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Focus on Oil Water Separator:  

M
r M

a
ssim

o
 

 R
itt

o
re 

The aim of this article is to recall somehow what has been discussed during the last annual meeting Masters 
and Chief Engineers held in Italy last November with particular attention to the “hot spot case” highlighted. 
For everyone benefit a little preamble is necessary: 
The purpose to have on board an oily water separator (OWS) is to separate oil and other contaminants that 
could be harmful for the oceans. The International Maritime Organization (IMO) publishes regulations 
through the Marine Environment Protection Committee (MEPC).  
Every ship in order to be in line with the international regulation must comply with the International Conven-
tion for the Prevention of Pollution from Ships, 1973 as amended by the Protocol of 1978 (i.e.: MARPOL) and 
therefore must be provided with a valid International Oil Pollution Prevention Certificate and its Supplement 
(i.e.: IOPP). 
The “hot spot case” above mentioned was regarding following PSC outcome: 

Above was unfortunately showing an apparent lack of knowledge and familiarization with the equipment in 
all rank. Anyway the recommendation was dealt with thanks to the fact that Oil Record Book and Daily 
Sounding Log (G-019) were properly filled and consistent together. 
 
OWS & OCM: 
During the years, various circular and recommendation have been issued 
dealing with the equipment for the control of oil discharge from machinery 
space bilges.  
If you need to know under which regulation your equipment has been de-
signed and tested you must look at what is checked into the IOPP Supple-
ment (paragraph 2.) where you will be able to retrieve such information.  
Those informations are supposed to match with what is express into equip-
ment’s label and equipment manufacture’s certificate. 
All OWS equipment, disregarding their manufacturing date, can separate oil 
and water, doing this automatically, and producing clean water (containing 
no more than 15 parts per million oil) for overboard discharge.  
OWS equipment is approved by testing it with specific cocktails of mixed oil 
(marine residual fuel / marine distillate) and water.  
 

https://en.wikipedia.org/wiki/International_Maritime_Organization
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Focus on Oil Water Separator:  

The testing fluid become more sophisticated under last issued Resolution MEPC 107(49) which applies to all 
newly vessels.  
There, a new fluid type for factory testing of the equipment has been add (containing at least 3,000 ppm of 
emulsified oil and 100 PPM of solids).  
This has ensured a higher grade of workability and efficiency of the OWS of the latest generation.  
An important part of the OWS equipment is the tamper-proof Oil Content Meter (i.e.: OCM) whose task is to 
measure the oil content of the effluent and give alarm and signal to stop the overboard discharge as soon as 
the limit is overtaken.  
The Resolution MEPC.107(49) paragraph 4.2.9 requires that the OCM is capable of recording the status of the 
15ppm bilge alarm, date and time, and the operating status of the OWS.  
The recording device shall also store data for at least 18 months and should be able to display or print a rec-
ord for official inspections as required. 
Therefore it worth to highlight that the Resolution MEPC.107(49) introduces the recording device;  
and how to manage the data logger? 

 
 
 
 
 
 
 
 
 
 
This is usually quite simple and ship personnel 
starting from Chief Engineer, anyone supposed to 
deal with the use of the equipment must familiar-
ize with the data logger menu.  
How to use it is explained in the specific equip-
ment work instruction from maker’s drawing and 
often looks like a logic flow chart (hereby find an 
example). 
It worth to highlight also the internal clocks for 
many of these equipment OCM are factory set 
under GMT, that is why it is important recording 
the activity in Oil Record Book (i.e.: ORB) specify-
ing the which time is referred. 
Moreover, it could be the case of OCM both ap-
proved under the same Resolution (i.e.: 

MEPC.107(49)) do not have the same arrangement to retrieve the historical data.  
This is because the Resolution does not specifically address the method, it does only instruct to make the data 
available.  

That is why we can have OCM 
with download data port or 
memory card but in both cases 
specific driver software (and ca-
bles as applicable) is required to 
analyze data.  
This is in maker’ and PSC officer’s 
hands. 

http://www.imo.org/blast/blastDataHelper.asp?data_id=15710&filename=107(49).pdf
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Focus on Oil Water Separator:  

Therefore referring again to the PSC case above mentioned please note how much is important to be familiar 

with those equipment, which are regularly inspected and tested by authorities and not only. 

 

Do & do not: 

The following operational factors to be considered which affect the OWS performance and proper recording: 

  

    The OWS overboard manual discharge valve is to be kept locked / sealed. The  sealing arr’nt of the flanges 

downstream line to overboard is duly updated and in master’s safe according the form E-006; 

    The overboard valve numbered seal to be recorded in the ORB under code I and consistent with the form 

E-006; 

    When the OWS is set up for operation, all parameters should be checked thoroughly. Generally, this in-

cludes flushing the OWS and gradual inclusion of the bilge well line or the bilge tank line flow to the OWS; 

    During flushing procedures, the OCM should be checked to make sure that indicated figures are correct;  

    Upon decision to operate the OWS, the start up time should be noted and the position of the vessel 

should be checked.  

Once OWS operation is completed, the end time should be marked and the discharged amount water mix-

ture should be recorded in the ORB: 

    Ensure optimal use of chemicals; 

    Whenever a back flush is suggested by the manufacturer, it should be done as per the recommended fre-

quency; 

    Frequent cleaning of sensors; 

    Ensure proper maintenance and operating procedures in a step by step manner, 

    Whenever primary bilge tank is provided, it should be used properly and not bypassed as the effectiveness 

of the OWS is increased; 

    Keep checking the back pressure of the coalescers and clean or renew same whenever required; 

    Periodic cleaning of the OWS to be performed by removing any water scale, dust, bacteria from the inter-

nal faces; 

    Do not avoid maintenance routines on the bilge pump; 

    The outlet pipe of the OWS (between OWS and overboard valve, from flange to flange) should be opened 

up for routine checking and this opening must be recorded in ORB, Engine log book, form E-006.  
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Focus on Oil Water Separator:  

We do like to be prepared for PSC inspection: 

 Ensure that the seafarers in charge are aware of the OWS operation procedures; 

 No heavy corrosion, holes exist on the outer casing; 

 Operation of valves in good order; 

 Oil Record Book entries in order; 

 Pressure gauges in good order; 

 Sampling test for filtered water from test cock is taken; 

 OCM operates satisfactorily; 

 Alarm functions properly;  

 Automatic stopping device is in good order; 

 Ensure no oil or dirty inside the discharge pipe;  

 The discharge pipe is not wasted; 

 No by-pass fittings;  

 The inspector may also ask the crew to obtain a sample of the OWS effluent in a clean tank/container. 

The sample should be similar in appearance to the outlet flow from the OCM and should have no visi-

ble oil sheen; 

 The PSC Officer may also inspect that all the valves of the piping system operate satisfactorily and that 

there is no oil trace in the pipes which are connected to the OWS;  

 With regards to the OCM and the 15 ppm alarm, the inspector shall identify that the system operates 

satisfactorily, the alarm functions properly and that the automatic stopping devise with the 15ppm – 

alarm arrangement is working smoothly at all times.  
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on the by 

M
r G

iu
sep

p
e  

P
a

vo
n

celli 
The key issue for any master when ship and shore do not 
match when cargo, is decide whether he can 

an honest bill of lading. An honest of lading is one that 
not deceive the receiver into that he is getting 

something that the ship, in  fact,  is  not  able o deliver.  
The vital decision for the master to take, therefore, when faced 
with a discrepancy between ship and shore is to decide 
whether that discrepancy is within an acceptable margin.  
If it is within an acceptable then either of the figures 
could be correct. It not, therefore, be dis-
honest to use the shore figure if compelled to do so.  
By contrast, to issue a of lading with a figure which a master knows to be false, or where the mas-
ter has no belief in its truth, or where he has simply decided to make no effort at all to check its accuracy, 
would be to a bill. 

