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IBTS:  Concept to minimise the amount of oily bilge water in machinery spaces.  
 References: 
 
The Integrated Bilge Water Treatment System (IBTS) concept was pro-
moted by Japan and recognised by the IMO through its MEPC.1/Circ 
642 as an excellent concept to minimise the amount of oily bilge wa-
ter generated in machinery spaces and with an integrated means to 
process the oily bilge water and oil residue (sludge).  
In principle, the IBTS is a concept of an installation containing a bilge primary tank and proper con-
trol of the flow of drain streams, aiming to segregate as much as possible oily streams from the drain 
streams of clean water, and avoid their admixture. 
Unfortunately, ships which use oily water separator systems based on the IBTS concept have repor-
ted negative experiences with port state control officers who are not convinced that ships can gene-
rate significantly low oily water volumes.  
To avoid this, Japan and the International Association of Classification Societies (IACS) have sugge-
sted that ships equipped with installations based on the IBTS concept are given a «Statement of 
Fact», which is a check list acknowledging that the installation follows the IBTS as described in 
MEPC.1/Circ. 642. 
 
 IBTS vs conventional bilge system:  
Basically the IBTS is equipped with: 
 

A Pre -Treatment unit for the bilge water named “bilge priming tank” which separates oil from 
oily bilge water by gravity; 

A “fresh water tank” which collects drains from Me air cooler and air conditioning system nor-
mally not contaminated by oil; 

An OCM (15 ppm) to process  the clean drains before its discharge at sea; 

A “Statement of fact”; 
 
 Why the “Bilge priming tank” and “the fresh water tank” are not listed under IOPP certifi-

cate? 
 
Under MARPOL Annex I Regulation 2.34, “Oily bilge water holding tank” means a tank collecting oily 
bilge water prior to its discharge, transfer or disposal.  
MEPC.1-Circ.642 adds that an oily bilge water holding tank should be arranged to either discharge 
ashore or through the 15ppm bilge separator overboard. 
 
Following above: 
 

The “bilge priming tank is connected indirectly to the OWS or shore connection via bilge  
holding tank and consequently cannot  be considered a bilge tanks.  
Hence is not listed under IOPP certificate under 3.3 section.  
 

The “fresh water tank” is connected indirectly to the shore connection.  
Hence is not listed under IOPP certificate under 3.3 section.  

Latest Concept for the management of bilge and sludge. 
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 IBTS: Tips for proper entries in ORB: 
 
 
 
 The Bilge primary tank is a pre-treatment unit for the separation of oil  and bilge water.  
It is a flow through device which separates some of the oil and water from the oily bilge water and it 
is not a holding tank.   
There is no definition for “bilge primary tank” in the revised MARPOL Annex I.  
Some information can be found in MEPC.1/Circ.511. 
The Bilge Primary tank is not identified on the IOPP Certificate.  From our perspective, it has more in 
common with an OWS than a holding tank as it is a flow through system.   
Oily bilge water from the bilges is sent to  the Bilge Primary tank which sends Oil to the Sludge tank, 
and oily water to the Bilge Water Tank.  This needs to be addressed… 
 Transfers from the Bilge wells to the Bilge Holding Tank and sludge tank after passing through 

the bilge primary tanks should be considered as a single transfer from Bilge wells to the bilge 
holding tank and sludge tank and should be recorded in the ORB as below: 

IBTS – BILGE PRIMARY TANKS ( Liberian Flag Preliminary Interpretation) 

IBTS – CLEAN DRAIN TANK/FRESH WATER TANK ( Maltese Flag Instruction) 

The Recording of discharge of clean drains is not mandatory but may be recorded in the ORB Part I 
under the Operational Code «I» –  Additional Operational procedures and general remarks. 

 IBTS: Scheme. 

1 
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Oil/Mist separator: Concept to remove water from Sludge 

 References: 

 

Regulation 12.2.2 states that, “The oil residue (sludge) tank(s) shall have no discharge connections 
to the bilge system, oily bilge water holding tank(s), tank top or oily water separators except that 
the tank(s) may be fitted with drains, with manually operated self-closing valves and arrange-
ments for subsequent visual monitoring of the settled water, that lead to an oily bilge water hold-
ing tank or bilge well, or an alternative arrangement, provided such arrangement does not connect 
directly to the bilge piping system.” 
 
  However, there is an exception to this general rule which allows draining of settled wa-

ter from the sludge tank if certain conditions are met. 
  

1. The water is drained only to the bilge water holding tank or bilge well                 

(not to the bilge piping system or other bilge areas); and 
2. The drains have a manually operated self-closing valve; and 

3. The draining operation is visually monitored. 

 

 “Visually monitored” means monitoring the draining operation in real-time either through a 
site glass or through a funnel, whereby the draining can be stopped immediately if oil is seen. 

 

Manually operated self-closing valve. 

Hopper or sight glass.  

The ‘hopper’ is the pre-
ferred solution, as it is a 
more robust alternative 
to observe the drained 
fluids.  
A sight glass will have a 
tendency to become dirty 
over time, making visual 
observation difficult.  
In case of the double 
bottom bilge holding 
tank, the second valve 
needs to be installed un-
der the hopper. 

 System description: 
Basically the oil/mist separator system is equipped with: 
 

An “Observation tank”; 

An “Oil/Mist separator” fitted on top of the waste oil tank; 

A venting pipe to the funnel; 

A drain pipe to the observation tank; 

A connection between the  observation tank and bilge holding tank realized by a «funnel» and 
a «self closing  manually operated valve»; 
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Why the “Observation tank” is not listed under IOPP certificate? 
 
Under MARPOL Annex I Regulation 2.34, “Oily bilge water holding tank” 
means a tank collecting oily bilge water prior to its discharge, transfer or dis-
posal.  
MEPC.1-Circ.642 adds that an oily bilge water holding tank should be ar-
ranged to either discharge ashore or through the 15ppm bilge separator over-
board. 
 
Following above: 
 

The “Observation tank” is connected indirectly to the OWS or shore connection via bilge hold-
ing tank and consequently cannot  be considered a bilge tanks.   
Hence is not listed under IOPP certificate under 3.3 section.  

 Oil mist separator Scheme: 
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 Oil/Mist separator: Tips for proper entries in ORB. 

 
 
 
 
•The evaporation process from waste oil tank shall be recorded as indicated in example 8 of MEPC 1
- circ. 736 rev 2;  
 
•For  the condensate water in the Observation Tank, considering that the Observation tank is part of  
"Oil/mist separator system" and that such tank is not listed under 3.3 of IOPP certificate, it's only 
requested to record  the transfer of oily water to the bilge holding tank. 
 
•In this respect the code "I" ( ADDITIONAL OPERATIONAL PROCEDURES) shall be used and the  ex-
ample 20 of  MEPC 1- circ. 736 rev 2  can be modified to reflect the transfer the oily water from the  
observation tank similar to the transfer of oily water from cargo hold as x blw: 
 
•"x.xx m3 of oily bilge water from "Observation tank" to the Bilge Holding tank". 

EVAPORATION/DRAINAGE OF OILY WATER FROM OBSERVATION TANK ( Liberian Flag Instruction) 
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 article is at ng masters, ' cargo understand  the   of d  
before g   cargoes.  

Such awareness will st in g  for cargo   cargo on,   sur-
vey costs, ay to   and es  over ire and charter party  issues. 

of a cargo d is not just a question of sweeping  cleaning or g down the hold. 
There are a number of matters to consider and ng to adhere to good ce can  in sub-
stantial s. 

 
Prior to loading grain, all ships are usually subject to a survey by an sur-
veyor. The surveyor require the vessels particulars details of at least the last three 

carried. He then inspect the for cleanliness and infestation, or the of 
any material which to  
When the surveyor is satisfied with the condition of the hold, he issue ship with a certifi-
cate stating which holds are to load 
Good working relationship with the surveyors will probably assist to have a positive result. 

to are the next cargo: 
Large claims have arisen when cargo holds have not been sufficiently to prevent cargo 
contamination.  
The for cleaning the holds upon the previous cargo carried, the 
next cargo to be requirements, and the of shippers and/or the 

at the port of loading and the receivers.  
It is becoming common practice for receivers to have an inspector at the load  

 
of the previous cargo, all holds should be thoroughly by sweeping,  scraping  

and sea water washing to remove cargo and any loose scale or 
paint, paying particular attention to any may be trapped  behind beams, ledges, pipe guards, or 
other fittings in the  
Whenever salt water washing is used to clean the relevant holds always be rinsed 
with fresh water to minimize the effects of corrosion and prevent salt contamination of future 

In this be made in good time to ensure sufficient fresh water is availa-
ble for this  
Before undertaking a fresh water rinse, the supply line need to be flushed through to remove 
any residual salt 
Accordingly, it is that fresh water rinsing of the holds is left until end of hold cleaning 
operations to minimize the amount of fresh water 

DRY Operations Department: 
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Hold Cleaning:  

Cargo hold, coal sticking and discharging salt. 
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Grain and  
One of the most hold cleaning tasks is to a ship for a grain cargo after discharg-
ing a dirty or cargo such as coal or iron ore, particularly the last has left stains 
on the paintwork or other stubbornly adhering to the steel surfaces.  
On the bulkheads will require a wash' and a fresh water rinse in order to 
pass a inspection.  
The chemical used should environmentally for marine use, and safe 

apply by ships staff, who have had no special training do not require any pro-
tective 
Product safety data of the chemical should be and followed by all 

involved with environmentally 
To avoid taint problems, fresh paint should not to be used in the holds or under the hatch lids at 
anytime during the hold preparation, unless there is sufficient time for the paint to cure and be 
free of odour as per the manufacturer's instructions.  
Most marine coatings require at least seven days for the paint to be fully cured and odour free.  
All paint used in the holds and underside of the hatchcovers should be certified grain compatible 
and a certificate confirming this should be available onboard.  
Freshly painted hatches or hatchcovers will normally result in instant failure during the grain in-
spection, unless the paint has had time to cure. 
Dependent upon the quality of the grain to be carried, the charter may require the holds to be fu-
migated. This may be accomplished on passage with fumigant tablets introduced into the cargo on 
completion of loading.  
Fumigation can also be undertaken at the port of loading (or occasionally discharge).  
The ship will normally be advised how the fumigation is to be carried out and of any special precau-
tions that will have to be taken.  
In all cases, the preparations (i.e. inspecting the holds and hatch covers for gas-tight integrity) and 
fumigation must be carried out in with the  document Recommendation on the 
Safe of on Ships.  
Gas and proper protective equipment 
should be available and relevant officers should re-
ceive training in their 
After introduction of the fumigant, an 
should be allowed 12 hours) for the gas to build 
up sufficient so that any leaks can be 
the vessel must not depart from port before this period 

expired. The entire should be certified by a 
qualified fumigator. The holds must not be ventilated 
the minimum fumigation period has expired, and care 

must be taken en-
sure that ventilation does not the 

Alongside at the discharge port. 
On non-working hatches, remove all cargo remnants, loose 
scale and flaking paint from the underside of the hatch lids 
and from all steelwork within the hold, provided safe access 
can be obtained.  
Then commence washing the underside of the hatchcovers 
using liquid soap, followed by a fresh water rinse with a high-
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The hatch rubber seals should also be washed to 
remove cargo grime.  
However, caution is required to ensure that the 
hatch rubber seals are not damaged by the high 
pressure from the fresh water gun. 
After washing, depending on weather conditions, 
cargo dust may lightly contaminate the under-
side of the hatch lids; however, the dust particles 
can easily be removed at a later date using a high
-pressure portable fresh water gun. 
Ballast hold: 
If the ship has a ballast hold, this should be discharged  
as soon as possible during the discharge sequence.  
This will allow ships staff the time to remove all cargo debris and prepare the hold for ballasting. 
A good working relationship with the stevedores will probably assist the removal of cargo remains 
from all of the holds using the shore crane or other cargo-handling facilities, which will avoid 
lengthy difficulties for ships staff during the ballast voyage. 
The bilges and strums of the ballast hold should be thoroughly cleaned and all traces of previous 
cargo removed.  
The bilge suctions should be tested and confirmed as clear prior to any washing out of the cargo 
holds and the bilge spaces pumped out and secured with the bilge blanks. 
 To prevent ballast water ingress into the bilge area, it is essential that the rubber joint/gasket is in 
good condition and all the bilge-blank securing bolts are fitted tightly.  
The un-seamanlike practice of securing the bilge blank with four bolts is unacceptable and may re-
sult in pressurizing the bilge line. This must be avoided. 
Hatchcovers: 
Prior to closing the hatch covers, all the hatch track-ways should be swept clean, then carefully 
hosed down. If a compressed air gun is used, it should be used with caution and suitable safety 
equipment should be worn to ensure both face and body protection. 
All hatch corner drains, including the non-return valves, should be proved clean and clear.  
The blanking caps on the hatch corner drains used to ensure hold air-tightness should be attached 
by a chain to the drain. These blanking caps or plugs are provided if the drains do not have an ap-
proved automatic means of preventing water ingress into the hold. 
If time permits, when the cargo has been discharged from respective hatches, all inner hatch coam-
ings  should be teepol washed  and fresh water rinsed with the fresh water high-pressure gun, be-
cause it is more convenient to wash this area in port rather than at sea.  
If permitted by the port authority, all hatch tops should be dock water washed, ensuring that cargo 
remains are retained on board and not washed into the dock.  
The fitting of plugs to all deck scuppers should help prevent any pollution claims alongside.  
It is essential that permission is given by the port au-
thority for this washing operation. 
Under normal circumstances, when it rains during 
cargo operations, discolored water from the decks 
will flow into the dock and this is normally accepted 
by the port authority.  
The washing of cargo debris into the dock is not ac-
ceptable. 

Portable High pressure machine. 

