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“Think globally, act locally.” Yes, 
it’s an old cliché. But sometimes 
clichés help to illustrate important 
points. And in the case of crisis 
communications, this adage does 
just that. 

From a global standpoint, we know 
that when a maritime incident rises 
to the level of “crisis” there are 
certain communications strategies 
we must initiate:

•  Mobilise an experienced media 
information officer to lead the 
external communications effort.

•  Fill the information void as quickly 
as possible by sharing with media 
the incident facts, response 
activities, and by addressing 
potential community concerns.

•  Be timely and proactive so that 
the company positions itself as the 
most credible source of information 
about the response with media and 
other key stakeholders.

This “strategy” pretty much applies 
worldwide. But how we execute it… 
ah-ha! Now we’re acting locally.

As part of the Navigate Response 
network, my firm represents the 
U.S. We know how to operate in that 
theatre. However, if your company 
were to experience some type of 
mishap in Turkey, we would not be 
the ones you call. If something were 
to happen in Singapore or off the 
coast of Australia, or in Brazil – again 
– you would want to call the local 
experts there. 

Crisis Response in the 
U.S. – where acting locally 
makes common sense

Sam J. Sacco, 
President, Strategy 
& Communications 
(Oakland, CA, USA)

This issue…
 
Depending on hemispheres, or 
the current climate, we are either 
headed for summer or have long 
departed it; either way, you’re 
doubtless bored of Brexit (in the UK) 
or any other geo-political tussles 
filling the news channels where you 
are. So let’s cut to the chase.      

Sam Sacco has something for the 
headache of U.S. waters, explaining 
the strategic joint approach in a 
crisis; while Bill Lines reflects on our 
network conference and the value of 
global collaboration.     

We get a glimpse into the future 
of cargo aboard unmanned vessels 
from Jessica Maitra. 

The emotions that are stirred up in a 
crisis: James Wilkes and Dustin Eno 
examine their impact, both inside 
and out. 

Training – does that raise any 
fears? Well it shouldn’t, as Jonathan 
Spencer explains how our media 
simulator, Triton, allows senior teams 
to learn from their mistakes in the 
training space, before the real crisis.                 

Ed Ion looks at the cyber risks faced 
by fleets, and where they often start. 
He also navigates the communication 
conundrums for shipping caught up 
in a regional conflict.

Whether you’re basking in the sun, 
or cozied up with a cup of something 
hot, there’s something for everyone 
in this edition of Response. 



How does this coordinated approach 
affect communications with media? 

The company’s public information 
officer (and other media 
representatives) become part of the 
unified response. A Joint Information 
Center – known as the JIC – is 
established. The JIC is comprised of 
media and public affairs specialists, 
not just from the company, but 
from the U. S. Coast Guard and 
participating state and local 
government agencies, as well.

Just like the Unified Command that 
oversees the entire response, the 
JIC’s company and government 
agency professionals work together. 
Their mission: get vetted and timely 
information about the response out 
to the world and be the “eyes and 
ears” for the Command on potential 
breaking stakeholder impact issues. 

The “strategy” highlighted earlier is 
fully executed by this collaborative 
team. 

The results of this collaboration: 
confusing cross-messaging by 
competing organisations is averted; 
inconsistent or conflicting fact-
sharing is avoided; and, only confirmed, 
factual information – approved by 
Unified Command – is shared with 
media and the outside world. 

Equally important, since the 
information is coming from the 
Unified Command (which includes 
reputable federal and state 

agencies), it is received by media, 
elected officials, and other key 
stakeholders as more credible and 
trustworthy. As a side benefit, the 
company is recognised as part of 
the team solving the problem – 
rather than operating separately 
and being blamed for causing the 
incident. Cooperation becomes a key 
messaging theme.

This system also enables company 
representatives in the JIC to educate 
agency counterparts about the 
company’s response capabilities, 
reinforcing its commitment to the 
cause. As a result, when questions 
emerge about the company’s 
conduct, members of the JIC are 
better prepared to address these 
issues in a proper and more favorable 
context. It’s a good system for the 
U.S. and for companies that operate 
in U.S. waters.

