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1.    Introduction to this issue. 

From the editor  
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2.    Crew Career Development.  

From the Crew department 

How many times did you hear above statement? It is for sure not the first time, however the concept 
of competence is not easy and there are several theories and models built around it. 
As a matter of fact, businesses today are increasingly looking for professionals who can intervene in 
complex contexts.  

The concept of competence is therefore closely linked to the ability to master complex situations. By 
definition, the expertise transcends the level of knowledge and skills, and show how these can be ap-
plied in a real way to real contexts.  

 
Individuals should be able to make the right choices, to take the appropriate behaviors in different situ-
ations and anticipate the effects of their interventions.  
Competence is also immediately connected to continuous training considered essential to the success 
and competitiveness of the companies. 

Therefore, for the d'Amico Group competence means:  

Skills – Qualifications –Experience – Knowledge – Aptitude – Attitude - Understanding of the 
duties required in the rank – Flexibility - Responsibility – Pragmatic. 

Is that “Enough”? What else? This is an open question I’ll leave to your suggestions and experience 
which all of you, for sure, would like to share among us. 

Together with Superintendents and Managers attended a very interesting workshop on Competency 
Based Training & Assessment conducted by a very skilled trainer from Lloyd’s Register Marine (LR) and 
the main suggestion coming from them as well as from the industry itself, is not to focus on seafarers 
competency itself, but to focus on what is called Human Performance, that is a combination of: 
 
 Competency:      Education, Facilitation/Training, Experience 
 Attentiveness:    Workload and Motivation 
 Alertness:            Fatigue, Stress, Rest 
 
But gentlemen, Competence, Attentiveness and Alertness go together with the seafarer  ATTITUDE.  
In  our opinion, Attitude is the way an individual Thinks and accordingly he Behaves. To change the be-
havior we should first understand the thinking that is behind our behavior.   
 

Excellence in operating the vessels requires competent seafarers.  
M
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2.    Crew Career Development.  

All of above is expressed in our Management System by initial stringent recruitment process and quality 
criteria that guarantees an initial thorough screening of seafarers which ensures company’s standard of 
embarking dedicated professionals.  

But more important is that the process is not limited only to this.  

Going through the website you read that we are passionate about shipping and we use the skills, experi-
ence and values, which are fundamental to our company’s tradition, and help us to provide services to 
create added value for our clients.  Our HR policy and organizational structure is being aligned with the 
business strategy, mission and vision of the organization 
and its Core Values.  

In such a case, the crew management strategy help the 
effective implementation of the business strategy and with-
in the d’Amico Strategy special attention has been given to 
the management of its human resources as a distinctive 
competitive edge advantage. 

Officer Career Development: 

Among our seafarers, we believe in «home grown officers» that live up to d’Amico’s Core Values.  
In order to achieve that, the starting point is to have a strong Cadet Strategy that underpins our Global 
Manning Strategy.   
Your career development in fact starts at the very beginning and also by the choice we do of the Nautical 
Institutes we want to cooperate with, for the education of our cadets,  who are the future officers of the 
d’Amico Group Fleet. 
Assessment conducted by Masters and Chief Engineers as well as Superintendents and Managers is also a 
mean to capture the development of your full potential and improve the human performance. In this you 
are aligned with the d’Amico group strategy.  
This has been done with a tie up with Tolani institute in India whereby we have been selecting our own 
candidates for pursuing the cadet ship training program both ashore and onboard. The sole purpose of 
this grooming is the long term vision of the company looking at its future crop with a desire to build a 
sense of belonging for development of its people, to create a strong bond and success as a whole for both 
its people and the company. 
This has also been done with our ITS Caboto Foundation for our Italian cadets and the company is having 
similar plans of co-operation and tie ups with Institute in Philippines for our Filipino cadets. 
We are proud today to count on several of our officers who started their career as cadets with us and are 
now serving as operational and senior management officers on board.  
We heartily congratulate them.  Take a look at the High Discovery. All officers on board come from d’Ami-
co Cadetship Program. But  also our ratings that started as trainee OS now AB.  
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2.    Crew Career Development.  

Very strong attention is given to create environment and conditions to make you to improve your compe-
tencies and Human Performance at all times.  

We work alongside to help each one of you to build your own career, and in exchange we want you to be 
inquisitive, committed and passionate about learning and gaining from the vast experience that the Group 
has to offer. 

d’Amico in fact is committed to a culture that supports learning and development by ensuring that all peo-
ple (ship and shore) have the opportunity to maximize their contribution.  

The Group attaches great importance to its training activities aimed at stimulating professional growth 
and development processes for both onshore and seagoing personnel.  

Through continuous training programs, the d’Amico group ensures that the staff meets the highest stand-
ards of professionalism essential to their duties, supports the development of its talents, and reinforces its 
retention policy. 

Importance of Training in the career development and in the excellence 
of performance. 

Thanks to Capt. Manpreet Gandhi for the pictures sent. 
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3.    SOX – ECA Requirements 2015 Challenges and  Solutions 

There are some options available for ship operators operating in the ECA areas who wish to meet the new 
sulphur requirements: 

 

1.    Switching to distillates; 

This option will be probably most popular due to the fact that using marine distillate in the main engines 
does not pose a major technical retrofit challenge 

2.    Scrubbers  + HFO; 

3.    Alternative fuel such as LNG. 

 

However, these two last  solutions are rather much more challenging. 

 

Switching to distillates: 
At present, ships operating in SECA may not use fuel with a sulphur content exceeding 1.0%.  

 

It is possible to achieve such sulphur content in fuel in two ways: 

 

   Heavy fuel oil can be made from crude oil, which naturally contains less sulphur;  

  High sulphur and low sulphur fuel can be mixed together to achieve adequate        sulphur level. 

 

Generally, fuel containing less than 1.0% sulphur, which is used at present in SECA, is  high sulphur fuel 
which has been mixed with a slightly lower sulphur content fuel, to keep the sulphur content under the 
1.0% mark. 

The new IMO requirements regarding reduction of 
sulphur content of marine fuels to 0.1% by 2015 
means that ships operating in the SECA would have 
to switch from low sulphur fuel oil (LSFO) with a sul-
phur content of 1.0% to fuel with a sulphur content 
of 0.1% by 2015.  

         

It will be technically impossible to mix fuel grades to 
achieve 0.1% sulphur fuel so ships will have to switch 
to other available fuels.  

 

At present, commonly available fuels that have much lower sulphur content than heavy fuel oil are distil-
lates such as marine gas oil (MGO) having a maximum content of 0.1% sulphur. 

The use of marine distillate in the main engines pose some technical/operational issues. 

From Technical Department 

Continuous from the issue No. 3 
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Scrubbers: 

Annex VI of MARPOL enables the continued use of high sulphur fuels, however, is such cases additional 

technological solutions must be implemented to achieve “equivalent‟ levels 

of emissions.  

It means that special installations removing sulphur from ships, called 

“scrubbers” should be installed on ships. 

Four kinds of scrubbers can be used on ships:  

 seawater scrubbing; (open scrubber) 

 freshwater scrubbing; (closed-loop scrubber) 

 combination of the two; 

       (the hybrid technology) 

 CSNOx system, which targets not only sulphur oxides but also nitrogen oxides and CO2. 