Coaming/trackway covered  in fertilizer. 
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Preparation at sea: 
To prevent cargo debris from the main deck being walked into the accommodation and tramped 
into freshly washed cargo holds, wash down the main decks and accommodation block as soon as 
possible after clearing the port of discharge, mindful of pollution from the cargo remains. 
Prior to the commencement of the hold-cleaning, a quick safety pre-brief meeting should take 
place, which should include all the personnel who will be involved in the hold cleaning.  
During the pre-brief the hold-cleaning schedule should be discussed and the equipment and chemi-
cals to be used must be fully explained and the safety data sheets understood by all involved.  
Basic safety routines should be established and the wearing of suitable attire throughout the hold 
cleaning must be of paramount importance. 
The wearing of oilskins, safety shoes/safety sea boots, eye protection, hand protection and safety 
helmets complete with a chin strap, should be made mandatory during the hold cleaning process. 
The wearing of high visibility waistcoats will help to improve safety in the hold.  
The 'permit to work' should be completed on a daily basis, as this will help reduce the risk of acci-
dents. 
Hold cleaning: 
Prior to high pressure hold washing, excess cargo residue on the tank top should be removed by 
hand sweeping and lifted out of the holds via the use of a portable mucking winch.  
As explained earlier, a good working relationship with the stevedores at the discharge port may 
help to expedite this operation. 
After all excessive cargo residue has been removed then the holds can be washed with salt water 
using a high- pressure hold cleaning gun, supplemented by the deck airline to provide increased 
pressure.  
This is the most commonly used  method of hold cleaning, however the hold cleaning gun normally 
requires two persons  to safely control the increased water pressure. 
All cargo residues washed down must be removed via the hold eductors or mucking winch.  
Special attention should be given to cargo residues wedged behind pipe brackets, hold ladders, and 
on the under-deck girders and transversals.  
Special attention should be paid to ventilators to ensure that remnants of previous cargo have 
been removed and the area is grain clean.  
Binoculars are quite useful for spotting cargo remains in high places.   
Hold bilges and recessed hatboxes should be cleaned out and all cargo remains removed.  
Bilge suctions must be tested both before and after washing and the results entered in the cargo 
notebook and/or deck log book.  

Typical hold cleaning equipment: crew operating a Toby gun and a Toby gun from Stromme. 
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Salt water chemical wash and hand scraping 
To remove any greasy deposits from the hold steelwork, all the holds should be high-pressure 
chemical washed using the hold cleaning gun complete with airline booster.   
The degreasing chemical used, as previously advised, should be environmentally acceptable for ma-
rine use, and safe  to apply by ships staff, who have had no special training and do not require any 
specialized protective equipment. 
Numerous degreasing chemicals are available (e.g. Sea Shield detergent, Aquatuff high foam) and 
work quite effectively, if they are directly injected into the firemain via the general service pump 
strainer cover.  
Manufacturer's instructions must always be followed, but in general the recommended chemical 
injection rate is approx. 5 litres/min. 
A typical 110,000 dwt bulker will require around 100/150 litres per hold, or 25/30 litres of degreas-
ing chemical on each bulkhead. 
To avoid long lengths of hose delivering chemical, the chemical station should be situated as close 
as possible to the injection point of the fire and GS pump.  
The easiest way to control the rate of chemical flow is by fitting a temporary small hand operated 
valve on top of the strainer cover. An alternative method is to use an eductor system to suck the 
chemical direct from the drum into the discharge nozzle.  
The quantity of chemical introduced is controlled by the operator or an assistant, lifting the nozzle 
clear of the drum.  
However, this method of educting  the chemical from the drum into the discharge nozzle is time 
consuming and more awkward for the operator  and restricts  his movement around the hold. In 
addition it carries a greater  risk of an accident  or spillage of degreasing chemical because the 
chemical drums have to be lowered into each  and every hold, whereas  the first method allows all 
the degreasing chemical to be situated  at one place i.e. by the GS pump. 
One degreasing chemical injection station used  aboard a vessel consisted of: a  container of  about 
120-litre capacity, graduated in 10 liter units; a 5 meter length of reinforced hose with one end 
fitted with a 40cm long steel uptake branch pipe and the other end open.  
The branch pipe was inserted into the chemical container and the open end of the transparent rein-
forced pipe was connected to the hand valve on the pump strainer cover using two jubilee clips. The 
small hand valve on the strainer cover was used to control the flow of chemical into the fire pump. 
Another chemical applicator used successfully is the Panamax kit which to be used as follow: 
 Assemble the Chemical Applicator 150 & Long Reach Lance. 
 Attach the Foam nozzle to the Lance (recommended for foaming chemicals). 
 With the discharge valve closed, open the filling valve and the overflow valve. 
 Fill the tank with water up to the overflow valve (until the water starts to flow out of  the 

valve). 
 Close the overflow valve and add chemicals according to recommendation. 
 Close the filling valve. 
 Open the air inlet valve on the tank. 
 Check the air pressure on the pressure gauge on top of the tank. 
 When the pressure has reached 5 bar, open the chemical outlet valve. 
 Gradually open the air and chemical valve on the lance, adjust both in order to obtain optimal 

range and foam thickness. 
 Apply chemicals from the tank top and upwards in a sweeping pattern until a section is cov-

ered. 
 Repeat until hold is covered.  
 Depending on chemical used, the temperature and moisture conditions, the exposure time 

may vary from 10 min to 2 hours. 
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Prior to starting the high-pressure sea water chemical 
wash, all fire hydrants and anchor wash hydrants on deck 
should be checked and confirmed as fully closed. 
The hydrant serving the hold cleaning gun should be 
opened and the fire and GS pump started. 
To avoid unnecessary chemical waste, predetermined 
times of injecting the chemical into the fire main should 
be agreed between the hold cleaning party and the per-
son controlling the rate of chemical injection.  
On a 110,000 dwt bulker it takes approx.  
20 minutes to complete a chemical wash in each hatch, 
after which the chemical should be washed off using high
-pressure salt water.  
Concurrent with the chemical wash the hold should be 
hand scraped with sharp long handled steel scrapers.  
All loose scale and flaking paint must be removed. 
Fresh water  rinse  and hold preparation 
The final stage of hold washing is the fresh water rinse.  
A ship preparing for a grain cargo would be advised to 
carry additional fresh water in a convenient tank.  
This is often the after peak, which can be pumped into 
the fire main via a GS pump.  
A typical 110,000 dwt bulk carrier will require around 30 
tonnes  of fresh water per hatch.   
Prior to commencing  the fresh water rinse, the fire line is 
flushed through with the after peak fresh water to re-
move all traces of salt water.   
If a GS pump is used, the flushing through takes a few 
minutes and only uses  a few tonnes  of fresh water.  
Once the fire main is clear of salt, all deck fire hydrants 
and anchor washers should be sighted and confirmed 
that they are closed. 
If a GS pump is to be used  for the hold rinse, to prevent 
possible  pump damage,  a return line into the after peak 
should be set up using a hose connected from the fire main into the after peak 
vent. On completion of the hold fresh water rinse, all hatch entrances, hatch 
trunkings and hand ladders should be hand washed and fresh water rinsed using the fresh water 
high-pressure gun.   
It is not advisable to rinse and clean the access ladders and hatches before washing the main hold, 
because splashings from the hold bulkheads will often contaminate  the freshly washed  ladders.  
Bulk- heads either side of all the hand ladders should be hand cleaned and jet washed as far as one 
can safely reach, using long handled turks heads.   
Safety body harnesses and (if required) a bosun’s chair should be used when undertaking this task. 
When it is safe to open the hatches, all the hatch coamings should be hand washed using long han-
dled turks heads and jet washed with fresh water using the high-pressure fresh water gun.  
With the hatch lids open, binoculars should be used to sight the holds for any cargo remains. 
To prevent possible  condensation in the hold, all the recessed hold eductors (if fitted) must be 
drained of any water residue, be clean dry and odourless.   

Panamax kit. 
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There is usually a small stainless steel drain plug on the underside of the eductor  which can be tem-
porarily removed to allow the eductor  water to drain into the bilge area. When the eductor is emp-
ty the drain plug must be replaced and secured. The eductor  hold plate must be secured with all 
the securing  bolts and duct tape should be used  to cover both the securing  bolts and recessed lid 
handles. Hold bilges should be completely dried out, odourless and in a fully operating condition. 
The surveyor will usually require to sight one bilge in each hold to ensure  that they have been 
cleaned out correctly. The tank top must be completely dry and any indentations on the tank top 
must be wiped dry. The hold should be made completely odourless, by maximising hold ventilation.  
Two layers of clean hessian cloth should be fitted to the bilge strainer plate to further restrict cargo 
particles entering the bilge area.  
Duct tape is used to cover the small gap between the bilge strainer and tank top.  
The hold hydrant area, if fitted, should be cleaned and dried out.  
The steel cover refitted and secured in place with all its bolts/screws. 

 
 
 

Hatch  undersides: 
When it is safe to open the hatches all the hatchcover undersides 
should be hand washed and fresh water jet washed using the high-
pressure fresh water gun. If all the hatchcover undersides were 
hand cleaned at the discharge port, this operation will be completed 
very quickly and a high-pressure jet wash may suffice. 
All loose scale and any flaking paint 
from the hatchcover undersides must 
be removed.  
All ledges  on the hatch undersides 
must be checked to see  that they are 
clean.  
 

All hatch rubbers  and center  line drain channels  should be clean and 
clear of any cargo remains or other debris. 
Hatch  watertight integrity: 
To prevent cargo claims due to water ingress, all hatch seals  (both 
longitudinal and transverse),  hold access lids and seals  around the 
hatch sides  should be chalk marked and water tested using deck wash 
hoses. A more accurate method of testing a hatch for leakage is to use 
ultrasonic equipment. However this is usually completed by shore per-
sonnel who are trained in the use of this equipment. Faulty or suspect sections of hatch rubber 
should be replaced in their entirety; localized replacement or 'building up' of hatch rubbers using 
sealing tape is discouraged. 
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Poor practice: hatch tape 
used to build up cross 
joint. This is discouraged. 
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Grain inspection: 
Prior to the grain inspection all hatches and access lids must be open and safely secured with all 
locking pins/bars. All hatches should be checked for loose scale or flaking paint.  
Invariably there will be a little scale on the tank top, which can quickly be removed.  
If weather conditions permit during the day, the holds should be opened to allow fresh air to assist 
the hold drying process. All small pools of water should be mopped dry.  
Hatch rubbers and centre line seals should be wiped over with a clean dry rag to confirm their 
cleanliness. Prior to the inspection, ships staff should lower into the first hold an aluminum ladder 
together  with a small number of clean brooms, scrapers, dustpan and brush, a clean bucket and a 
few clean white rags. If possible the second hold to be inspected should also be equipped with sim-
ilar items. The first team to enter the open hold should comprise the grain inspector, a deck officer 
and a seaman.  Under no circumstances should grain inspectors be allowed to inspect the hatches 
unescorted by a deck officer. 
A second team consisting of a deck officer and some crewmembers should be standing by at the 
top of the hatch being inspected.  
The second team should have available additional 
clean brooms, clean mops, scrapers, buckets, clean 
heaving lines and clean white rags. 
The engineers should be on standby to test the bilg-
es. Radio contact is essential between all three 
teams to prevent lengthy delays.   
It is essential that any debris on the main deck is not 
walked into the clean holds.  
If the inspector finds a fault with a hold, if at all pos-
sible, the fault should be identified and recorded, 
and remedial action agreed with the inspector.  
If possible the fault should be rectified immediately 
and preferably before the inspector leaves the ship. 
If this is not possible a time should be agreed for his 
re-inspection. 
Ballast hold 
The ballast hold is usually de-ballasted and prepared 
alongside during the loading period.  
If the hold and bilges were cleaned at the discharg-
ing berth, the ballast hold preparation will be quickly 
completed. 
Loading grain 
Hatches not being loaded should be kept closed.  
All hatches after passing the grain inspection and 
prior to loading, must be inspected on a daily basis to 
ensure that they are still completely dry.  
Hatches containing grain cargo must not be entered 
due to a possible lack of oxygen.  
During the load, it is important to keep the grain cargo dry.  
If the grain is allowed to become wet, high cargo claims will result. 
Regular visual checks by ships staff throughout the load should ensure that the grain being loaded 
is not in a wet condition. These inspections should be recorded in the deck log book. 
During the loading of grain, dust clouds often develop. 

Grain dust cloud presents a health hazard.  
Loading barley (bottom) 
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These are a health hazard and additional safety requirements, such as the wearing of eye protection 
goggles and dust masks should be observed by all personnel in the vicinity of the dust cloud. 
If the master is in any doubt about the condition of the grain during the load, he must issue a note 
of protest and seek advice from his operators and/or the P&I Club. 
Completion of a hatch: 
All holds to be filled must be absolutely full. It is essential that the loading spout, or other mecha-
nism, is directed to all corners, to avoid any void spaces.  
Time should be allowed for the grain to settle then refill any spaces (such as hatch corners). 
When the loading of a hatch has been completed, the trackways, hatch drains, and channel bars 
must be swept clean and the hatch closed.  
Water must not be used to wash down hatch trackways.  
DRY compressed air is very useful, but crew safe working practices must be observed when using 
compressed air.  
Ventilators should be tightly secured. 
If the voyage instructions require hatch sealing tape to be used, as an additional precaution to pre-
vent water ingress, then the hatch surfaces must be scrupulously clean before the sealing tape is 
applied. In cold climates, some brands of tape will adhere better if warmed in the engine room be-
fore they are applied.  
Foam compound should not be used to ensure hatch watertight integrity. 
To prevent unauthorised access to the oxygen depleted grain holds, and where fumigation in transit 
is to be under- taken, all the hold access lids should either be padlocked or have steel security seals 
fitted.  

 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Grain settling in the cargo hold. Loading grain to all corners. 