But the fact remains. What works in 
the U.S. is not what works best in other 
locations. That’s why it’s important to 
have the experience, knowledge, and 
discipline of a worldwide network of 
communications professionals that 
can help wherever your ships may call.

When it comes to crisis 
communications, thinking globally – 
and acting locally – just makes plain 
old common sense.

But in the U.S., we know how to 
make the “global” strategy a local 
reality. And the same can be said 
by all the other Navigate Response 
network affiliates located throughout 
the world. From France to New 
Zealand and from Hong Kong to 
Greece, Navigate affiliates in each 
of their respective locations think 
globally but act locally – and that is 
why it works for our clients. 

The U.S. Approach

Like any maritime incident, no matter 
where it occurs, a successful U.S. 
crisis communications response 
requires regulatory understanding 
and awareness, knowledge of 
local issues and sensitivities, and 
experience. This is especially true 
when it comes to working and 
coordinating with both Federal and 
State government agencies. 

The U.S. uses a “Unified Command” 
system to respond to maritime 
incidents. Translated that means the 
lead Federal agency (in this case, 
the United States Coast Guard), 
the lead State agency (usually the 
agency charged with environmental 
protection in the state where the 
incident occurred), and the company 
involved in the incident all work 
together on the response.

Jointly, they establish an Incident 
Command Post. It is a fully 
coordinated team effort – with the 
caveat that the U.S. Coast Guard 
always holds a “51 per cent” share 
should it need to exert its authority. 
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there is no doubt it is a headline 
grabbing topic.

With media intrusion post attack, it is 
vital the facts are communicated as 
honestly and as quickly as possible. 
But what is even more important is 
the ability to convey to customers, 
business partners, shareholders and 
other stakeholders that the company 
under attack has a clear plan to 
overcome the issue and is taking the 
necessary steps to put things right.

To date many shipping companies 
which have suffered cyber attacks 
have done the opposite and gone 
into lock-down when crisis strikes. 
This just increases speculation and 
extends the length of the crisis.

But there is evidence that as the 
industry wakes up to this threat, 
things are changing.

A leading ship manager recently 
banned all outside USB flash drives 
from its vessels. 

The industry acknowledges that 
more than 60% of all cyber attacks 
are caused by the human element. 
It can be as simple as a third-party 
service provider coming on board in 
port and using a USB flash drive to 
transfer ECDIS files to a laptop.

This kind of event has caused several 
cyber attacks on board vessels and 
now many in the industry are moving 

towards a system in which USB flash 
drives are completely banned from 
all vessels as well as from offices.

Transferring updated ECDIS systems 
via removable storage devices has 
already caused havoc in the industry, 
but owners and managers are  
waking up to the fact that these 
‘thumb-drive cyber bombs’ have 
inherent danger.

The manager in question has now 
decided that all USB drives on board 
its ships will be encrypted and for 
use on board its vessels only.

The other problem for the industry is 
the fact there are so many versions 
of ECDIS the risk of virus attack is 
greater when information is shared 
and updated.

And the deeper problem with the 
use of technology on board vessels 
and the consequent risk of cyber 
attack is not the technology itself but 
the attitude towards it. Many ship 
managers are now acknowledging 
that it is not possible to layer new 
technology into the industry unless 
old attitudes change.

The issue for shipping is that it keeps 
putting new technology on top of old 
processes and attitudes, and until 
that changes there will always be a 
heightened risk of cyber attack.
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There’s no doubt the threat of  
a cyber attack on a fleet, an 
individual vessel or a company is 
currently exercising the minds of 
many a boardroom meeting in the 
shipping industry.

Maersk, COSCO and a host of other 
well-known shipping industry names 
have already been laid low by costly 
and time consuming cyber attacks.

There is now an army of technology 
consultants, insurers and risk 
managers offering the industry  
every kind of panacea to overcome 
the threat of cyber ruin.

And for the media, it’s a great story: 
once it comes out in public it runs for 
days as the extent of disruption and 
damage becomes clear. 

The reputational damage of a 
sustained cyber attack is painful 
and can be long term. Within the 
shipping industry it often leads to a 
long-term reappraisal of security, the 
use of technology and systems and 
how they are applied to daily ship 
and office operations.