 

The seawater scrubbing technology is based on the natural alkaline characteristic of seawater, it is used 

to neutralize the acidic exhaust gases.  

Further to the absorption of the SOX molecules by the seawater, the water is then discharged back into 

the sea after extracting and storing the relevant sludge from scrubbing.  

The sludge must be stored on board and then delivered to a shore reception facility. A system based on 

seawater scrubbing is already available on the market. 

The fresh water scrubbing is a variation of  the technology which requires 

the addition of caustic soda (NaOH) to react with and absorb the sulphurous 

emission gases.  

Its main benefit is that it opens the possibility to use the scrubbing technolo-

gy in sea areas where the natural alkalinity of the sea water is not sufficient 

to react on its own with sulphuric products.  

Like for the seawater scrubber, the resulting sludge must be stored on board 

and then deliver to a shore reception facility.   

The third technology it’s based on a combination of the two type of tech-

nology described  previously. 

The hybrid approach enables operation in closed loop mode when required, 

for instance whilst in port and during maneuvering using NaOH as a buffer. 

When at sea the switch can be made to open loop using only seawater.  

The fourth technology is the first of its kind in the world capable of reducing 

carbon dioxide (CO2), sulfur dioxide (SO2), and nitrogen oxide (NOx), all in a 

single system and by a single process It is based on the use of seawater. This 

technology is still under extensive tests. 

 

However, generally it can be estimated that cost will be around 2-4 mln Euro.  

3.    SOX – ECA Requirements 2015 Challenges and  Solutions 

“Investment cost of 

scrubbers is 

depended on type 

of scrubber, type of 

ship and engine 

power.” 
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LNG as Ship’s 

New regulations on emissions of sulphur oxides 

(SOx) within the Baltic Sea and the North Sea have 

recently increased the interest in and demand for 

alternative fuels.  

Liquefied Natural Gas (LNG) as an 

alternative fuel is currently the most 

popular option.  

Using LNG instead of oil considerably 

lowers the emissions of SOx and 

NOx. 

Many manufactures are offering 

LNG fuelled engines already.  

Gas engines which are currently available on the 

market can be divided in two main categories:  

 

 Dual fuel engines (e.g. Wärtsilä, Man) 

 Lean-burn gas engine (e.g. Rolls-Royce, 

Mitsubishi). 

 

These engines have varying char-

acteristics and levels of efficiency.  

The dual fuel engine runs on both 

LNG and conventional fuel. 

It is flexible solution when the 

availability of LNG fuel is uncertain 

(e.g. lack of LNG bunkering sta-

tions).  

Whereas, the lean burn mono fuel 

engine gives a simpler installation 

on board and is a more suitable 

solution for ships operating in regions with a devel-

oped grid of LNG bunkering stations.  

There are major challenges to the widespread imple-

mentation of LNG as a ship’s fuel.  

One of the main challenges is that large space is re-

quired onboard for LNG tanks, and this contributes 

for the loss of cargo space.  

For example LNG requires about 1.8 times more vol-

ume than MDO (marine diesel oil) with equally ener-

gy content.  

If we added the tank 

insulation the needed 

volume is about 2.3 

times higher.    

For new - build ships it 

is quite simple to find 

space for the larger fuel 

tanks, while this may 

be much more difficult or even impossible, to find it 

on ships which are already in operation.  

Therefore, there is very little probability that existing 

ships will be using LNG instead of conventional fuel.  

It is more likely that LNG as marine fuel will be used 

by new- build ships. 

Moreover, it has to be not-

ed that in order not to lose 

so much cargo space, the 

operational range due to 

the bunker capacity of the 

vessel must be reduced.  

Therefore, LNG is a fuel 

alternative basically for 

vessels which can be re-

fuelled quite often.  

Hence, this fuel alternative 

is not suitable for large ves-

sels engaged in deep sea 

shipping. 

LNG as ship’s fuel is most convenient for short sea 

shipping and such ships as ro-ro and ferries. Hat’s 

why more investment in LNG powered ships is ex-

pected in this segment. 

3.    SOX – ECA Requirements 2015 Challenges and  Solutions 

To be continued... 
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4.  Legal & Technical Issues of Bottom Fouling 

As any seafarer knows the traditional 

risk for a vessel trading tropical waters 

is to remain idle waiting for Charterers’ 

orders or for a berth to become availa-

ble and thus having its hull fouled by 

marine growth, in particular barnacles 

and mussels. 

 

The industry has so far provided differ-

ent kinds of anti-fouling paints, but, as 

aptly clarified by an LMAA arbitrator in a 

famous case some years ago (24/05) . 

 

“Held, that the prime cause of the ves-

sel’s bottom fouling was her prolonged 

stay in Brazilian waters in an area where 

no anti-fouling paint could be expected 

to perform adequately for port stays in 

excess of 14 days”. 

 

The arbitrator considered that 14 days is 

the objective time after which it is safe 

to assume that the vessel has been, to 

some extent, fouled.  

 

Obviously the charter parties can and 

often do provide for different (usually 

much longer) terms before bottom foul-

ing becomes an accepted fact under the 

CP, but the technical operator must be 

aware that past the 14 days deadline 

an underperformance due to the ves-

sel’s hull having become fouled to 

some extent becomes very likely.  

That this underperformance will be claimable or not by the 

Charterers depends from the actual vessel speed & con-

sumption after the port stay, from the terms of the charter 

party and from a series of legal considerations, like the sup-

porting weather reports properly taking into account CP 

terms and conditions, that can have an important impact on 

the claim.  

Having said this, the seafarer, as any operator, technical or 

otherwise, should also be aware of other technical issues 

related to bottom fouling and whose consideration can also 

greatly influence the whole picture.  

Let’s take a quick look at some of the most important. 
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Let us be clear, there is no clear ruling or decision on 
short navigation. Even if the CP terms provide that a 
vessel must remain “continuously” idle, simply mov-
ing the vessel from its anchorage position is not 
enough.  

The vessel must actually leave the full port area and 
must sail for the better part of a day  

(more than 12 hours).  

Essentially there must be a true full day of naviga-
tion.  

Otherwise the short navigation is no protection at 
all from the accruing of time. 

On the technical side, speed during the short naviga-
tion is also a concern.  

The Operator should ensure that the Master sails at 
normal sailing speed.  

Short navigation at less than normal sailing speed 
(11 knots minimum) is no guarantee that the level of 
activation of the anti-fouling paint is enough to kill 
all the barnacles.  

 

With the result that, once the vessel is again idle, 
fouling will resumes exactly from where it left. 

Short Navigation, but Navigation: 

If after a long port stay in tropical waters (more than 14 

days) the vessel’s speed becomes greatly reduced and 

the main engine temperature raises more than in nor-

mal circumstances, two conclusions can be taken: 

 The vessel’s hull is fouled and the fouling has par-

tially covered the sea chest intake, reducing the 

amount of water available for the cooling system 

and causing temperatures to increase.  

 

A prompt notification of the registered 

problem to the Technical and Operations 

Departments is in this case essential to 

minimize possible claim figures and to al-

low the mentioned Departments to deal 

with the matter promptly and in the best 

technical and economical way. 

Goes slowly and it’s hot: 

4.  Legal & Technical Issues of Bottom Fouling 

Legal Department 
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I just cleaned it and it still underperforms: 

Bottom fouling can have a different effect if the ves-

sel is in ballast or in laden condition.  