Do not use foam to seal hatches. 
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Loaded  voyage: 
Regular checks  of all hatch sealing tape (if fitted) should be completed and damaged or lifting tape 
immediately replaced.  During the voyage, entry into any cargo space must be strictly prohibited. 
Ventilation during the voyage will depend on weather conditions and a comparison between the 
dew point of the air inside the hold and outside the hold. Under no circumstances should hold ven-
tilation be permitted during adverse weather conditions or before fumigation in transit has been 
completed. In good weather, basic cargo ventilation rules should be observed.   
If the vessel has any oil tanks adjacent to or under the cargo holds, any steam heating to these 
tanks should be minimized, but in any case carefully monitored and full records maintained to pre-
vent cargo heating and possible cargo damage.   
This is a point that is often overlooked by ships staff. 
Grain cleaning 'operational' checklist: 
Prior to commencing the grain clean the Master should check and confirm the following: 
 If the previous cargo is likely to cause problems during the cleaning voyage, the Master must 

advise his operator well in advance, so that sufficient cleaning time, manpower and materials 
can be planned. A lack of communication between ship and shore may result in difficulties for 
the ship and costly off hire for the operator. 

 As soon as the ship starts cleaning preparations, the master should make regular daily re-
ports of the hatch cleaning progress to his operator. 

 If the after-peak is to be used for the carriage of additional fresh water - confirmation that 
the after-peak tank can be discharged via the deck service line and, if after-peak  is 

 'filled' with fresh water, the ship can still maintain the minimum bow height as per classifica-
tion rules. 

 The ship has fully operational mucking winch. 
 All bilge sounding pipes and temperature sounding pipes (if fitted) are clear with no 'old' 

sounding rods or any obstructions or blockages. 
 All sounding pipes have a fully operational screw thread and the gasket is in good condition 

i.e. sounding cap that can be screwed down tightly to prevent water ingress. 
 The ship has no ballast tank leaks. 
 Advice his operator if there are any problems with the ship's ballast pumps, eductor(s) or 

general service pumps. 
 The ship has a 'grain certified' paint certificate for inside the hatches. (Assuming that the 

hatches were previously painted some months earlier). 
 All hatch corner drains and non-return valves are working correctly and are complete in all 

respects. 
 All hatch ladders on fwd and aft bulkheads are in good condition to allow safe access for all 

personnel. 
 All hold bilge plates have all the securing bolts fitted and the ships approved ballast holds 

have the blanks. This Is often a spectacle piece which can be rotated on deck. 
 All ballast line hold cover plates have all the bolts fitted and they are all in good condition. 
 All hatch access lids can have a hatch seal or padlock fitted after loading, to prevent unau-

thorized entry into oxygen depleted area. 
 No infestation is onboard. This includes all the storerooms, as these areas  are also liable to 

be inspected by grain inspectors. 
 Approved grain stability books onboard and the pre- calculated load conditions (using appro-

priate grain shift moments) have been completed. In some ports, these calculations have to 
be approved by the local authorities. 

• A hold-cleaning schedule using realistic times has been prepared. 
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Typical examples of hold  failures: 
The images to the right, from a vessel which failed a grain survey, would suggest that: 
 Ships crew completed a very quick salt water wash; 
 No chemical wash was undertaken; 
 No hard scraping  of the bulkheads  was completed; 
 Previous hold cleaning had not been supervised   
          (history of the ships cargoes on the stiffeners). 
 
Showing: 
 
 Staining from the previous cargo (coal); 
 Cargo dust residues; 
 Deposits  of previous cargoes in hard to reach places; 
 Flaking paint and scale. 
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Coal or Petcoke to agriculture product. 
Outline: 
 Review cleaning and chemical application equipment onboard; 
 Inspect date and product labels on chemicals; 
 Knockdown remaining cargo from supports and ladders in each hold; 
 Sweep up and remove final trimmings; 
 Pre-wash each hold; 
 Allow each hold to dry; 
 Spray bleach on every inch of hold; 
 Close hatch for 2 hours; 
 Rinse and touch up;  
 Crew should use any remaining time to wipe down easy accessible coaming and surfaces that 

inspector might touch. 
Equipment: 
Shovels, brooms and long poles are necessary for knocking down cargo from bulkheads.  
Bamboo or metal extension poles will reach ribs, pipes and ladder structures in each hold. 
Basis preparation method planned, cleaning products/chemical or high pressure power washer can 
be used. Onboard systems for water and air should have adequate pressure and spare lines.  
At least 7 bars for water and 7 bars for air preferable.  
Safety: 
Chemical respirator with face cover, full body waterproof suit, rubber gloves and rubber boots are 
necessary for chemical application. Flush any skin contact with fresh running water.  
Firmly secured fall protection harness to be worn by men working at height. 
Cleaning sequence: 
1.   Knockdown 
Upon meeting with stevedores it may be agreed upon that after first pass in discharge sequence 
knockdown crew can safely enter holds. This initial trimming will enable crewmen to more easily 
reach rib supports for dislodging bulk cargo held there.  
Gradual sloping surfaces in forward and aft holds may hold large amounts of cargo that shall also be 
pulled down for stevedore removal.   
Cargos unable to support a man’s weight such as bulk cement will not use this step.  
I also ask crewmen to push down cargo accumulation from landings and Australian ladders at this 
time. Stevedores will then take discharge to the floor.  
During this step a machine will be put in the hold.   
A track hoe with bucket, front end loader or bull dozer is used depending cargo and terminal.  
Knockdown crew can enter hold in coordination with stevedore.  
Crewmen will use poles and shovels to bring down cargo and move it out of corners.  
Stevedore operator will use machine to consolidate final discharging cargos.  
Subsequently stevedore calls the hold machine clean and removes their equipment.  
Crew may be able to sweep up final dust and trimming in time for stevedore to bite out last pile.   
If no port captain present crew may be unable to convince terminal for assistance and crew will be 
responsible for this pile. Super sacks or empty drums are adequate to store until they can be lifted 
to deck. must rely on mucking winch or hand power and buckets.  
Timing for this step begins after the first hold is ready for trimming.   
This step increases in importance as discharge progresses becoming most crucial as final holds are 
called machine clean if charterer wishes to have maximum cargo removed.  
Most efficient practice when using shore labor may be to put trimmers onboard when two holds are 
ready.  

From: IMT Safety Bulletin. 
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Following trimming in initial hold there is less chance of them standing by for stevedore sequence 
without great chance of getting behind. 
2.   Washing 
Fire line using sea water is used to wash down cargo residue, flaking paint and rust scale.  
Surfaces to spray down include coaming, bulkheads, ladders, slopes, tank top, under decks and 
hatch covers. If crew has thoroughly removed large chunks and most residuals during sweep up this 
can be washed down to the bilges.  
For washing at a berth or inside 12 nm restriction wash water may be held in storage tanks or re-
main on tank top.  
Situations will occur that heavy diameter lumps and trash will need to be swept and shoveled to 
buckets after it settles near bilge covers in designated corner.  
Once heavy gatherings are mucked out, high pressure water will push dirty water through bilge sys-
tem. Seasoned officers sailing a vessel from port in ballast may not fully correct list in effort to sim-
plify hold washing.  
A half degree list and 2.6 degrees of trim will increase washing efficiency.  
Expect about six hours per hold to blast residues down from all surfaces.  
Do not forget to visually inspect support structures underdeck.   
Holds that have recently carried agricultural product may have deposits of grain in hard to access 
places.  
Especially, if the fixture following grain was a dirty cargo thereby having no prerequisite for thor-
ough hold cleaning.  
Indications include sprouting seeds, insects and Ag barn odor. 
This is also the time that previous (behind or in addition to petcoke) stains will be most evident. 
Better to spot stains prior to sailing in order for timely delivery of chemical most effective in remov-
al.  
Most proactive handling is having master advise last several cargos holds have carried prior to or 
immediately on boarding. This way we already know what to look for. 
3.   Chemical application 
SODIUM HYPOCHLORITE solution should be proper mix and recently produced.   
6 x 55gal drums or 1,250 liters is standard amount expected for Handysize holds.   
Hold expected to be pre-washed and dry before application.  
There are many pumps and nozzles available to apply chemical to cargo holds.  
If pump does not create sufficient pressure to reach upper bulkheads a wand is be used.  
This can be a nozzle attached to bamboo pole or telescoping metal rods.  
Commercially sold rigs with multiple nozzles are also used.  
In the case that wand does not supports its own weight, lines from deck can be attached.  
Support crew will operate pulleys or move lines as crewman sweeps wand over all surface area and 
structures inside each hold.  
When inspecting petcoke residues take a swipe and rub between fingers.  
If a small amount of moisture fails to wipe it off then a degreaser is needed.  
Degreaser in coordination with bleach is very effective and will cut down on cleaning time. 
Every inch of surface is covered and heavy stain is saturated with bleach.  
Start from tank top covering all crew can reach with wand.   
Be diligent that tank top is sprayed as well.  
Bleach will run down and slosh across tank top but crew will ensure all areas are covered.   
Hatch covers can be peaked and sprayed from tank top or fully opened to be accessed in second se-
quence when coaming is sprayed.  
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Following application to covers and coaming al-
low bleach to steep for at least two hours.  
It is preferable to rinse before bleach dries in 
hold but should not cause any problem if it does.  
Certain cleaning products such as acid when dry 
form heavy residue that are not easy to spray 
down.  
Use high pressure fire line to wash down bleach 
after sufficient time on the walls.  
Begin rinsing from the bottom of slopes and bulk-
heads. Hose pressure assists to wash the bleach 
and stain as crew men progresses instead of just 
running down from the wall.  
Stains may appear to remain very dark.  
Do not agonize over this.  
Complete all washing.  
Once dry and free of residue those stains will 
most likely lighten and look much better.  
Re-Inspect each hold.  
Scrubbing brushes and high pressure rinse are 
effective to tidy up ladder wells, slopes and tank 
top. Re-application of chemical may be needed 
as last resort to stubborn stains.  
If all accessible areas are free of residue inspec-
tor may consider high stains as permanent fixture 
of the hold.  
The most thorough inspectors can be expected to 
use ropes or long poles to test for cargo residue. 
4.   High pressure washing 
Cargo ships equipped with a pressure washer can 
remove petcoke from surfaces.  
Man lift or man baskets lifted by crane are used 
for access to upper holds.  
Man lifts with operator must be setup in ad-
vance.  
Cranes are not available at 
sea in other than ideal mod-
erate conditions. 
Once set up with man lift 
and operator a crewman 
would be expected to clean 
up to two holds per work 
day on a Handysize Bulk Car-
rier. 
5.   Final preparation  
Fresh water rinse may be 
unnecessary.  
However, that is good prac-
tice to prevent corrosion 

and inspector may appreciate fresh smell.  
Holds should be dry on inspection.  
Puddles should be squeegeed away and bilges 
clean and dry.  
They may be covered but should remain open for 
inspection.   
Crewmen  with clean rags should accompany 
USDA and NCB inspector to 
address small items that may 
be pointed out during tour of 
each hold.  
Chief mate will have stowage 
plan ready to present to NCB .     
Pic 1 - Bleach drums in stow-
age.  
Should be positioned near 
each hatch for access.  
Pic 2 – 5 nozzle wand.   
Not very durable, sprayed two 
holds before trying alterna-
tive.   
Pic 3 - Single nozzle fiberglass 
applicator. 
Pic 4 – Inspect ladder wells 
and steps unitl all residuals 
removed.    
Pic 5 – greasy petcoke left on 
bulkhead after chemical 
wash.  
Used brushes and high pres-
sure to clean.  
Pic 6 – applicator pole sup-
ported by lines on deck. 
Pic 7 – Cadet knocking down 
at the terminal.  
Pic 8 – Pulley for spray equip-
ment.  
Pic 9 – Do not forget to clean 
covers with bleach before in-
spection. 
Pic 10 - Covers peaked as we 
spray from tank top.  
Pic 11 – Crewman spraying 
chemical in Hold 5 from man 
basket.  
Pic 12 – Mate applying bleach 
to coamings. 
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Fleet Performance Monitoring Department: 
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The European Commission (EC) is bringing emissions from shipping into its 2009 climate and energy 
package. Monitoring Reporting and Verification Regulation (MRV)  is designed to progressively inte-
grate maritime emissions into the EU’s policy for reducing domestic greenhouse gas emissions (EU 
regulation 2015/757).  
MRV requires ship owners and operators to annually monitor, report and verify CO2 emissions for 
vessels equal to or larger than 5,000 GT and which call at any EU port.  
The results will be published on a regular basis.  
Entered into force on 1 July 2015, the regulation will become fully effective on 1 January 2018. 
EU MRV is intended to serve as a model for implementation of a global MRV system (IMO).  
The MRV regulation aims to quantify and reduce CO2 emissions from shipping and will create a new 
kind of benchmarking system in Europe. 
THE European Union’s regulation covering the Monitoring, Reporting and Verification (MRV) on CO2 
emissions from ships operating in European waters has significant implications.  
These include the need to establish and maintain accurate process for all aspects of the regulation 
to ensure they are in compliance in time for the deadlines, working in co-operation with the rele-
vant stakeholders. 
TIMESCALE 
EU Regulation 2015/757 concerning MRV came into effect on 1 July 2015 and includes three key 
deadlines for ship operators: 
By 31 August 2017 – submit to the verifiers a monitoring plan for each ship above 5000GT visiting 
EU ports, indicating the method chosen to monitor and report CO2 emissions and other relevant 
information. 
From 1 January 2018 – monitor CO2 emissions on per-voyage basis – annual basis using the agreed 
monitoring plan. 
By 30 April of each year, beginning in 
2019 – submit to the Commission and 
to the authorities of the Flag States 
concerned an emission report which 
has been judged as satisfactory by a 
verifier. 
Data collection will start on a per-
voyage basis  - annual basis  from 1 
January 2018.  
Once the data is verified by a third-
party organization and sent to a cen-
tral database, presumably managed by 
the European Maritime Safety Agency 
(EMSA), the aggregated ship emission 
and efficiency data will be published by 
the European Commission by 30 June 2019 and then every consecutive year.  
How will it work? 
Each shipping company will be required to produce  a monitoring plan which will be used to monitor 
data on a per-voyage basis.  
This data will be aggregated annually and reported for all voyages conducted into, out of and be-
tween EU ports.  

