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Technical Department: 

M
r M

assim
o 

Ri�
ore  

CARGO VENTILATION AND SWEAT  MOISTURE CONTROL. 

This article try to explain how and why cargo venti-
lation may be required and how moisture genera-
tion can be avoided or kept under control.  
The answer should consider the type of commodity 
carried in hold; with grain in bulk, surface ventila-
tion can do little or nothing; with rice or cocoa in 
bags, surface ventilation can do much more, in 
general we can say that vessels are provided with 
some gimmick which help crew to avoid or in cer-
tain circumstances minimize cargo damages. 
Bulk cargoes are ven�lated to prevent the forma�on 
of cargo sweat or ship’s sweat which could damage 
the cargo, to reduce the harmful hea�ng of a cargo, 
and/or to remove hazardous gases from the cargo 
spaces.  
In other circumstances, ven�-
la�on can considerably harm, 
therefore before to ven�late 
it is necessary to consider the 
specific cargo requirement, 
the temperature and humidi-
ty within the holds and outsi-
de and the presence or ab-
sence of sea spray. 
The types and posi�ons of 
ven�lators with which the 
ship is provided must also be 
taken into account. 
Hold ven�lators:  
Most Dry Cargo Vessels are 
provided with two hold venti-
lators set into the forward 
end of the hatch covers and a 
similar pair of ventilators set 
into the after end of the 
hatch covers.  
These are easy to open or 
close, easy to clean, cheap to 
fit and maintain but are more 
exposed to sea water and 
spray on deck than are mushroom ventilators, and 
therefore require more attention.  
To avoid passing through the topside tanks ventila-
tor trunks are situated close to the ship’s centerline.  
Within the hold each such trunk often terminates in 

a simple square, round opening in the deckhead. 
Alternatively, trunking may continue down the bulk-
head, with slots at intervals to admit air to the hold 
at various levels. 
Portable plates can be put in place to close the low-
er slots, when ventilation at lower levels in the car-
go is not wanted.  
Above deck the ventilation trunks may stand alone, 
each fitted with a mushroom or they may be built 
into the structures of the masthouses with openings 
situated in the masthouse sides.  
Every ventilator must be provided with a means of 
closing so that all ventilation can be stopped in the 
event of fire.  
The means of closing may be in the form of a venti-

lator flap or damper set with-
in the vent trunk and operat-
ed by an external lever, or a 
watertight door, or may con-
sist of a cowl which can be 
screwed down into a closed 
position by the operation of 
a valve wheel.  
Some bulk carriers are pro-
vided with fans set in the 
trunks of ventilators.  
When fans are provided they 
are normally fitted in the 
ventilator or ventilators at 
one end of the hold.  
Ventilator fans can usually be 
run in both directions so that 
they can be used either to 
deliver air to the hold or to 
extract air from the hold. 
Ventilation assisted by fans is 
known as mechanical or 
forced draught ventilation, 
whereas ventilation, which 
occurs because of natural 

movement of air, is called natural ventilation.  
Natural ventilation can occur because of a wind 
blowing, the ship’s motion, or the circulation of air 
resulting from temperature differences. 
 

Due to the subject’s extent, the ar�cle will be divided into two shot. 
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Reasons for ventilating bulk cargoes:  
A number of difficult cargoes have special ven�la-
�on requirements to prevent overhea�ng or to re-
move dangerous gases. 
In such cases Masters and officers should be guided 
by any instructions 
provided by owners, 
charterers, shippers 
and/or the IMSBC 
Code.  
Typically, coal is 
ven�lated to remo-
ve hazardous gases.  
Steel major object is 
to avoid the forma-
�on of sweat, which 
would damage the 
cargo.  
Iron ore has no par-
�cular need for ven�la�on although it is desirable 
to maintain a dry and healthy atmosphere in the 
holds for access and to reduce corrosion.  
When there is no special need to remove gases, the 
reason for ven�la�ng is to remove moist air and 
replace it with drier air to discourage the forma�on 
of sweat.  
Sweat: Sweat is the name given to condensation, 
which occurs in a ship’s cargo spaces.  
There are two types of sweat, ship’s sweat and car-
go sweat.  
For sweat to occur there must be moisture in the 
hold atmosphere and a difference of temperature 
between the air in the hold and the cargo or the 
ship’s steel structure.  
 

The temperature difference usually occurs as the 
ship moves from one climatic region to another or 
from a cold to a warm current or vice versa, and the 
larger the change in temperature the more likely is 
the formation of sweat.  

Sources of moisture in cargo spaces:  
The most important source of moisture in a hold is 
the cargo, than the hold atmosphere itself. 
Most commodities, particularly materials of vegeta-
ble origin, possess some natural moisture and cre-
ate an atmosphere, known as the storage atmos-
phere, in any compartment in which they are.  
Moisture in a hold can also be the result of rainfall 
during loading and the air in a hold will be moist if 
conditions were moist when the hold was closed on 
completion of loading. 
The amount of moisture in the air is measured by 
its dewpoint, which is the lowest temperature to 
which a mass of air can be reduced without conden-
sation occurring.  
As condensation is not a “good thing” it is helpful to 

remember that air 
with a high dew-
point is a ‘bad 
thing’.  
Dewpoint is ob-
tained from a ta-
ble, entered with 
readings taken 
from the wet and 
dry bulb hygrome-
ter.  
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Cargo sweat:  
Cargo sweat consists of condensation, which forms on the surface of cold cargo when warm moist air 
meets it. Cargo sweat will form when the dewpoint of the air in the hold is higher than the temperature 
of the cargo. 
To prevent cargo sweat when passing from a cold region to a warm region all ventilation should be 
stopped and the hold should be kept closed, with the air unchanged, as far as possible.  
The temperature of the cargo will only rise very slowly to equal the external atmosphere, and so long as 
the hold remains closed the air within it will gradually become warmer and able to hold more moisture. 
With an inert cargo the dewpoint of the air in the non-ventilated hold remains constant as it warms up.  
If the cargo contains moisture it will give off moisture as it warms up.  
However, as the heat will flow from the shell of the ship into the hold atmosphere and from the hold at-
mosphere to the cargo, the temperature of the hold air stays a step ahead of the cargo temperature.  
Any moisture given off by the cargo can be held in the air.  
It will be safe and advisable to ventilate only after the surface temperature of the cargo has risen to 
equal that of the air outside the hold or when the external air is exceptionally dry, so that its dewpoint is 
lower than the temperature of the cargo.  
Ship’s sweat:  
Ship’s sweat is the condensation which occurs when warm moist air in the hold comes into contact with 
the cold steelwork which forms the deck and shell plating of the ship.  
Ship’s sweat will form when the dewpoint of the air in the hold is higher than the temperature of the 
ship’s steel, conditions most likely to be met when the ship has loaded in a warm region and is steaming 
towards colder climates.  
Ship’s sweat caused by a low external air temperature is most likely to be deposited first in the vicinity of 
the hatch coaming and the fore and after ends of the hold amidships, as the topside tanks or double hull, 
even when empty, provide an insulating layer which delays the penetration of cold from the external air 
to the plating forming the tank/hold separation.  
When a cold current is met, causing a low sea temperature, the side shell plating between the topside 
and lower hopper tanks will be cooled, providing conditions favorable for the formation of ship’s sweat 
in those areas. 
When passing from a warm region to a cold region full ventilation should be continued whenever possi-
ble in order to withdraw moist air from the hold and replace it by drier external air.  
If the cargo contains moisture, the air in the hold will continue to be moist and will condense upon the 
ship’s cold steelwork unless it is continually extracted, and replaced by drier air. 
General guidelines for ventilation:  
Ventilation should be stopped, by stopping fans when in use and closing the ventilators, when the vessel 
is shipping spray in the vicinity of ventilator intakes.  
Times of interruption of ventilation should be logged. 
On long voyages if the cargo requires ventilation, cargo holds should be ventilated when the dewpoint of 
the external air is lower than the dewpoint of the air in the hold.  
This will put drier air into the hold, forcing out wetter air and reducing the possibility of sweat forming.  
Dewpoint readings should be logged.  
However, dewpoint in the hold may be difficult to measure.  
The hold may be full or unsafe to enter and when it is safe to enter any airflow will be the result of venti-
lation, meaning that the true temperature within the hold is not being measured.  
Another way of deciding when ventilation is needed for hygroscopic cargoes (agricultural cargoes such as 
grain, timber, animal feedstuffs and woodpulp that have a moisture content that can interact with air) is 
to use the three-degree rule.  
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The three-degree rule:  
In many instances, it is impracticable to measure hold dewpoint temperatures accurately, or at all.  
In such cases ventilation requirements may be estimated saying that a hygroscopic cargo should be venti-
lated when the temperature of the outside air is at least 3°C below that of the cargo temperature taken 
at loading. This rule avoids the need to take readings in the holds after the voyage has commenced and 
relies on the fact that the temperature of hygroscopic cargoes, except at their boundaries, changes very 
slowly during a voyage.  
Ventilation practice:  
When natural ventilation is being used with open ventilators at both forward and after ends, the air in 
the hold tends to travel from aft to forward.  
When forced ventilation is used it is normal to take advantage of this tendency and to drive the air from 
aft to forward. Air forced into a hold by a fan will seek the shortest and easiest route through the hold.  
If the only route by which the air can leave the hold is through a ventilator at the far end of the hold, the 
air will tend to flow directly to that ventilator across the surface of the cargo.  
If an access hatch or other opening close to the inlet vent is left open, the air will leave the hold by the 
access hatch without travelling the length of the hold.  
This is known as ‘short cycling’ and is an inefficient form of ventilation.  
Short cycling should be prevented by ensuring that only ventilators are left open when the hold is closed. 
When a hold is loaded with a bulk cargo the ventilation provided is usually surface ventilation, with air 
flowing over the surface of the cargo from ventilators at the after end of the hold to ventilators at the 
fore end of the hold or, in newer ships, from ventilators in the after end of the hatch covers to similar 
ventilators in the fore end of the hatch covers. 
Through ventilation of a bulk cargo, when air is 
forced into the body of the cargo, is not normally 
required and is difficult to achieve.  
Some through ventilation can be provided aboard 
ships in which ventilator trunks extend to the bot-
tom of the hold bulkheads.  
Through ventilation of coal is likely to cause heat-
ing and must be avoided.  
The capacity of a ship’s hold ventilation fans is 
normally expressed in the number of air changes 
that can be achieved in an empty hold per hour.  
When a cargo is carried the number of air changes 
per hour will be increased, because the quantity 
of air which the hold contains is reduced. 
Movement of moisture migration is the name giv-
en to the movement of moisture within a cargo. It 
might happen that the total amount of water held 
in cargo (its own humidity) in a given space may 
be the same at the end of a voyage as it was in 
the beginning, but as a result of moisture migra-
tion, the moisture contents of various parts of this 
cargo have changed.  
It is more usual to have the moisture lost to the 
external atmosphere as a result of ventilation, or 
to be drained off into the bilges. 
  To be Con�nued…... 
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There is uncertainty within the shipping community regarding exactly how the 
US Coast Guard will be enforcing BWMS/AMS regula�ons as they now come in to 
force.   
The US Coast Guard is now taking a firm posi�on of enforcement, and have stat-
ed that they will no longer grant 5 year extensions, because they feel that the 
�me has come to compel ship owners to have their vessels comply with the reg-
ula�ons.   
Whilst they may consider gran�ng extensions of up to 18-24 months, such con-
sidera�on will require that the owners provide full details of the BWTS they will 
be installing, and include a firm �me line for the installa�on. 
The USCG have made it quite clear that they take this issue with the utmost seri-
ousness.   
In order to make their posi�on as clear as possible, they have advised that they 
consider the discharge of ballast water not treated as per the vessels BWMS or 
AMS, as applicable, to be no different than the discharge of oil in US waters. 
For vessels with ballast water capacity greater than 5,000m3, constructed before 
December 1, 2013, the vessels compliance date is the first scheduled dry docking 
a�er January 1, 2016.   
If an Alternate Management System (AMS) was installed aboard such a vessel 
prior to the vessel’s compliance date, such an AMS can be used for no more than 
5 years from the date that the vessel would otherwise be required to comply 
with the ballast water discharge standard (the date of the vessels first scheduled 
dry docking a�er January 1, 2016). 
The reason that the USCG allowed for this 5 year extension to use an AMS is be-
cause it was not un�l recently that the USCG had approved any Ballast Water 
Treatment Systems.   
As a result, the USCG decided that they would accept BWMS’s which had been 
approved by a foreign administra�on in accordance with the Interna�onal Con-
ven�on for the Control and Management of Ships’ Ballast Water and Sediments, 
2004, as Alternate Management Systems.   
The list of these approved systems can be found at h�ps://homeport.uscg.mil 
and click on “Environmental” on the le� side of the page, and then click on 
“Ballast Water Management Program” and then click on “Alternate Management 
Systems”. 
As of June 2017, the USCG have thus far approved four Ballast Water Manage-
ment Systems, which can be found on the USCG website, at h�ps://
homeport.uscg.mil and click on “Environmental” on the le� side of the page, and 
then click on “Ballast Water Management Program” and then click on “Type Ap-
proval” and “Approved BWMS”.  
It is very important to note that USCG type-approval is very specific for each sys-
tem, and the approval cer�ficate will note the Opera�onal Limita�ons and even 
the revision and date of the Opera�on, Maintenance, and Safety Manual for a 
par�cular model.  Owners must be aware that if any opera�ng parameters are 
changed compared to the parameters on which the USCG approval was given, 
that par�cular unit will no longer be considered approved by the USCG.   
This means that if the crew decide to make any “improvements” to the system 
on their own, this could possibly render the system out of compliance. 
Regarding the use of Alternate Management Systems, as we know, the USCG are 
permi�ng the use of a foreign type-approved BWMS that have been accepted 
by the USCG as an AMS for no longer than 5 years a�er the vessel’s compliance 
date.   
The USCG are urging vessel Owners to push the AMS manufacturers to work with 
the USCG promptly in order to get these systems approved by the USCG prior to 
the expira�on of the 5 year extension period, in order that the vessel will avoid 
being excluded from trading in the United States a�er 5 years. 