What is an acceptable margin will vary according the facts and of each loading.   
There is  no  universal margin  acceptable  for  all  cases.  
Customarily, it is said that  if  on comparison of  shore and  ship  figures there is  a discrepancy of more 
than 0.3%, then this needs to be investigated. It is important to remember that the only 
are those applicable at the load port.   
Whilst there often be a difference between ship figures from load port  to  discharge port  (the Insti-
tute of now the that this may be the region of 0.2%), and while 
other cargo will lose volume or weight the course of a due to rise to discus-
sions about "customary allowance" or acceptable "in- transit there is no for using these 
give on what may be an acceptable margin at the load 

If, on an objective of the figures (helped by the rule-of-thumb above) the discrepancy is within 
an acceptable margin, then the owners' position should be straightforward. 

of course, owners should try to get: 
 The ship's shown on the bill; or 
 Both shown on the bill. 
If is acceptable to the shipper likely to be the case), then there is nothing wrong the  shore 
figure being shown  on  the  bill of in particular 
 The owner preserve his right to an indemnity from the shipper (or if the shore figure 

is inaccurate below)  
 The owner retain P&I cover on the basis that he has not included an “incorrect” description of 

the cargo. (see below). 
In any event, the  owner should try  include on the bills of lading any or all of the phrases 
"weight...(etc) ...unknown", "said be", figures" or any of the phrases which appear 
on many standard bills of lading.  

to be sure of evidencing the care that to issue a where there is a known discrepancy, 
is useful also to issue a letter recording all of the steps taken by owners, and recording  that  Own-
ers  consider  the discrepancy  to   fall   within   an   acceptable margin,   owners   nevertheless   rely   up-
on shippers' guarantee and in respect of the figures they have 
(This is in accordance with the Hague Rules – see below). 

Where  the  discrepancy  does  not  within  an acceptable then: 
 The master should give notice that he is willing to issue a bill of lading showing the ship's 

figure and that the ship is ready to sail, but if that is not acceptable, then; 
  for a of the shore and a joint of the ship's figures.  
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This may lead to a reduction in  the  within the 
acceptable margin, whereupon paragraph 8  above can be  followed.  
If the discrepancy continues to fall outside the acceptable 
then the master should: 
 on ship's or if rejected 
 Insist that the bill of lading contains both ship and/or shore 

or if  
 Refuse to  sign until an acceptable figure has been identified 

and agreed.  (In accordance to  the proviso to Article 3 3 
of the Hague – see below). 

 Sail and the matter to be debated the ship makes it way to the discharge ports.  
On a cautionary note, however, it is m nt that before the ship sails, opportunity has been given   
to shippers, charterers and independent surveyors to check or verify the ship's  measurements and to  
take their own, and that all such steps or offers to are recorded in written notices. 
 If not allowed to sail, record this in a suitable Letter of Protest. 
 Do not sign a bill of lading with a figure which is not true or not credible.  
If such a bill of is signed, a Letter of Protest recording that the figure in the of lading is not a true or 
credible will not provide protection. 

Throughout the process at 8 or 9 above, it is that a clear record is maintained documentary 
form (and the assistance of correspondents and of all steps taken by the ship, meas-
urements and calculations, and any other  factors  relevant to  any  potential  disputes between Owners,    
Charterers,   Shippers    and Receivers.    

particular, the event of disputed quantities at load port an independent surveyor should be appoint-
ed to all and calculation at an early stage. 

There is a widespread practice of using Letters of Protest to record between and 
shore figures, suspected presence of water content etc... This is a useful way of recording the difference 
between ship and shore figures when they are within the acceptable margin and   reinforces  the   process 
recommended above. However, the  use  of  Letters  of  Protest  can  be counterproductive for owners in 
circumstances where the outside the margin.  
Typically, such a situation, the master issues the of lading with the shore and then subse-
quently issues a Letter of Protest stating what he to be the correct (ship's) figure.  

with this is twofold: 
 It clearly evidences a on the part of the master that the bill of lading figure is wrong.   
It therefore suggests that it is a bill of that he should not signed. 
 It  also  does  little  to  assist  the  shipowners’ defence against the receivers.  
The receiver has not seen the Letter of Protest, he has only seen the bill of lading.   
The bill of lading states that a higher figure was shipped.   
The shipowner is not in a position to deny that figure (see the evidence rule at Article 3 Rule 4 
of – see below). 

Similarly, Letters  of  Indemnity  are  fraught  with difficulty.   
If the of contains a which the master does not to be true, then that bill of 

deceive the receiver.  
A  letter  of indemnity promising to  indemnify the  Owners for issuing such a bill, would usually be unen-
forceable. Hamburg Rules opens the door ajar for such  a  letter  at  Article 17.3  but  remains 

problematic). 

English law does allow a denial by the master that he is any of the stated in the of lad-
ing. The use of the such as "weight, which appears in many printed forms of 
bills of lading is very helpful to an owner wherever any claim is brought under English law.  
For that reason, those words, should therefore always be your standard bill of lading.  

on the by 
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on the by 

Other words such as or "said to be" 
are probably of effect, but they no 
harm.  They will not, however, help where the 

in a bill of is wrong. 

to sign a of is a drastic step.
points should be not

Refusal to sign does not mean that the vessel 
should not sail as soon as possible after comple-
tion  of  loading and  completion  of  meas-
urements, (and re-measurements where 
for).
Refusal to sign is permitted under the Hague, and Hamburg Rules.

to sign may bring pressure to bear on the shipper.  The shipper will usually have a  
letter of  credit  expiry date  to  meet.  There is thus some pressure on the shipper get a and 
an owner his ground can sometimes drive the shipper to accept one of the options at 9 

above. Furthermore, courts and arbitrators have always been quick to support Owners who 
take a stand to insert an accurate figure the face of a shipper who is a 
figure.
Whilst a refusal to  sign a bill of lading is, of course, a serious step and is the last thing that an 
owner will wish to do in terms of relations, the attempt to avoid the 
problem at the load port by issuing a  with  too  high  a  figure will, of course, come back to  
bite the owner at the discharge port. It is in a shipper’s interest obtain a with a high shore 
figure and it is also in a dishonest shipper’s interest that so that he makes a 
"turn" on the cargo on each occasion. As soon as the shipper has procured such a of lading, the 
question of  delivery of  the quantity recorded becomes the owner’s problem, often without the 
support of its ub.