EU MRV—MEPC 69 IMO: Challenges for ship operators. 
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The differing requirements for 
monitoring and reporting on a 
per-voyage basis and on a yearly 
basis are shown in attached Ta-
ble. 
HOW DO WE MONITOR CO2 
Monitoring of CO2  will include 
emission sources on board such 
as main engines, auxiliary en-
gines, gas turbines,  boilers and 
inert gas generators, but the pre-
cise scope of these sources has 
not yet been specified.  
We understand that the EC may provide a more prescriptive list in technical guidance that will follow 
the implementation of the regulation.  
CO2  emissions will be either calculated based on fuel consumption and use of appropriate emis-
sions factors for the fuel type being consumed, or by direct emissions monitoring, with a back-
calculation of the fuel consumption using the relevant emissions factor.  
As part of the monitoring plan, companies will be able to choose one or more of four methods for 
monitoring  fuel consumption in each combustion source being monitored: 
 
 Bunker Fuel Delivery Note (BDN) and periodic stock takes of fuel tanks; 
 Bunker fuel tank monitoring on board; 
 Flow meters for applicable combustion processes; 
 Direct CO2 emissions measurements. 
 
Where using a combination of these methods  would improve the accuracy of the CO2  emission 
measurement for a given combustion source, it is also permitted. 
These methods  are goal-based.  
Where fuel consumption is measured  in units of volume, the density of that fuel also needs to be 
determined, either through  the bunker delivery note or on-board  measurement systems according 
to the regulation.  
Where used, the density from a compa-
ny’s independent fuel analysis can be tak-
en instead.  
The regulation takes into account  existing 
monitoring and reporting principles used 
on-board  ships in order to minimize ad-
ministrative burden  for the ship owner or 
operator.  
It also facilitates the use of new methods  
and technologies that might further re-
duce the burden  on the owner/operator. 
Verification 
Tasks related to the check of monitoring plans, emission reports, communication with ship owners 
and operators and the issuance of documents of compliance will be ensured  by accredited third par-
ty verifiers which may include classification societies.  
 

EU MRV—MEPC 69 IMO: Challenges for ship operators. 



 

24 THE LIGHTHOUSE June  30, 2016 

 
The regulation sets out guidance  on the requirements for verification but, in general, the steps re-
lating to verification are summarised as follows: 
–  Verifying conformity of the monitoring plan against the requirements laid out in the regulation; 
–  Verifying conformity of the emission report with the requirements laid out in the regulation and 
issuance of verification report; 
–  Ensure that emissions and other climate-related data have been determined in accordance  with 
the monitoring plan; 
–  Determining and making recommendations for improvement to the monitoring  plan. 
Upon satisfactory verification of the emission report, the verifier will then issue a document of com-
pliance to the company. 
The regulation will not be a flag State requirement; instead it will be enforced  through  Port State 
Control within European ports.  
For this reason the regulation includes an amendment to Directive 2009/16/EC of the European Par-
liament and of the Council on Port State Control. 

MONITORING METHODOLOGY 
Although the additional rules will not be defined until later this year, it seems at this point that to 
demonstrate compliance with the Regulation, companies may need to assess the following: 
The monitoring methodology used on board their fleet to ensure an acceptable quality of data  
The data flow and reporting system to ensure the data transmission, storage, retrieval and pro-
cessing are carried out in a controlled manner and include all of the required information 
Companies will need to develop a monitoring plan in accordance with Article 6 of the Regulation us-
ing standard electronic templates.  
Among other elements, the monitoring plan must include elements such as: 
Procedures for monitoring fuel consumption.  
These encompass the method chosen for calculating the fuel consumption and determination of 
fuel, density; the procedures for the measurement of fuel uplifts and fuel in tanks, including a de-
scription of the measurement equipment used. It also includes procedures for recording, retrieving, 
transmitting and storing information, ensuring that the total uncertainty of fuel measurements is 
consistent with the requirements of the Regulation. 

EU MRV—MEPC 69 IMO: Challenges for ship operators. 
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Procedures used for determining activity data per voyage.  
These include developing procedures for determining and recording the distance travelled, the time 
spent at sea and the cargo carried as defined by the Regulation and for ensuring the completeness 
of the list of voyages which are included/excluded from EU MRV over the reporting period. 
 
Closing data gaps.  
If information relevant for the 
determination of ship emissions 
is missing, lost or found to be 
corrupted (for example, as a 
result of fault in a flow meter) 
companies will need to develop 
a methodology for estimating 
the missing data.  
If the same data gap occurs fre-
quently, controls will have to be 
put in place to prevent loss of 
data.  
 
DATA FLOW AND REPORTING SYSTEM 
The emissions report must be prepared at the end of the reporting year in accordance with the re-
quirements of Articles 11 and 12 of the Regulation.  
Therefore, companies will need to review the existing data flow and reporting system to make sure 
it provides adequate data retention ad control throughout the year and includes all of the required 
information. 
 
DATA FLOW AND CONTROLS 
Companies should consider potential points of failure with each data source, data handling or pro-
cessing step.  
For example, if data transmission fails, meters are read inaccurately, readings are logged incorrectly, 
or if software or hardware used in data collection contains bugs, the company must have procedures 
in place as follows:  
1.   Identify the data sources and measurement/calculation activities and create a logical sequence 
of data collection and processing 
steps (data flow); 
2.   Errors, misrepresentations or 
omissions in these activities can 
be expected, and companies 
need to assess the risks associat-
ed with the data flow and set 
appropriate control measures 
for mitigating the identified rils; 
3.   After control measures have 
been applied, the company 
needs to assess the risks one 
more to ensure that the 
measures have been applied effectively and that the remaining risks are sufficiently low for data 
flow system to produce a fuel measurement report which is free from material misstatement. 

EU MRV—MEPC 69 IMO: Challenges for ship operators. 
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IMO takes further action on climate change: 
Organization agrees mandatory system for collecting ships’ fuel consumption data  
IMO’s 69th Marine Environment Protection Committee (MEPC 69) has drafted mandatory require-
ments for ships to record and report their fuel consumption.  
It is a decision “that sends a clear and positive signal about the Organization’s continuing commit-
ment to climate change mitigation,” the organization's secretariat said in a statement today (22 
April). The draft requirements will be put forward for adoption at MEPC 70 in October this year and 
could enter into force as part of Marpol in 2018.  
Under the system, ships of 5,000gt and above will be required to collect a variety of data, including 
consumption data for each type of fuel 
they use. The data will be reported to the 
ship’s flag state after the end of each calen-
dar year, which will review it and issue a 
Statement of Compliance to the ship.  
Flag states will be required to pass this data 
to IMO for inclusion in a Ship Fuel Con-
sumption Database. 
This data must be aggregated and reported 
to the ship’s administration within three 
months after the end of each calendar year 
while the raw data must be kept readily 
available for not less than 12 months from 
the end of the most recent calendar year.  
The MEPC welcomed the Paris Agreement 
on Climate Change and recognized it as a 
major achievement by the international 
community.  
It also unanimously recognized IMO’s own 
role in mitigating the impact of GHG emis-
sions from international shipping and 
acknowledged the current efforts and the 
measures already introduced by IMO to 
enhance the energy efficiency of ships.  
CO2  emissions are an issue of global con-
cern.  
The IMO is in the process of developing its 
strategy to address ship borne CO2  emis-
sions.  
There is particular concern in the shipping industry that the EU MRV regulation may conflict with 
potential future IMO regulations, however: 
 Discussions are currently underway  at the IMO for further operational and technical measures  

for energy efficiency from ships. This includes a data collection system for the fuel consump-
tion of ships. Full text has been developed for a data collection scheme for either voluntary or 
mandatory  application; 

 Under the EU scheme monitoring does not start until 2018,  therefore the IMO could agree a 
global data collection scheme before the EU system is implemented on the ground 

 In the event of agreement on a global scheme there will be an adjustment of the EU MRV reg-
ulation in accordance with the review clause to avoid double reporting. 

EU MRV—MEPC 69 IMO: Challenges for ship operators. 
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The industry continues to experience an increasing number of incidents in-
volving spills due to lack of effective oversight during cargo line up whilst pre-
paring for cargo operation. 
CASE 1: 
A barge commenced discharging gas oil from her aft cargo manifold and im-
mediately after that the crew noticed cargo spray in the vicinity of accommo-
dation front.  Crew tried to contain the spill on board, however few litres of cargo managed to es-
cape overboard in the form of spray and through openings in the aft bulwark region.  
Investigations revealed that the origin of spray was an opening in stripping hose connection where 
the ball valve was not fully closed and cover lid not fully mounted. 
CASE 2: 
Vessel commenced loading Lube oil through her starboard side common manifold.  
Immediately crew noticed cargo spill on deck originating from the fixed gas free fan room in the fore-
castle area. Spilled oil subsequently escaped into the water over the aft fish plate.  
The arrangement of cargo line-up was such that starboard side common manifold line can also be 
used to gas free the cargo tanks if required. Preliminary investigations revealed that due to incorrect 
cargo line-up, isolating valves on the gas free fan room line were not in the fully closed position and 
the connecting spool piece was kept in place. 
CAUSAL FACTORS: 
 Human error; 
 Inherent risks related to cargo operations were not adequately assessed; 
 Best practices for cargo operations were not positively reinforced - Ineffective cross check of 

cargo line up; 
 Pre-cargo transfer preparations were not robust: 
 Stripping line/hose connection was not secured from the last discharge operation; 
 Gas free line was not isolated after last tank washing / gas freeing operation. 
PREVENTATIVE MEASURES: 
Operators should consider the below measures to prevent such operational lapses but not limited 
to: 
 A comprehensive cargo plan is developed and requirement to develop this plan is captured in 

the vessel procedure manual/SMS. This plan should also include: 
 Details of the cargo line up. 
 Responsibilities assigned to knowledgeable personnel to check and cross check (2 man checks) 

the cargo lineup. 
 Confirmation that the required personnel have read and understood the plan. 
 The SHIP-SHORE transfer checklist should be effectively used. Actions should be taken to en-

sure that complacency does not set into the use of such checklists especially when carrying out 
cargo operations on a frequent basis. 

 Effective communication should be established between the ships personnel and terminal rep-
resentative prior to startup. 

 Effective training program should be developed within the fleet to ensure personnel are able 
to identify any potential concerns prior to cargo transfer operations. This can be attained by 
the following: 

 An OJT (On the Job training) program – Wherein cargo lineup is explained to all the deck hands 
involved in cargo operations. 

 Near misses related to cargo operations are reviewed and lessons learnt are shared fleet wide. 
 Tool box meetings / Job Hazard analysis / Pre cargo startup checks should be carried out prior 

to commencement of all cargo transfer operations. 

Safety News: Pollution during commencement of cargo operations. 
From: IMT Safety Bulletin. 
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EFFECTIVENESS OF PREVENTATIVE MEASURES: 
Vessels need to be frequently audited to ensure that company procedures related to cargo opera-
tions are complied with as required and adequacy of procedures verified.  
Behavioral based aspects (such as complacency, over confidence, lack of motivation etc.) should al-
so be incorporated as part of the audit process. Findings from such audits should be captured and 
effectively closed out as required. Tools such as Offsite Workshops, Crew seminars and Team build-
ing sessions should be used to discuss safety /incident related bulletins in order to enhance aware-
ness. Near Miss program and findings from external third party inspections (such as SIRE, CDI, and 
EBIS etc.) should be analyzed to identify any adverse developing trends. 
Flawless safety and environmental performance can only be achieved by a fully focused crew, assist-
ed by the shore support staff with all parties committed to rigorously and diligently following proce-
dures and industry best practices. 
Safety News: INERT GAS SYSTEM (IGS) Incidents & Deficiencies. From: Chevron Safety Bulletin. 

INERT GAS SYSTEM (IGS) Incidents & Deficiencies 
In 2015, all the efficiencies and corrective maintenance jobs reported on the IG 
System, 15% were related to critical components of this equipment.   
A failure of that critical component means the IG system would not be effective. 
Of all the IG related incidents reported, 63% happened because a procedure was 
not adequately followed. The following is an incident that occurred on one of Chevron vessels that 
illustrates what can go wrong when we fail to properly inspect, maintain and operate the IGS.  
The ship was discharging at terminal, when on of the crew members noticed that the IG oxygen 
reading was running at 1%. In an attempt to solve the problem the control room adjusted the per-
cent to increase the oxygen level up to 2,5%. A few minutes later, the engine room was informed 
that the oxygen sensor in canister system was indicating 7% of oxygen, and after additional testing, 
it was found that it had increased to 7,5%. Even though the sensor had been calibrated prior to op-
eration there was still an issue with the equipment. A significant incident could have happened, and 
the lives not only of our mariners, but those of the Terminal’s workers could have been affected. 
When equipment fails, how you respond is critical to preventing major incidents from occurring. Is 
something doesn’t seem right use your Stop Work Authority and access the abnormal condition first 
before attempting to put repair measures in place.  
NEAR MISS 
Inert Gas near miss – IG plant failed to start during discharge of cargo. After completed inspection 
and changing delivery set point, the IG plant started successfully and vessel began discharging.  
Soon after the IG plant tripped and vessel had to stop discharging cargo until IG system was rein-
stalled.  
CORRECTIVE ACTION – Inspection of the system was carried put and after assistance from manufac-
turer, system was restarted and ran without incident throughout reminder of the discharge 
Inert Gas near miss – While venting IG during Ship-to-Ship transfer, crew member was present at 
manifold. 
CORRECTIVE ACTION – Lightering Master immediately stopped venting operation and crewmember 
was called inside before venting resumed.  
The near miss was discussed the nest day in the morning meeting.  
Lessons learned from near misses: 
Important to ensure that IG system is fully functional and system is ready prior to loading or con-
ducting any other work aboard vessel. Important to follow proper procedures that requires all per-
sonnel must be inside prior to starting venting. But it’ important to remember, venting of cargo va-
pors is effectively an environmental discharge and a “cargo loss” and we should to do we can to 
minimize that. everything. 
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Dear Masters,  
 
Considering the criticality of the operations and the number of incidents that still reported in the 
Maritime industry, we want to stress you on the importance to maintain always a very high level of 
attention during mooring operations.  
For a SAFE mooring operations the below mentioned factors should always be kept in mind in order 
to reduce and mitigate the risk involved and avoid any crew injury: 
 
1. Don’t Allow Any Extra Crew Member on the Deck: Ensure that no extra personnel are present at 
the mooring station except those who are involved in the operation.  
Anyone who is not assisting in the mooring operation must be asked to leave the mooring station for 
his/her and other’s safety; 
 
2. Consider Weather / Traffic Condition: Before planning the mooring operation, consider the 
weather condition by taking factors such as wind and current.  
The ship’s master and responsible officer must have the details of current and future weather data 
before commencing the mooring operation.  
Furthermore it should be discussed if the vessel is berthed in a Channel with heavy traffic of vessel 
passing, extra lines to be tended as required and considered safe; 
 
3. Have knowledge of Snap Back Zone and Rope Bight: All personnel involved with the mooring 
operation should be aware of the snap back zones and rope bight; 
 
4. Check All the Mooring Equipment: Check all the equipment (mooring winch, drums, windlass 
etc.) involved in the mooring operation for any kind of problem.  
Proper routine maintenance is the key to ensure smooth running of mooring equipment and sys-
tems; 
 
5. Check Mooring Area: Check the mooring area is clean and clear of oil traces, the area should be 
marked with snap back area, with maximum probability taking into consideration the tending direc-
tion of the line. Area should be well painted with the antiskid paint; 
 
6. Check the Tail of Mooring Line: If the HMPE line is provided 
with tail, the length, material, size and date of service should be 
similar and proper records maintained.  
This is to assess the peak line loads and fatigue which the tail has 
had due to vessel motions; 
 
7. Communication: Proper, effective and clear communication 
should be maintained at all times during the mooring operation, 
either it is with bridge to Mooring station, or Mooring station with 
shore or the boat which is passing the line.  
Even effective communication and proper signalling should be 
agreed between the personal involved at each mooring station; 
 
8. Tend One Line at a Time: Only one line should be tended at a 
time during mooring operation.  
If this is not done, it may increase the load in the other tended lines.  