USCG ������	 
�	�� �������	 ������	�	��� ������	���. 

Opera�on Department: 
M

r Joseph 
Gross  
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  They note that some of the AMS may require modifica�ons in order to gain USCG approval, such as altering flow rates or UV 
Intensity, as examples.   
Therefore, if an AMS does gain USCG type-approval on the basis of modifica�ons to the system, Owners must be aware that if 
the vessel enters US waters without having made such modifica�ons, the vessel will be considered to be out of compliance.  
Therefore, Owners must be aware of any such needed modifica�ons, make cer-
tain that they are carried out, and make certain that the USCG cer�ficate of 
type-approval is placed aboard the vessel.  
What happens if the BWMS stops working?   
The sec�on on Discharge of ballast water in extraordinary circumstances reads 
in part:   
If the installed BWMS required by the subpart stops opera�ng properly during a 
voyage, or the vessel’s BWM method is unexpectedly unavailable, the person 
direc�ng the movement of the vessel must ensure that the problem is reported 
to the nearest Captain of the Port (COTP) or District Commander as soon as 
prac�cable. The vessel may con�nue to the next port of call, subject to the direc-
�ons of the COTP of District Commander, as provided by part 160 of this chap-
ter. This means that if your vessel is having a problem with the ballast water 
treatment system, the USCG MUST be advised as soon as possible.   
It is cri�cal to remember that while one of the USCG’s responsibili�es is regula-
tory enforcement, they also have a very specific and unique mandate to keep 
commerce moving.  Therefore, if there is a legi�mate problem with the system, 
they will work with the vessel/Owner to find a way to get the vessel into the 
port, in as prac�cal a manner in which they are able.   
However, be aware that the USCG will board the vessel and review the BTMS 
records, and if the system is not working because, for example, the vessel does 
not have required chemicals or supplies, or because maintenance has not been 
properly carried out, among other reasons, the USCG will not consider such 
reasons to be a legi�mate excuse for them to make any allowances for the ves-
sel to enter the port, and the Owner/Master should expect the USCG to then take whatever ac�on they deem necessary, 
which may include such things as having the vessel procure needed chemicals and then depart the port to treat the vessels 
ballast water beyond 12 miles offshore before being allowed back into the port for cargo opera�ons, or making repeated trips 
beyond the 12 mile limit to discharge part of her ballast before returning to load addi�onal cargo, and repea�ng this un�l the 
ballast is discharged, and the cargo fully loaded.   
The USCG can also levy a penalty of up to $35,000 per viola�on, and they consider each day of a con�nuing viola�on to be a 
separate viola�on, so this can add up very quickly.  
Any of these possibili�es will become very expensive very quickly, so it is best to work with the USCG as early as possible when 

a problem is discovered. 
This is a brief overview, focusing primarily 
on vessels built prior to December 1, 2013 
with ballast water capacity greater than 
5,000m3, because there seems to be the 
most uncertainty regarding how the regu-
la�ons are being applied for this sector of 
the fleet.  
This should not be considered a complete 
review of all of the issues, but touches 
only on some of the more common and 
perhaps confusing issues regarding the 
implementa�on of these regula�ons.   
Any specific ques�ons can certainly be 
directed to the USCG, as well as to the 
vessel’s flag state and class, who should 
also be thoroughly familiar with the US 
regula�ons and implementa�on issues by 
this �me. 
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Crew welfare; commitment by company: 
As Company truly believes in crew welfare, it is one of the important aspect in the 
company business plan to iden�fy and implement programs which benefits crew. 
Availability of Internet access to all crew sailing on board d’Amico/ Ishima vessels is 
one of the projects ins�tuted by the company to ensure the key elements of crew 
welfare provided. Most of our Managed vessels are now provided with Internet ac-
cess which ensures crew are always connected to their families and friends.  
Right levels of communica�ons packages are provided free of cost to crew, which 
should be used by each individually responsibly.  
Abuse of benefits:  
Few of the recent incidents reported on board our Managed vessels indicates that there is serious abuse 
of the benefits provide by Owner towards crew welfare. The miscreants are not only affec�ng the compa-
ny’s trust placed on crew but also causing cyber security threat to the Company’s Management System.  
Following are the 2 incidents which were reported by our ICT department: 
Incident 1: 
One of our managed vessels used an unauthorized program (by downloading program into Wifi router) to 
bypass internet accoun�ng system to avail more than allowed data allocated to each crew.  
We came to know about this incident from our ICT department when monthly expense for data con-
sump�on was more due to excessive traffic usage. This is viola�on of company policy and breach of trust 
and security. A strict disciplinary ac�on had been ini�ated then by the company which includes tempo-
rary unavailability of internet access on that par�cular vessel. 
Incident 2: 
On few of our vessels, we have noted that crew are registering mul�ple accounts in Dualog so that they 
can enjoy more data for internet access than the allowed amount to each crew. We have noted in many 
occasions that there are users who are not present on board the vessel but are registered in Dualog and 
with Internet traffic. In some occasions we have noted that accounts are created by our crew with validly 
of more than their contract period.  
Some�mes, validi�es of an account is reported to be more than 3 years.    
Internet access of such users were later blocked by the Company.  
New Procedure for registra�on: 
In order to give a be�er welfare service, we are changing the way crew members register themselves into 
the Dualog system. 
This registra�on, as most of you already know, is mandatory for internet and crew mail usage. 
Actually, crew member just insert his embark period and login to get access to internet and mail facility: 
the new procedure will involve Master who will approve or reject, by using the well known Dualog page, 
for crew registra�on. 
There are few things Master has to consider before approving the crew registra�on:  
Crew member is into the actual crew list? 
Dualog registra�on period match with the embarka�on period? 
Master has to keep a track of how many crew members are actually registered on board the vessel/
Dualog system. If the vessel has actual crew on board 23 members and if the Dualog registra�on page has 
35 crew members.  
Then it is an alarming case? 
Other strange behavior on the crew Dualog registra�on list? 
Please no�fy immediately to vessel.ict@damicoship.com or contact directly one of the Vessel Support 
Team representa�ve.  

Capt. Saverio 
Leboffe  

Wi-fi Onboard. 