Depending on the condition of the 

vessel when originally remained 

idle in tropical waters and when 

subsequently underwent hull 

cleaning, a vessel can still under-

perform after a hull cleaning.  

If the vessel got fouled while lad-

en, then the entire submerged 

area of the hull becomes fouled 

by barnacles.  

If subsequently is hull cleaned 

while in ballast condition, most 

diving teams will clean only the 

submerged part, leaving the out 

of water areas alone.  

This difference of affected areas 

depending on the actual vessel 

condition is very important when 

dealing with sea chests.  

If the high sea chest is fouled and remains so during 

a hull cleaning affecting only the submerged area in 

ballast condition the consequences can be a very 

significant underperformance, as when again in lad-

en condition the main engine will not be provided 

with enough water to cool it down by the fouled 

high sea chest and the CE will be forced to reduce 

output, with a significant loss of speed for the vessel. 

 

 

Anodes, these strangers: 

Any marine engineer can tell you Anodes implement 

cathodic protection and that are essential for ves-

sel’s hull maintenance.  

This fact however has an indi-

rect, but very real, conse-

quence on the anti-fouling 

paint.  

Paint is an integral part of the 

hull, it’s the first strata in con-

tact with sea water and for 

this reason can easily be 

affected by corrosion. 

If the anodes are wasted, 

completely or greatly 

(reduced to 30%, for exam-

ple), then cathodic protection 

is failing and there is a con-

crete risk for corrosion of the 

hull.  

Corrosion will cause defolia-

tion of the paint and in those 

unprotected areas barnacles 

will set in at first opportunity.  

Therefore it is safe to assume that a vessel with a 

low percentage of anodes still active is a vessel at 

higher risk of bottom fouling at first opportunity 

while trading tropical waters. 

The same can happen also in presence of any kind of 

hull damage, scrapping and in those areas where the 

vessel’s hull was being held in place by supporting 

pylons during Drydock.  

Those areas will have few or no antifouling paint at 

all and for that reason they would be very vulnera-

ble. 

Bottom fouling is a traditional risk and, as such, can-

not be completely eradicated from vessel’s opera-

tions, however it can be minimized through an effec-

tive cooperation between on board and on shore 

personnel, which is in the best tradition of the 

d’Amico Group. 

4.  Legal & Technical Issues of Bottom Fouling 

“This means that when the 

vessel will be again in laden 

condition the still-fouled areas 

of the hull will likely produce an 

underperformance, even if the 

vessel has just been formally 

hull cleaned. “ 
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5.  Upcoming regulation: Learning from the Incident.           

Fatality - Struck by Falling Cargo Hose 

 

What happened? 

A barge and ship were involved in cargo transfer operations using the ships flexible cargo hose.  

Once cargo operations were completed, the barge Master disconnected the cargo hose from the barge 
manifold.  

He then wrapped the lifting sling around the cargo hose ready to be lifted by using the ships crane.  

The barge master moved to a place of safety before lifting commenced. At some point during the hose lift, 
the barge master assumed the lift was completed and returned to the manifold to secure the area.  

However the hose lift was still in progress.  

The lifting sling released and the hose fell back to the barge.  

The hose hit the barge Master on the back whilst he was working on the manifold of the barge.  

The barge Master suffered severe internal injuries which sadly resulted in his death 3 days later. 

 

Why it happened 

 The sling technique that was used, allowed the hose to slip from the sling 

 Risk communication between both vessels about the lifting was poor/not understood. 

 

Lessons learned 

 Specific hazards associated with lifting and hoisting should be included in the assurance 
checklists. 

 Communications between all stakeholder involved in the activity should acknowledge under-
standing of the  risk prior to commencement of the activity. 

 The majority of risk controls were procedural and human based. 

          There were no physical barriers in place to isolate the lifting zone.  

Key Message: 

 Ensure the simple Life Saving Rule:  

          ‘Do Not walk under a suspended load’ is ruthlessly followed! 
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6. Fighting Bunker Malpractices. 

From Operation Tanker Department 

The failure to meet a standard of care or standard of 
conduct that is recognized by a profession reaches 
the level of malpractice when a client is damaged  
because of error. 
 
Bunkers represent the single largest operating cost 
for ships nowadays.  
 
Many of us, ashore and on board, are very familiar 
with the problems that arise when fuel delivered is 
not up to specifications to inevitable claims and loss-
es, 
At Operations, 
we are chal-
lenged every 
day in order to 
properly source, 
stem and supply 
quality fuels to 
our vessels, 
same time more 
and more chal-
lenges are com-
ing from bunker 
short deliveries 
worldwide with 
particular stress 
and attention to 
some major ports e.g. Singapore 
Let us focus our article on these aspects starting from 
quality related problems. 
 
 
Contamination 

problems can arise 

from a whole range 

of contaminants 

that can lower the 

quality of bunkers, 

including water 

(fresh or salt) and 

sediment, organic acid and industrial cleaning sol-

vents, which in turn can cause poor combustion, cor-

rosion, sludge formation and filter plugging respec-

tively, although neither list is exhaustive.  

 

Such defects can cause engine damage or breakdown 

and can often lead to high repair costs for the vessel 

owner, which he can only hope to recoup through 

costly proceedings against the bunker supplier or his 

time charterer.   

The Owners may, in turn incur liability to a third par-

ty, for example, a charterer, because the vessel’s de-

livery into that charter is delayed because of repairs 

or to a cargo owner whose cargo is delayed.  

 

Furthermore, if the bunkers are found 

to be bad, they will have contaminat-

ed the vessel’s tanks and any fuel al-

ready on board.  

Time consuming and expensive re-

moval of the bunkers and tank clean-

ing will be required before fresh bun-

kers can be loaded. 

 

What can an operator do? 

 

The vessel operator has very little control over the 

quality of fuel supplied to his ship, which can vary 

considerably even from day to day in some ports.  

 

 

We are as good as 

the quality of collect-

ed evidence is 

strong. 

 

 

All people involved 

on board, must be 

aware about procedures, sampling methods and the 

type of problem that may be faced . 

Mr Paolo Vaccaro And  

Mrs Marie Anne 

Fiorelli 
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Furthermore, we order only marine fuel that adheres to the latest international specification established by 

the IMO, currently ISO 8217 - 2010, and we arrange rou-

tinely analysis for the testing of representative samples 

of the fuel delivered to the vessel (technical depart-

ments made contract with analysis providers Fobas/

Viswa Lab).   

We are regularly employing BQS (bunker quality and 

quantity surveyors) which will take samples of fuel dur-

ing the bunker process.  

In any event, the analysis of any sample will only be as 

good as the sample provided, as we mentioned before. 

There are many possible reasons for why a sample may 

not be representative, some of which are outlined be-

low: 

 A sample taken in thirty seconds from a bunkering that can take up to twenty-four hours is unlikely to 

represent the quality of the total fuel supplied; 

 A single sample taken at either the start, middle or end of bunkering will most probably be closer to 

represent the actual nature of the fuel supplied as a whole; 

 Although ISO 8217 defines the required properties of the fuels at the place of the custody transfer, the 

location of this custody transfer is often debated, i.e. the barge’s or the receiving vessel’s manifold. 