MOORING OPERATIONS:  

HSQE Department: 
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If two lines are tended together it may lead to overloading and 
breakage. Follow the orders of the master or responsible ship 
officer properly to avoid any kind of mishap; 
 
9. Keep a Check on the Mooring Line Load: Ensure that the 
allowable breaking load in any of the mooring lines does not 
increase 60% of its Maximum Breaking Load (MBL).  
This is to prevent the line from breaking; 
 
10. Avoid Mixed Mooring: Mixed mooring is extremely dan-
gerous.  
Generally, mooring lines of the same size and material should be used for all leads, if this is not pos-
sible due to the available equipment, all lines in the same service, i.e. breast lines, spring lines, 
headlines and stern lines should be of the same size and material.  
The use of mixed moorings comprising full length synthetic ropes used in conjunction with wire 
should be avoided.   
If a synthetic rope and a wire are used in the same service the wire will carry almost the entire load 
while the synthetic rope carries practically none; 
 
11. Keep a Continuous Check: Load on the mooring lines must be checked continuously even after 
the mooring operation is over. If there is any change in the ship’s ballast condition, the lines must 
be slacked or tightened accordingly.  
The condition of the rope material should also be checked to foresee unfortunate accidents; 
 
12. Arrange Mooring Lines Symmetrical: All mooring line must be arranged as symmetrical as pos-
sible with the breast line. The breast line should be perpendicular to the longitudinal centre line of 
the ship and the spring line should be parallel to the longitudinal centre line; 
 
13. Tending properly mooring line:  All moorings should be regularly tended throughout the 

vessel’s port stay and adjusted as necessary to cope with changes in the height of tide and the 
loading and/or discharge of cargo. This will ensure that a balanced load is maintained pre-
venting damage to, or the failure of, mooring lines and that the vessel remains stationary on 
the berth; 

 
14. Risk Assessment to be carried out before any operation: 
Taking in consideration 
 
 What are the hazards in mooring?                                                                                                         

A review on site of the hazards associated with mooring 
- on arrival and departure. 

 What is our risk of having an accident?                                                                                                      
Assess whether individual hazards are red, yellow or 
green. Hazards should be assessed for their likelihood and consequences and thus the risks.                              
Previous near misses may be useful here. 

 What must be done? Who does what?                                                                                               
For example, lines should be regularly inspected, snap-back zones marked, the deck should 
have anti-slip treatment, more light provided on mooring stations, new radios, the deck tidied 
up, etc. 
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 What does the overall risk picture look like? Risk as-
sessment documents should be ready for circulation. 
Risk assessments can be done at a joint meeting. 

 Has preventive action been taken? Follow-up is to 
ensure that tasks have been done as agreed. 

 
15. Mooring operation to be planned and discussed:  
Ensure that mooring operations are properly planned taking 
into account the expected wind, weather, current and tidal 
conditions, the operation of the vessel and the expected rise 
and fall at the berth.  
Planning should take into account the number of personnel 
required at both forward and aft stations to ensure the op-
eration can be conducted safely and effectively. 
 
16. Correct Bollard to be used for Towing / Mooring: Ensure that the Tug’s rope are put on the 
correct bollard as marked on the new vessel’s, for the older vessel where bollard for tug is not 
marked the out board bitt to be used for putting the Tug’s line in order to achieve maximum de-
signed SWL of the bollard. 
 

In order to bring this matter at your attention we 
have decided to activate a special Safety Campaign. 
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A drug is any substance that alters the function of mind or body.  
Abuse is the inappropriate taking of illegal or prescribed drugs, whether deliberate or unintentional.  
Drug abuse at sea is a serious problem which not only affects the abuser but also the safety of his 
crewmates and indeed the vessel itself. 
When taken in excess the chemicals contained in drugs can 
cause both physical and mental harm to the abuser.  
Most drugs adversely affect physical co-ordination, making 
the abuser a danger to all around him whilst he remains un-
der the influence of the drug.  
Drug abuse alters the way a person thinks, perceives and 
feels, leading to impaired memory, judgement and concen-
tration which can cause harm both to the abuser and to oth-
er people. Abuse may be accompanied by neglect in personal health and wellbeing and work perfor-
mance usually suffers. 
Simultaneous use of drugs and alcohol is particularly dangerous. 
The physical characteristics of drug addicts depends on the type of drug used and the time that has 
elapsed since the last dose.  
The drug user generally develops an ability to lie about his habit and keeps it secret.  
Drug dependence can take various forms such as: 
Physical Addiction: 
This is defined by the World Health Organisation as: “a state that shows itself by physical disturb-
ances when the amount of a drug in the body is markedly reduced.  
The disturbances form a withdrawal or absence syndrome composed of psychosomatic and mental 
symptoms and signs which are characteristic for each drug type”.  
In the case of physical addiction the body develops a craving for the drug, withdrawal symptoms 
occur when the drug is withheld and some of the symptoms are physically visible in the form of ex-
cessive sweating, a constant desire for liquids, scratching, twitching of muscles, irritability, diar-
rhoea, muscle spasms and in extreme cases, coma and death. 
Psychological Addiction: 
The World Health Organisation defines this as: “a condition in which the drug promotes a feeling of 
satisfaction and a drive to repeat the consumption of a drug in order to induce pleasure or avoid 
discomfort”. In this case the mind develops a dependence on the drug although there may be no 
physical dependence.  
Withdrawal symptoms are not as pronounced as in physical addiction but there may still be irritabil-
ity, fits of anger, fixation on taking a further dosage, irrational behaviour, feelings of victimisation 
etc. 
Common symptoms of Drug Abuse:  

 Sudden unexplained mood changes; 
 Unusual irritability and aggression; 
 Tendency to become confused; 
 Abnormal changes in concentration; 
 Poor job performance; 
 Poor timekeeping; 
 Loss of short term memory; 
 Loss of interest in job; 
 Deterioration of relationships with fellows; 
 Unexplained changes in financial circumstances. 

Drugs of Abuse at Workplace: 

HSQE Department: 
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Safe working practices are of prime importance on an efficient well run ship.  
All drugs, including alcohol and prescribed drugs, may have side effects which increase the risk of 
accidents on board. The effects of a drug may not be limited to the time immediately after it is tak-
en.  Even in moderate doses some drugs remain in the body and affect the user for hours or days.  
Slow reaction times, poor co-ordination and loss of memory caused by drugs can turn everyday tasks 
into a nightmare for the affected person and seriously increase shipboard hazards, not only for the 
drug abuser but for everyone involved in vessel operations. 
At sea everyone is responsible, not only for their own safety, but the safety of others.  
It is in everyone’s interest that drug abuse be eliminated from every part of marine industry. 
Commonly used drugs & their effects on Human body –  

Drug Policy:  

 
Successfully tackling drug abuse is beneficial to crew safety and the vessel’s earning power: 
 By reducing the risk and cost of accidents caused by impaired judgement; 
 By reducing the cost of absenteeism or poor work performance of the 

drug abuser; 
 By saving on the cost and inconvenience of recruiting and training re-

placement crew when drug abusers become unreliable; 
 By reducing the possibility of fines and vessel detention; 
 By improving crew morale; 
 A drug and alcohol policy has been proven to attract a higher quality of 

job applicant. 
Company policy:  
A clear and unambiguous company policy on drugs and alcohol should be prepared. 
It is important to stress the paramount importance of safety at sea.  
A drug free ship not only provides a safer working environment but also enhances each individual 
seafarer’s long term health prospects. 
The policy statement should make it clear that failure to comply with the policy will be considered 
serious misconduct.  
In the case of joint venturers and business partners non-compliance should terminate their contract.  
In the case of employees non-compliance should lead to disciplinary procedures. 
This policy should: 
 Identify drugs on board as a safety issue; 
 Clearly state the company’s position that the use or possession of any unauthorised drug; 
 on board any of their vessels is unacceptable; 
 Introduce the concept of drug testing. 

Substance / Drug Taken As Physical Dependence Psychological Dependence 

Amphetamine Ingested None Yes 

Cannabis (THC) Smoked None Yes 

Cocaine Inhaled/ Injected None Yes 

Heroine Injected Yes Yes 

Opium Ingested Yes Yes 

Sedatives 
(benzodiazepines, 

barbiturates) 

Ingested Yes Yes 

Alcohol Ingested Yes Yes 

Nicotine Smoked Yes Yes 
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Company news: 

d'Amico Group is the 2016 Green Shipowner of the Year: 

April 6, 2016         

 
d'Amico Group, leading company in maritime transport, won the "Green Shipowner of the Year" 
2016 edition for the commitment in implementing on its fleet a system able to reduce the envi-
ronmental impact and constantly monitor the performance of energy consumption. 
The award ceremony was held in Copenhagen during the Green Ship Technology Conference  
(15th – 18th of March 2016).  
The Green Ship Technology (GST) Award rewards the most innovative 
technology put into use since January 2015, which shows a benefit to 
the marine environment and recognizes the most efficient and sustai-
nable shipping group worldwide. 
“We are really proud of this award, rewarding our commitment in re-
ducing the marine environmental impact.  
Thanks to the introduction of innovative technologies on our ships and 
to the new eco-ships investment plan, we have been able to pass the 
energy efficiency international standards, building a best practice glo-
bally recognized in the world of shipping”, said Paolo d’Amico, Chair-
man of d’Amico Group. 
On the new eco-ships, the Italian shipping group has introduced latest 
generation of electronic engines that, combined with a revisited hull 
bottom form able to maximize water flow, significantly increased propulsive energy compared to 
old generation ships. 
"Caring for the environment cannot be limited to the purchase of new eco-vessels, it has to neces-
sarily involve management of the whole fleet instead.  
A constant monitoring of vessels, thanks to highly advanced sensors on board, which allow to track 
consumption and performance in real time, led to a deeper responsibility assignment of the crew 
on environmental issues”, stated Domenico Savio Taiano, HSQE Director of d'Amico Group. 
Besides these engineering solutions, which already allow considerable reduction of fuel consump-
tion and emissions (CO2, SOx and NOX), d’Amico Group established a Performance Monitoring De-
partment, standing out among the first shipowner companies, specialized in transporting dry and 
liquid bulk cargos, able to create a department focused on monitoring the whole fleet performance 
exclusively. 
"Since our special commitment towards the marine environment - explained Fabio Tagliavia, Tech-
nical Director of d'Amico Group - we promptly believed in this advanced system able to monitoring 
consumption and performance, in order to achieve continuous improvements in reducing emis-
sions, in a context where every kWh used efficiently is a contribution to the society and the environ-
ment". 
The jury that selected the projects comprised Craig Eason (Deputy Editor, Lloyd's List), George 
Papagiannopoulos (Common Progress), Lars Robert Pedersen (COO, BIMCO), Mark Cameron (COO, 
Ardmore Shipping), Hanna Lee Behrens (Norwegian Shipowners' Association). 
d’Amico Group has always settled among its “core values” a strong commitment to the environ-
ment.  
The environmental policy and the plans on sustainable development are, and will still be, important 
pillars of the strategy of the Group. 
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Two new launches in Vietnam: 

d’Amico International Shipping S.A.  launched two new eco-ships  
at the Hyundai Vinashin Shipyard Co. Ltd  

 
Vietnam in the presence of the Consul General of Italy in Ho Chi Minh City, Carlotta Colli. 
"Today's launch and the ambitious plans of d'Amico International Shipping here in Vietnam are a 
further concrete expression of the vitality of the partnership between our two countries and the 
bilateral cooperation in the economic sector that is proceeding full steam ahead now more than 
ever", stated the Consul General Colli.  
"As sponsor, I am honoured to witness the quality and innovation that characterise these eco-
ships and that have always made d'Amico International Shipping stand out on a global scale." 
"For our company, Vietnam is a strategic partner that confirms our fifteen-year presence in  
Southeast Asia", stated Paolo d'Amico, President of d'Amico International Shipping.  
"In this context, Hyundai Vinashin shipyard represents a fixed point of reference, synonymous of 
high quality, environmental awareness and energy savings.  
The proximity and participation of Italian institutions and the presence of leading representatives 
from Asian businesses at this event makes us proud to fly the Italian flag around the world." 
Cielo di Capri and Cielo di Hanoi are both 39,000 dwt Handysize Product Tankers, 184 metres long 
and 27.4 metres wide, with the only difference being that the first is an Ice Class.  
These two eco ships are a part of the significant 755 million dollars investment plan that DIS  
launched in 2012. 
H.O. Park, wife of the President and CEO of Hyundai Vinashin Shipyard, Mr Song, is sponsor of  
Cielo di Capri, while Consul General Colli "christened" Cielo di Hanoi, in a symbolic exchange  
representing the fruitful cooperation and friendship between Vietnam and Italy.  
The ceremony – held on 16 May – was also attended by the President and CEO of the Hyundai 
Mipo Dockyard, Hwan-Goo Kang, and by representatives of the financial institutions that suppor-
ted d'Amico International Shipping in the construction of the eco ships. 
 