HSQE Department: 
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This new procedure will take effect in the next coming 
days: all the registra�ons will be deleted (no loss of mail or 
internet quota) and any crew member has to regain access 
to welfare facility by registering the new period into Dua-
log system.  
For any request, Master will receive an email and from the 
dedicated Dualog sec�on, he can approve/reject the crew 
registra�on: only for this startup Master will receive all 
crew members request.  
Once all crew members are registered again, Master will 
receive request only for new crew members, joining on the 
ship. For further clarifica�on on how the process works, please read carefully the user guide append below 
and don’t hesitate to keep in touch with us in case of doubt. 
DUALOG – CREW SIGN IN APPROVAL PROCES 
In order to avoid misuse of on board internet facili�es, we are giving Master the simple task of crew mem-
ber sign in approval. Once a crew member register his period on board, Master will receive the following 
email: 

 
A�er the above email, Master has to enter Dualog page and approve/reject crew registra�on:  
USER �APPROVE SIGN-IN 
Before approving a registra�on, Master has to be sure that the crew member is part of the vessel crew list 
and the requested registra�on period is the same as the embark contract period. 
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INTRODUCTION 
Energy management includes planning and op-
era�on of corporate ac�vi�es including all as-
pects of a company’s produc�on, transport and 
service aspects with the main aim of reducing 
the energy use.  
The wider objec�ves of energy management 
are resource conserva�on, environmental 
(mainly climate global warming) protec�on and 
cost savings, while ensuring the security of sup-
ply of energy.  
As such, energy management is closely linked 
to environmental management, produc�on 
management, logis�cs and other related busi-
ness func�ons. Within this context, energy management may be referred to as “the proac�ve, organized 
and systema�c coordina�on of a company’s and its ships use of energy to meet the requirements, taking 
into account environmental and economic objec�ves”.  
The transla�on of the above for a shipping company means planning and opera�on of a fleet of ships 
with the aim of reducing the total ships’ fuel consump�on or CO2 emissions with due considera�on for 
the company’s quality delivery of services to customers (under ISO 9001), safety and environmental ob-
jec�ves (under ISM code and ISO 14001) and risk avert and safety of personnel (under for example 
OHSAS 18001).  
Reduced fuel consump�on is part of a two prong strategy of reducing GHG emissions from shipping as 
well as reducing fuel cost to shipping companies; thus it is a win-win strategy for environment and busi-
ness profitability.  
POTENTIAL FOR SHIPPING FUEL CONSUMPTION REDUCTION 
There are a large number of opera�onal energy efficiency measures for exis�ng fleet that would yield the 
above men�oned energy savings.  
d’Amico Energy Management System (EnMS) is based on following Planned ac�ons: 

 
 

 

Performance Monitoring Department: 

VESSEL ENERGY MANAGEMENT. 

From: Performance Monitoring Team. 
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The process to reduce Energy costs and GHG Emission includes following ini�a�ves: 

SHIP-LEVEL ENERGY MANAGEMENT PLAN 
The ship-level Energy Management Plan is based on Ship Energy Efficiency Management Plan (SEEMP) and 
the SEEMP development involves all aspects of planning including:  
� Iden�fica�on of current status of the ship in terms of energy use and performance. 
� Target se�ng for energy use or energy performance of the ship  
� Iden�fica�on of EEMs (Energy Efficiency Measures). 
�For each selected EEM for implementa�on, the following should be done:  
� Defini�on of implementa�on method; 
� Defini�on of monitoring method; 
� Defini�on of assessment method.  
�Documenta�on of all the above in the SEEMP. 
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As far as a shipping company’s energy management ac�vi�es are concerned, the ship-board ac�vi�es are 
mostly devoted to the implementa�on side.  
This means that various iden�fied Energy Efficiency Measures 
(EEMs) need to be implemented by ship staff.   
Planning, monitoring and self-assessment of ship-board ac�v-
i�es are mainly done by the head-office staff and should be 
the subject of significant work within the EnMS framework. 
d’Amico EnMS is based on the following topics:  
• Energy policy, its communica�on and awareness raising on 
the subject; 
• Monitoring system and its implementa�on inclusive of KPIs, 
baselines, data collec�on, data analysis and so on; 
• Self-evalua�on methods and how to evaluate the perfor-
mance of various SEEMPs at top management level; 
• Improvement of Energy evalua�on through technical upgrades (Flowmeter) 
• Training of staff at company-wide level. Increasing mo�va�on and competence to deal with energy sav-
ing aspects; 
• Repor�ng to external stakeholders including major clients and regulatory authori�es.  
d’Amico SHIP PERFORMANCE MONITORING SYSTEM 
At the heart of a ship performance monitoring system is 
the data gathering, data analysis and data presenta�on 
aspects.  
The acquisi�on of the Data is manual or automa�c; the 
manual data are reported by the crew members but of 
course implies a certain level of uncertainty caused by 
accuracy of the instruments and inconsistency of data 
entry. For this reason it is strongly important to provide 
the highest level of training and awareness and also an 
excellent maintenance plan.  
The automa�c data logging are collected by dedicated so�ware and have the following advantages: 
�� Contributes significantly to the improvement of data quality;  
�� Allows signal valida�on, filtering and averaging for increased accuracy and reliability; 
�� The source and characteris�cs of each sensor can be described and documented accurately, which 

reduces the uncertainty and errors in data entry; 
�� Automa�c data collec�on allows real-�me data analysis, which can be used for monitoring for alarm 

in extreme opera�ng condi�ons or real �me feedback on vessel opera�on. 
d’Amico EnMS DATA ANALYSIS AND REPORTING 
The data analysis is performed with the aim of iden�fying and monitor Energy Key Performance Indicator 
KPI included in the d’Amico EnMS.  

 
 

SHIP OPERATION PROFILE 
The ship opera�on profile shows the percentage of Ballast, Laden and in Port days in order to improve 
Voyage Management and I�nerary op�miza�on. 
FUEL CONSUMPTION PROFILE 
The ship fuel consump�on profile represents the balance of fuel used by different combus�on systems 
(e.g. main engines, auxiliary engines and boilers).  
It can give an indica�on if any of the ship systems consume rela�vely higher fuel compared to expected 
best-prac�ce levels.  

KPI per Vessel: 
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This then could be a good lead for further inves�ga�ons of the causes of excessive fuel consump�on and 
thereby iden�fica�on of energy efficiency measures. 
ENGINE PERFORMANCE ASSESSMENT 
Engine Performance Assessment for Auxiliary Engine is applicable only for vessel with Automa�c Data log-
ging. It is shown the use of Auxiliary Engine and the Power developed by each single engine in order to im-
prove a be�er Power Management. 
HULL PERFORMANCE ANALYSIS 
Hull Performance Analysis is the best analy�cal way for iden�fica�on of Hull and Propeller Fouling and is 
based on number of consecu�ve days in ports, ship’s Speed-Power, engine’s RPM-Power and ship’s Speed-
Consump�on analysis. 
ENERGY IMPROVEMENT 
A�er the implementa�on of the Energy Efficiency measures is possible analyze the improvement thanks to 
a comparison between different years or specifically maintenance events. 
S&C BASELINE 
Speed and Consump�on Baseline are values that are monitored voyage by voyage per each single vessel.  
It is possible to understand the loss/gain of �me and consump�on over a period. 

 
 

EEOI: 
The Energy Efficiency Opera�onal Indicator EEOI 
was introduced by MEPC.1/Circ.684 and is de-
fined as the ra�o of mass of CO2 (M) emi�ed per 
unit of transport work: 
Where:  
�� j is the fuel type; 
�� i is the voyage number; 
�� FCij is the mass of consumed fuel j at voyage i; 
�� CFj is the fuel mass to CO2 mass conversion factor for fuel j; 
�� mcargo is cargo carried (tonnes) or work done (number of TEU or passengers) or gross tonnes for 

passenger ships;  
�� D is the distance in nau�cal miles corresponding to the cargo carried or work done. 
 EMISSION REPORT – ENERGY EFFICIENCY PARAMETERS 
According to EU MRV Regula�on in the Emission Report have to be calculated following enerfy efficiency 
parameters 
a)  Fuel consump�on per distance, expressed in kilogram per nau�cal mile. 
b)  Fuel consump�on per transport work, expressed in grams per tonne-nau�cal mile.  
c)  CO2 emissions per distance, expressed in kilograms CO2 per nau�cal mile. 
d)  CO2 emissions per transport work, expressed in grams CO2 per tonne-nau�cal mile. 
7.  BENEFIT OF ENERGY MANAGENT SYSTEM: 
Knowledge and understanding of a ship’s performance and condi�on in terms of a ship’s speed and power, 
engines’ condi�on, voyage performance, port opera�on performance, etc. are useful both from economic 
and environmental points of views. The following overall capabili�es and benefitsmay be a�ributed to 
EnMS system:  
�� Assessment of hull condi�on; 
�� Assessment of engine condi�on; 
�� Feedback to a be�er Ship design; 
�� Improved commercial aspects for chartering and technology upgrade ; 
�� Long term opera�onal op�miza�on;  
�� Environmental assessment. 

KPI per Fleet: 
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Historically the mari�me industry has been male-dominated.  
Specifically, no ma�er their achievements in the mari-
�me sector, women make up only an es�mated 2% of 
the world’s mari�me workforce and that’s mainly the 
a�ereffect of a poten�al discrimina�on or harassment 
that they face when ge�ng into seafaring work.  
However, IMO together with other mari�me unions 
such as ITF and WISTA have contributed to empower 
women in the shipping and remain alert to such dangers 
striving to protect the interests of women members – 
who now number about 23,000 worldwide. 
Why women are refraining from entering the shipping industry? 
The foremost reason why women are not encouraged to enter the shipping are the percep�ons that such 
jobs require skills more associated with men and subsequently they are meant only for men.  
Both families and society do not encourage women to choose seafaring as their career.  
Educators o�en do not provide the necessary skills and support to help young women while the absence 
of organiza�ons and regional networks is yet another reason for less women seafarers. 
Moreover, in many countries women are not allowed to be re-
cruited to nau�cal courses, or even once trained, they may have 
to face prejudice from ship owners who won’t employ them.  
And once employed, women seafarers may also face lower pay 
even though they are doing work equivalent to that of male sea-
farers.  
Most women further fear to pursue such a career as they believe 
that they might have to deal with sexual harassment or even 
abuse while at sea, as well as low levels of support from co-
workers. 
Why shipping needs more women: 
Gone is the myth that ‘women are bad luck at sea’.  
This is an old saying but, living in the twenty-first century, we clearly understand that it is just a supers�-
�on.  
ILO is one of the organiza�ons, who working along with IMO, has done important efforts towards 
strengthening women role in the shipping industry.  
ILO has outlined that having women aboard ships it gives a great advantage as it creates a more normal 
social environment.  
For example, it can reduce the sense of isola�on felt by many seafarers.  
Furthermore, labour surveys of the shipping sector have indicated an exis�ng – and growing – shor�all of 
certain categories of seafarers, par�cularly officers.  
Therefore, women could be an underu�lized source of mari�me talent which we need to draw upon to 
make up this shor�all. 
How could women tackle bullying or harassment? 
Company hiring women seafarers have strict policies to protect and safeguard their rights and iden�ty.  
It is of primary importance that a few mari�me unions are making a concerted effort to help the industry 
move on.  
Thus, woman seafarers facing such discrimina�on must contact their trade union for support and advice. 