A recent survey of owners and 
managers showed that very few in 
the industry believe they are fully 
prepared for a cyber attack on their 
fleet or offices.

It seems as if the cyber story and 
shipping is going to run and run and 
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Protecting your 
fleet from cyber 
attack – start with 
the easy stuff 

Edward Ion,  
Managing Director, 
Navigate Response (Asia) 



completely autonomous vessels and 
those controlled remotely from the 
shore. These differences may feed 
into the contractual regime that 
springs up to govern carriage of 
goods onboard these distinct classes 
of unmanned ships.  

There is also speculation as to 
whether an unmanned shipping 
revolution might form part of a 
more fundamental change in the 
shipping industry as part of the 
logistics supply chain. If, for example, 
cargo owners, logistics companies 
or tech companies move more 
comprehensively into ownership 
of unmanned vessels, the need 
for contracts of carriage between 
counterparties at least in some 
trades might disappear.

The shipping industry is just 
beginning to explore the potential 
of unmanned vessels. If this is the 
future of shipping, the legal and 
insurance position will need to 
respond to the precise way in which 
the technology operates. 

In a carriage of goods context, the 
key contractual considerations are 
likely to remain broadly the same. 
Goods will still move from A to B 
onboard vessels. Parties will still 
own ships and buy, sell and finance 
cargoes onboard those ships.

The operational and legal world of 
carriage of goods will continue to 
turn. However, for the industry to 
really capitalise on the opportunities 
that these developments may 
bring, the regulatory framework, 
contractual and insurance aspects 
of the vessels and their operations 
must keep pace with the rapidly 
developing technology.

Jessica Maitra is a Partner in Clyde & 
Co’s Marine and International Trade 
department. She has an international 
practice with an emphasis on 
shipping, trade and insurance work.

5/12

Unmanned 
vessels: the 
future for 
carriage of 
goods? 

Jessica Maitra, 
Partner,  
Clyde & Co LLP

ships to be discussed at the Marine 
and Security Committee’s next session 
in June 2019.

Dealing with the regulatory position 
of unmanned ships is a key first 
step to the use of these vessels in 
international shipping. Regulation, 
however, is only one aspect of the 
legal regime change required for 
unmanned ships to carry goods on 
the high seas. 

Reviewing any standard charter party, 
it is striking how many of the rights 
and obligations concern operations or 
matters which involve the Master or 
crew. The contractual framework for 
carriage of goods will need to change 
to be fit for the purpose of carriage 
in unmanned ships. Furthermore, the 
insurance underpinning the allocation 
of risk under such contracts will need 
to adapt. 

Certain key terms of charter parties 
may require amendment; currently it 
is common for charterers to take the 
contractual risk of cargo operations. 
If these are to be done automatically 
by the ship, the contractual risk of 
these operations might logically 
transfer to owners. At first glance, 
this seems to increase the risk 
burden on owners. Removing the 
human element, however, might 
significantly reduce the risk of 
error during cargo operations – for 
example: cargo loss or damage 
caused by stevedores.

In many respects the rights and 
obligations within a contract of 
carriage will remain the same. There 
will still be, for example, seaworthiness 
obligations on owners. However, 
the scope of these obligations and 
warranties may change. 

In a seaworthiness context, it is likely 
that the new hardware onboard 
will be covered. Updating the 
software and maintaining a cyber 
risk management system will also 
be included in owners’ obligation. 
Owners will be expected to 
implement protocols to ensure that 
all relevant staff are properly trained 
and operationally competent in the 
new technology.

The industry also recognises 
technical differences between 

Crewless vessels may have once 
seemed like the stuff of science 
fiction, but unmanned ships have 
become a reality.

MV Yara Birkeland, advertised as 
the world’s first fully electric and 
autonomous container ship with 
zero emissions, is planned to start 
operating in the first quarter of  
2020 in Norwegian coastal waters.

Electric barges, dubbed the ‘Tesla of 
the canals’, are apparently already in 
operation both in Northern Europe 
and in China. 

The future is here, but what does this 
mean for the carriage of goods? 