A shipper will often argue that the ship's insistence on the ship's or of both ship 
and shore figures in the of lading, is going to be to the letter of credit transaction.  
As to this, it is possibly correct that there may be a problem here for the letter of credit transaction.  
If two figures are inserted in the bill of but the commercial invoice and other documents show only 
one figure is then there be a discrepancy between the documents and this might lead a 
rejection.  
However, the shippers’ argument that insisting on a lower ship's  figure likely to  take the quantity 
outside that contemplated by the letter of credit is weak, and even it does, the parties to  the  sale con-
tract  and  their bankers have ways  of  easily and  quickly  resolving these problems.  
In UCP 600 standard practice for documentary credit tr expressly states that 
(absent more stringent express a tolerance of 5% either side of the letter of figure be 
acceptable.   
So if the sale contract and supporting letter of credit anticipate the shipment of 100,000 mt, a bill of lading 
ranging between 95,000  and 105,000 will  usually be  an  acceptable  document  enable the credit 
transaction to proceed. Indeed, frequently the contract and the supporting letter of credit allow a 10% 
margin side on bulk cargoes.  
Even where the UCP (5%) or other (e.g. 10%) L/C margin is exceeded, it is still very easy for the sellers and 
the buyers and their banks o agree  to  an  ad-hoc  arrangement accepting documents even though they 
fall outside the quantity, and payment of an  amended amount  in  order  for  the  
credit transaction to proceed.      
These o take hours, or at worst days, and it be extremely unusual for a shipown-
er to jeopardise an entire sale and credit by on his own figure.  
This is useful background information because it does bolster an owner’s option of standing firm, should 
the need arise, where figures are discrepant. 
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on the by 

and will apply to most shipments, often fea-
ture in and, of course, their principles form one of the founda-
tions of cover. The Hague and Hague-Visby Rules recognize that  there is 
such a thing as an acceptable margin; or to put it another way, an accepta-
ble of inaccuracy.  
Hague-Visby Rules Article 3 Rule 3 requires a shipowner on demand to 
a of which both the of the apparent  good  
order  and  condition  of  the cargo, and a description as to quantities.  
Unlike the placed on the master with regard to good order and 
condition (where it is he who must determine its apparent condition) it is the 
shipper who must the figure that is inserted the bill.     
Furthermore, he the accuracy of that figure.  (Article3 5).  
Thus, the Hague-Visby contemplate the shipper the figures; 
and where the cargo is a cargo, commonsense would suggest that 
the only he can supply is the shore figure.

Rules goes on at 3 Rule 5 to say that the shipper will the carrier against any 
loss arising or resulting from in the figures supplied. Thus the Rules contemplate 
that the shore figures might be inaccurate but that they may be in the of lading.  
The question then is what degree of is contemplated as being acceptable.    
The answer in the proviso to Article 3 Rule 3 of the Rules provides that the master is 
not bound to put a figure the bill of lading he has ground for suspecting not  accurately 
to  represent the goods actually or which he has no of checking”.  
What the Hague-Visby Rules contemplates is that the master carry out a check.    
If he cannot check the figure seems he should follow the procedure at paragraph 9.  
If he can check, he is to use that as a benchmark for assessing the reasonable accuracy (or truthfulness) of 
the ppe figures. the master has no means of checking with any precise accuracy the 
shore figure, nor the shore mechanisms for measurement.  
What he does have is own tools onboard the ship, draft survey, ullaging, etc which enable him to form 
a rough view of the that has come onboard.  
He is then o compare that rough view with a figure proffered by the shipper, and see what is the difference. 
Depending on whether that difference is within or outside normal measurement error, then he can follow 
the procedure described above. it should be noted that is inserted the bill of 
will be treated as of what was so far as any of the cargo is concerned.  
The has bought the of lading reliance upon the figures stated in it, and the shipowner cannot 

try to argue or produce evidence (e.g. a Letter of Protest) that the figure was incorrect.  
3 4). 

For reasons of mutuality, P&I cover assumes that members carry on the terms of the Hague or 
Rules and follow proper practice in their handling of bills of lading.    

Usually, Club’s Rules provide that no claim on the Club be allowed for out of a bill of lad-
ing issued the knowledge of the member or master with an incorrect description of the cargo or  its  
quantity or  condition.     
In this context,  the may be useful: 
 Issuing a  bill  where  there  is  a  discrepancy between ship and shore figures an acceptable 

margin not prejudice cover. It is not a incorrect description. 
 An acceptable margin will vary from case case.  The 0.3% margin typically attributable VEF is 

not a safe figure, but it is a good starting point. 
 Issuing a bill of lading with a figure which is not true or is  not  credible may  prejudice cover for 

claims out of the use of such a figure.   
 This of a letter of protest in such is to be counterproductive. 
 The option of to sign a bill is to attract support and from Club, courts 

and arbitrator. 
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Until 1st June 2015, Irish company law was scattered across numerous pieces of legislation and case law.  
It was consolidated in 1963 and previously in 1908.  
This new extensive piece of legislation that is the Companies Act (Ireland) 2014 (the “2014 Act”) now in force 
has consolidated every piece of existing legislation (except for EU derives securities law) into one statute in 
order to streamline the laws governing Companies.  
The 2014 Act also seeks to codify the protection of shareholders and creditors 
as well as the codification of certain common law duties such as directors’ du-
ties.  
For the purpose of this article, we have focused on corporate governance. 
Corporate governance is all about creating a system by which corporations are 
directed and controlled with the intention of monitoring the actions of manage-
ment and directors, and protecting the interests of stakeholders, particularly 
shareholders.  
It goes right down to internal communication lines within an organisation and 
all the way up to the ultimate liability for the actions of the Company itself.  
The obvious example of corporate governance in action is the Articles of Associ-
ation of a Company and to some extent, the 2014 Act has had an impact on the 
main governance document which is at the centre of the life of a Company. 
At d’Amico, we have put ourselves at the forefront of these new changes and have been attending many in-
dustry discussions regarding this law reform in an attempt to stay ahead of the changes and their practical 
implementation. 
A transition period has been put into place from 1st June 2015 to 1st June 2016. 
All the Irish d’Amico companies will have to have taken action by the deadline or they will run the risk of be-
ing automatically categorised one type of legal entity which may not be the most suitable.  
For the purpose of this reform, two company formats out of the eight proposed categories were the most 
relevant to the Irish entities of the d’Amico Group: the Limited Company type (LTD) and the Designated Activ-
ity Company type (d.a.c.). 
 
 
NEW COMPANY TYPES: PRIVATE LIMITED COMPANY (“LTD”) vs DESIGNATED ACTIVITY COMPANY (“d.a.c.”) 
 
1. The Private Limited Company (“LTD”) 
 
 Creation of a “new-form constitution”: the single document 

new form constitution will consist of the deletion of the 
Memorandum of Association which can be adopted by the 
Director by way of resolution or by the Shareholders of the 
Company by Special Resolution; 

 Abolition of the objects clauses = unlimited corporate capaci-
ty; 

 Single director possible; 
 No requirement to hold an Annual General Meeting (AGM) 

and no obligation to state an authorised share capital; 
 The name of the company will not change after its registra-

tion as a “LTD” and the suffix “Limited” or “Ltd” will remain; 
 The procedural changes mostly concern the “LTD”s; 
 It is not recommended that joint ventures become “LTD”s. 
 
 
 

SIGNIFICANT CHANGES TO THE EXISTING COMPANIES LAWS IN IRELAND. 

THE COMPANIES ACT (IRELAND) 2014 
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SIGNIFICANT CHANGES TO THE EXISTING COMPANIES LAWS IN IRELAND. 

2. The Designated Activity Company (“d.a.c.”) 
 
 No substantial changes to its current format of private limited company as is the case for the Irish 

d’Amico companies; 
 objects clause and stated authorised share capital to remain; 
 A “d.a.c.” can only dispense with AGMs if this is provided for in its constitution; 
 The new requirement for the name of the company to end with “d.a.c.” is mandatory. However, while 

it is not possible to waive the use of the suffix “d.a.c.”, it is nonetheless possible to register a business 
name for the company to trade under and which will not contain the “d.a.c.” initials; 

 A “d.a.c.” will be suitable to companies who wish to have an objects clause such as Joint ventures and 
operating companies; 

 If the Company has elected to become a “d.a.c.”, one must note it will have to ensure that the follow-
ing items are amended to reflect the new name of the Company: 

 
 company seal; 
 Shipbuilding contracts and related documents; 
 Intra-group contracts; 
 Time Charter Parties; 
 share certificates; 
 registers (including registers in other countries); 
 Stationary; 
 Logo; 
 website, etc.  
 