Celebra�ng Women in Shipping. 

From: Safety4sea  General Shipping News: 
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WISTA is a networking organiza�on for women at management level in the mari�me industry.  
ILO brings together governments, employers and workers representa�ves of 187 member States, to set 
labour standards, develop policies and devise programs promo�ng decent work for all women and men.  
ITF also supports work for women seafarers.  
Specifically, the ITF is calling on employers, the ILO and trade unions to priori�es the following issues 
that have been iden�fied as vitally important for women seafarers: 
�� Reducing gender stereotypes within the industry; 
�� Provision of sanitary items on board ships; 
�� Access to confiden�al medical advice and the contracep�ve and morning-a�er pill; 
�� Consistent and improved approach to maternity benefits and rights; 
�� Development of sexual harassment policies and appropriate training, including within cadet train-

ing and educa�on. 
 
Time Machine: 
�� In 2013 the ITF released best prac�ce guide named “Winning a be�er deal for women“ which was 

developed off the back of a survey of affiliate unions around the world. 
�� The same year, IMO produced a  film, en�tled “Women at the helm”, showing how the work of 

IMO, and others, is beginning to promote change for the be�er for women in shipping, and high-
lights first-hand experiences from some of those who have already succeeded. 

�� In 2014, the World Mari�me University (WMU) and IMO published a book to highlight the achieve-
ments of women in the mari�me sector, concluding the mari�me industry needs more women, 
par�cularly in leadership roles. On United Na�ons day for the Elimina�on of Violence Against 
Women, Nau�lus Interna�onal has welcomed guidance from the Interna�onal Labour Organiza-
�on on how companies should prevent workplace violence. On 2 August 2015, the UN issued posi-
�on paper se�ng out UN Women’s sugges�ons for global indicators to effec�vely monitor how 
the SDGs are being implemented for women and girls. IMO con�nues to support the par�cipa�on 
of women in both shore-based and sea-going posts, in line with the goals outlined under the Unit-
ed Na�ons Sustainable Development Goal 5:  

�� “Achieve gender equality and empower all women and girls”, under the slogan:  
�� Training-Visibility-Recogni�on. 
�� In 2015, the IMO launched the video “Making Waves: women leaders in the mari�me world” in 

support of Interna�onal Women’s Day 2015.  
�� The video reports on con�nuing efforts by IMO and the World Mari�me University (WMU) to pro-

mote the advancement of women in shipping. 
�� From 4 April 2016, the Maersk Group implemented a new maternity policy that improves benefits 

during and a�er maternity leave for employees globally.  
�� The maternity leave, at full pay, is followed by a phased reintegra�on to work over the next six 

months, allowing new mothers the opportunity of four-day workweeks.  
�� This new policy also includes one week of paternity leave, in the first week following a birth or 

adop�on of a new baby. Even in The Netherlands, where statutory maternity leave is extensive 
and among the most generous worldwide, this new standard represents an improvement over 
what is required by law. 

�� In 2016, the BBC and BHP Billiton further took steps to ensure that moving forward women make 
up 50% of their workforce. 

�� ICS, ITF and ECSA also updated the guidelines for all seafarers on how to eliminate workplace har-
assment and bullying which may aid women seafarers as well. 
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Did you know that…          
�� 1-2% of the seafaring popula�on is women, and around 94% of them are working on passenger 

ships. (ILO figures (2003)) 
�� ILO issued the first book of its kind to focus on women seafarers at a global level in 2003, en�-

tled  ‘’Women Seafarers: Global employment policies and prac�ces’’. Find out more about ILO’s 
book here. 

�� Bermuda is the 40th country to join WISTA, whose 
members are women in management posi�ons in 
the mari�me transporta�on business and related 
trades worldwide. In 2016, female leaders of the 
island’s shipping industry launched a Bermuda 
chapter of the WISTA, the Bermuda Business De-
velopment Agency 
(BDA).                                                                   

�� Globally, the Maersk Group employed more than 
23,000 women in 2015, with approximately 500 
having taken maternity leave. A study on the reten�on of female employees a�er childbirth in 76 
countries across the Maersk Group shows that between 2012 and 2014 the maternity reten�on rate 
was less than 70%. The company’s aspira�on is to encourage 90% of female employees to return to 
work a�er childbirth. 

�� In 2013 the first Hong Kong female mariner was further qualified as a Captain of ocean-going ves-
sels, captain of Star Pisces. 

�� Captain Radhika Menon, Master of the oil products tanker Sampurna Swarajya, is the first woman 
to receive the 2016 IMO Award for Excep�onal Bravery at Sea for her role in the drama�c rescue of 
seven fishermen from a sinking fishing boat in tumultuous seas, in the Bay of Bengal in June 2015. 

�� The WMU has formed a Women’s Associa�on, and they have a female President, Cleopatra Doum-
bia-Henry. 

�� A survey conducted by IMHA, ISWAN, ITF & SHS in 2015 on women seafarers health outlined the 
need for sanitary products on board. You may view more here. 

�� CMA CGM Academy, a CMA CGM Group’s in-house university, offers training to develop women’s 
skills but also highlights their experiences. At CMA CGM, women represent 42% of the worldwide 
staff and 46% of the Marseilles Head Office. A progressive posi�on in an industry generally seen as 
“masculine’’, CMA CGM says. 

�� A Women@Nor-Shipping conference was presented in 2015 for the first �me 
�� In 2015, researchers from Southampton Solent University received £70,000 funding from the ITF 

Seafarers’ Trust to examine why so few women choose a career at sea. Read the report here. 
�� Led by Southampton Solent University’s China Centre (Mari�me), the GEM project is examining the 

working condi�ons, a�tudes and cultural behaviours on-board the worlds’ ships, many of which 
have mul�-cultural crews. 

�� In 2015, Courtney Hansen a�er having spent more than 10 years working on the ocean, was ap-
pointed as the first permanent female captain for cargo 
shipping company SeaSwi�. 

�� Celebrity Cruises’ was the first cruise company to let an 
American female take the helm of a mega-ton cruise 
ship. At 37 years of age, San Francisco na�ve Kate 
McCue commanded Celebrity Summit- a 91,000-ton, 
965-foot ship in the Celebrity Cruises fleet, sailing be-
tween the eastern United States and Bermuda. 
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“THE SHIP AND THE SATELLITES…” 
The ship is hooked up to the Internet via satellites, and has a rather limited exchange of data.  
Sailors write home from the two public Internet sta�ons, there is no Wi-Fi to call home and to see what 
friends are doing on Facebook, one has to buy interna�onal telephone cards in port for $25 for 40 
minutes of telephone calls, which can be used only where there is a signal when the ship is moored. 
Calabria passes under the golden sky like a black streak, Captain Bencini calls a mee�ng on the bridge: 
technical updates for the next call in Turkey, the announcement of two days at anchor off the coast of Tri-
este which will be an opportunity to conduct safety exercises, the observa�ons of the technical inspector 
who was visi�ng on board, and before giving any reassurances about the journalist who is going around 
the ship like a phantom, the news: the company will soon install Wi-Fi on board. 
Leaning on the windows of the bridge, in their blue overalls, it is mainly the thirty-year olds who smile.  
They are no longer young enough to look at the work with the detachment of ambi�on, and they no long-
er belong to the genera�on that grew up without the internet or with li�le access to it.  
At home they have young wives and small children, family members who chat on WhatsApp, friends who 
post on Facebook pictures of their dinner plates morning and night, along with other trivia of the day.  
While they are at work, the whole world suffers from the anxiety of hyper-connec�vity:  
“The ques�on of Wi-Fi is very delicate,” Salvatore d’Amico, the company’s fleet director, explained over 
the telephone. “Communica�ng via Facebook, WhatsApp, and Viber with rela�ves, fiancées, and friends 
certainly allows sailors to feel less alone, less cut off from everyday life.  
But on the other hand, we are s�ll studying the best forms of access, for us and for them:  
we want to provide the service, but we don’t want this to be to the detriment of life on board.  
In short, we don’t want everyone to be shut in their own cabin with Wi-Fi cha�ng with people who are 
far away, even if they are on opposite �me zones from where we are sailing. One whole night on Face-
book means not having slept, not being very sharp at work, and we might not be able to allow this.” 
The experiment that d’Amico is moving forward with on three ships in the fleet is a limit on the number of 
gigabytes of Internet available, about eight gigabytes per month for the en�re ship, so 350 megabytes for 
each sailor. This is to avoid the overuse of smartphones, but guarantee the use of the Internet and instant 
messaging with ease (although not videos, which require a much greater bandwidth).  
“We are finding out,” the shipowner explained, “that many people s�ll have 25-30% available at the end 
of the month.” The other announcement, which d’Amico is keeping to himself for now, is the arrival of a 
Nintendo Wii on board the ship. It is intended to keep the crew together, to create a team, and to recre-
ate a family atmosphere as much as possible. But this may come at the cost of ping pong. 
“GROWTH AND PLANS….” 
“I don’t know... I just think that I will con�nue to sail the sea, even when I have a family.  
It’s what I studied to do, it’s my aspira�on. I wouldn’t know what else to do, business administra�on type 
stuff, or something like that. I have a par�cular plan, and I don’t want to end up like several of my friends 
who are now working in call centres and who know what they will be doing in the future.  
Without growth, without any plans.” 21 year-old Vasu, comes from Delhi, he is a cadet engineer officer on 
his first voyage:  “I want to improve myself un�l I can become a chief engineer, I would also like to work 
on tankers or gas tanker ships. I don’t think it is so much the company that counts, my goal is to always 
seek out the best shipboard job.” Having arrived in Livorno, Vasu and some colleagues rented a car and 
went to visit the Leaning Tower of Pisa. That doesn’t always happen.  
Many prefer to stay on board the ship, perhaps to read or watch movies on DVD, preferably in their own 
cabins. Also because leaving the customs precinct is no longer as simple as it was in the �mes when sail-
ors disembarked directly into the narrow streets of the old city, bringing with them tales of their life on 
the sea, of varying degrees of truthfulness. 

General Shipping News: 
Pearls of wisdom about M/V Cielo di Virgin Gorda. 