This year the IMO is assessing the 
most appropriate way regulations 
can address the development of 
unmanned shipping operations. 
Furthermore, the IMO has established 
a working group to develop guidelines 
for testing and trials of autonomous 
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And because crisis management 
is usually undertaken by a team of 
people - some who may never have 
met each other before, and some 
who work with each other every day 
- the stresses of a crisis undoubtedly 
affect the dynamics of a team and 
how it functions; often for the worse. 

Therefore, it is vital that responders 
and crisis management teams 
understand how the dynamics of 
crises will affect them as individuals 
and as members of a team. 

Managing crises effectively 
requires more than just the 
ability to overcome technical or 
procedural problems. It requires us 
to manage the physical, emotional 
and psychological impact crises 
have on people as well. In those 
circumstances, it is our levels of self-
awareness and the strength of our 
interpersonal communication that 
will matter most.

The emotions 
of a crisis:  
From the inside

navigateresponse.com

James Wilkes, 
Managing 
Director,  
Gray Page 

at the centre of the incident that 
precipitated the crisis you then came 
to be managing.

Crisis management training 
commonly focuses on how to design 
response plans, put them into action 
and follow procedures. 

It treats crisis management as an 
exercise in achieving technical 
objectives.  

What is often overlooked is that crisis 
management is a people-orientated 
exercise, as much as, if not more 
than, a technical one.

Crises affect people physically, 
emotionally and psychologically. 
Victims and their families are 
affected, obviously, but so too 
are the people responding to and 
managing crises; no matter the 
extent of their technical expertise 
and/or their experience of 
responding to crisis situations.

Think about the last time you were 
involved in responding to and 
managing a crisis.

A proper crisis that is. 

Where lives were endangered and 
reputations at risk. Where events 
evolved erratically beyond your 
control. Where priorities shifted 
rapidly and you were required to 
make difficult decisions based on 
imperfect knowledge.

How did you feel at the beginning of 
the incident, during and afterwards? 
Exhilarated? Pressurised? Anxious? 
Relieved? Exhausted? Isolated? 

Now think about what impact that 
had on your ability to function and, 
importantly, communicate. 

Not just with those around you, but 
with third parties.

And, in particular, the families 
and next-of-kin of any employees 



Self-awareness: Learning to manage 
one’s stresses, reactions and thought 
processes under pressure will give 
an individual and their team the best 
chance of communicating calmly and 
effectively with others. A great way 
to develop this skill is through frank 
and open discussion moderated by 
an experienced crisis responder. 
Such discussions should be 
included in crisis planning and more 
importantly in post incident washup/
debrief sessions. 

Empathy: Identifying and 
understanding the perspectives 
and emotional states of the others 
in a crisis is vital to effectively 
communicating and managing their 
fear so as to avoid the aggressive 
backlash of blame-seeking. One of 
the simplest empathy techniques 
is to visualise a specific individual 
who is impacted – i.e. instead of 
trying to empathise with “fishermen”, 
visualise Frank, a 44 year old, 
second generation fisherman, with 
two young sons who just took out 
a mortgage on the family home to 
pay for a new engine on his fishing 
boat in hopes of a better season next 
year. It’s much easier to understand 
Frank’s emotional state than that of 
“fishermen”.

Processes, templates and procedures 
must always be a vital part of 
crisis planning, but if planning 
fails to consider the psychological 
implications of a true crisis, the best 
plans and processes in the world will 
quickly be blown out of the water 
by the emotions of the humans 
involved. 

Crisis EQ training

James Wilkes of Gray Page and 
Dustin Eno of Navigate Response 
have teamed-up to create a one- 
day course for crisis response 
teams and senior decision makers 
which focuses on the human and 
interhuman factors involved in 
dealing effectively with a crisis.  
For more information please contact 
enquiries@navigateresponse.com  
or enquiries@graypage.com 

Similarly, the soft grounding of a 
vessel which is dealt with by your 
emergency management team (EMT) 
without even mobilising the CMT 
isn’t a crisis for your company, but 
may still be experienced as a full-on 
crisis by the junior watch-keeper who 
was on duty and by the fishermen 
looking on and fearing the worst.