 Barge blending, i.e. circulation within the barge’s tanks, may be used to achieve the grade required. 

Although effective if done correctly, fuel of differing ‘quality’ can be loaded over distinctly separate 

periods of the bunker transfer, as a uniform mixture can take time to be established. The taking of a 

continuous drip sample, however, can often contain the correct proportions of the fuel    blend compo-

nents; 

 The required analysis may not encompass 

all the possible contaminants that could 

be present in the fuel oil.  

 We are therefore taking certain steps to 

protect us through the contract with the 

bunker supplier, or in the case the vessel 

is on charter, through the inclusion of 

terms in the charterparty. 

 The supply contract is normally contain-

ing these points. 

 Specify the buyer’s nomination as to bunker product quality, which should at the very least comply 

with the ISO 8217 standard, but also specify the individual characteristics of the fuel given as a maxi-

mum value with the exception of the flash point. 

6. Fighting Bunker Malpractices. 

One solution to this malpractice is to witness the samples being taken.  



 

June 30, 2014 THE LIGHTHOUSE 17 

 Specify the test to be used and how it is to be exe-

cuted; for example, four authenticated, sealed and 

tamper-proof representative samples of bunkers 

shall be taken at mutually accepted points in the 

delivery line for later testing as needed;   

 Specify that prior to delivery the seller should pre-

sent a signed document which rigorously docu-

ments the quantity to be delivered and the quality 

parameters of the fuel as required by the ISO; 

 Specify that post-delivery bunker delivery receipts 

should be presented by the seller depicting the volume delivered with delivery temperature and show-

ing at least the density, flash point and sulphur content.  

 This receipt should then be signed by the buyer (vessel) as an acknowledgement. 

 

In spite of all the precautions and testing discussed above, 

inevitably, some contaminated bunkers will be loaded.  

At this stage the owner/time charterer faces further difficul-

ties in answering allegations of off-spec bunkers.  

The key lies in the trail of evidence and in many respects the 

way the industry operates.  

It has been alleged that some unscrupulous bunker suppliers 

will hand over pre-prepared and sealed samples taken from 

a source at the terminal. 

These samples will of course be on spec and will be substituted for any taken at the drip sampler.  

Even though these options cannot guarantee an absence of difficulties and may well increase the cost of bun-

kering, they cannot compare with the uncertainty and costs of pursuing a claim through arbitration or the 

courts. 

 

Same importance is nowadays represented by quantity related problems. 

 

Can’t have been the only one who raised an eyebrow at the news some time weeks ago about , the Chief 

Engineer onboard the Suezmax vessel originating one of the most relevant cases in Singapore.He was alleged 

to have accepted a bribe from a local bunker supplier at one of the world's largest bunker ports and to have 

submitted false documents to cover a bunker shortfall.  

 

He was found guilty in a court and he and the two cargo officer and surveyor allegedly complicit, were                       

sentenced to very substantial fines and in  chief engineer’s case, two traumatic weeks in prison.  

6. Fighting Bunker Malpractices. 
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Massive Competition: 

So massively competitive are some 

of the world's largest bunker ports 

that it is a well known fact, much 

lamented by bunker suppliers, it is 

very difficult to make money 

through "honest" bunkering. 

There are some reputable suppli-

ers; at Operations we know who 

they are generally.  

It is of course possible to get the 

amount of bunkers we've paid for, 

delivered in full. 

But in some ports it is extremely 

difficult to do, consistently any-

way.   

Looking for the cheapest bunker 

price does not always mean saving 

money –since shortages can often 

represent a higher expense than 

paying the supply a little bit more.  

Even if suppliers we work with are 

screened, the shortage is in most 

cases linked to barge operators, 

and the control on those is very 

difficult.         

In this article we will concentrate 

on one of the most widespread 

and ‘’spectacular’ fraud on quanti-

ty. 

Cappuccinos: 

It is an amusing iron-

ic juxtaposition it is 

quite difficult to find 

a decent cappuccino 

on land anyway.  

Though the rumour 

is of course that 

these ports have plenty of very 

impressive cappuccinos floating 

offshore, although it is doubtful 

you would want to drink them! 

In all seriousness though, one has 

to regard the situation dispassion-

ately.  

It is theft.  

But it is explainable theft.  

It is simply a symptom of too many 

suppliers and too many barges 

chasing a share of grossly oversat-

urated markets. 

Physically cappuccino (or Coca 
Cola effect) may be described by 
frothing/bubbling effect caused by 
compressed air blown through the 
delivery hose.  
 
The aerated bunkers when sound-
ed will give the impression that the 
fuel is delivered as ordered.  
 
In fact after sometime when the 
entrapped air in suspension settles 
out of the fuel oil the oil level 
drops and a short fall is discovered.  
 
In large bunker deliveries this 
could be considerable with huge 
financial implications. 
 
The flow meter cannot detect the 
air being introduced in the system 
and 
compensate accordingly.   
 
Most flow meters in use today are 
of either the wrong type or the 

wrong size. In 
other words are 
not technologi-
cally advanced.  
 
 
All the standard 
flow meters will 
only measure 
the volume of 

throughput and not the actual 
mass of fuel being delivered.  
 
 

As a result when is air introduced 
into the system, which is essential-
ly ‘small air bubbles’ - the flow me-
ter will register it as volume. 
 
However, there are flow meters 
out in the market which are capa-
ble of measuring the true quantity 
(mass) of the fuel delivered.  
 
One such meter is the ‘Coriolis 
Mass Meter’ - it has been in exist-
ence for quite some time now and 
only getting better.  
 
Coriolis meters take direct mass 
flow measurements using the Cori-
olis Effect (a deflection of moving 
objects when they are viewed in a 
rotating reference frame) 
 
Precautions against Cappuccino 
Bunkers: (source UK P&I LP Bulle-
tin) 
 
Before Fuel Transfer: 
 
At the time of opening gauge fuel 
oil should be observed from ullage 
hatches for any foam on the sur-
face of the bunkers. Foam may 
also be detected on the ullage 
tape. 
 If there is no foam then the oil 
level on the tape should appear 
distinct with no entrained bubbles.  
If by observation of the tape and 
the surface of the fuel you suspect 
entrained air then obtain 
 a sample of the fuel by lowering a 
weighted bottle into the tank.  
 
Pour the sample into a clean glass 
jar and observe carefully for signs 
of foam or bubbles. 
 
If these observations show en-
trained air the Chief Engineer 
should not allow the bunkering to 
start and notify the owners / char-
terers immediately.  
 

6. Fighting Bunker Malpractices. 
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The barge Master should be issued with a letter of protest and a copy sent to the ship's agent.  
If the barge Master decides to disconnect from the ship and go to another location then the agent should 
immediately inform the port authority and try to establish where the barge has gone.  
All relevant times and facts should be recorded in the deck log book. 
 
During Fuel Transfer: 
 
If the Chief Engineer has not observed any entrained air during the initial barge survey it is still possible that 
air can be introduced to the barge tanks or the delivery line during the pumping period.  
 
The Singapore Bunkering Procedure SS 600 prohibits the use of compressed air from bottles or compressors 
during the pumping period or during stripping and line clearing.  
It should be confirmed with the barge Master that he will follow this procedure (Reference SS600 paragraphs 
1.12.10/11/12/13).  
 