From: The MediTelegraph—Il Secolo XIX. 
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Today more than ever the borders of countries are like fortress walls, the gates are look-out towers: those 
who cross them are watched with suspicion. Even the sailor receives irritable looks, as if he might abscond 
from the ship and from the income from his own job. But curious people like Vasu can benefit from tempo-
rary permits. “In places like Central America or in the Arab countries they immediately understand that you 
came from a ship. They are all around you, they know that you might have money, they try to sell you all 
kinds of things. In Europe it is different, you can go without being bothered.  
France, Spain and Italy are countries that are similar. You go out, you have a beer, and you mix with people.” 
The sailor knows only two currencies, the euro and the dollar.  
All the rest look the same, they are difficult to keep track of despite currency converters on mobile phones. 
O�en if one buys gi�s for one’s children, wife or parents, they find out the true cost at home when the bank 
statements come. It’s not always a pleasant surprise. 
“A KINGDOM APART….” 
The machine room is a kingdom apart. Access is controlled with alarmed doors and a profusion of yellow 
and black stripes, the interna�onal sign for danger. The controls are closed off by two walls of control panels 
and electrical boxes: the ship has generators to produce triple the power it really needs, to avoid a power 
shortage. With his jacket and �e hung up, Ignazio Santaera, the technical inspector visi�ng on board the 
ship, has slipped into a pair of dark overalls, and has been verifying that everything is working as it should on 
the “Cielo di Virgin Gorda” since the ship le� Naples. He started with the things that he had already seen 
from his office in Rome, then gradually moved on to the maze inside the ship, ge�ng his hands greasy bus-
tling about behind screens with chips and precision screwdrivers. 
Santaera enters the engine area - it thrusts three decks high through the ship like a demon from Dante’s In-
ferno. At the bo�om, at the lowest point of the hull, many meters below the level of the sea, is the transmis-
sion and immediately behind the steel hull one can hear the vibra�on of the propeller.  
Roberto grew up in Nueva Vizcaya, 200 kilometers north of Manila, his mother didn’t work, his father drove 
small trucks. At 37 years old he is the chief engineer officer: he built his career piece by piece, with the intel-
ligence of a mechanic, one scholarship a�er another, because “my family was very poor.  
I have been sailing since I was 21, like everyone I was a cadet, back then in the machine room with the �tle 
of wiper, essen�ally I was responsible for keeping the space in order and wiped clean.  
Then I was an oiler, third, second, first... and finally the chief engineer.” At home he has a wife, two daugh-
ters who are 16 and 11 years old, and a seven-year-old boy wai�ng for him. With his li�le eyeglasses and 
kind manners, Roberto shakes his head at the ques�on of whether he would like his children to be sailors 
too: “No, no. Too much hard work. This is a hard job, it takes determina�on, and sacrifice.  
I would like for them to become engineers... but on land.” 
“IN ORDER TO SAIL….” 
First of all, in order to sail on a merchant ship one must know and thoroughly understand 200 words in Eng-
lish, and always know what needs to be done. For every fact, even the most residual, there is always a pro-
cedure, a modus operandi that must be clear to everyone. 
Some things are learned through courses and training, and then through lots of prac�ce. As always, it is 
hardest to learn the things that rarely happen. Rust aside, the invisible enemy of a ship is an accident: a fire 
or collision that could cause pollu�on or lead to the loss and abandonment of the ship; an engine or rudder 
breakdown that cannot be repaired, which in a stormy sea would leave the ship to the mercy of the waves; a 
serious injury in the middle of the ocean when it is impossible to receive specialized medical assistance, 
which could be fatal... Everything is planned from the point of view of “it doesn’t happen, but if it did...”  
It’s like a medieval castle, or a Roman camp at the borders of the empire.  
Some emergency procedures one understands immediately, from pu�ng on a wetsuit and life preserver to 
the launching of lifeboats, to fire-preven�on exercises.  
Others are difficult to explain, and even more difficult to simulate.  
Like the scenario where the controls for the control systems between the bridge and the helm sta�on stop 
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working, both the main controls and the backups. 
What does one do? The captain is a prac�cal leader: for the most difficult procedures he is equipped with 
a camera and a PC, and has put together grown-up picture books that describe the procedure, with sea-
men posing and speech bubbles indica�ng what should be said and how to respond. 
This idea is very typical of Guido Bencini: the a�en�on to detail, the involvement of the crew, a certain 
degree of very Italian sarcasm even in the face of difficulty.  
The more serious the company is, the more the ship is an important element in the running of the com-
pany, and not a li�le world of its own, exposed to the dangers of the waves. 
Head hunters are less and less interested in Captain Hook-type captains, because the ideal for companies 
is to have a leader on board, not a boss, and even less an arrogant and capricious tyrant, holed up on the 
bridge, perhaps even a bit racist. 
On the contrary, the captain should be an expert navigator, a mediator between the company and the 
demands of third par�es on land, a psychologist who understands the mood on board the ship, a first aid 
doctor in case of injury, a manager who takes everything into account and every once in a while even acts 
as a cook with the right techniques in the kitchen. 
The ship becomes a reflec�on of his work, of his character, and at the same �me, he becomes the face of 
the ship to the port authori�es at any port of call. At his side are Dmytro, a reserved and precise first 
officer, Mike the second officer, who in the morning draws up the list of all the things that must be done.  
There is Francis, the fi�er, who a�er five years would like to change jobs and se�le down a bit on land, 
Dolphy an OS trainee who speaks perfect English and likes professionalism on the job, Kumar the mess-
man who used to work for the Genoese company Finaval, Kavi the deck cadet who is happy not to have a 
girlfriend on land, because he doesn’t have any worries, Aslam and Ibrahim, both ABs from the Island of 
Minicoy, who met on board this ship. Everyone is indispensable to the relentless march that is life on 
board the Virgin Gorda. 
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Heat illness develops when the body is out of balance.  
This happen when the body retains more than it loses and Is usually the result of vigorous exercise in cer-
tain types of the environment. Muscles generate a lot of heat with physical work, and the body must be 
able to cool itself to avoid overhea�ng.  
This occurs though evapora�on of sweat, breathing, and other physical means.  

 

W������ �� H��� H��	… 

Best Prac�ce: 

H&S from Chevron Safety Bulle�n  

Risk factors for the development of heat illness include 
both environmental condi�ons and personal health fac-
tors. 
Environmental risk factors: 
�� High air temperatures; 
�� Rediant heat from various soucers; 
�� High Humidity; 
�� Low air movement. 
Personal risk factors: 
�� Poor acclima�za�on to working in heat; 
�� Lack of water consump�on; 
�� Poor choices of clothing that can increase heat 

load; 
�� Alcohol and caffeine consump�on can lead to 

dehydra�on; 
�� Some medica�ons and personal chronic health 

issues. 

Heat illness preven�on: 
The best way to address heat illness is by preven�ng it 
from happening. 
It is important to drink water and stay hydrated.  
Avoid the consump�on of alcohol or caiffenated bevera-
ges while working in the heat, as these drinks ecourage 
increased fluid loss throught heavy urina�on.  
Cover sun-exposes skin with light-colored clothing if 
possible and wear a hat to reduce sun exposure to the 
face and head.  
It’s Important to learn about heat illness and to watch 
for signs that your coworkers may be suffering from 
overexposure to heat. 

Sign and symptoms: 

Heat illnes is a progressive spectrum of recognized condi�ons including: heat rash, heat 
cramps, heat syncope, heat exhaus�on, and heatstroke.  
 
Each condi�on has “typical” signs and symptoms but can be variable among people.  
�� Heat rash—a collec�on of small red bumps or blisters that may cover large bosy sur-

face areas. This can be itchy and unconfortable and most o�en occurs in skin folds or 
damp areas of the body. 

�� Heat cramps—muscle cramping and pain that occurs a�er loss of excess minerals 
with heavy swea�ng. 

�� Heat syncope—fain�ng that can occur usually secondary to dehydra�on and its 
effect on blood volume and blood pressure. People o�en feel dizziness, light-
headness, or may have changes in vision prior to fain�ng. 

�� Heat exhaus�on—o�en people may have symptoms from the o�en type of heat 
illness (heavy swea�ng, cramping, dizziness, nausea and vomi�ng, fain�ng) but wi-
thout prolunged unconsciousness. 

�� Heatstroke—this is the most severe type of heat illness that is o�en characterized 
by states of mental confusion, dizziness, convulsions, altered breathing and heart-
beat pa�erns, unconsiousness and even coma or death. The internal body tempera-
ture can reach 104° F (40° C) or higher. This is always a medical emergency. 
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Best  Management Prac�ce On board: 

Place: At sea - Pacific Ocean 
Date: 30th of April 2017 

From: Capt. Giacomo Bische� 
M.T Cielo Di Hanoi 

Dear DPA,  
With ref to the Company Proce-
dure OPE-013, please note the 
following Best Management Prac-
�ce observed on board of MT Cie-
lo di Hanoi during April month. 
With reference to the message 
received from Mr. Giuseppe Bar-
one regarding Piracy A�ack, as we 
are trading in South America we 
received plenty of piracy/robbery 
ac�vity messages by EGC.  
I reviewed these Messages with 
the crew on regular basis during 
the pre arrival in port mee�ng and 
discussed the importance of more 
stringent deck watches during the 
vessel stay at the anchorage and 
berth which are prone to piracy/
robbery a�ack.  
Today, during the monthly safety 
commit mee�ng, together with 
Officers & Crew members we have 
considered important and useful 
to share all piracy and robbery 
a�ack messages with CSO and 
HSQE Dept,  with inten�on to cre-
ate a “security net” within Com-
pany fleet;  in this way the Com-
pany has the chance to forward  
these security informa�on in ad-
vance and alert  all other man-
aged vessels expected to call in 
same areas and ports.       
Hereunder you can find some of 
piracy messages we received.  

AWARENESS OF PIRACY/ROBBERY ATTACK.  
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From: Capt. Md Zobaied Hossan Chowdhury  
M/v Maersk Mizushima 

Best Prac�ce: 

CREW ACTIVITIES,  
BEST PRACTICE. 

DRILLS PERFOMED BY SHIPS STAFF. 
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MAERSK MIZUSHIMA AT FUZHOU DRY DOCK. 

VESSEL MANAGEMENT  
COMMITTEE MEETING. 
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The operator of the remote hydraulic equipment require to have some knowledge for the proper mainte-
nance and opera�onal procedures. 
On board tanker ship there are normally 02 Hydraulic pump for remote v/v opera�ng system.  
Let us roughly  discuss the opera�ng procedures of Hydraulic pump and Console unit before proceed to 
maintenance details. 
�� It is recommended to operate No 1 & No 2 Hydraulic pump alterna�vely every loading  or an un-

loading period; 
�� Before Running the Hydraulic pump turn on the console Power; 
�� Before Turn off the Console Power Stop the Hydraulic Pump. 
 