 
PRACTICAL APPLICATIONS: 
The nature of each Irish d’Amico company has been determined on a case by case basis and the Legal De-
partment together with the Board of Directors of each of the Irish Companies, have welcomed the changes 
and adopted the following solutions: 
 
 The joint venture companies; i.e. Glenda International Shipping Limited, DM Shipping Limited, Mida 

Maritime Company Limited and dACC Maritime Company Limited became “d.a.c.” and the operating 
companies i.e. d’Amico Dry Limited, d’Amico Tankers Limited and d’Amico Finance Limited, are to be-
come “d.a.c”. In spite of a small amendment in the name of the Company, the disruption to the work-
ing relation ships with our counterparts or third parties such as foreign banks will remain minimal as 
the structure will remain the same as the existing one. 

 
 The Pool Management companies, i.e. High Pool Tankers Limited, Glenda International Management 

Limited, High Pool Tankers Limited and Medi Supra Pool Management Limited, are to become “LTD”s 
in order to broaden their capacity if so required. 

  
 
The Legal Department and all other Departments of the 
Group are working together to ensure the timely imple-
mentation of this new legalisation which provides a 
legal environment more conducive to modern compa-
nies and modern business practice.  

THE COMPANIES ACT (IRELAND) 2014 
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Safety News: Fatal accident onboard during cargo hold cleansing. 

A sailor on board a Hong Kong registered ship sustained fatal injuries to his 
head after falling down from the top of a hopper plate to the bottom of cargo 
hold. 
When a Hong Kong registered bulk carrier vessel was sailing at sea, crew mem-
bers were assigned to cleanse the cargo holds including the upper part of the 
side shell in order to prepare the cargo holds for loading grain cargo.  
In order to cleanse the upper part of the side shell, crew members had to climb 
a portable aluminum ladder to reach the top of the hopper plate to continue to 
climb a fixed vertical ladder so as to reach the upper part of the side shell. 
At the time of the accident, a crew member climbed back to the top of the hopper plate (about 4 meters 
high above the bottom of cargo hold) after he had finished his work.  
Suddenly, he slipped on the hopper plate towards the bottom of the cargo hold and further slid about three 
meters on the bottom surface before stopping.  
His safety helmet had flown off and his head knocked against the bottom of the cargo hold while falling 
down. He was declared dead on board the vessel. 
Investigation into the accident revealed the main contributing factors as follows: 
 
The deceased did not anchor his safety belt to any strong point when he was staying at the top of the hop-
per plate; 
 
The deceased lost his balance and slipped while staying at the top of the hopper plate which was an    acu-
tely incli ning surface and probably was wetted by washing water during cargo hold cleansing; 
 
The deceased safety helmet had flown off and his head knocked against the bottom of the cargo hold while 
falling down;  
 
No senior officers were there to supervise the operation. 

Lessons learnt: It is important that crew members on board ships should be aware of the danger of staying 
at the top of hopper plates inside cargo holds, which are usually acutely inclining surface and probably 
wetted by washing water during cargo hold cleansing.  
Crew members should remain their alertness to avoid a slipping and should use safety belt at all time. 

From: Hong Kong Marine Dpt 

From:  World maritime news. 

Two men died and one is receiving hospital treatment for hy-
poxia in Shenzhen after reportedly succumbing to oxygen star-
vation in a tank of the China-flagged tanker Jin Wang You 9 on 
September 7, according to local media. 
Two crewmen of the 2,000 dwt tanker, anchored at the Port of 
Shenzhen, reportedly went to check up on one of their col-
leagues who was previously tasked with inspecting the fore-
peak tanker and did not return. 
After two of the crew members who went to check up on their 
colleague did not return either, another crewman called 
the Shenzhen Maritime Rescue Center. 
The rescue crews pulled out the three crewmen, one of whom was showing no signs of life, while the other 
two were rushed to a local hospital.  
Unfortunately, one of the men died while in hospital. 
The 1988-built Jin Wang You 9 was reportedly carrying aviation oil from Huizhou to Shenzhen. 
The Shenzhen Maritime Bureau has set up an investigation team to look into the causes of the accident. 

Safety News: Two Dead in Tank Inspection Accident in Shenzhen. 

http://www.eworldship.com/html/2015/OperatingShip_0908/106341.html
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…..The High Performance ’s winter Canada water….. 
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Crew Management: Mentoring at Sea. 

I would like to start with a simple question:  
 

Who is a mentor?  
Then, what qualifications do you think are required to be a mentor?  

 
Mentoring is a work-related partnership between two people, which gives them the opportunity to share their 
professional and personal skills and experiences, and discuss career aspiration.  
Typically, mentoring takes place between a more experienced and less experienced person.  
It is an informal relationship, that can last for as long as the person being mentored wishes; communication 
with the mentor can take place as and when guidance or support is required.  
Then, with this meaning  a Mentor could be you, Master, Mate, Chief Engineer, Second, Bosun, Superinten-
dent, Shore Manager – in fact anybody who will share a piece of knowledge or experience could be considered 
a mentor.  
I would like to invite you now to take a few minutes out of you busy schedule and reflect holistically on your 
career to date and, in particular, how you have got where you are now.   
Is there anyone that stands out as a mentor?  
I’ll bet there is, and that you can remember their name and probably the occasion on which they passed cer-
tain vital pieces of experiential knowledge that have stayed with you throughout your professional career to 
date.   
For sure, those people have:  
 
Provided to you directions, guidance and support as required on your assigned activities and tasks;  
Recognized strength and weakness and work with you to identify opportunities and methods to maximize 

strengths and improve weak area; 

Demonstrated skills and give you feedback and reassurance while you practices new skills. 
 
Well, all above are in fact the main actions of a mentor.  
In addition, you have experienced in him very good listening skills, together with the ability to deliver honest 
feedback.  
 
Very Important:   
The strategic power of any mentor dialogue lies primarily in the mentor ability to ask the right questions.  
 
The value and importance of on board mentoring & the need of it. 
If we consider for a moment the operation of a vessel as a whole, we immediately understand how much any 
seafarer has to learn to become successful professional.  
Can a seafarer learn all these in a classroom or in a training center?  
Even with the highly sophisticated simulators available in today’s education and training establishments, much 
has still to be “taught” or better experienced on board to supplement the foundation of knowledge obtained 
ashore.  
As company, we believe that in addition to our present training scheme, we need a system of mentoring (on 
board) that allows you to gain sufficient experiential knowledge to perform with competence your duties.   
It is a fact that, about three-quarters of our skill base is learnt from experience.  
And If experiential knowledge is not transferred from officer to officer, from senior to junior officers, the lack 
of sharing of knowledge could be a contributory factor in marine accidents.  
What has become abundantly apparent in the maritime industry today is the integral role of the Human Ele-
ment either as a root cause or significant contributory factor of incidents at sea.  
Consideration is required of behaviors, culture, our habits, attitudes, beliefs, willingness and our expectations 
in order to further positively impact incident statistics. 
Never forget that Learning is a lifelong experience. 