Stripping of barge tanks can also introduce air and stripping should only be performed at the end of the de-
livery for a short period of time.  
The barge Master must agree to inform the Chief Engineer when he intends to start stripping and when it has 
been completed. 
 
Another method by which the air can be introduced into the system is by crack opening the suction valve of 
an empty bunker tank while pumping 
from other tanks.  
Ship's crew and surveyor need to be alert 
during bunkering and check for the fol-
lowing signs: 
 
 Bunker hose jerking or whipping 

around. 
 Gurgling sound when standing in 

vicinity of bunker manifold. 
 Fluctuations of pressure indication 

on manifold pressure gauge. 
 Unusual noises from the bunker 

barge. 
 
After Fuel Transfer: 
 
It is also possible to introduce air into the delivery line during blowing through at high pressure. Therefore it 
is imperative that the barge informs the ship before and after blowing through is completed so that the ship 
crew can be extra vigilant during this period. 
The ship’s bunker manifold valve should be checked shut before gauging of the vessel’s tanks. 

 

In order to support and help vessel’s crew, Operations will appoint an independent surveyor to follow bunker 

operations in sensitive ports such as Singapore (but also recently in Northern Europe refuelling) and help de-

tecting malpractices and quantity frauds However the rule of crew in this bunkering operations is crucial to 

identify potential  problems throughout bunker supply – Operations can give their entire support from shore 

to contact suppliers on time and sort out issues before BDN( Bunker Delivery Note) is issued. 

6. Fighting Bunker Malpractices. 
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After Fuel Transfer: 
 
It is also possible to introduce air into the delivery line during blowing through at high pressure.  
Therefore it is imperative that the barge informs the ship before and after blowing through is completed so 
that the ship crew can be extra vigilant during this period. 
 
The ship’s bunker manifold valve should be checked shut before gauging of the vessel’s tanks. 

In order to support and help vessel’s crew, Operations will appoint an independent surveyor to follow bun-
ker operations in sensitive ports such as Singapore (but also recently in Northern Europe refuelling) and help 
detecting malpractices and quantity frauds. 
 
 
However the rule of crew in this bunkering operations is crucial to identify potential  problems throughout 
bunker supply – Operations can give their entire support from shore to contact suppliers on time and sort 
out issues before BDN( Bunker Delivery Note) is issued.  
 
 
 
 
Identifying Cappuccino Effect: 

 
 
 
 
 
 
 
 
 
 

 
 

 
 
 
 

Froth on the top layer of the tank seen by opening the manhole. 
Bubbles seen on the sounding 

tape during measurement. 

Note: Pumping to be stopped immediately if froth is noticed. 

Oil Drip at the vessel 
manifold (receiving 
end) via drain valve. 

No froth seen.  
Clear reflection is an 

indication of good 
supply. 

6. Fighting Bunker Malpractices. 
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7. Report in Richards Bay , South Africa. 

From the Vessel 

Name of Vessel: Cielo di Dublino 

Name of Master: Capt. Mohammed Osman Gani  

At Anchorage area, Depth is more than 50 Mtr and sea bed not flat.   

Strong Agulhas current .  

Master pay attention lowering anchor by gear and keep in mind strong current.  

Port control performance is very poor.  

They do not have idea about ship operation.  

As all joined newly and  previous all officer changed together.   

When port control give for pilot boarding time, proceed slowly to pilot boarding ground and stay minimum 6 miles 

away from South break water.  

When pilot boat coming out from BW, then proceed to boarding area.  

I heard in VHF many v/l  facing problem  as pilot not coming in time, sometime they are coming after 2 to 3 hrs and 

tell v/l stay at boarding area which is very difficult due to strong current and v/l at anchorage near by.  

From break water to boarding ground, pilot boat take around 30 min.  

During berthing , pilot taking ship very quickly to make v/l alongside as they have to go other ship asap.  

This pilot is newly trained and have less exp.  

So Master must be aware of it and check v/l progress while pilot on board ,specially during berthing.  

At port there may be shifting by mooring ropes.  

Master should see safe shifting towards another v/l  near by. Inform DPA and keep ready engine in case of emergen-

cy before shifting.  

Also keep ready anchor above water level  to hold astern movement of  the v/l  in case of emergency.    

Master must inform Ch. off that loading by shooter to be monitor carefully.  

As quantity will not be same as per loading plan and there could be big difference in hold wise loading . Should check 

draft after every seq.  

During dep, Pilot left inside break water .  

So Master should keep in mind strong current/tidal condition ( normally during High water current very strong. )  

and  swell ht.   

At the mouth of Break water , swell and current suddenly change .  

So before coming out from BW, v/l must speed up and keep v/l in track.  

There was incident happened last October.  

One capsize v/l lost steering ,aground and divided into two part.  

..My experience to approach the harbour.. 
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8.   Management of shipboard operation and requirement 

of permit to work systems. 

HSQE Department 

A Permit to Work system is a formal written system that 

is used to control certain types of work.  

It delivers a risk-based approach to safety management 

and requires personnel to undertake and record risk 

assessments in the development of a safe system of 

work. 

The Permit to Work system must ensure that protective 

and precautionary measures are taken which will re-

duce the risks associated with a task to a level that is 

considered to be As Low As Reasonably Practicable - 

ALARP. 

The measures to be employed in carrying out a particu-

lar task are determined by a risk assessment and rec-

orded in the Permit to Work System. 

Permit to work system-Structure: 

The structure of the system and the processes employed are very important in ensuring that the system de-

livers the necessary level of safety and operational integrity.  

The Essential Features of a Permit to Work system are:  

 Clear identification of who may authorize particular job and who is responsible for specifying the nec-

essary precaution. 

 Training and instruction in the use of permits. 

 Monitoring and Auditing to ensure the system work as intended and to seek continual improvement. 

 An operational document prepared by a responsible person who is familiar with the work procedures,     

Hazards and all necessary precautions. 

 Permits provide written authority for the work to commence and also lays down the time when it 

must stop. 

 It sets out the connect sequence of work, the responsibilities of all persons involved and the safety 

checks to be made and all the precaution that must be taken. 

 The permit to work is not issued until the responsible persons have signed it. Signifying that every 

step in the sequence checks has been taken. 

 

The system will determine the appropriate controls needed to manage the risk associated with shipboard 

task and determine the appropriate management tool. 
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A Permit to Work system should contain the following steps:  

1. Identify the task and location. 

2. Identify the hazards and assess the risks. 

3. Ensure appropriate competency. 

4. Define the risk control measures –  state the precautions and personal protective equipment needed. 

5. Determine communication procedures. 

6. Produce a procedure or initiate a Permit to Work. 

7. Obtain formal approval to perform the work. 

8. Carry out a pre-work briefing. 

9. Prepare the work. 

10. Carry out the work to completion. 

11. Return work site to a safe condition. 

12. Complete the process, keeping records for audit purposes. 

8.   Management of shipboard operation and requirement of permit to 

work systems. 

Permit to work forms: 

The Permit to Work form is designed to lead the operator through an appropriate process in a logical, detailed and 

responsible manner.  

The permit is produced as a joint effort between those authorizing the work and those performing the work.  

The permit should ensure that all safety concerns are fully addressed. 

The following list provides guidance on items that may be included in a Permit to Work form.  