When turn off the console Power Confirm all V/Vs are shut posi�on and stop: 
The oil pressure is generated by the pump unit. The pump unit can be operated at the control console.  
The opera�ng hydraulic pressure is to be maintained mostly60 Kg/Cm2 by the press and the high alarm 
pressure is set at 70 kg/cm2 and the low alarm pressure at 45 kg/cm2.  
Of course, it is varies between size and type of the ships as well manufacturer. 
The hydraulic pump stops automa�cally when the oil level in the oil tank of the pump unit reaches the low 
level or below. 
Each alarm is indicated at the control console.  
In the case of emergency, for example, the trouble in the hydraulic circuit, the hydraulically operated valves 
can be opened and closed by connec�ng the hand pump to the self-seal coupling.  
Normally 01/02 Hand operated hydraulic pumps available on board for emergency opera�on which need to 
maintain / keep in working order. 
 
MAINTENANCE AND INSPECTIONS:  
Normally all the troubles and failures encountered in the hydraulic equipment, 90% is a�ributed to the un-
sa�sfactory maintenance, control and handling.  
If this hydraulic equipment is being maintained in a correct manner without any negligence, it can be kept 
always at the best working condi�ons. 
This also eliminates troubles, facilitates repair and offers be�er longevity.  
Other advantages are saving in �me and labour, no overlooking of important point in troubles, and pro-
longed service life, etc. 
For maintenance and management, establish your own standard for a periodical checking, follow the rules 
s�pulated therein and keep the equipment under the perfect control.  
Scheduled training to be conducted to all engineers and officers to be familiar with maintenance system as 
per ship specific manual.  
Be sure to use the specified hydraulic oil is used for the unit: 
�� Check the oil level of the oil tank with the level gauge once a week. If necessary, supplement oil. 
�� Ship sails from warm to cold area and Cold to warm area. Due that reason moisture content condens-

es at inner surface of oil tank by fluctua�on of environmental temperature to cause water drops to 
deposit in the bo�om of the tank, eliminate drains through the drain cock periodically. 

�� Clean the oil tank once a year. The tank as a rule shall be cleaned and whole oil shall be replaced too, 
once a year. Follow maker’s instruc�ons regarding oil renewal. 

�� Be very careful not to allow entry of foreign ma�er, water and air into oil. 

From: Capt. Md Zobaied Hossan Chowdhury  
M/v Maersk Mizushima 

Best Prac�ce: 

PROPER MAINTENANCE PROCEDURE – REMOTE  HYDRAULIC EQUIPMENTS: 
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�� One of the tes�ng method for hydraulic fluid which can be used in the site with ease is to compare 
the test and new oil of the same brand and grade by pu�ng  them into test tubes respec�vely.           
If the user possesses the test equipment for the oil, use it. 

 
 
 
 
 
 
 
 
 
 

Method of Sampling:   
Sample oil from the upper part of the tank while the apparatus are in opera�on at working temperature. 
Also sample oil from the bo�om of the tank while oil is se�led (at least in 24 hours a�er stopping equip-
ment opera�on). 
� If oil is contaminated too much, change oil more frequently than specified.  
Follow the Procedure given below to clean oil replace oil with new one. 
�� Drain old oil. 
�� Dismount the pipe at the suc�on side of the pump together with the strainer. 
�� Wash the strainer well with kerosene. Remove foreign ma�er by giving air blow from inside. If the 

strainer is clogged, it will cause noise or vibra�on on the pump. 
�� Wash the interior of the oil tank well with kerosene. A�er removing kerosene with air, mount the 

scavenging manhole cover and strainer. 
�� Pour new hydraulic fluid into the oil tank and run the pump. If air bubbles remain in the piping and 

other parts, vibra�on noise will produced temporally; however, they will be automa�cally expelled 
and noise will disappear if the hydraulic cylinders are moved. If necessary, in the case, purge air indi-
vidually through the air purge set screw of each cylinder. 

To compare with each other. 

Test oil. New oil.  

Appearance Order State Countermeasure 

Transparent and no 
change in colour 

Good Good Can be used subse-
quently. 

Black and turbid Bad Order Inferior To be replaced 

No change in colour 
bur in turbid 

Good Contains moisture Allow to stand for 24 
hours to se�le oil and 
expel moisture. 
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�� Stop the hydraulic pumps or close the stop valves installed in a unit, and then make sure the hydraulic 

pressure in a unit has fallen completely to 0 kg/ cm2 by opening air purge valves. 
�� In the maintenance and inspec�on works of electric equipment, turn off the power source switch for 

safety unless otherwise needed. 
�� Remove completely the rust and dirt from the piping and equipment. 
�� Pay a�en�on and prevent the oil leakage and air mixing at the equipment and pipes 
�� Arrange to install the air purge valve and carry out the air purging opera�on sufficiently so that no air 

may remain in the equipment and pipes. 
�� Pay special a�en�on to the an�-rust countermeasures when the hydraulic equipment is being in-

stalled. Do not expose it to the rainfall. 
�� We can say - regular checking on each instrument and opera�ng apparatus in accordance with the re-

spec�ve maintenance manual.  
�� When cleaning the oil tank and changing with new oil, cares should be exercised not to allow the entry 

of such foreign ma�er as dust, chips, etc., into the fluid. 
�� Before opening an oil can, be sure to wipe the top of the can to prevent dust from entering into oil. 
�� A�er oil is poured, check the oil inlet, cap, drain cock, scavenging manhole cover, etc. and see that 

they are �ghtly closed.  

DURING OVERHAULING / MAINTENANCE:  
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From: Jain Utkarsh Prakash
2E of M/v Maersk Mizushima 

Emergency fire pump is one of most important machineries on board the vessel.  Regular opera�on and 
maintenance of this pump will never cause any problem during PSC/ve�ng inspec�on. 
Emergency fire pump is located outside the engine room and mostly in steering gear room having its own 
sea chest. 
During opera�on of the pump following items to be checked: 
�� Leakage from Gland packing/Mechanical seal; 
�� Suc�on and discharge pressures; 
�� Vibra�ons. 
Normally in laden condi�on there is no difficulty in pump taking suc�on as the water level is above the 
pump. But in ballast condi�on, pump requires priming to expel all the trapped air inside the pump casing. 
Centrifugal pumps are very poor in the self priming. 
For this reason, Em'cy fire pump is provided with self priming unit. The vacuum pump is used to discharge 
the air in the casing of the centrifugal pump and the suc�on pipe and to lead water to be pumped into the 
pump by lowering the air pressure i.e. by crea�ng nega�ve pressure. 
The Vacuum pump being the water-sealed type serves in such a manner that a runner with many radiated 
blades, which is eccentrically fi�ed from the centre of the casing, runs at high speed in the water sealed 
cylindrical casing to create vacuum. The vacuum pump has separate tank which should always be filled with 
water. This pump is driven by clutch and fric�on pulley mechanism by the main pump. 
The vacuum pump gets disconnected automa�cally once the main pump takes suc�on. 
Emergency Fire pump some�mes does not take suc�on.  
Cause of trouble can be a�ributed to following reasons: 
�� The air in the main pump is not eliminated. The pump does not prime. 
�� The pump pumps water first, but the pumping func�on deteriorates, finally resul�ng in no pumping. 
�� Due to con�nuous idling opera�on without water, the sliding parts of the main pump are worn out 

and the sha� is burnt out. 
We will see reasons and countermeasures for above men�oned troubles. 
1. Clogging in suc�on pipe.  
�� This may be due to foreign ma�er choking suc�on pipe or suc�on valve is closed. 
2.        Poor air �ghtness of main pump. 
�� The gland packing is poor 

causing air to enter. 
�� Drain cock of air vent valve is 

open and not fully closed. 
3.        Air leak of Vacuum pump. 
�� Oil seal of vacuum pump is 

damaged, resul�ng in air 
leak. 

 
Regular tes�ng and rou�ne 

maintenance of the pump will 
help in elimina�ng the problems. 

EMERGENCY FIRE PUMP/ A VITAL FFA ON BOARD: 
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From: Barbin, John Paulo P.
3O of M/v Maersk Mizushima 

Always believe in yourself.   
‘Stencil’ these words in your mind and surely, you’ll 
never be lost.  
These words have kept me ‘�ll this day to pursue my 
dreams, move for-
ward and sail across 
the oceans.  
The journey up to 
this moment was 
never been that easy.  
The four walls of my 
beloved Mari�me 
Academy and the 
company d’Amico 
Ship ISHIMA Philip-
pines Inc. both pro-
vided me the 
knowledge, experi-
ences, skills and guid-
ance that I need to-
wards being a com-
petent seafarer. 
The friendly staffs of d’Amico Ship ISHIMA Philip-
pines Inc. came into our school, selected through 
examina�ons and sponsored some cadets to become 
part of their growing family, and confidently I was 
selected and become a member of the d’Amico fami-
ly. The training, support and love that this company 
had given me from that moment on will never be re-
turned by any amount of money.  
My first vessel, M/T Maersk Mizushima, was a chal-
lenging yet an ecsta�c experience as a Deck Cadet.  
There were ups and downs like an ocean wave creat-
ed by the gentle breeze of the wind, but then I was 
able to cope with these let-downs through the 
friendly and heart-warming officers and crews who 
steered me through my first sea-experience. 
A specific training record book from d`Amico helped 
me to par�cipate and complete COC Deck class – 3 
Exam.  
 

As I go along with my journey, as an officer with the 
same vessel, I will be taking this great opportunity to 
share my knowledge and experiences to my subordi-
nates as I con�nue to learn more from the shipping 

world.  
My first experience as 
an officer was ex-
ci�ng yet anxious at 
the same �me be-
cause of the expecta-
�ons and reality that I 
am about to experi-
ence.  
The good thing is on 
how I was welcomed 
on board by the same 
friendly and heart-
warming crews.  
My journey begins 
with my fellow mate 
2nd Officer Maglocot, 

Chief Officer Cherkesov and under the command of 
Master Captain Mohammad Z H Chowdhury, who 
have been there from the start to guide and steer me 
to the right path. 
The first challenge I had as a third officer was the car-
go opera�on.  
Vessel was loading Diesel oil in Nanjing, China and I 
immediately a�ended Cargo watch from 1800H-
2400H.  
The officer I am about to relieve was with me togeth-
er with Chief officer Cherkesov who have given me 
the familiariza�on and points to remember during 
cargo opera�ons. 
In shipping life, no one ever said that it will be an un-
ruffled voyage. 
It is like a vessel regularly affected by some factors 
like current and winds.   
But then whatever weather, calm or not, I’d s�ll be 
following seas......... 
Love to d` Amico family .....as always..! 