Crew Department 
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Sometime barriers are there that prevent this transfer of knowledge:   
Mixed nationality crews and staffing reduced compared to years ago, some of those who would once have 
been willing to offer professional guidance to trainees no longer have the desire or opportunity to do.  
This may be because of language problems, sometime lack of empathy, a lack of confidence or experience, or 
shortage of time.  
You may therefore find it difficult to discuss job-related issues or 
career aspirations with anyone onboard.  
We must remove barriers that prevent them making call and ask 
for support for fear of being seen as incompetence.  
Ensuring that they always receive an appropriate response will go 
a long way to building a trusting relationship between ship and 
shore. 
Good professional relation and removal of the barrier of fear of 
reaction, lead to removal of any possible hesitation in calling you for advice.  
One important key here is being consistent and expectations shared.  
This allow the crew to know exactly what are the master and chief engineer’s expectations.  
Trust can come immediately or it can develop overtime as trust grows between people, however it remains 
an essential component of the development of the mentor and crew relationship. 
However, mentoring can have a significant effect on Team Building as it leads to confidence and trust be-
tween individuals as they come to understand others’ capabilities and needs.  
It is excellent at breaking down barriers between individuals, and this leads in turn to the cohesion of a 
stronger team.  
Social integration is of paramount importance. Crews are interdependent and rely on one another.  
Demands on Masters’ and senior officers’ time: 
The thing I can hear you say is “all this mentoring business is all very well, but how am I going to find time for 
it? I am also busy that I just don’t have time to sit and teach the officers what they should already know”.  
Often we hear that “Officers are struggling to keep their heads above the growing tide of responsibilities” and 
the additional paperwork they face because of the additional 
requirements that have been introduced in the last decade.  
We also consider the impact of the fatigue on mentoring.  
We understand at times during a voyage you are often so tired 
that take time out to show the third officer on more time how to 
carry out a relatively simple operation.  
Easier to do it yourself, do it properly and think to oneself that 
there is always tomorrow to show them again.  
However the opportunity for knowledge transfer has passed.  
But You don’t need to take time out to be a mentor if you incor-
porate it into your everyday duties.   
As Master try to spend some time with each of the watch keeping officers each day.  
You will probably already spend a significant amount of time with chief officer, but what about the other deck 
officers? Same the Chief Engineer for the Engine Room.  
They learn a lot from you over the time. 
Demand’s on officer’s attitude: 
On the other hand, mentoring can be made possible and effective if your attitude towards being guided and 
mentored is positive, if the attitude towards your duties is positive. 
Are you willing to learn? 
Do you do that bit extra, helping out even if your watch has finished? 
When you skills gap are identified, do you accept that, learn and move on? 
Do you enjoy life at sea and is it more than just a job to you? 
The list goes on but I think you know what I mean.  
There is no doubt that engaged and committed people that are motivated to increase the knowledge and 
skills might be simple to inculcate them with skills and knowledge they should have.  
Mentoring seems to work. 

Mentoring at Sea. 
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Mentoring: Structured approach: 
A structured approach should permeate through all onboard activities including: 

Preparation  

Execution  

De – briefing  

This sound very formal but it really does not have to be.  
Mentoring should be practiced at every opportunity as part of the procedure rather than an addition to it.  
The preparation could be as large as a job safety analysis, a toolbox talk, or the Master, chief officer, bosun or 
chief engineer taking the time required explaining what is expected to happen.  
While the job or task is underway, the mentor should try to point out to candidates important or interesting 
moments or better still, let them undertake the task under supervision.  
After the job or task has been completed, time should be allowed for questions, comments or opinion. 
On-the-job opportunity – Mentoring in action: 
As seafarers undertake knowledge transfer between ranks, you quickly develop a clearer understanding of the 
knowledge required to successfully fill also the next position on board a vessel.  
This leads to a far clearer picture of career progression.  
This may slow promotion a little but we do not believe that would be a bad thing.  
If promotions happen very quickly, then you do not have the time to experience your knowledge or in other 
words, to put your knowledge to practical use before you are moved one ring up the career ladder.  
If you are not in a rank long enough to “experience or expand your knowledge” to your knowledge base suffi-
ciently with experiential learning then once moved on to the next rank you have lost a great opportunity to be 
confident enough once you reach the management level.  
As third officer for instance, you are delegated officer for checking and maintenance of Safety equipment, 
safety drills and tests.  
However, you know, if you do not get sufficient experience and knowledge from the operational side, it will 
become a huge gap when you become Chief Officer in charge (Ship Safety Officer).  
Meanwhile give yourself the opportunity to understudy the responsibility 
of the Chief Officer in terms of compliance with company’s safety and 
environment protection policy, identification of risks and hazards, ect. 
To put things into a more practical and starting from the Cadets, let them 
rotate with all the OOW with a change on a monthly basis.  
Encourage the third officer to prepare a passage plan under the guidance 
of the second officer.  
Allow the second officer to prepare a cargo loading (or discharge) plan 
under the guidance of the chief officer.  
Officers have always understudy the next above to get to a position 
where they were competent and experienced enough to perform the function.  
This is what we also encourage through the dedicated form implemented some time ago SQE/Form - CRW – 
010a and b, “Guidance to check promotional capabilities of junior deck officers understudy the above rank” to 
be used as guidelines. 
Allow the Third officer, upon completion of a training period and under close supervision of the second officer 
to makes the correction to ECDIS.  
Remember, they already come on board with training done on specific ECDIS. 
To the Master, allow the Chief Officer to understudy you in particular on Maneuvering in Port / Mooring – Un-
mooring.  
Verify that clear instructions are given at all times and a correct communication is maintained always between 
Forward, Bridge and Aft. 
Engine staff, CE and 2E,  spend time with the engineers and cadets to elaborate the details of “why” the moni-
toring or maintenance of any  particular machineries are being carried out rather than only directing /guiding 
the way in which the job needs to be carried out.  
 

Mentoring at Sea. 
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This would help to be build up the analysing & troubleshooting skills.  
The CE to encourage and guide the subordinate engineers to 
participate in the job planning and decision-making processes 
of the higher ranks.  
In particular usage of pollution prevention and Safety of Life 
at Sea equipment operations should be shared among all en-
gineering including engine cadet. 
And…. 
During the visits on board the marine and technical superin-
tendents need to extend their sharing of information and 
views beyond the management rank and participate in two 
exchange of ideas, reinforcing the significance and the role of 
the ship staff in the development of the organisation as a whole. 
Well, we come at the end.  
Developing a culture of mentoring, is what the d’Amico Group to promulgate.  
Encourage mentoring at every opportunity, restoring or creating a system of transferring experiential 
knowledge that is – as mentioned – as old as the seafarer itself.  
Learning is a lifelong occupation. 

Mentoring at Sea. 
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Safety News: USCG Talks Tough - Ship Detentions. From: USCG Annual Report 2014  