The format used will be determined by the SMS: 

1. Type of permit. 

2. Number of permit. 

3. Supporting documents - e.g. details of isolations, gas test results. 

4. Location of work. 

5. Description of work. 

6. Hazard identification. 

7. Precautions necessary. 

8. Protective equipment to be used. 

9. Authorization for the work including duration, endorsement by the master or department head. 

10. Acceptance by those performing the work. 

11. Management of changes, to workforce or conditions. 

12. Declaration of completion. 

13. Cancellation. 
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The ongoing implementation of the requirements of the permit, and the identification of any deviations 

from the specified controls or expected conditions, are essential in safely completing the task.  

The system should also identify any conflicts between tasks being carried out simultaneously onboard. 

The advantage of work permit system are: 

 Reduce the chance of work being initiated by an unauthorized person. 

 The workforce will be confident that hazards affecting their personnel safety have been considered 

and assessed before works commences. 

 Clear line of responsibility are identified. 

 The likelihood of confusion is reduced as there is a requirement for the permit to be fully discussed 

with and countersigned by supervisor. 

 Reduces the risk of someone trying to operate the equipment whilst other work is ongoing. 

 Permit to work is a permanent record of precautions to be taken prior to work being carried out. 

8.   Management of shipboard operation and requirement of permit to  

work systems . 

Hot Work Permit: 

A permit obtained for any job  or activity , 

where the heat generated is of sufficient 

magnitude and intensity to result in ignition 

of any flammable liquid , gas or any other 

material: 

A permit obtained for any work or activity, 

which are not covered by any specific work 

permit except operating motor switches, 

inspecting fire fighting and safety equip-

ment: 
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Electrical Work Permit: 

8.   Management of shipboard operation and requirement of permit to  

work systems . 

 A permit obtained for any electrical job on 

any electrical equipment or system, except 

greasing of motor which is covered by Cold 

work permit:  

Enclosed Spaces Entry Permit: 

A permit obtained for entering into an area 

that has limited openings for entry and exit 

that would make escape difficult in an 

emergency, has a lack of ventilation, con-

tains known hazards which is neither in-

tended nor designed for continuous human 

occupancy. 

Work Aloft Permit: 

Permit obtained foro all personnel who are required 

to work in any location on 

the vessel more than eight feet above the deck.  

This shall include the foremast, the 

mainmast and the stern U-frame.  

t shall not include the top of the pilothouse, the top 

of the after steering station, or either crane cab. 
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Electrical Work Permit: 

8.   Management of shipboard operation and requirement of permit to  

work systems . 

Work planning meetings should be held onboard to ensure that operations and maintenance tasks are cor-

rectly planned and managed with the aim of completing all tasks safely and efficiently.  

These meetings may include discussion of: 

1. Risk assessments. 

2. Work permits. 

3. Isolation and tagging requirements. 

4. The need for safety briefings, tool-box talks and correct procedures. 

Validity of Work Permit: 

The work permit is valid from the time of issue till end of shift.  

The permit must be invalidated if one of following condition exist: 

1. Permit condition are non complied with the Area / unit conditions changes ( Release of flammable / 

toxic gases, chemicals, hydrocarbon liquid spillage etc) 

2. Failure to commence the work after issuance of work permit. 

Renew of Work Permit: 

Permit shall be renewed, if the work is to be continued n the next shift.  

If work is discontinued for more than two hours, the Permits shall be closed and a fresh work permit is to 

be issued prior re-starting the work when work is carried over to the next shift, the work permit shall be 

renewed by the incoming shift personnel. 

SUMMARY: 

the permit is a piece o paper that helps to guarantee the safety of 

the workforce and other persons in the vicinity 
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Afrer, hard safety helmet (PPE) in used 

→ GOOD PRACTICE 

Before, wrong.  → BAD PRACTICE After → GOOD PRACTICE 

Before, hard safety helmet (PPE) is Missing.   

→ BAD PRACTICE 

Before, clothes drying in engine room railinf.   

→ BAD PRACTICE 

After, Clothes removed and no dring allowed in 

engine room railing→ GOOD PRACTICE 

Unattended paint can with out lid cover.   

→ BAD PRACTICE 

Always secure lid cover to avoid spill and 

pollutiom → GOOD PRACTICE 

9. Best Practices: Bad and good practice on board. 
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10.   Italian food: Pasta with Tomato 

INGREDIENTS x 4 PEOPLE: 

 

 400 Gr Spaghetti  

 400 Gr Tomato Pulp  

 1/2 Onion  

 Salt 

 Black Pepper 

 Basil 

RECIPE: 

Prepare pan with the oil and onion, wait until 

the onion is golden, add chopped tomatoes 

with basil, salt and pepper (to taste)  

Cook pasta (Al dente *) 

then drain the pasta and mix well on medium 

for 3-4 minutes.  

*One minute earlier than indicated on the  

package. 

ENJOY IT! 

Mr Olindo Perri 

Nothing says Italy like its food, and 

nothing says Italian food like pasta.  

Wherever Italians immigrated they 

have brought their pasta along,  so 

much so today it can be considered a 

staple of international cuisine.  

Unlike other ubiquitous Italian 

products like pizza and tomato sauce, 

which have a fairly recent history, 

pasta may have a much older 

pedigree, going back hundreds -if not thousands- of 

years.  

Unravelling the long and often complex history of this 

dish we have to look at its origins and some of the 

myths surrounding it. 

It is estimated that Italians eat over sixty pounds of 

pasta per person, per year easily beating Americans, 

who eat about twenty pounds per person.  

This love of pasta in Italy far outstrips the 

large durum wheat production of the 

country; therefore Italy must import 

most of the wheat it uses for pasta.  

Today pasta is everywhere and can be 

found in dried (pasta secca) and fresh 

(pasta fresca) varieties depending on 

what the recipes call for.  

The main problem with pasta today is the 

use of mass production to fill a huge 

worldwide demand.  

And while pasta is made everywhere the product from 

Italy keeps to time-tested 

production methods that 

create a superior pasta. 

How made PASTA long time ago. 

(From  Kitchen Department) 
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11. Service with Pride  April— May—June  2014 