“Always be yourself, express yourself, have faith in yourself.  
Do not go out and look for a successful person and duplicate it.” – Bruce Lee. 
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Company Ac�vi�es: 
Commercial Dry Cargo Annual Mee�ng:  

In February from the 8th to the 11th, our colleagues of the Dry Cargo met 
in Rome and Capalbio for their annual seminar. Gathering once a year in 
an informal event allows to take stock of the situa�on, to update the 
team on the objec�ves, and to define the strategy for the year.  
Both the Dry Cargo chartering, opera�ons, and finance, presented differ-
ent topics going from an overview about the financials, presenta�ons on the various opportuni�es for 
the different divisions (OHBS, Supramax and Panamax), and analysis of the bulk commodi�es market 
in the various basins (Grain, Coal, Cement, Forest products,  etc.).  
Besides the Finance department, also Capt. Savio Taiano did a presenta�on on HSQE and ve�ng top-
ics. Howe Robinson was the only external speaker and talked about the expecta�on of the market for 
2017/2018. Lucio Bonaso commented: "Such moments of gathering are important in order to remind 
the team which are the goals and to mo�vate everyone to focus on the results, without forge�ng the 
family-run spirit which leads the strategy of the d'Amico Group." 

The Tanker Chartering and Opera�ons teams met at the beginning of March 
in London for their annual strategy mee�ng. This is an important event 
where the core business units share informa�on about general market con-
di�ons and poten�al trends that may influence our business going forward.   
In addi�on, we analyse the team's overall performance from the previous 
year with the inten�on to improve our commercial strategy for the year 
ahead. The mee�ng, which lasted two days, commenced with a market 
presenta�on by the Affinity research department, followed by our colleagues from the Stamford, Lon-
don and Singapore offices, who presented market updates from the three main geographic areas: Asia 
and the Persian Gulf, Europe and West Africa, and The Americas.  
In addi�on, the Opera�ons department provided an in-depth assessment of their ac�vi�es and perfor-
mance. Finally, Capt. Savio Taiano took advantage of this opportunity to underline the importance of 
paying a�en�on to all safety and environmental related topics by giving a presenta�on about the 
Tankers fleet performance monitoring ini�a�ves. 
Marco Fiori stated, "Such moments of gathering are even more important, in a Group like ours, where 
people are dislocated in different offices across three con�nents.  
Nothing is more beneficial than reaffirming our shared goals and reminding everyone which is the 
path to follow." 

Product Tanker Annual Mee�ng: 

DAIMOS Project:  

DAIMOS Project is aimed at op�mizing daily ac�vi�es and above all, 
it will give us the chance to change drama�cally our work, reinforc-
ing efficiency and produc�vity. This global project affects a number 
of core modules including Chartering, Opera�ons, Trading, Demur-
rage, Bunker Management, Pooling.  DAIMOS Project has been 
launched in January and the objec�ve is to op�mize our core pro-
cesses, consolidate informa�on across departments and make more 
informed decisions, Three months have passed from the kick-off of the project and the amount of the 
managed and completed tasks is in line with the schedule. 
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A successful workshop took place in Monaco, coun�ng Representa�ves from most departments involved. 
The aim of the "Workshop" was to go through our current workflows, to see if and where there was any 
room or need of a change. This approach led to some important changes, both on the workflow and the 
workload. The project is clearly showing 
the scale of the impact that the new sys-
tem will have on our core processes, en-
abling the en�re organiza�on to get 
more efficiency and effec�veness. 
The DAIMOS project is also a great op-
portunity to clean, scrub, detect and cor-
rect all the incomplete incorrect, redun-
dant data, which are not useful anymore. This process is not only necessary in order to lightering the so�-
ware and making sure we are only using the needed data, but also because a crucial aspect of the new 
so�ware is the interac�on with other in-house systems. Interfaces simplify automate and op�mize our 
daily job. Our company works with many different so�ware, and all of these have a purpose and are cru-
cial for a specific department. Trough DAIMOS, we are trying to concentrate everything into one and 
unique system (IMOS). Going ahead, there are s�ll important challenges to face.  
The project, genera�ng a wide range of innova�on, will request a more complete approach to 
'management of change' and that is why also a specific training on this subject will support the ongoing 
implementa�on of the new system. 

“We have gained distance from the storm, the situa�on today is much be�er.” declared Mr Salvatore 
d’Amico Fleet Director of d’Amico Group. He was referring to the slight though significant improvement 
seen in the shipping industry lately. He also reassured the company’s on-board and shore staff of the situ-
a�on improving for the company in the future. Meanwhile, to express its commitment and support to its 
shore staff and seafarers d’Amico Ship Ishima India Private Limited organised a company seminar on the 
23rd & 24th March at The Leela, Mumbai, with the tagline “Anchors of Strength”.  
This theme serves to put in perspec�ve the huge amount of confidence and trust the company lays in its 
human resource. 
The seminar was hosted by the Execu�ve Director Capt Kulwant Singh Budwal, who very competently in 
his own ma�er of fact style said: “The top management is here to show their apprecia�on of your commit-
ment to keep our ship stable. We believe all of you are the anchors that lend the ship stability and reliabil-
ity. For this seminar to be truly successful, all the par�cipants need to come up with sugges�ons for im-
provement, however small these may appear.” 
Salvatore d’Amico, Fleet Director lit the tradi�onal lamp which dispels darkness and brings light and 
knowledge. In his brief but focussed speech he dwelt on the rapid strides made by the company.  
d’Amico now has fi�een offices around the world, seventy vessels with a  4000  seafarers and  350  staff 
on shore. He was confident that the shipping industry was turning around and the situa�on was becoming 
be�er. He said, “Our reputa�on is very important for us. Reputa�on makes the customer trust us with 
their cargo. Our staff is our asset and we do not consider them as cost.  
For the last forty years, we have not had any redundancy due to the compe��ve spirit of our staffers.” 
Capt Neale Rodrigues from The Britannia Steam Ship Insurance Associa�on Limited spoke on Safety Cul-
ture and Risk Assessment. He said, “The root causes of accidents and incidents are complacency, non-
communica�on, lack of training, and lack of experience.  
Technology has its limita�ons and an over reliance on it could end up being a very costly affair.” 
Cesare D’Apì, Tanker Technical  Manager spoke of “Condi�on based Maintenance Project”.  
He opined that smart maintenance required smart tools.  

Ship and Shore Seminar in Mumbai: "Anchor of Strength": From: Marex Media 
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He also guided the par�cipants on maintenance ma-
turity levels in the shipping industry, failure genesis 
& evolu�on, and predic�ve maintenance along with 
condi�on monitoring techniques and applica�on. Mr 
Danilo Raffa, Managing Director, Ishima Pte Ltd,  
spoke of corrosion on cargo lines in his topic “316 L 
SS – Behaviour with Seawater.”  
He cau�oned ship staff that corrosion of stainless 
steel in sea water is a known phenomenon.  
Mr Paolo Vaccaro Head of Tankers Opera�ons at 
d’Amico Shipping, Singapore and Capt.  
Banda Man Singh, Commercial Operator at d'Amico 
Tankers d.a.c. spoke on the many ac�vi�es of the 
Tanker Commercial Department.  
Taking an over-
view of the Tanker 
Market, both 
spoke of charter-
ing ac�vi�es, in-
cluding voyage 
nego�a�on, �me 
chartering and 
opera�on ac�vi-
�es with prefixing 
requirements and 
voyage planning. 
Ms. Luciana Mac-
carrone, from the 
crew department gave an outline on the human ele-
ment in the marine industry.  
She said, “Despite vast improvements to regula�ons 
and best prac�ces guidance 
within the mari�me sector, disasters con�nue to 
happen. The ocean remains a very dangerous work 
place on the planet. What has become abundantly 
apparent is the integral role of the Human Element 
either as a root cause or significant contributory fac-
tor to incidents at sea.” 
The feedback session saw many of the par�cipants 
asking some serious ques�ons to the top manage-
ment regarding safety and Rest & Recrea�on 
ma�ers which were answered quite frankly by top 
management of the company. 
Later, the night saw the coming together of all fami-
lies of the par�cipants at a cocktail dinner party with 
much dancing and singing.  
Mr Pradeep Govindan Drew Marine spoke on 
‘Chemical treatment of boiler and M/E Systems’.  
He said “A properly applied water treatment pro-

gram assures uninterrupted opera�on, minimizes 
the corrosion process, maintains maximum equip-
ment efficiency, extends equipment life, and keeps 
the opera�ng costs low.”  
Speaking on Crew Welfare-The New Genera�on, Mr 
Vinod Kumar, from IT department elaborated on 
various pressing issues pertaining to IT sector -
Internet Risks Growth and how malware threat has 
increased manifold. He stressed on following the 
standard procedures so as to curtail such threats. 
Capt Savio Taiano & Capt. Gandhi spoke on Health, 
Safety, Quality and Environment (HSQE). Summariz-
ing ma�ers, he said, “It is important to imbibe the 
concept of good and bad prac�ces.”  

He also spoke on 
the need for cau-
�on on issues of 
Enclosed Space 
Entry, the Environ-
mental Compli-
ance Plan, Change 
over of Ship’s 
Classifica�on, New 
Regula�ons for 
CO2 emissions, 
IMO Data collec-
�on, EU MRV reg-
ula�on, Right ship 

benchmarking, and PSC performances.” Capt 
Leboffe in charge of Marine Safety and Crewing at 
Ishima Pvt Ltd & Capt Sanjeet spoke on incident re-
view. He said, “The major incidents and shipping 
causali�es include cargo contamina�on, Injury while 
handling tug lines, Fuel overflow during bunkering, 
So� contact during STS opera�ons, and anchor loss.” 
Con�nuing further, Capt Leboffe and Capt Sanjeet 
spoke on ‘Resilience Learning.’ Resilience is the abil-
ity to overcome adversity and bounce back.  
It also implies resourcefulness and strength of char-
acter. 
Mr Jacob and Mr Roy spoke on Technical Proce-
dures. Both focussed on Defect repor�ng, Weekly 
Management Mee�ngs, Fuel Changeovers, Precau-
�ons while change over, upkeep of cer�ficates and 
sounding logs. 
The two day Safety Seminar came to a close with the 
closing speech delivered by Capt. Savio Taiano, 
HSQE Director. The seminar ended on a note of im-
mense sa�sfac�on. 
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Each year, for the last 5 years, 18 navy cadets from the NMCI embark on vessels 
of the d’Amico fleet (owned and Glenda JV product tankers vessels) where they 
spend 90 days on board. 
In this way, d’Amico gives the opportunity to the newly qualified?  
Navy officers to get the cer�ficate of competency needed for the cer�fica�on to 
sail and helps them complete their onboard training period which is required in 
order to become an officer. 
This Cadets program is only one of the numerous projects that d’Amico Group 
supports at various levels of educa�on, contribu�ng in this way to development 
paths in order to build successful careers.  
Moreover, d’Amico Group through the NMCI is also partner of Chiltern Mari�me, 
specialised in the recruitment, training and administra�on of Officer Trainees for 
Merchant Navy Scholarship Schemes.  