In their recent published Annual Report 2014 Top US Coast Guard official says 
there will be no let-up in the battle to end ship-sourced waste-oil pollution and 
ISM Code deficiencies, with even tougher inspection procedures on the way.  
The safety performance of ships calling at US ports appears to be deteriorating, 
according to the latest figures, but the US Coast Guard (USCG) says it is because 
its inspectors and inspections are getting better. 
The USCG says it has improved inspection procedures and they are set to be 
tightened even further in the near future. 
According to the USCG annual report for 2014, the detention rate is on its way 
up, contrary to the trend at the other main port-state-control (PSC) regions of 
Paris and Tokyo where detentions are down.  
Detentions reached an all-time low in the US in 2013 at 1.11% of ships inspec-
ted but increased last year to 1.13%.   
That rise was also based on a lower number of inspections over recent years from 10,129 in 2011 to 9,232 last 
year. Rear Admiral Paul F Thomas, assistant commandant for prevention policy at the USCG, writing in the 
annual report, said: “What is concerning is that while conducting the lowest number of safety exams, the 
number of detentions for environmental protection and safety-related deficiencies has slowly increased in 
the last four years.  
Our detentions went from 97 in 2011 to 143 in 2014.   
Also concerning is that despite a 5% decrease in ship visits from 2013, the percentage of detentions has risen 
by about 15% over that same time period.” 
However, Thomas adds, the development is partly due to improvements the USCG is making in its inspection 
regime. He says PSC inspectors have had to adjust to the changing nature of the shipping industry and further 
upgrades are planned.  
“I attribute these increases to our renewed efforts in marine-inspector training programmes and more em-
phasis on recognizing when deficiencies indicate a substandard condition that merits a detention,” he said. 
“In today’s global economy, this trend supports the need for continued PSC initiatives.   
As we move forward, we will continue to study these trends, analyze our data and modify our training initiati-
ves and PSC programme accordingly.” 
A key concern for owners has been the USCG’s strict policy on oily water separator (OWS) deficiencies, which 
have led to multimillion-dollar fines. Some owners have claimed that US inspectors are being overzealous in 
their bid to uncover environmental non-compliance. 
However, Thomas says that despite the heavy fines and widespread publicity, inspectors are still coming 
across cases of non-compliance with the International Maritime Organisation (IMO)’s MARPOL Annex I, under 
which oily water waste is covered.  
He says crews are still either bypassing OWS systems, not conducting proper maintenance or, in some cases, 
do not know how to operate the equipment.  
He says there will be no let-up in the USCG’s focus on MARPOL Annex I deficiencies.  
Thomas said: “We also found several vessels that failed to properly operate or conduct proper maintenance 
on the OWS.   
As we move forward, I will continue to look for owners, operators, crews, flags and class societies to make it a 
goal to eradicate such unsafe practices.   
I appreciate those vessel owners and operators who remain committed to fostering a culture of safety and 
security on their vessels, and I look forward to continued improvement in the future.” 
ISM deficiencies top list 
MARPOL Annex I non-compliance was the second-most common reason for detaining vessels last year.   
The most common was International Safety Management (ISM) Code defi-
ciencies.   Thomas says there are still instances of crews not knowing their 
own onboard safety procedure. 
“In most cases with ISM, it is clear that the master and crew were either 
not familiar with ISM requirements or failed altogether to properly conduct 
required maintenance of the ship’s equipment in accordance with the pro-
cedures in their system,” Thomas said. 
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With the first part of “my memoires” published in the previous edition of The Lighthouse, let’s continue the 
story of d’Amico Società di Navigazione - in the years 1954-1975 – the story so complex that in spite of cer-
tain efforts and all the good will, I admit, there may be some inaccuracies or oversights.  
As already reported in my article at that time the region of Sicily, striving to increase as much as possible its 
political and economic independence, introduced numerous initiatives addressed to companies of various 
sectors, provided they were Italian and based in Italy, that in return would get some particular conditions.   
Our office in Palermo, already fully operational, at that time coordinated its activities under the direct su-
pervision of the headquarters in Rome, in particular that of the Accounting Department (Head of Depart-
ment Mr. Spada) the Technical Department (Mr. Caforio), the Operations Department, and so on. 
The day-by-day communications were mainly via phone and it must be stated that in that period they were 
certainly not as immediate and prompt as they are today and in fact followed some particular connection 
protocol. 
Phone calls were divided in three categories:  
 A normal phone call – to be made only to recipients in a city where the telephone was installed; 

 An urgent and; 

 An extra urgent phone call – to all cities in Sicily and in Italy. 

In the case of a normal phone call the connection used to be established immediately while it was neces-
sary to wait even as many as 3-4 hours to get an urgent phone call (generally 40-50 minutes in the case of 
an extra urgent call).   
It was a real problem to work in those conditions in case of certain urgencies and matters of particular im-
portance.  
With the time passing the number of vessels registered in Palermo was in continuous growth and our Com-
pany, due to the overall tonnage  owned, was given maximum attention and consideration.  
The flagships of most importance were Tanker vessels: The Mirella d’Amico, The Mina d’Amico, The Cristi-
na d’Amico, The slightly smaller Giovannella d’Amico and The Linda Giovanna registered, however, in 
Rome that performed coastal voyages in Italy.  
Amongst Dry cargo vessels there were the Città di Salerno, The Paestum, The Maria Carla,  
The Maria Dolores, The Paolo d’Amico, The Cesare d’Amico (all of them built recently) as well as  
The Anna Maria d’Amico. 
It is nice to point out that The Linda Giovanna had a big, made of high quality wood lounge that evoked 
general admiration and astonishment because of its elegance, not so usual for that kind of vessels, with 
Masters and guests that jokingly used to make reservations to acquire her once she would be decommis-
sioned.…..  
At the same time, however, also the staff of our Palermo office had undergone some changes as far as the 
number of employees, who appeared to be: 
Claudio Perrini, the Head of Administration Department, relocated from the headquarters in Rome, an un-
forgettable colleague with whom we worked in perfect harmony, with great spirit of cooperation and unit-
ed by mutual esteem.  
I still can only think of him with a great affection.  
Annio Biancorosso, the Head of Crewing Department, co-Director of Administration Department.  
Considering I am talking about myself, surely I cannot go on describing my tasks, commitment and dili-
gence, but I strongly believe that being given the opportunity to prepare these articles can be seen as a 
sign of respect and positive appraisal of my actions and conduct.   
Ms. Lucia, regretfully I do not recall her surname, that dealt with all accounting related issues and gave sup-
port to me and Claudio Perrini.  
Also Mr. Peppino, an usher and our jack of all trades, together with his sister assisted us in day-to day tasks 
and jobs.  
I remember them with great fondness for their availability and I will dedicate to them some more lines due 
to their particular character and professional attitudes.   
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d’Amico from 1954—1975: 

The already mentioned increase in number of registered vessels resulted in enhanced contact with the Sicily 
Regional Authorities, the Tax Office, the Maritime Authorities, notaries, banks, etc.  
All documents  were sent to relevant offices in Rome for processing and once ready they were returned to us 
with pertinent instructions both in written and via phone.  
Unfortunately, neither myself not Mr. Perrini had extensive knowledge regarding accounting and administra-
tive issues, therefore at times we were not able to satisfy all the requests.   
At that point, the Owners, upon our request, decided to get the relevant Company executives to follow is-
sues of certain interest: commercial contracts, negotiations with banks, fiscal benefits, increase of corpora-
tion stock, tax exemptions, etc. and in fact Dr. Ciro, Mr. Spada, Dr. Antonio and Mr. Caforio stayed Palermo 
for a certain period of time.  
I remember that one day we went for a meeting at the District Office on invitation of an important officer.  
Once he saw us entering his office, he shouted:  
“My Godness! Mr. Biancorosso, I told you to come with the Owner and not the whole corporation.  
And now, where the hell can I get you accommodate??!!!!!. 
Having established firm contacts with offices of Local Administration, Banks, Maritime Office, etc. and found-
ed quite stable and strong bases of the branch office in Palermo, during a meeting with Dr. Ciro we were 
communicated that due to expected development of the Company in all its branches the following has been 
decided: 
Mr. Biancorosso to be relocated to Rome and man-
age together with Mr. Billia, already one of the direc-
tors, the Crewing Department, in particular issues 
related to contracts, movements of seafarers, 
onboard inspections, contacts with Local Maritime 
Office, the Ministry of Merchant Marine, trade un-
ions, etc. Mr. Billia, on the other hand, would follow 
accounting matters related to payrolls, taxes and 
dues, notifications to relevant authorities, revenue 
office included, etc.  for both ship and shore staff. 
It was of great surprise to all present at that meeting 
when Mr. Biancorosso, although expressing his grati-
tude for the proposal, declared he could not accept 
it.   
The immediate reaction of Dr. Ciro – absolutely not 
suitable for minors – will be presented in the next article.   
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10.  Best Practice: Bad and Good practice on board. Rome HSQE Department 

Incident statistics reveal that navigation related incidents in the year 2015 have exceeded the trend expe-
rienced by the industry in preceding years.  
In most cases, resources and tools that could have been utilised to avert such incidents were available. 
However, they were not effectively utilised by the bridge team.  
Based on analysis of such events, below findings have been observed:  
 
A.        Passage planning meeting does not encompass key aspects:  
 Step by step walk through of the entire passage including identification/mitigation of all possible 

hazards.  