Crises are scary, and fear 
simultaneously makes people less 
rational and more inclined to believe 
the worst. Problematically, fear 
also often leads people to look for 
someone to blame and punish and,  
in many cases, that ends up being 
the shipping company. 

Good crisis management training 
will usually start by referencing a 
company’s plans, but to be effective 
the training should focus on both 
sides of the emotional management 
coin – self-awareness and empathy. 
Together these aptitudes are 
sometimes called emotional  
quotient (EQ). 

At the very moment that the 
pressures of a crisis may make the 
crisis management team (CMT) 
least able to communicate clearly 
and effectively, people outside the 
organisation will be most desperate 
to hear from that team.

As challenging and emotionally 
taxing as a crisis is for the CMT, it can 
be far more so for outsiders. From 
the friends and families of those 
directly impacted to the people 
watching from shore and fearing that 
their livelihood/health/home/etc. will 
be destroyed.

A crisis, by definition, must be out  
of the ordinary, it must be 
challenging, and it must be 
unpredictable, but each of these 
criteria is subjective and a crisis 
for one person may be routine for 
someone else. For example, if you 
break both your legs, it is a crisis for 
you and your loved ones, but for the 
paramedics and doctors who assist 
you, your crisis will likely be routine 
and almost boring.

Dustin Eno, COO & Crisis 
Response Manager, 
Navigate Response
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communications strategy can 
support a claims team. 

On the other side of the coin are 
the journalists themselves. The 
trade media often set the agenda 
in a shipping related incident and 
will deliver expert insight which is 
then drawn on by the wider press 
and commentators. Anastassios 
Adamopoulos, a reporter at Lloyd’s 
List, explained how “no comment” 
was not really an option for shipping 
companies today. 

“We’re looking for the company 
spokespeople to provide us with the 
latest information and background 
information. If they’re unwilling or 
unable to provide it, we’ll just go to 
another source,” said Anastassios 
Adamopoulos. The advice to ship 
owners caught in the spotlight is to 
tell your side of the story, rather than 
let someone else do it instead. 

Navigate Response relies on its 
network to drop everything and go to 
the scene of an incident if necessary; 
to provide local intelligence as to 
what is happening; liaise with the 
local media and advise on further 
actions. In the past few months the 
network has handled a major spill 
in the Solomon Islands; managed 
adverse attention surrounding a 
commercial dispute involving vessels 
in Lisbon, undertaken media training 
in Brazil and much more.  

Bringing the diverse crisis experts 
who make up Navigate’s network 
into the Baltic Exchange board room 
was an eye-opener. 

The most interesting part of the two 
days was learning from each-other 
and the members’ experiences in and 
beyond maritime. We heard about 
how the media works in Nigeria, 
how one member of the network is 
working with the Catholic Church 
to create crisis communications 
plans for local churches and how 
last year’s accidental destruction 
of a Bosphorus mansion by a bulk 
carrier highlighted to many Turks the 
negative side of having one of the 
world’s busiest waterways passing 
through Istanbul. 

For further details of the  
Navigate Response network see  
www.navigateresponse.com/global-
network

To discuss joining the network, 
please contact Dustin Eno.  
dustin.eno@navigateresponse.com
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Making 
the 
network 
work

A global maritime crisis 
communications agency is only  
as good as its global network. 

A credible maritime network needs 
members who understand the 
shipping business, are plugged into 
local media and are able to respond 
locally. Navigate Response’s network 
has its eyes and ears on the ground 
in 29 countries and is available 24/7 
to our clients. 

This March, 15 members of the  
network came to Navigate 
Response’s Baltic Exchange office 
in London to share experiences, 
network and learn. They came from 
far and wide. Senior representatives 
attended from Japan, USA, Nigeria, 
Thailand, Singapore, Hong Kong, 
France, Spain, Italy, Netherlands, 
Turkey and Greece.

On the agenda was a presentation 
from Jeff Lock, head of claims at 
the UK Club, who discussed the 
impact media reporting and public 
sentiment has on a shipping incident. 
He explained how the P&I system 
works and highlighted how a good 

Bill Lines, 
Director, 
Navigate 
Response
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And you might be forgiven for 
wanting to shoot the messenger by 
the time the course ends.    