Company news: 



 

June 30, 2016 THE LIGHTHOUSE 37 

ACGI new project: The management of the Cruising vessel HAMBURG! 

Deck staff + Technical/ Marine Superintendent. 

MUMBAI OFFICE: Owner's Visit.  
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…….. The understandable reaction of the Shipowner – already described in the previous article – 
was of course extremely brief and the moment of silence that followed allowed me to participate.  
I explained that my decision not to be transferred to Rome was absolutely not for any trivial rea-
sons but rather due to the necessity to deal with all the wedding-related practices that had to be 
solved before I would finally move from Palermo.   
Finally, having clarified this point and other issues related to the new office in Palermo, Dott. Ciro 
gave some final generic instructions and, as usual, asked me to accompany him to the airport for 
his flight back to Rome. During the journey from the office to the airport, he asked me questions 
about our relations with the Authorities of the Sicily Region, banks, Port Authorities, Shipowners’ 
Union, notaries, etc. It was also obvious he was interested in issues related to Mafia that in Palermo 
had great influence on institutions in terms of both criminal acts and those relevant to the local pol-
itics and magistracy. It was almost a routine in that time departures and arrivals (the old airport of 
Palermo was still in use then) were considerably delayed, and in many cases, flights were even can-
celled due to….the lack of aircrafts. In fact, exactly that day, due to the above-mentioned disrup-
tion, I had the opportunity to share with Dott. Ciro the idea, already tested with my previous com-
pany with positive results, to extend my activities, carried out with absolute availability and flexibil-
ity, to being present on arrival of Company vessels in some of the national ports, if requested by 
Masters. My project assumed we would need to ask Masters to embark and disembark crewmem-
bers, wherever feasible, in the port of Catania (mixed cargo vessels), Augusta – Gela (tanker ves-
sels), Palermo and, first of all in Naples, as the calls of our vessels were most frequent there and my 
presence was ensured. I also reminded Dott. Ciro that all our vessels (those under my 
“responsibility” were registered in Palermo and this, apart from the presence of numerous ac-
quaintances and favouritisms, etc.… - allowed me to get, even in a few minutes, documents indis-
pensable to carry out routine activities of the crewing, technical or purchasing departments, etc.… 
During the conversation, accompanied by coffee and cannolo (pastry horn filled with cream cheese, 
candied fruit and chocolate - Sicilian speciality) I was often interrupted and asked for major clarifi-
cations..……..Finally, after almost a 90 minute wait (!!!!!) the aircraft was ready to depart to Rome.  
While Dott Ciro was greeting me, he said that he generally was in favour of my idea to organise 
affairs, but he would anyway like me to come to Rome to discuss it in details  (also in the presence 
of Mr. Billia) and then decide whether to proceed or not.  
It do not believe it is necessary to report in this article all particulars of the mentioned Company 
developments, but I can confirm that during the period of my presence in Palermo the affairs were 
going absolutely fine. 
After a few days after Dott. Ciro’s departure and after having discussed my ideas on the phone with 
my collegue – Mr. Billia, I took advantage of the departure of Mr. Spada and left for the headquar-
ters in Rome. 
In order to make our colleagues – both of older and younger generations -  understand how the 
things were going at that time I would like to describe our immense happiness (Perrini as a secre-
tary and an usher) when the office was provided with equipment to make … photocopies.   
The procedure to make photocopies was extremely long and complicated because the documents 
were passed in various containers with chemical liquids to be finally put under the running water! 
N.B.  When there was not enough running water in the taps, which happened quite often in Paler-
mo in that period (especially at upper level offices – and ours was situated at the last floor) we used 
that from the tank of the toilet! In order to make the copies get dry, we hung them up on a thread, 
exactly like clothes.  
Sometimes when you entered the room dedicated to photocopies, you could have a feeling to be… 
at the dry-cleaner.  

d’Amico from 1954—1975: 
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Mr. Annio Biancorosso:  

The oldest employee of d’Amico. 

A successfull carreer in the crewing  

department is now collaborating with  

The Lighthouse and share with us the old 

d’AMICO! 
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1.     Which country supplies the most seafarers? 

□ India; 

□ The Philippines; 

□ China. 

2.     Which navigational instrument is being used here? 

□ Sand glass; 

□ Octant; 

□ Sextant. 

3.     Why is this maritime pilot boarding this ship? 

□ To safely manoeuvre the ship through a harbour, port or river mouth;                                             

□ To inspect that the ship complies with international safety regulations; 

□ To take control of any on-board helicopters. 

4.     IMO Secretary-General Kitack Lim is a former… 

□ Merchant seafarer; 

□ Student at the World Maritime University; 

□ President of the Busan Port Authority; 

□ All of the above.  

5.     What percentage of active seafarers are women? 

□ about 1%;  

□ about 8%; 

□ about 12%; 

□ about 28%. 

6.     Under IMO’s Polar Code (which enters into force on 1 January 2017) ships operating in polar 

waters must have: 

□ Adequate thermal protection for all persons on board;  

□ An igloo construction manual; 

□ An iceberg radar.  

                   

Day of the Seafarer 2016: 

Test your seafaring knowledge! From: IMO—International Maritime Organization. 
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7.     This is a “RORO” ship – what do these letters stand for? 

□ River Ocean Routine Outbound; 

□ Roll out / roll over; 

□ Roll-on / roll-off. 

8.     What increased from 75kg to 82.5kg in 2010? 

□ The weight of food allocated to one seafarer per week at sea; 

□ The average mass of a person used to calculate capacity of ships’ rescue 

boats and lifeboats;  

□ The weight of personal equipment each seafarer is allowed to take on a voyage. 

9.     What do ship captains do to avoid collisions at sea? 

□ Talk to each other; 

□ Follow the rule that the biggest ship always has right of way; 

□ Follow the provisions of COLREG.  

10.     Seafarers on the 1961-built ship “NS Savanna” could boast that they were sailing on the 

world’s first… 

□ Grass carrier; 

□ Plastic ship; 

□ Nuclear-powered merchant ship. 

11.     What is this ship doing? 

□ Discharging ballast water;  

□ Discharging sewage; 

□ Feeding fish; 

□ Topping up the ocean. 

12.     Who sets the minimum standards of competency for seafarer training? 

□ The International Maritme Organization (IMO);  

□ The International Labour Organization (ILO); 

□ Each country sets its own standards.  

     

Day of the Seafarer 2016: 
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Day of the Seafarer 2016: 

13.     You’re travelling on a container ship from Shanghai to Rotterdam – how many nights 

(approximately) will you be on the ship? 

□ 10-20 days; 

□ 25-50 days; 

□ 75-100 days. 

14.     Seafarers travel to the four corners of the earth – but can you identify this busy port? Is it: 

□ Hamburg; 

□ Sidney; 

□ Singapore; 

□ Long Beach. 

15.     You may have had some bread today.  

The grain probably came in a ship like this – but what is it? 

□ Bulk carrier;  

□ Container ship; 

□ Oil tanker. 

1. China; 

2. Sextant;  

3. To safely manoeuvre the ship through a harbour, port or river mouth;  

4. All of the above;  

5. about 1%;  

6. Adequate thermal protection for all persons on board;  

7. Roll-on / roll-off;    

8. The average mass of a person used to calculate capacity of ships’ rescue 

boats and lifeboats;  

9. Follow the provisions of COLREG;  

10. Nuclear-powered merchant ship;  

11. Discharging ballast water;  

12. The International Maritme Organization (IMO);  

13. 25-50 days;  

14. Singapore;  

15. Bulk carrier;  

SOLUTIONS: 
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Service with Pride: 

Year Name Rank Nationality 

30 NARDELLA SALVATORE CHIEF ENGINEER ITALIAN 

15 KADAKKAPPILLY XAVIER YESUDAS TANKISTA INDIA 

15 SAHA RAJIB COMANDANTE INDIA 

15 NORONHA SANTANO ROBINO CUOCO EQUIPAGGIO INDIA 

15 DIAS VALENTINO CAMERIERE SALETTA INDIA 

15 FERNANDES BERNADO FREDDY CUOCO EQUIPAGGIO INDIA 

15 COLACO ROBERTO RAFAEL SILVANO CAMERIERE SALETTA INDIA 

15 VARADI NARAYANASWAMY MARINAIO INDIA 

15 BARMAN PARIMAL DIRETTORE DI MACCHINA INDIA 

15 DSA JOHN HONORAT BOSCO OPERAIO MECCANICO INDIA 

15 NANOO MURUPPEL MURALIDHARAN NOSTROMO INDIA 

15 KAZI SALIM AHMED TANKISTA INDIA 

15 DI BONAVENTURA CRISTIANO 2ND MATE ITALIAN 

15 CHENNURI BHARAT RAM 2ND ENGINEER INDIA 

15 SARKAR BILWADAL MASTER INDIA 

15 DCOSTA JOSEPH ANSELM OILER INDIA 

10 MANDAYAM A. VIJAY GOPAL DIRETTORE DI MACCHINA INDIA 

10 AVENOSO NATALE COMANDANTE ITALIAN 

10 MATHARU SINGH SUKHWINDER GURMA 2ø UFF.LE COPERTA INDIA 

10 SHUKLA AVINASH 1o UFFICIALE COPERTA INDIA 

10 HALDER PRONOYPRAKASH 2ø UFFICIALE DI MACCHINA INDIA 

10 LOBO VENITO LUIS CAMERIERE SALETTA INDIA 

10 NORONHA CLINT ALBERT 2ø UFF.LE COPERTA INDIA 

10 FERNANDES EUSEBIO JOAQUIM ELETTRICISTA INDIA 

10 MASCARENHAS OLEGARIO CAMILO MARINAIO INDIA 

10 SOTI SHALEEN 1o UFFICIALE COPERTA INDIA 

10 KAMBILOGE ALI MARINAIO INDIA 

10 NAGPAL MANISH 1o UFFICIALE COPERTA INDIA 

10 GRACIAS ANDRE OPERAIO MECCANICO INDIA 

10 TANDEL KANTILAL VINODKUMAR NOSTROMO INDIA 

10 XXX MOHAMMED RAMMEDUGE COMUNE DI MACCHINA INDIA 

10 HUIFALUDALEKAGE MOHAMMED MARINAIO INDIA 

10 NAZARENE SARTHOR FERNANDO OPERAIO MECCANICO INDIA 

10 DCOSTA NELSON MARINAIO INDIA 

10 CHAUHAN PARASNATH MUS TANKISTA INDIA 

10 VAZ RANNY NOSTROMO INDIA 

10 AYARE SANJAY VASANT COMUNE DI MACCHINA INDIA 

April / May / June 2016 
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10 FERNANDES SEBASTIAO MARINAIO INDIA 

10 DIAS FRANKLIN XAVIER J D P CAMERIERE SALETTA INDIA 

10 CHANDROTH PURAYIL JADEEP 1o UFFICIALE COPERTA INDIA 

10 MAIMONE DANILO 1ø UFFICIALE DI MACCHINA ITALIAN 

10 SOLANKI CHANDRESHKUMAR PRAG MARINAIO INDIA 

10 HOLIDATHAGOTHI MOOSA NOSTROMO INDIA 

10 XXX MOOSA MUTHEGE BIDHARUGE TANKISTA INDIA 

10 BADIKAGOTHI ISMAIL NOSTROMO INDIA 

10 FERNANDES EDWIN MANUEL MARSHAL CUOCO EQUIPAGGIO INDIA 

10 GOES LORRY DAMASOS COMUNE DI MACCHINA INDIA 

10 SHEKASAN ABDUL RAZZAK ISMAIL TANKISTA INDIA 

10 DOURADO JOE CUOCO EQUIPAGGIO INDIA 

10 XXX ABDUL JALEEL OPERAIO MECCANICO INDIA 

10 MOOSA AOUBUKABERGOTHY TANKISTA INDIA 

10 THARIVATHAGOTHI ALI MARINAIO INDIA 

10 RATHOD THAKORBHAI SANDEEP DIRETTORE DI MACCHINA INDIA 

10 FERNANDES DONATA CUOCO EQUIPAGGIO INDIA 

10 FERNANDES PASCOAL BERNARDINO CUOCO EQUIPAGGIO INDIA 

10 ALMEIDA GLENFORD DILIP MARINAIO INDIA 

10 SIMOES LEAO CUOCO EQUIPAGGIO INDIA 

10 VAZ JEEM MARCEL CAMERIERE SALETTA INDIA 

10 FERNANDES LOUIS PIEDADE CUOCO EQUIPAGGIO INDIA 

10 MALIK AKHLAQUE AHMED MUBINULLA OPERAIO MECCANICO INDIA 

10 MODAK ASHRAF AYAZ 2ø UFF.LE COPERTA INDIA 

10 FAUJDAR TEJENDRA SINGH 1o UFFICIALE COPERTA INDIA 

10 KOVSHUN SERGIY COMANDANTE UCRAINA 

10 SUMAN SUNIL KUMAR DIRETTORE DI MACCHINA INDIA 

10 NATERWALLA PERCY 1o UFFICIALE COPERTA INDIA 

10 SIDDIQUE HAKIM MOHAMMAD ATAUL COMANDANTE BANGHLADES 

10 ROY PROSENJIT MARINAIO INDIA 

10 BAMANIA PANCHA NARENDRAKUMAR COMUNE DI MACCHINA INDIA 

10 RODRIGUES RICHARD NOSTROMO INDIA 

10 PHULSURE VYANKAT VISHWANATHRAO 2ND ENGINEER INDIA 

10 MASCARENHAS SAVIO COOK PORTOGALLO 

10 FERNANDES RODNEY CAETANO OILER INDIA 

10 FERNANDES BONNY AB INDIA 

10 PEREIRA ANACLETO BOSUN  INDIA 

10 GNOEVOI SERGEI MASTER RUSSIA 

10 BONDARETS ANDRIY CHIEF ENGINEER UCRAINA 
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10 KOVALYOV MYKOLA MASTER UCRAINA 