 During all stages, is the vessel transiting at a safe speed?  

 Have critical passages been identified and associated hazards mitigated?  
 
 Officer’s involvement and task allocation.  

 Do all navigating officers actively contribute in the 
pre execution meeting?  

 Does each bridge team member understand his ro-
les and responsibility during a passage especially 
during enhanced watch keeping levels?  

 
A pre-passage briefing prior to the commencement of a voyage forms a key aspect of safe navigation and 
must be conducted in an earnest and detailed manner. The briefing/meeting must simulate the entire passa-
ge on paper or ECDIS and ensure that all hazards are highlighted.  
We strongly urge vessel operators to ensure that SMS includes requirement to carry out such pre- passage 
briefings prior to commencement of a voyage and critical passages 
 
B.        Ineffective use of available navigational aids:  
 Parallel indexing, visual bearings, Swing circle etc.  
 Navigational advice provided by VTIS.  
 Trial manoeuvre function within ECDIS/RADAR.  
 
The above navigational tools have proven to be very effective in ensuring safe navigation.  
As part of on-board training/navigational audit, Master/Superintendent should emphasise the use of above 
mentioned tools and verify implementation.  
 
C.        Ineffective utilisation and management of alarms and alerts:  
 Collision avoidance alarms such as CPA/TCPA/BCR.  
 Off track alarms and shallow water alarms.  
 
Most navigation related incident reports indicate that alarms were muted or incorrectly set at the time of 
the incident. Procedures ensuring effective management of alarms on radars, ECDIS, Echo sounders etc. 
should be in place. In addition to the periodic checks stipulated by the operator, this process should be veri-
fied during navigational audits.  
Electronic aids to navigation are equipped with a number of alarms and alerts, which if used effectively will 
ensure a safe transit. 
 
D.        Lack of Situational awareness:  
 Vigilance towards changing scenarios & developing risks – Assess, Analyze & Act  

 Is the bridge watch keeper distracted due to prevailing work load?  

 Setting of auto alarms to pre-warn on developing targets. e.g. not utilising auto-acquire target func-
tion in radar.  

Key findings – Navigation related incidents  From IMT Safety Bulletin 
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Key findings – Navigation related incidents:  

At times a vessel may encounter a scenario that may 
need a Last Minute Risk Assessment (LMRA).  
Such scenarios can only be detected through effective 
situational awareness.  
Situational awareness can be enhanced with proper 
delegation, monitoring and feedback mechanism in 
place. 
  
E.        Inadequate Master/Pilot exchange process  
 Pilot not absorbed into the bridge team  
 Are the pilot’s intention and plans communica-

ted to the team?  
 Is there a constant engagement with the pilot at 

all stages of the transit?  
 
 Lack of information sharing  

 Are the manoeuvring characteristics/limitations shared with the pilot?  

 Is pilot’s plan for tug engagement clear to the bridge team?  
 
 Questioning pilots intentions when in doubt and intervening when required. 
  
Pilot, with his local experience and knowledge brings additional value on board.  
Hence pilot’s effective integration within the Bridge team is necessary for safe completion of passage.  
Over reliance on pilot’s decision should be avoided.   
Operator must emphasise Master’s responsibility and accountability whilst the vessel is under pilotage. 
 
F.        Ineffective Navigational audits  
 Checks on behaviour based aspects  

 Are the officers complacent?  

 Are developing situations / risks being identified in a timely manner?  

 Are officers able to prioritise immediate concerns?  
 
 Functioning of the team in real time scenario? 

 Is bridge team communicating effectively and working as one cohesive unit?  

 Do the junior officers have any inhibitions in questioning Master’s intention?  

 Are capabilities to analyse VDR data used effectively?  
 
 Reporting of navigation related Near misses: 

  Is there a process? If yes, are these being recorded and closed out?  
 
 
It has been noticed that behaviour based aspects are not being covered in a navigational audit program. This 
leads to unsafe practices not being corrected promptly. 
 
 

Safe navigation can be achieved by the combination of:  
EFFECTIVE FUNCTIONING OF BRIDGE TEAM + ROBUST OVERSIGHT BY VESSEL OPERATOR 
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Activities on board: 

Crewing 

Officers 

CHRISTMAS ON BOARD OF M/V CIELO DI NEW YORK 

Master: Mr Salvatore Celentano + 

Deck Cadet: Ms Nadia Masturzo 
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While waiting end-of-year application announcement, 2016 courses are now opening. 

23 letters of employment delivered to new graduates in the presence of the Institutions of the School. 

 

Gaeta, 22 January 2016 

Eleven Italian shipping companies “christened” the courses at the I.T.S. Fondazione G. Caboto  

(Caboto Foundation), an Institute of Advanced Technology,  addressed to 50 students who will be recruited 

and taken aboard their ships once having completed the two-year training period, during which they will 

already have the opportunity to sail the seas worldwide as part of their education. 

At the same time 23 other students graduating today in “Advanced Technician for Mobility of People and 

Goods – Navigational Watch and Ship Machinery and Equipment” have received letters of employment 

from Amoretti Armatori Group, Finaval, Fratelli d’Amico, Gruppo d’Amico and Premuda for a forthcoming 

embark on their ships. 

These are significant figures that reaffirm the need for the leaders in maritime economics to take ad-

vantage of specialised courses such as those offered by Technology Colleges, which are well-suited for 

preparing young people to enter the market with expert training and on-board experience. 

“The training experience of the I.T.S.  

“Fondazione G. Caboto”, which yet again has achieved 100% employment of its graduates, is a concrete 

example of the effectiveness of skills partnerships,” 

added Silvia Costa, President of the Culture and 

Education Committee at the European Parlia-

ment.  

“To tackle early school leaving, we must invest in 

scholarships and work grants, paid internships and 

a balance between school and work.  

To reduce the number of NEETs, we must strength-

en the ties between schools, professional training 

and businesses.  

In Europe we are investing resources and attention 

in order to improve and reinforce the orientation 

and job training system – starting from job centres – and the connection between schools, professional 

training and business, also taking a closer look at the role of apprenticeships. 59% of graduates from pro-

fessional education and training programmes are employed immediately after receiving their qualification, 

and 50% three years after graduating.  

These figures confirm how closely tied education, training and work are.” 

The I.T.S. Fondazione Caboto is a testament to this and according to the President Cesare d’Amico: 

“thanks to the increase in demand from shipping companies and the active support from the institutions, 

today we are able to offer an outstanding opportunity for future growth to 50 young people, as well as 23 

jobs immediately after graduating.  

This valuable model has already established itself, but I.T.S. Caboto wants to grow further.” 

50 young students already selected by Italian ship-owners: 

I.T.S “Fondazione G. Caboto” expands in order to satisfy companies’ demands 

in the maritime sector. 

Company activities: 
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Company activities: 

For the new 2016 courses, thanks to the participation 

of eleven shipping companies (Calisa S.p.A., Car-

boflotta, Finbeta S.p.A., Italia Marittima, LNG Shipping 

and RBD Armatori, who also delivered letters of em-

ployment) the programme has increased the number 

of available places from 30 to 50.  

300 candidates enlisted in the application procedure, 

not only from the Lazio region, but also from all Italian 

regions, eager to set off on a one-of-a-kind education 

programme. 

During the two years of training, the students will have the chance to alternate between in-class training 

periods and first-hand on-board experiences: the approximately 1,500 hours of in-class lessons will be 

accompanied by 3 periods aboard a ship for a total of 12 months, the necessary amount of time to enable 

them to qualify as officers. 