As mythology notes: Triton drowned 
Misenus in the surf after he ‘…
challenged the gods to play as well 
as he’. His folly, blowing into a sea 
shell, an epiphany for the quick-
fingered on Twitter.    

Triton tests teamwork. It isn’t a 
competition as such. We prefer you 
learn, rather than win. There’s no 
blood on the carpet; no one drowns. 
But Triton does take you out of your 
operational bubble, as it rapidly 
enlightens you on public opinion. 
Players must rally to regain the 
narrative. Or at least do their utmost.     

This might be your operations 
or senior team, or teams joining 
together. All have experienced this 
and survived to tell the tale – with 
positive feedback. 

“Very authentic,” a fleet director 
tells me, having taken 60+ senior 
seafarers through a course 
simulating a collision off the Cape 
Verde Islands. Gods they were not, 
but play like the best of ‘em, they did.

Many shipping incidents can surface 
first on social media. It isn’t so 
surprising that a watch-keeper takes 
a call from Reuters before a DPA is 
even aware – or awake. Anything 
awry that the public has sight of – 
from the beach or a passing ferry – is 
posted in seconds. That’s if it hasn’t 
already been posted by the crew. 

The tempo of reaction is central 
to Triton’s simulation, as public 
interaction races ahead of events. 
Sooner or later a company must 
decide to react.

Triton is the training space where 
you can have a go. Yes, you strive 
to get things right. But training 
also provides the space to make 
those mistakes in rehearsal; to get 
the response wrong whilst crucially 
understanding why.

Navigate Response, along with 
its network of partners, runs the 
Triton platform providing rigorous 
communications training to the 
maritime and offshore sectors.  
With its agility and diversity, the 
platform is also used by others,  
from emergency fire services to  
an international opera house. 

Considering a company’s reputation 
can be shredded in a morning, as 
online opinions overtake events in 
the real world, learning from errors 
made in a training session could be 
your best decision.        

To find out more see www.
navigateresponse.com/triton            
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Crisis training – it can of course be a 
mixed bag. 

I mean, there’s the hostile 
environment session where, yelled 
at by a guy in a keffiyeh and desert 
fatigues – with my face to the 
floor – an abduction role-play in 
a suburban church hall doesn’t 
remotely resemble Mogadishu. Or 
take NATO’s desk-top option, where 
an actor, of sorts, in his warlord 
guise demands terms via a screen 
beside a mock-up map; an island, 
say Spitsbergen, turned upside down 
and moved to sunnier latitudes.                   

Mention Triton and I have you 
thinking of the Greek trumpeter of 
the sea. But, ancient messengers and 
mermaids aside, Triton to us means 
training. 

Our Triton platform simulates 
multiple social media streams,  
as a fictional outside world reacts 
while you grapple with an incident 
scenario.

So Triton is a messenger, or perhaps 
better put, tests the messenger. 
Participants, put under pressure in 
an hour or a day, must prioritise and 
work quickly as a team to figure out 
what should be noted, responded to 
or ignored in the wall of chatter. 
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Triton – messenger 
or mermaid, be you 
tough enough for 
training?  

Jonathan 
Spencer, Crisis 
Response 
Manager, 
Navigate 
Response 

Triton media simulation platform



many allegations that Iran’s  
Islamic Revolutionary Guard was 
behind them.

Speculation suggests the ships 
were selected because they were 
accessible and located at local 
anchorages. The attacks came  
under the cover of darkness.

There has been considerable 
speculation about the reasons 
behind the incident.

While some theories are more 
plausible than others, it is fair to  
say the event is part of the long 
running geo-political saga playing 
out between the various antagonists 
in that volatile region.

Fujairah is one of the world’s major 
bunkering ports and the nearby 
Strait of Hormuz is often referred to 
as the choke point – or jugular – of 
the world.

Block, or merely hinder, the strait  
for any length of time and the 
economic and political fallout  
would be enormous.