10 MITRANO PASQUALE CHIEF MATE ITALIAN 

10 FERNANDES GAVRYL 2ND ENGINEER INDIA 

10 THEKKE VEETTIL SHINOY FITTER INDIA 

10 MAYAGOTHI YOUSEPH BOSUN  INDIA 

10 SILVA RODNEY BOSUN INDIA 

10 DSOUZA ANSELM IGNATIUS AB INDIA 

10 OLENCHERI MADAM RAKESH BOSUN PUMPMAN INDIA 

10 IBRAHIM KUDAGOYAGOTHI BOSUN INDIA 

10 KUMAR VIJAY OILER INDIA 

10 MASCARENHAS THOMAS NOBBY OILER INDIA 

10 MYLAPILLI JAYAPRAKASH OILER INDIA 

10 RODRIGUES JERSON AB INDIA 

10 SHARMA BIJAY AB INDIA 

10 DINOIU CRISTIAN CHIEF ENGINEER ROMANIA 

5 BAGEKAR YATIN KUMAR VISHWANATH 2ø UFFICIALE DI MACCHINA INDIA 

5 SINGH KSHITIJ 1ø UFFICIALE DI MACCHINA INDIA 

5 ALAMMURICHA K BIBOY RAGHAVAN MARINAIO INDIA 

5 YADAV MANOJKUMAR MARINAIO INDIA 

5 DIAS DARECK 3ø UFFICIALE DI MACCHINA INDIA 

5 YADAV RAKESH VIVEK KUMAR MARINAIO INDIA 

5 ASOKAN SANTHOSH KUMAR 2ø UFFICIALE DI MACCHINA INDIA 

5 SINGH GAGANDEEP MARINAIO INDIA 

5 UTHIRAKODI SAKTHIVEL 2ø UFFICIALE DI MACCHINA INDIA 

5 TOKARCHUK OLEG DIRETTORE DI MACCHINA RUSSIA 

5 PALIS LIM JENNYRINE 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 VILLONDO GLARIAN DENNIS MARINAIO FILIPPINE 

5 CANAM JR GARDE NELSON MARINAIO FILIPPINE 

5 OSITA BOLONGAITA JOHN PAUL 3ø UFFICIALE DI MACCHINA FILIPPINE 

5 NAPAL ASOY DEXTER COMUNE DI MACCHINA FILIPPINE 

5 LOGIVER OLAIVAR FLORENTINO JR. NOSTROMO FILIPPINE 

5 TANKALA GIRISH KUMAR GUPTA MARINAIO INDIA 

5 XXX AJAY KUMAR CUOCO EQUIPAGGIO INDIA 

5 KOSHY ALEX 3ø UFF.LE COPERTA INDIA 

5 RICAFRANCA SILVESTRE RICHARD MARINAIO FILIPPINE 

5 SAYCO GONZALES JUNIE MARINAIO FILIPPINE 

5 HONORIDEZ YSORIO EDMUND DIRETTORE DI MACCHINA FILIPPINE 

5 PEPANIA MIRAS ALLAN OPERAIO MECCANICO FILIPPINE 

5 INOPEQUIZ GALLIDO MICHAEL COMUNE DI MACCHINA FILIPPINE 
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5 ALCOLEA SOLANIA DANTE 1ø UFFICIALE DI MACCHINA FILIPPINE 

5 MANALO GONDA GENER MARINAIO FILIPPINE 

5 GRABATO ARPON EDGAR COMUNE DI MACCHINA FILIPPINE 

5 SCANNAPIECO FRANCESCO 2ø UFF.LE COPERTA ITALIAN 

5 PUOSI RAFFAELLO COMANDANTE ITALIAN 

5 ROY AMIT KUMAR 2ø UFF.LE COPERTA INDIA 

5 XXX UMESH KUMAR CUOCO EQUIPAGGIO INDIA 

5 REBELLO VICTOR DARIO MARINAIO INDIA 

5 GUSAIN ARUN MANRAL 1o UFFICIALE COPERTA INDIA 

5 MOSES JOHN RAVI MARINAIO INDIA 

5 CHANIANA DIDAR SINGH MARINAIO INDIA 

5 SINGH CHARANDEEP 3ø UFF.LE COPERTA INDIA 

5 ISLAM MD SAIFUL COMANDANTE BANGHLADES 

5 PEÑANO DELGADO CHARLIE 1ø UFFICIALE DI MACCHINA FILIPPINE 

5 BARTOLO BEJO LEONEL MARINAIO FILIPPINE 

5 SEVILLA FALCO PHILOGENE NOSTROMO FILIPPINE 

5 BALABA AMUG JOSEPH 2ø UFF.LE COPERTA FILIPPINE 

5 MAGLAYO SERATO LEONCIO JR. 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 SHARMA RISHANK COMANDANTE INDIA 

5 NISHANKA BINAYA KUMAR COMUNE DI MACCHINA INDIA 

5 SOLANKI JITESHKUMAR DEVJI COMUNE DI MACCHINA INDIA 

5 KAMALIS FERNANDO FERNANDO IRUD NOSTROMO INDIA 

5 SAINI RAVINDER MARINAIO INDIA 

5 AKHTAR NASIM TANKISTA INDIA 

5 NAVIK BABUBHAI YOGENDRAKUMAR MARINAIO INDIA 

5 SHEIK MOHAMED RIYAZ CUOCO EQUIPAGGIO INDIA 

5 GANAGALLA SWAMY APPALA MOZZO INDIA 

5 SINGH SUDHIR KUMAR RAMANUJ MARINAIO INDIA 

5 FERNANDES JOAQUIM JESVINO GIOVANOTTO DI COPERTA INDIA 

5 SHARMA RAJIV 2ø UFF.LE COPERTA INDIA 

5 SANTHANAGOPALAN SRIRAM Electrician INDIA 

5 JAMBUNATHAN VASANTHI BALAKRISH 2ø UFFICIALE DI MACCHINA INDIA 

5 SHETTY DIVESH DOMBAYA 3ø UFF.LE COPERTA INDIA 

5 JUWALE NASIRUDDIN FAEEM MARINAIO INDIA 

5 IMRAN MD HASIBUS SALEHEEN DIRETTORE DI MACCHINA BANGHLADES 

5 ALAM MOHAMMAD FARHADUL DIRETTORE DI MACCHINA BANGHLADES 

5 KAURKIN VYACHESLAV ELETTRICISTA UCRAINA 

5 ADEVA HERNANDEZ JOEL 1o UFFICIALE COPERTA FILIPPINE 

5 DE GUZMAN SORIANO RUEL 2ø UFF.LE COPERTA FILIPPINE 
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5 DE GUZMAN SORIANO RUEL 2ø UFF.LE COPERTA FILIPPINE 

5 NAVARRETE AMARO EFRAEM 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 LANGREO PORRAS JESSE REY 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 ASTROLABIO ABECINO LEO 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 CORTEZA RAMIREZ CARLITOS DIRETTORE DI MACCHINA FILIPPINE 

5 ALLOSADA BAYNOSA JEROME GIOVANOTTO DI COPERTA FILIPPINE 

5 AUSTRIA CALICA ALBERTO ELETTRICISTA FILIPPINE 

5 TUCCIELLO GIUSEPPE ANTONIO 2ø UFF.LE COPERTA ITALIAN 

5 MIRANDA SAVIO 1ø UFFICIALE DI MACCHINA INDIA 

5 SODIPILLI LAKSHMI NARAYANA NOSTROMO INDIA 

5 PRASAD SHAILESH 1ø UFFICIALE DI MACCHINA INDIA 

5 SINHA MANISH KUMAR ASHOKKUMAR COMUNE DI MACCHINA INDIA 

5 ABDUL HAMEED ASHRAF SHEIK MOHA COMUNE DI MACCHINA INDIA 

5 PITCHAIAH SANKARA VEL COMUNE DI MACCHINA INDIA 

5 BHATKAR SALIM KASAM COMUNE DI MACCHINA INDIA 

5 SAHOO ALEKHA KUMAR OPERAIO MECCANICO INDIA 

5 DAS PURAN KARANSINGH 1o UFFICIALE COPERTA INDIA 

5 PAMILITAN FERNANDO SAKAYRAJ MARINAIO INDIA 

5 TAWDE SWAPNIL DATTATRAY COMANDANTE INDIA 

5 XXX ASIF AKHTAR COMUNE DI MACCHINA INDIA 

5 MALAPPILAYI PAYYAN JILNESH CAMERIERE SALETTA INDIA 

5 KUMARAKRISHNAN S. ABINAYASHIVA 2ø UFF.LE COPERTA INDIA 

5 NELSON SURENDRAPRASAD 2ø UFF.LE COPERTA INDIA 

5 SULTAN SUHAIL 2ø UFFICIALE DI MACCHINA INDIA 

5 XXX SAMEER KUMAR 2ø UFFICIALE DI MACCHINA INDIA 

5 ALAM MD SHARIFUL DIRETTORE DI MACCHINA BANGHLADES 

5 SEMENOV OLEKSII 1ø UFFICIALE DI MACCHINA UCRAINA 

5 KORSUN OLEKSANDR DIRETTORE DI MACCHINA UCRAINA 

5 BACONG BAGOLANTOY EDUARDO JR. TANKISTA FILIPPINE 

5 JOTING BASAÑES CESAR JR. 2ø UFF.LE COPERTA FILIPPINE 

5 ABELLA CRISOSTOMO RENATO JR. GIOVANOTTO DI COPERTA FILIPPINE 

5 ORSINI PARIDE 2ø UFF.LE COPERTA ITALIAN 

5 XXX RAVI SHANKAR MARINAIO INDIA 

5 PANDI SIVAKUMAR 2ø UFFICIALE DI MACCHINA INDIA 

5 XXX SAT PAUL DIRETTORE DI MACCHINA INDIA 

5 CHAUHAN KIRANKUMAR VIRJI COMUNE DI MACCHINA INDIA 

5 BAMANIA DINESH KUMAR BABU MARINAIO INDIA 
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5 BHARGAVA JITIN COMANDANTE INDIA 

5 KUMAR DILIPKUMAR GIOVANOTTO DI COPERTA INDIA 

5 MADDU GURUMURTY OPERAIO MECCANICO INDIA 

5 KUTTIYAN C. SUMITH COMUNE DI MACCHINA INDIA 

5 SINGH ANIL KUMAR OPERAIO MECCANICO INDIA 

5 MANICKAM SEKAR VAITHEESHWARAN 2ø UFFICIALE DI MACCHINA INDIA 

5 THOMAS SOMY THOMAS 2ø UFFICIALE DI MACCHINA INDIA 

5 DE OCAMPO PEREZ GILBERT MARINAIO FILIPPINE 

5 LAVIDES GALAROSA AMADOR 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 SEPAYA APIN JOEMARIE CUOCO EQUIPAGGIO FILIPPINE 

5 VILLAHERMOSA BASILGO NOEL 2ø UFF.LE COPERTA FILIPPINE 

5 ZAPADOR VICTORIANO ACE 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 PICCHIANTI ROMANO COM.TE DEL DIPORTO ITALIAN 

5 TERRAMOCCIA RENZO DIRETTORE MACCHINA DEL ITALIAN 

5 SALASKAR MAHABALESHWAR MADHUKA CAMERIERE SALETTA INDIA 

5 MUNDATH SHOBANA ALOSH MARINAIO INDIA 

5 SAHOO MANAS KUMAR COMUNE DI MACCHINA INDIA 

5 MORKER VINESHKUMAR LALJIBHAI NOSTROMO INDIA 

5 PATEL JAYENDRAKUMAR RAMANLAL COMUNE DI MACCHINA INDIA 

5 KHAN JAMSHED ALI OPERAIO MECCANICO INDIA 

5 KOTTAPURATH HYDER JUBEER 2ø UFFICIALE DI MACCHINA INDIA 

5 XXX RAJU SINGH ELETTRICISTA INDIA 

5 TANDEL ANANDKUMAR AMRUTLAL COMUNE DI MACCHINA INDIA 

5 MURTHY PRABHAKARAN 3ø UFF.LE COPERTA INDIA 

5 XXX ARPAN SONKER 2ø UFFICIALE DI MACCHINA INDIA 

5 AHMED TAUQEER 3ø UFF.LE COPERTA INDIA 

5 NOGHI BOGDAN CLAUDIU COMANDANTE ROMANIA 

5 BONDARENKO VOLODYMYR DIRETTORE DI MACCHINA UCRAINA 

5 BARTOLO BEJO NESTOR COMUNE DI MACCHINA FILIPPINE 

5 BUENBRAZO BANDI RUBEN ELETTRICISTA FILIPPINE 

5 ONOFRE GUALENGCO OLIVER NOSTROMO FILIPPINE 

5 PARCO PERAS MARCOS NOSTROMO FILIPPINE 

5 GHOSH MRINMOY CUOCO EQUIPAGGIO INDIA 

5 FERNANDES LOURDES JOAO CUOCO EQUIPAGGIO INDIA 

5 MASCARENHAS AVELINO CUOCO EQUIPAGGIO INDIA 

5 SAKHARKAR FAIYAZ AHMED ABDUL H MARINAIO INDIA 

5 CHELLURI RAMA MOHAN RAO 1ø UFFICIALE DI MACCHINA INDIA 

5 TORCATO EDDIE CYRIL NOSTROMO INDIA 
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5 SIMON IRUDHAYA RAJ MARINAIO INDIA 