The School is not only well established in the maritime sector, but it also ranks among the top education-

al institutions able to satisfy the new requirements concerning the new school-work balance approach, 

introduced by the new Italian financial law passed by the government. 

Between September and October I.T.S. Caboto plans to open another application procedure to satisfy 

the increased market demand. 

The conferral ceremony of the certificates was held during the inauguration of the new premises of the 

Foundation in the Palace of Culture (Palazzo della Cultura) of Gaeta.  

The event saw the participation of several representatives from the political authorities and of the ship-

ping industry, like for example Francesco Gargiulo, CEO of IMEC, and Ugo Salerno, President and CEO of 

RINA S.p.A. 

 

 

G. CABOTO FOUNDATION 

The ITS Institute for Sustainable Mobility - “G. Caboto” 

Foundation – (Istituto Tecnico Superiore per la Mobili-

tà Sostenibile – G. Caboto) is a private-law institute, 

composed of public and private bodies with the aim of 

achieving the goals set out by the Prime Ministerial 

Decree of 25/01/2008.  

The Foundation is active at regional and national level, 

through the promotion and dissemination of technical 

and scientific culture, supporting measures for eco-

nomic development and active work policies. 

The Foundation is an actor in the technological field of Sustainable Mobility of people and goods and in 

the Production of transport systems and/or relevant infrastructure, with particular regard to maritime 

transport and the fields defined on the National Technical Maritime Platform (Piattaforma Tecnologica 

Marittima Nazionale). 

http://www.fondazionecaboto.it 

http://www.fondazionecaboto.it
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Service with Pride: 

Year Name Rank Nationality 

15 DSA JOHN HONORAT BOSCO FITTER INDIA 

15 NANOO MURUPPEL MURALIDHARAN BOSUN   INDIA 

15 KAZI SALIM AHMED PUMPMAN INDIA 

10 SIMOES LEAO COOK INDIA 

10 VAZ JEEM MARCEL MESSMAN INDIA 

10 MALIK AKHLAQUE AHMED MUBINULLA FITTER INDIA 

10 MODAK ASHRAF AYAZ 2ND MATE INDIA 

10 FAUJDAR TEJENDRA SINGH CHIEF MATE INDIA 

10 KOVSHUN SERGIY MASTER UCRAINA 

10 SUMAN SUNIL KUMAR CHIEF ENGINEER INDIA 

10 NATERWALLA PERCY CHIEF MATE INDIA 

10 SIDDIQUE HAKIM MOHAMMAD ATAUL MASTER BANGHLADES 

10 ROY PROSENJIT AB INDIA 

10 BAMANIA PANCHA NARENDRAKUMAR OILER INDIA 

10 RODRIGUES RICHARD BOSUN INDIA 

5 SALASKAR MAHABALESHWAR MADHUKA MESSMAN INDIA 

5 MUNDATH SHOBANA ALOSH AB INDIA 

5 SAHOO MANAS KUMAR OILER INDIA 

5 BALASUNDARAN ANISH 3RD ENGINEER INDIA 

5 MORKER VINESHKUMAR LALJIBHAI BOSUN  INDIA 

5 PATEL JAYENDRAKUMAR RAMANLAL OILER INDIA 

5 KHAN JAMSHED ALI FITTER INDIA 

5 KOTTAPURATH HYDER JUBEER 3RD ENGINEER INDIA 

5 XXX RAJU SINGH ELECTRICIAN OFFICER INDIA 

5 TANDEL AMRUTLAL ANANDKUMAR OILER INDIA 

5 GURWINDER SINGH . OILER INDIA 

5 MURTHY PRABHAKARAN 3RD MATE INDIA 

5 XXX ARPAN SONKER 3RD ENGINEER INDIA 

5 BISHT SINGH VIJAY 3RD MATE INDIA 

5 AHMED TAUQEER 3RD MATE INDIA 

5 NOGHI BOGDAN CLAUDIU MASTER ROMANIA 

5 BONDARENKO VOLODYMYR CHIEF ENGINEER UCRAINA 

5 BARTOLO BEJO NESTOR OILER FIL 

5 BUENBRAZO BANDI RUBEN ELECTRICIAN OFFICER FIL 

5 ONOFRE GUALENGCO OLIVER BOSUN  FIL 

5 PARCO PERAS MARCOS BOSUN FIL 

5 GHOSH MRINMOY COOK INDIA 

January / February/ March 2016 
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Year Name Rank Nationality 

5 FERNANDES LOURDES JOAO COOK INDIA 

5 MASCARENHAS AVELINO COOK INDIA 

5 SAKHARKAR FAIYAZ AHMED ABDUL H AB INDIA 

5 CHELLURI RAMA MOHAN RAO 2ND ENGINEER INDIA 

5 TORCATO EDDIE CYRIL BOSUN INDIA 

5 SIMON IRUDHAYA RAJ AB INDIA 

5 MULLA ALTAF IBRAHIM AB INDIA 

5 HARISH SINGH . AB INDIA 

5 CHAUHAN JAYENDRA VIRCHAND OILER INDIA 

5 JAM ISSA ISMAIL AB INDIA 

5 TANDEL ANOJKUMAR JASHVANTBHAI WIPER INDIA 

5 MENDON SANTOSH GOPAL COOK INDIA 

5 PANNEER PRAVEEN KUMAR 3RD MATE INDIA 

5 SARAVANAN VIVEK 3RD MATE INDIA 

5 BOQUIREN NEVADO FRANCISCO CHIEF MATE FIL 

5 SCOTTO D'ABUSCO DOMENICO MASTER ITA 

5 LOMBARDO LEONARDO 4TH ENGINEER ITA 

5 CHANDRAN THOMAS OILER INDIA 

5 MODAK SARFARAZ KADIR AB INDIA 

5 PAGARE SUSHIL MANOHAR AB INDIA 

5 TANDEL RAJESHKUMAR BABUBHAI 2ND MATE INDIA 

5 XXX RAVIKUMAR OILER INDIA 

5 FERNANDES PLATINI CHIEF MATE INDIA 

5 TANDEL GIRISHKUMAR KARSHANBHAI AB INDIA 

5 POMETKAR REHAN RAMZAN ALI CHIEF MATE INDIA 

5 CHOUDHARY KAPIL OILER INDIA 

5 GEDELA RAVI KUMAR OILER INDIA 

5 KAPADI AFAAN AZIZ OS INDIA 

5 SUBBUSAMY V. KARTHIHEYAN 3RD ENGINEER INDIA 

5 PATEL DHANESH SUJAL AB INDIA 

5 RANA MOHAMMAD MASUD MASTER BANGHLADES 

5 BHUIYAN MOHAMMAD AKHTERUZZAMAN MASTER BANGHLADES 

5 TONGCO BINALANGBANG FLORENCIO CHIEF ENGINEER FIL 

5 CALUBIRAN CELIZ RODEL 2ND MATE FIL 

5 DONES PACARO ARMANDO 3RD ENGINEER FIL 

5 BALABA AMOG PEDRO JR. COOK FIL 

5 GALOLO BACALLA EDUARD ELECTRICIAN OFFICER FIL 

5 VILLA-REAL DUMRIGUE EDMOND AB FIL 
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Management Review 2015 Rome HSQE Department 

LTI and Accidents d’Amico Group: d’Amico Group 

From d’Amico Group Annual Management Review 
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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 

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 

High Efficiency Ishima DM 

High Strength Ishima DM 

Cielo di Guangzhou d’Amico Rome Solar Shipping 

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 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 

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 

Mida Huangpu Ishima  Mida Maritime d.a.c 

Mida Zhoushan Ishima  Mida Maritime d.a.c 
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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