For shipping, it yet again shows 
the industry is a very soft target 
for anyone wishing to make a big 
statement and it’s guaranteed to 
attract sustained media attention.

Post 9/11, there have been many 
gruesome scenarios about terrorists 
taking control of a fully laden VLCC 
and blowing it up next to a port or 
city area.

It has not happened but incidents 
like Fujairah remind everyone in the 
business just how vulnerable our 
ships can be. 

The reality is that if a determined, 
well organised terrorist group wishes 
to commandeer a vessel to cause 
mayhem it would be a relatively  
easy task.

As the Fujairah incident shows, 
when such an incident takes place, 
the international media scrutiny is 
unrelenting.
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The recent acts of sabotage on 
vessels off Fujairah in the UAE once 
again demonstrate the degree to 
which merchant shipping is forever 
in the public spotlight.

Four merchant vessels sustained 
damage by what is being called a co-
ordinated attack with the suspected 
use of limpet mines.

The attack, on Sunday 12 May 2019, 
resulted in all four ships being holed 
and suffering extensive hull damage. 
Luckily no-one was hurt in the attacks.

While at the time of writing,  
no-one has claimed responsibility  
for the attacks, there have been  
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from journalists wanting to know 
what had happened and why 
their vessels had been specifically 
targeted.

While neither the operators nor 
Navigate Response could answer 
the latter question, we advised that 
the vessel operators should not 
stay silent as this would encourage 
further media enquiries and 
speculation.

We worked with crisis response 
teams to prepare basic what, where, 
when statements, taking great care 
not to speculate or lay blame.

It was important to let the outside 
world know the ships’ crews were 
safe, the damage to the vessels was 
repairable and that no other damage 
to property had been sustained.

It was even more important to let 
the markets and outside world know 
it was business as usual for the 
operators and that the attack would 
not stop day-to-day operations for 
very long.

Once Navigate Response had been 
alerted by our clients, we were able 
to take full responsibility for the 
sustained media interest in the story.

The media urged us to speculate, 
to paint hypothetical scenarios and 
discuss reasons behind the attacks – 
we, of course, refused. 

The media has an innate need to 
keep a story going once it has hit 
top spot in terms of headlines on a 
busy news day. It is our job to make 
sure the story is kept in perspective 
and that news-hungry journalists do 
not get the new angles they crave to 
keep the story alive.

We draw the heat from the media 
while the story is hot; our clients 
can then be fully focused on the job 
of ensuring the incident is handled 
well and that normal operations can 
resume quickly.

The owner takes care of the incident: 
we take care of the media.

navigateresponse.com

The Navigate Response teams were 
on hand from the very first moment 
that Sunday morning and we were 
able to assist our clients caught up 
in the incident. It was clear from the 
outset it was no ordinary incident 
and that something more sinister  
lay behind it.

It is at precisely this moment that 
vessel operators need expert 
counsel; owners and managers 
need to know what to do in terms of 
outside communication, what to say 
and what not to say. 

As the dust settles on the attack 
and the industry starts to reflect on 
its lessons, we offer some learning 
points for the industry when vessels 
get caught up in a bigger event in 
complete innocence.

Very soon Navigate Response offices 
in various parts of the world were 
taking media enquiries. 

Because of the mystery behind 
the attacks, the intensity of media 
enquiry was exacerbated and 
continued for several days.

Operators of the four ships were 
bombarded with media enquiries 
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Crisis communications  
for shipping
Navigate Response is the strongest 
global crisis communications 
network specialising in the 
international shipping, port and 
offshore industries; headquartered  
in London and Singapore, we operate 
a global network of 43 locations in  
29 countries around the world. 

Engaging Navigate Response 
ensures that you are prepared for 
the worst and allows you to focus on 
dealing with the operational side of 
an incident without being distracted 
by the pressures of the 24/7 media.

Navigate Response is  
recommended by P&I Clubs in  
the International Group.

Contact

24/7 incident line:  
+44 (0)20 7283 9915 
www.navigateresponse.com 

United Kingdom

enquiries@navigateresponse.com  
+44 (0)20 3326 8451

Singapore

asia@navigateresponse.com 
+65 6222 6375

navigateresponse.com