5 XXX HARISH SINGH ALLIEVO UFFICIALE INDIA 

5 CHAUHAN JAYENDRA VIRCHAND COMUNE DI MACCHINA INDIA 

5 JAM ISSA ISMAIL MARINAIO INDIA 

5 TANDEL ANOJKUMAR JASHVANTBHAI GIOVANOTTO MACCHINA INDIA 

5 MENDON SANTOSH GOPAL CUOCO EQUIPAGGIO INDIA 

5 PANNEER PRAVEEN KUMAR 3ø UFF.LE COPERTA INDIA 

5 SARAVANAN VIVEK 3ø UFF.LE COPERTA INDIA 

5 BOQUIREN NEVADO FRANCISCO 1o UFFICIALE COPERTA FILIPPINE 

5 SCOTTO D'ABUSCO DOMENICO COMANDANTE ITALIAN 

5 LOMBARDO LEONARDO 3ø UFFICIALE DI MACCHINA ITALIAN 

5 CHANDRAN THOMAS COMUNE DI MACCHINA INDIA 

5 MODAK SARFARAZ KADIR MARINAIO INDIA 

5 PAGARE SUSHIL MANOHAR MARINAIO INDIA 

5 TANDEL RAJESHKUMAR BABUBHAI 2ø UFF.LE COPERTA INDIA 

5 XXX RAVIKUMAR COMUNE DI MACCHINA INDIA 

5 FERNANDES PLATINI 1o UFFICIALE COPERTA INDIA 

5 TANDEL GIRISHKUMAR KARSHANBHAI MARINAIO INDIA 

5 POMETKAR REHAN RAMZAN ALI 1o UFFICIALE COPERTA INDIA 

5 GEDELA RAVI KUMAR COMUNE DI MACCHINA INDIA 

5 KAPADI AFAAN AZIZ MARINAIO INDIA 

5 SUBBUSAMY V. KARTHIHEYAN 2ø UFFICIALE DI MACCHINA INDIA 

5 RANA MOHAMMAD MASUD COMANDANTE BANGHLADES 

5 BHUIYAN MOHAMMAD AKHTERUZZAMAN COMANDANTE BANGHLADES 

5 TONGCO BINALANGBANG FLORENCIO DIRETTORE DI MACCHINA FILIPPINE 

5 CALUBIRAN CELIZ RODEL 2ø UFF.LE COPERTA FILIPPINE 

5 DONES PACARO ARMANDO 2ø UFFICIALE DI MACCHINA FILIPPINE 

5 BALABA AMOG PEDRO JR. CUOCO EQUIPAGGIO FILIPPINE 

5 GALOLO BACALLA EDUARD ELETTRICISTA FILIPPINE 

5 VILLA-REAL DUMRIGUE EDMOND MARINAIO FILIPPINE 

5 DAS KUMAR SANJEEB COOK INDIA 

5 AVINA KRISHNAN MAHESH 2ND ENGINEER INDIA 

5 NARAYANAN MADHU COOK INDIA 

5 PANDEY ABHISHEK UMAKANT MASTER INDIA 

5 MISTRY RAJESHKUMAR BABUBHAI OILER INDIA 

5 SOLANKI HITENDRA KUMAR SOMVAR OILER INDIA 

5 ARUMUGAM NAKKEERAN OILER INDIA 
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5 KUMAR PRADEEP 2ND ENGINEER INDIA 

5 CHOUDHARY KAPIL OILER INDIA 

5 CARDOZO JOLAN SEBY AB INDIA 

5 XXX RANVIJAY KUNWAR 3RD MATE INDIA 

5 TANDEL JAGDISHBHAI DIVYANGKUMA OS INDIA 

5 GNAVALLIL ALEX TOM 3RD MATE INDIA 

5 XXX MAHMUDUL ALAM TARAFDER CHIEF ENGINEER BANGHLADES 

5 GARANZHA OLEKSANDR CHIEF ENGINEER UCRAINA 

5 CAÑADA FERNANDEZ ALEXANDER DIO BOSUN FILIPPINE 

5 RAMMANJAGE HASSAN MANIKFAN PUMPMAN INDIA 

5 BURRAFATO CORRADO 2ND MATE ITALIAN 

5 NAZARANE FERNANDO SELVAM AB INDIA 

5 ARUL RAJA THOMAS REEGAN ELECTRICAL OFFICER INDIA 

5 TANDEL MAGANBHAI RAMABHAI AB INDIA 

5 FERNANDES LUKAS FITTER INDIA 

5 TANDEL HARIBHAI DIPAKKUMAR OILER INDIA 

5 KUPPANCHETTI VISWANATHAN PUMPMAN INDIA 

5 TANDEL ASHOKKUMAR TUKARAMBHAI MESSMAN INDIA 

5 OLIVEIRA ANTHONY SIMON COOK INDIA 

5 YADAV DINESH KUMAR 3RD MATE INDIA 

5 MANJINI MATHAN 3RD ENGINEER INDIA 

5 ESTRADA EMPLEO WRANGEL 3RD MATE FILIPPINE 

5 CASTILLO RUBIO GILDO BOSUN FILIPPINE 

5 ALCORAN REGUETA MANOLITO BOSUN FILIPPINE 

5 BOQUIREN BAUTISTA REGIE OS FILIPPINE 

5 MIRA HENSON GABRIEL MESSMAN FILIPPINE 

5 SALAMANCA LINDERO JEVEN 3RD ENGINEER FILIPPINE 

5 FEMIANO EMILIO 3RD MATE ITALIAN 

5 BRUNO NICOLO' MASTER ITALIAN 

5 PAPA ALESSIO SALVATORE 3RD MATE ITALIAN 

5 CHAUHAN LALJI MANGAL FITTER INDIA 

5 ARUNACHALAM KARUPPAIAN OS INDIA 

5 TANDEL GITESHKUMAR KARSANBHAI MESSMAN INDIA 

5 MHATE SHOUKAT IBRAHIM COOK INDIA 

5 SINGH MOHIT KUMAR 2ND ENGINEER INDIA 

5 JEYASEELAN RAJ RAYAN OS INDIA 

5 GANAGALLA NALINIKANTH AB INDIA 

5 FRANCIS GEO 3RD MATE INDIA 

5 MELAKATH ISMAIL 3RD MATE INDIA 
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5 VIRDI SANDEEP SINGH 3RD MATE INDIA 

5 ROMANETS IGOR CHIEF ENGINEER UCRAINA 

5 LUMAPAK AGUNIAS RAYMUND AB FILIPPINE 

5 JAULA SALAMANCA JOVANE OILER FILIPPINE 

5 CASTOR DELA CRUZ DARREL BOSUN FILIPPINE 

5 BRASIL PIANSAY FRANCIS OLIVER OILER FILIPPINE 

5 LUNA SABANDAL CHESTER PSALM 3RD MATE FILIPPINE 

5 LACASANDILE CATBAGAN LARRY 3RD MATE FILIPPINE 

5 BANGUD TORRECAMPO PABLO BOSUN FILIPPINE 

5 THANGAMUTHU SENTHIL KUMAR OS INDIA 



 

June 30, 2016 THE LIGHTHOUSE 53 



 

54 THE LIGHTHOUSE June  30, 2016 



 

June 30, 2016 THE LIGHTHOUSE 55 

Fleet List: OWNED VESSEL: THIRD PARTY MANAGED VESSEL: 

VESSEL DOC Holder Owner 

Cielo di Gaeta d’Amico Rome d’Amico Tanker d.a.c 

Cielo di New York d’Amico Rome d’Amico Tanker d.a.c 

High Endeavour d’Amico Rome d’Amico Tanker d.a.c 

High Endurance d’Amico Rome d’Amico Tanker d.a.c 

High Performance d’Amico Rome d’Amico Tanker d.a.c 

High Progress d’Amico Rome d’Amico Tanker d.a.c 

High Seas d’Amico Rome d’Amico Tanker d.a.c 

High Tide d’Amico Rome d’Amico Tanker d.a.c 

High Valor d’Amico Rome d’Amico Tanker d.a.c 

High Venture d’Amico Rome d’Amico Tanker d.a.c 

High Courage d’Amico Rome d’Amico Tanker d.a.c 

High Fidelity d’Amico Rome d’Amico Tanker d.a.c 

High Freeedom d’Amico Rome d’Amico Tanker d.a.c 

High Discovery d’Amico Rome d’Amico Tanker d.a.c 

High Voyager d’Amico Rome d’Amico Tanker d.a.c 

High Loyalty d’Amico Rome d’Amico Tanker d.a.c 

Cielo di Ulsan  d’Amico Rome d’Amico Tanker d.a.c 

High Trader d’Amico Rome d’Amico Tanker d.a.c 

High Trust d’Amico Rome d’Amico Tanker d.a.c 

Cielo di Capri d’Amico Rome d’Amico Tanker d.a.c 

Cielo di Guangzhou d’Amico Rome d’Amico Tanker d.a.c 

High Presence Ishima d’Amico Tanker d.a.c 

High Priority Ishima d’Amico Tanker d.a.c 

High Prosperity Ishima d’Amico Tanker d.a.c 

Cielo di Livorno d’Amico Rome d’Amico Dry d.a.c  

Cielo di Monaco d’Amico Rome d’Amico Dry d.a.c  

Cielo di Virgin Gorda d’Amico Rome d’Amico Dry d.a.c  

Cielo d’Italia d’Amico Rome d’Amico Dry d.a.c  

Cielo di Tocopilla d’Amico Rome d’Amico Dry d.a.c  

Cielo di Tampa d’Amico Rome d’Amico Dry d.a.c  

Cielo di Angra d’Amico Rome d’Amico Dry d.a.c  

Cielo d’Europa d’Amico Rome d’Amico Dry d.a.c  

Cielo di Cartagena Ishima d’Amico Dry d.a.c  

Cielo di Valparaiso Ishima d’Amico Dry d.a.c  

Medi Vitoria Ishima d’Amico Dry d.a.c  

Cielo di Vaiano Ishima d’Amico Dry d.a.c  

Cielo di Capalbio Ishima d’Amico Dry d.a.c  

Medi Nagasaki Ishima d’Amico Dry d.a.c  

Cielo di Agadir ACGI International  d’Amico Dry d.a.c  

Cielo di Casablanca ACGI International  d’Amico Dry d.a.c  

Medi Lisbon Ishima dSS 

Medi Bangkok Ishima dSS 

Medi Lausanne Ishima dSS 

Cielo di Milano d’Amico Rome d’Amico Ship. It 

Medi Cagliari d’Amico Rome d’Amico Ship. It 

Medi Tokyo d’Amico Rome d’Amico Ship. It. 

Medi Venezia d’Amico Rome d’Amico Ship. It 

Medi Baltimore d’Amico Rome d’Amico Ship. It. 

Medi Hong Kong d’Amico Rome d’Amico Ship. It. 

Medi Valencia d’Amico Rome d’Amico Ship. It. 

Cielo di San Francisco d’Amico Rome d’Amico Ship. It. 

Cielo di Dublino d’Amico Rome d’Amico Ship. It. 

Cielo di Rabat  ACGI International  d’Amico Dry Maroc Sarl 

VESSEL DOC Holder 

Pacific Duchess Ishima 

Pacifice Marchioness Ishima 

Alpine Hibiscus Ishima 

Talia Ishima 

Maersk Mizushima Ishima 

Nord Sakura Ishima 

Alphine Mary Ishima 

High Current Ishima 

Lentikia Ishima 

High Sun Ishima 

Giulia I Ishima 

Alphine Maria Ishima 

M/S Hamburg ACGI 

VESSEL DOC Holder Owner 

Glenda Megan Ishima Glenda Int. Ship 

Glenda Meredith Ishima Glenda Int. Ship 

Glenda Melanie Ishima Glenda Int. Ship 

Glenda Melody Ishima Glenda Int. Ship 

Glenda Meryl Ishima Glenda Int. Ship 

Glenda Melissa Ishima Glenda Int. Ship 

DACC Egeo  Ishima DACC Mgt d.a.c 

DACC Tirreno Ishima DACC Mgt d.a.c 

DACC  Adriatico Ishima DACC Mgt d.a.c 

High Efficiency Ishima DM 

High Strength Ishima DM 

Total OWNED: 53 

Total THIRD PARTY: 13 

Total JOINT VENTURE: 11 

JOINT VENTURE: 
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Corso d'Italia 35/b 

00198 Rome Italy 

Tel.: +39 06 845611 

 

DPA e-mail address: taiano.s@damicoship.com 

d'Amico Società di Navigazione S.p.A 

6 Battery Road #34– 01 

049909 Singapore  

Tel.: +39 6586 0880 

 

DPA e-mail address: leboffe.s@ishimaship.com 

Ishima Pte Ltd  

 Editor’s Contact: lighthouse@damicoship.com  Phone: +39 06 8456 1480 

ALL RIGHT RESERVED 

ONE FAMILY, ONE COMPANY, ONE GROUP, 

ONE TEAM. 

Thanks to the collaboration by: 



VERY IMPORTANT: 

REMEMBER  

REPORT ANY NON COMPLIANCE TO YOUR DPA OR  

ANONYMOUSLY TO:  

 

HOTLINE: +39 068411567 

 

Online:       http://noncompliance.damicofleet.com/1957  

           (For d’Amico Società di Navigazione Vessel) 

               http://noncompliance.ishimafleet.com/1957 

 (For Ishima Ship Management Vessel) 

 

By Email to:        noncompliance@damicoship.com 

        noncompliance@ishimaship.com 

 

WHENEVER YOU ARE IN DOUBT CALL YOUR DPA FOR ASSISTANCE: 

 

Com.te Taiano:  taiano.s@damicoship.com 

                             +39 3357700256 

Com.te Leboffe: leboffe.s@ishimaship.com 

                              + 65 96796281 

 

 

mailto:noncompliance@damicoship.com
mailto:noncompliance@ishimaship.com

