlemen, | shall end
as| began, by thanking you on behalf of all four of usfor the
opportunity to participate in thisweek’s memorable events,
for your hospitality tonight — and still to come! — and for
your patiencein listening to me.

Australian Division President John Jeremy and RINA President
Derek Kimber seal the formation of RINA's first international
division with a handshake at the Jubilee dinner on
6 November 1979
(Photo John Jeremy Collection)

At the Jubilee dinner (left to right) Alan Mitchell, Lawry Doctors, Ted Bell, Derek Kimber, John Jeremy, Cecil Boden, Robert Campbell,
Don Gillies, Laurie Prandolini and Peter Ayling
(Photo John Jeremy Collection)
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We are where you are.

Wartsila is the world’s leading supplier of complete
ship power solutions and a major provider of turnkey

solutions for distributed power generation. In addition :
Wartsila operates a successful Nordic engineering
steel company. More than 10,000 service oriented
people working in 50 countries help Wartsilad provide

Lzshg?::;::ﬁ;s;;iz expert local service and support, WARTS[L A

Wartsila Australia Pty Ltd, 48 Huntingwood Drive, Huntingwood NSW 2148, Tel: +61 2 9672 8200, Fax:+61 2 9672 8585