YEARS NAME RANK  NATIONALITY  

15 SANNINO DOMENICO 2nd Engineer ITA 

15 KALUAMINDATHAGE AYSHA 
MOHAMMED 

Engine rating INDIA 

10 ANDRADE ENGLBERT 2nd Engineer INDIA 

10 GANDHI ANUJ Chief mate INDIA 

10 SINGH PRABHUNATH 3rd Engineer INDIA 

10 GHOTRA SINGH RANJIT 3rd Engineer INDIA 

10 SESHAN SRIRAM 2nd Engineer INDIA 

10 FERNANDES BOA Bosun INDIA 

10 CARDOZO MENINO ANDRE AB INDIA 

10 LEITAO MANUEL FRANCISCO JOSE Messman INDIA 

10 GIBBS BRUCE DONALD Engine rating INDIA 

5 SELVARAJ AROCKIADOSS AB INDIA 

5 DEY MANTU SAMAR AB INDIA 

5 MIRAJKAR RAVIRAJ 4th Engineer INDIA 

5 KHAN MUZAFFAR AZAM Electrcian officer INDIA 

5 KUNNUGOTHI MOOSA AB INDIA 

5 SOLANKI VINODKUMAR NARAN AB INDIA 

5 SIMORIAN V. RAMESH V. MARIA TH AB INDIA 

5 SADIQUE KUNNUGOTHI AB INDIA 

5 MEZENTSEV GRIGORY 2nd Engineer RUSSIA 

5 DEJANA PIERO 3rd Mate ITA 

5 KAMALAS SILVESTER AB INDIA 
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11. Service with Pride:  

YEARS NAME RANK  NATIONALITY  

5 PETER THOMAS FERNANDO Bosun INDIA 

5 SINHA VAIBHAV 2nd Mate INDIA 

5 FERNANDES REGY DENZIL OS INDIA 

5 SHAMSUDDEN MOHAMMED KUNHI Bosun INDIA 

5 SINGH RANJIT Pumpman INDIA 

5 D COSTA SEBASTIAO MARTIN Bosun INDIA 

5 DIAS ESTANISLAU MOISES AB INDIA 

5 PEROUMAL BATMANABANE Bosun INDIA 

5 NISHAD SHESHNATH RAJARAM AB INDIA 

5 SOLANKI SAHDEV KAILASH Engine rating INDIA 

5 RADHAKRISHNAN SUSHAMA VRISHNU 2nd Mate INDIA 

5 FERNANDES JOEL CLIVE OS INDIA 

5 YEVTUSHEVYCH ANATOLIY Chief engineer UCRAINA 

5 GALASHEVYCH KOSTYANTYN 2nd Engineer UCRAINA 

5 LESNIANA MIRANDILLA JEFFREY Engine rating FIL 

5 DE PAZ RAZON BENITO Electrcian officer FIL 

5 SUAREZ CABRERA PAUL IVAN 3rd Engineer FIL 

5 SELVAMUTHU VINCENT RAJ 2nd Engineer INDIA 

5 FERNANDES MELWYN AB INDIA 

5 CHODIPALLI SURYANARAYANA AB INDIA 

5 SOUZA JOAQUIM Bosun INDIA 

5 SOLANKI VITHALDAS BHAVIKKUMAR AB INDIA 

5 TANDEL VALLABHBHAI RAMCHANDRA AB INDIA 

5 LOBO ALIVER Messaman INDIA 

5 KAPADIA NATHU JITENDRAKUMAR OS INDIA 

5 MHATE RAFIQ AZHAR AB INDIA 

5 MAKEYEV YURIY 2nd Engineer UCRAINA 

5 ROBLES MOTOL EMMANUEL 2nd Mate FIL 

5 AGRAMON NABARTAY JESSIE 2nd Engineer FIL 
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12. Personal Acknowledgments: 

NAME  RANK COUNTRY 

TIWARI RAJESH SACHIDANAND MASTER INDIA 

CORCODEL COSMIN MASTER ROMANIA 

KUMAR BALBIR CHIEF MATE INDIA 

JARANILLA BALISTA EDISON CHIEF MATE FIL 

RICCIOLI ANTONY 2ND MATE ITA 

BHASKARAN DEEPAK SATHYAN 2ND MATE INDIA 

CHAWLA RAGHAV 2ND MATE INDIA 

SHARMA ANKUR 2ND MATE INDIA 

GONZAGA AMAMATO ALVIN 2ND MATE FIL 

LAVORATO MARCELLO 3RD MATE ITA 

PANNEER PRAVEEN KUMAR 3RD MATE INDIA 

MURTHY PRABHAKARAN 3RD MATE INDIA 

SIVANANDAM ASWINKUMAR 3RD MATE INDIA 

FRANCIS GEO 3RD MATE INDIA 

MELAKATH ISMAIL 3RD MATE INDIA 

SINGH CHARANDEEP 3RD MATE INDIA 

YADAV KUMAR DINESH 3RD MATE INDIA 

ZAMORA ACERO RYAN PAUL 3RD MATE FIL 

LACASANDILE CATBAGAN LARRY 3RD MATE FIL 

CAÑETE SENO BENJIE 3RD MATE FIL 

KADAPURAM BABU BOSUN INDIA 

MAGSICO DELA CRUZ WILBERT BOSUN FIL 

DOMALIMA GOTHI HASSAN PUMPMAN INDIA 

ATHIRIMEDUGE KAREEM ABLE SEAMAN INDIA 

TANDEL MANUBHAI HITESHKUMAR ABLE SEAMAN INDIA 

YADAV MANOJKUMAR ABLE SEAMAN INDIA 

YADAV RAKESH VIVEK KUMAR ABLE SEAMAN INDIA 

MONTEJO REGINO JERSON ABLE SEAMAN FIL 

BARTOLO BEJO LEONEL ABLE SEAMAN FIL 

BENCITO CABUSAS NEIL ANTHONY ABLE SEAMAN FIL 

PALARCA NAMUCO RENEL WIPER FIL 

GABON SECO CHARLES ALLEN JUNIOR EL.OFFICER FIL 

LUCINO LIMOKON JIMMY MESSMAN FIL 

MAYUGA REYNA JEFFREY MESSMAN FIL 

KUMAR SUDHIR CH.CREW COOK INDIA 

April—May—June 2014 
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NAME  RANK COUNTRY 

CHANDRA MAHESH ORDINARY SEAMAN INDIA 

CARDOZO SEBY JOLAN ORDINARY SEAMAN INDIA 

KOORANTHODI ADARSH ORDINARY SEAMAN INDIA 

VASQUEZ ZOLETA BRYAN ORDINARY SEAMAN FIL 

MARZAN NAVARRO JAMES PAUL ORDINARY SEAMAN FIL 

JOSE FONTANILLA REJAYSON ORDINARY SEAMAN FIL 

DELOS REYES LAGURAS MARK ORDINARY SEAMAN FIL 

NORTE TALAGTAG JOVEN ORDINARY SEAMAN FIL 

DAS JOYJIT CHIEF ENGINEER INDIA 

BAURDA CHIRIL AMEN CHIEF ENGINEER ROMANIA 

TOKARCHUK OLEG CHIEF ENGINEER RUSSIA 

D'SOUZA MICHAEL JOHN 2nd Engineer INDIA 

KUMAR SHARAT 2nd Engineer INDIA 

THANDRI VIAYARAGHAVAN SATHYA N 3rd Engineer INDIA 

SAMEER KUMAR . 3rd Engineer INDIA 

UTHIRAKODI SAKTHIVEL 4th Engineer INDIA 

NEGI ANKIT 4th Engineer INDIA 

GOPALAKRISHNA PILLAI LATHISH 4th Engineer INDIA 

SONKER ARPAN 4th Engineer INDIA 

VASAN GUNASEKHARAN 4th Engineer INDIA 

ASIF IQBAL . 4th Engineer INDIA 

SREEKUMAR RAJESH ELECTR. OFF. INDIA 

RAJAMANIKAM MARIKANNU ELECTR. OFF. INDIA 

UTTARKAR MADHUSUDHAN RAO ELECTR. OFF. INDIA 

SINGH RAM HARSH FITTER INDIA 

HERONIMUS ARUL CALDWIN FITTER INDIA 

DSA JOHN HONORAT BOSCO EXTRA FITTER INDIA 

SINGH SUKHWINDER EXTRA FITTER INDIA 

TANDEL DAMUBHAI MINESHKUMAR OILER INDIA 

TANDEL BAVABHAI LALITKUMAR OILER INDIA 

BALAI NARAYAN SUHAS OILER INDIA 

KODOTH SREENATH OILER INDIA 

OSITA BOLONGAITA JOHN PAUL OILER FIL 

BALABA VALOR RODOLFO WIPER FIL 

12. Personal Acknowledgments: April—May—June 2014 
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13. FLEET LIST 

OWNED   VESSEL: THIRD PARTY MANAGED VESSEL: 