The cadets, a�er their class period spent ashore, are em-
barked on d’Amico vessels in order to complete their 
onboard training and cer�fica�ons.  
The NMCI offers degree courses in Nau�cal Science and 
Marine and Plant Engineering and a Cer�ficate in Naviga-
�onal Studies (Seamanship) which will suit school leavers 
and those with experience of working aboard merchant 
ships or fishing vessels.  
The Na�onal Mari�me College of Ireland is located in Rin-
gaskiddy, Co. Cork and provides training and educa�on for 
the merchant marine and the non-military needs of the 
Irish Naval Service. 

Capt. Giuseppe Oliveri 

d’Amico Group is proud to announce partnership with the  
Na�onal Mari�me College of Ireland for the Cadets program: 
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Shipping Ac�vi�es: 
Seafarers Ma�er: 
This year, once again, 25 June will 
mark the annual Day of the Seafarer 
(DotS). DotS was established in a 
resolu�on adopted by the 2010 Di-
ploma�c Conference in Manila to 
adopt the revised STCW Conven-
�on. Its stated purpose is to reco-
gnize the unique contribu�on made by seafarers from all over the world to interna�onal seaborne trade, 
the world economy and civil society as a whole. 
The resolu�on "encourages Governments, shipping organiza�ons, companies, shipowners and all other 
par�es concerned to duly and appropriately promote the Day of the Seafarer and take ac�on to celebra-
te it meaningfully". 
This year our theme is "Seafarers Ma�er". 
For 2017, we want to par�cularly engage ports and seafarer centres to demonstrate how much seafarers 
ma�er to them. The idea is for ports and seafarer centres to share and showcase best prac�ces in seafa-
rer support and welfare. 
We want them to organize special ac�vi�es for seafarers on that Day, for example: 
� Social event organised in port to celebrate seafarers; 
� Public open day at seafarer centres; 
� Free wi-fi in port for a day. 
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Ac�vi�es onboard: 
CIELO DI JARI’S first transit to Panama Canal.  

 

From: CM Noel Tiania  -  
M/V Cielo di Jari. 
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Ac�vi�es onboard: 

OUR OFFICERS EMPLOYED ON TALL SHIP: SIGNORA DEL VENTO.  

 

3rd Officer — Stefano Vellucci / Chief Officer — Valerio Taiano / 3rd Officer — Alessandro Di Schino. 
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Service with Pride: 

Year Name Rank Na�onality 

15 TREVISO GIUSEPPE MESSMAN ITA 

15 MHATE BAWA RAEES 2ND MATE INDIA 

10 DCOSTA MENINO BOSUN INDIA 

10 DALVI NACHIKET ABLE SEAMAN INDIA 

10 VASHISHT MANISH 2ND MATE INDIA 

10 KOTTAMMULLA V PRASEETH 2ND MATE INDIA 

10 TOM JOSE 2ND MATE INDIA 

10 JAIN MAYUR 2nd Engineer INDIA 

5 TIDEI FABIO 3rd MATE -12 M ITA 

5 PIETRONIRO ALESSIO 2ND MATE ITA 

5 LODI STEFANO 3RD MATE ITA 

5 RICCARDI SERGIO 3rd MATE -12 M ITA 

5 DE LUCA LUIGI 3RD MATE ITA 

5 PERUMAL RAJ SANJEEVI KUMAR CH.CREW COOK INDIA 

5 TANDEL JANAKKUMAR TULSIDAS OILER INDIA 

5 TARI PRADEEP CH.CREW COOK INDIA 

5 TANDEL BANKIMCHANDRA SUKHLALJI ABLE SEAMAN INDIA 

5 TANDEL BIPINCHANDRA DAHYABHAI BOSUN INDIA 

5 MEHROTRA ANKIT MASTER INDIA 

5 VADAMODULA RAMESH FITTER INDIA 

5 NEGI ANKIT 3rd Engineer INDIA 

5 AGGARWAL PANKAJ 3RD MATE INDIA 

5 TAMBILING BICOY RANDY 2ND MATE FIL 

5 FLORENTINO CORPUZ BENJIE 3rd Engineer FIL 

5 VILLAREAL DUMRIGUE ERROL MESSMAN FIL 

5 SIBONGHANOY BACAYO FELINO JR. 2nd Engineer FIL 

5 SAMIKUTTY BIJU CH.CREW COOK INDIA 

5 FRESTA ALBERTO 2ND MATE ITA 

5 MARIANI ADRIANO 2ND MATE ITA 

5 LAVORATO MARCELLO 2ND MATE ITA 

5 TANDEL PANKAJKUMAR RAMANLAL OILER INDIA 

5 TANDEL SUNILKUMAR MOHANBHAI ABLE SEAMAN INDIA 

5 TIWARI SHAILENDRA KUMAR ABLE SEAMAN INDIA 

5 FERNANDES FRANCISCO MESSMAN INDIA 

January—February– March 2017 
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Year Name Rank Na�onality 

5 YADAV SUBHASH CHANDRA FITTER INDIA 

5 MODAK ILYAJ ASHRAF ABLE SEAMAN INDIA 

5 TALEJA KUMAR ASHISH ABLE SEAMAN INDIA 

5 MEHROTRA GUNJAN SUPERNUMERARIES INDIA 

5 RADDI FEDERICA 3RD MATE ITA 

5 DEVANESAN ROSAMMAL ANDREW GEOR OILER INDIA 

5 TANDEL KAPILKUMAR HARIBHAI ORDINARY SEAMAN INDIA 

5 BHATTI NAKASH HARUN OILER INDIA 

5 SUBIN SUBHASH BABU ABLE SEAMAN INDIA 

5 GOPALAKRISHNAPILLA LATHISH 3rd Engineer INDIA 

5 YADAV RITESH 3RD MATE INDIA 

5 ODI VALUGE FAZIL ABLE SEAMAN INDIA 

5 BOHOL VILLAHERMOSA ARNEL BOSUN FIL 

5 AUSTRIA CALICA CHRISTOPHER ABLE SEAMAN FIL 

5 DAGARAGA BATUL ANGELO OILER FIL 

5 SANCHEZ COYOCA RAUL CHIEF ENGINEER FIL 

5 ADOLFO ANDO SILVESTRE FITTER FIL 

5 DINAWANAO PUNTUAL EDWARD ELECTRICAL ENG FIL 

5 RIVERA EUGENIO ALVIN CH.CREW COOK FIL 
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VESSEL DOC Holder Owner 
Cielo di Capri d’Amico Rome d’Amico Tanker d.a.c 
Cielo di Gaeta d’Amico Rome d’Amico Tanker d.a.c 

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

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

Cielo di Ulsan  d’Amico Rome d’Amico Tanker d.a.c 
Cielo di Salerno  d’Amico Rome d’Amico Tanker d.a.c 
High Courage d’Amico Rome d’Amico Tanker d.a.c 

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

High Loyalty 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 Trader d’Amico Rome d’Amico Tanker d.a.c 
High Trust 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 Voyager d’Amico Rome d’Amico Tanker d.a.c 

High Wind d’Amico Rome d’Amico Tanker d.a.c 
High Challenge 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 d’Italia d’Amico Rome d’Amico Dry d.a.c  

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

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

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

Cielo di Cartagena Ishima d’Amico Dry d.a.c  
Cielo di Vaiano 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 Agadir ACGI Interna�onal  d’Amico Dry d.a.c  
Cielo di Casablanca ACGI Interna�onal  d’Amico Dry d.a.c  

Medi Bangkok Ishima dSS 
Medi Lausanne Ishima dSS 

Medi Lisbon Ishima dSS 
Cielo di Dublino d’Amico Rome d’Amico Ship. It 

Cielo di San Francisco d’Amico Rome d’Amico Ship. It 
Medi Bal�more d’Amico Rome d’Amico Ship. It. 

Medi Cagliari 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 Rabat  ACGI Interna�onal  d’Amico Dry Maroc Sarl 

VESSEL DOC Holder 
Alpine Maria Ishima 
Alpine Mary Ishima 

Alpine Hibiscus Ishima 
Giulia I Ishima 

High Current Ishima 
High Sun Ishima 
Len�kia Ishima 

M/S Hamburg Ishima 
Maersk Mizushima Ishima 

Nord Sakura Ishima 
Serena R  Ishima 

Talia Ishima 

VESSEL DOC Holder Owner 
Glenda Megan Ishima Glenda Int. Ship 

Glenda Melanie Ishima Glenda Int. Ship 
Glenda Melissa Ishima Glenda Int. Ship 
Glenda Melody Ishima Glenda Int. Ship 

Glenda Meredith Ishima Glenda Int. Ship 
Glenda Meryl Ishima Glenda Int. Ship 

DACC  Adria�co Ishima DACC Mgt d.a.c 
DACC Atlan�co  Ishima DACC Mgt d.a.c 

DACC Egeo  Ishima DACC Mgt d.a.c 
DACC Tirreno Ishima DACC Mgt d.a.c 

High Efficiency Ishima DM 
High Strength Ishima DM 

Total OWNED: 51 
Total THIRD PARTY: 12 

Total JOINT VENTURE: 12 
BAREBOAT 1 

Fleet List: OWNED VESSEL: THIRD PARTY MANAGED VESSEL: 

JOINT VENTURE: 

High Fidelity d’Amico Rome GRANSHIP CO S.A  

BAREBOAT: 
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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 Ba�ery 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 collabora�on by: 



VERY IMPORTANT: 
REMEMBER  

REPORT ANY NON COMPLIANCE TO YOUR DPA OR  

ANONYMOUSLY TO:  

 

HOTLINE: +39 068411567 

 

Online:       h�p://noncompliance.damicofleet.com/1957  

           (For d’Amico Società di Navigazione Vessel) 

               h�p://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 

 

 