VESSEL DOC Holder 
Pacific Duchess Ishima 

Pacifice Marchioness Ishima 

Alpine Hibiscus Ishima 

Talia Ishima 

Maersk Mizushima Ishima 

Nord Sakura Ishima 

Barkly Pearl Ishima 

High Current Ishima 

Diamantina Ishima 

VESSEL DOC Holder Owner 
Cielo di Salerno d’Amico Rome d’Amico Tanker Ltd 

High Courage d’Amico Rome d’Amico Tanker Ltd 

High Endeavour d’Amico Rome d’Amico Tanker Ltd 

High Endurance d’Amico Rome d’Amico Tanker Ltd 

High Performance d’Amico Rome d’Amico Tanker Ltd 

High Presence Ishima d’Amico Tanker Ltd 

High Priority Ishima d’Amico Tanker Ltd 

High Progress d’Amico Rome d’Amico Tanker Ltd 

High Prosperity Ishima d’Amico Tanker Ltd 

High Seas d’Amico Rome d’Amico Tanker Ltd 

High Tide d’Amico Rome d’Amico Tanker Ltd 

High Valor d’Amico Rome d’Amico Tanker Ltd 

High Venture d’Amico Rome d’Amico Tanker Ltd 

Cielo di Gaeta d’Amico Rome d’Amico Tanker Ltd 

Cielo di New York d’Amico Rome d’Amico Tanker Ltd 

High Voyager d’Amico Rome d’Amico Tanker Ltd 

High Fidelity d’Amico Rome d’Amico Tanker Ltd 

High Freeedom d’Amico Rome d’Amico Tanker Ltd 

High Discovery d’Amico Rome d’Amico Tanker Ltd 

High Efficiency Ishima DM 

High Strength Ishima DM 

Cielo di Guangzhou d’Amico Rome Solar Shipping 

Medi Bangkok Ishima d’Amico Dry Limited 

Medi Vitoria Ishima d’Amico Dry Limited 

Cielo di Agadir d’Amico Rome d’Amico Dry Limited 

Cielo di Livorno d’Amico Rome d’Amico Dry Limited 

Cielo di Casablanca d’Amico Rome d’Amico Dry Limited 

Cielo di Dublino Ishima d’Amico Dry Limited 

Cielo di San Francisco Ishima d’Amico Dry Limited 

Cielo di Vaiano Ishima d’Amico Dry Limited 

Cielo di Capalbio Ishima d’Amico Dry Limited 

Medi Nagasaki Ishima d’Amico Dry Limited 

Medi Lisbon Ishima d’Amico Dry Limited 

High Sun Ishima d’Amico Dry Limited 

Medi Lausanne Ishima d’Amico Ship. Singap 

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

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

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

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

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

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

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

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

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

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

Glenda Megan Ishima Glenda Int. Ship 

Glenda Meredith Ishima Glenda Int. Ship 

Glenda Melanie Ishima Glenda Int. Ship 

Glenda Melody Ishima Glenda Int. Ship 

Glenda Meryl Ishima Glenda Int. Ship 

Glenda Melissa Ishima Glenda Int. Ship 

Medi Sentosa Ishima MIDA 
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14. Environment, Health & Safety:                  

(HSQE  Department) 

NAME: RANK: 

Scotto D’Abusco Domenico MASTER 

Palmero Stefano 3RD Off 

Fedele Mario Ch/Eng 

Falato Fabio Eng Ctd 

Bronco Giuseppe D. Cadet 

Boquiren Francisco Ch Off 

Zapanza Darwin Gayatgay 2ND Off 

Nacion Jessy Nuylan 1 ST/ AE 

Asunto Renato Valios 2Nd A/E 

Palicte Jerry Valiente Sr. Elec 

Handikagothi Ibrahim Bosun 

D Souza Mario  AB 

Dcosta Nelson AB 

Souza Menino Miguel AB 

Patel Sujal Dhanesh OS 

Kambathagothi Ashik D/TR 

Perla Kannayya Lachumayya Fitter 

Tandel Darshankumar 

Ranchhodbhai 

Oiler 

Tandel Jerambhai Vallabhbhai Wiper 

Cardozo Dominguos Piedade S Ch/Cook  

Lanuzga Reginaldo Michael Messman 

Name of Vessel: Medi Cagliari 

Voluntary Contribution for C.I.R.M.  Italy. 

AMOUNT IN EURO: 

650,00 € 

WE would like to thank in particular the crew of the MEDI CAGLIARI  

for their donation to CIRM. 
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15. Prayer of Mariners—Merchant Marine: 

At nightfall we, the men of the sea, to you O Lord send 

our prayer and our hearts:  

The living on ships, in the dead bottom of the sea. 

 

Let the serene night walk for those who work in the vigil for those tired rests. 

 

Does that every sailor, before you sleep with your sign signs 

in your love, your forgiveness and peace with his brothers. 

 

Does that each ship retains its route and each sailor his faith. 

 

Command the winds and the waves to challenge themselves not our ship , 

commands the evil one not groped our hearts. 

 

Comforting our loneliness with the memory of our loved ones, our melancholy 

with the hope of tomorrow, our worries with the certainty of return . 

 

Bless the families that we leave on the shore; 

 

Bless our home and the home of the sailors, the sea that unites and not divides. 

 

Bless those who work on the sea to earn their daily bread; 

 

Bless those who work on the books to earn the sea; 

 

Bless those at the bottom of the sea awaits your light and your forgiveness. 

 

AND SO IT IS ! 
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16. Company Activities: “d'Amico Ishima Sea Jewels “.         

The concept is to organize a group for the spouses of d'Amico seafarers and provide seminars for them to 
increase information and understanding on health, financial and wellness. 

 
The objective is to give additional knowledge through seminars, to improve their standard of living using 

available resources. 
 

The vision is to make the spouses increase their skills acquisition and to provide an entrepreneurship 
knowledge to let them increase their financial resources. 

 
Majority  of the spouses of our Filipino seafarers stays at home to oversee the whole family including     
activities of their children in school, budgeting and other miscellaneous while their husband seafarer                    

are onboard.  

In many situations financial mismanagement simply due to a lack of training becomes a problem. 

This is the area where we want to give  them instruments and information to improve to make a 
better usage of their free time and of the family budget they manage while their husbands                  

are sailing.  
 

Last March 2014, this was initially discussed with Francesca Manzi of Sirius.  

We have invited 7 spouses and proposed them the idea of creating an organization and programs 
which all have immediately appraised and agreed of its importance. 
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16. Company Activities: “d'Amico Ishima Sea Jewels “.         

They’ve appreciated the effort of the Company that extends its commitment to the spouses 
not only to seafarers, showing with facts to take care of the whole family.  

After the meeting in March, we have involved them directly in the project with suggestions of 
interesting items  to be faced and appointments that they’ll be arrange during the year with 
the support of a dedicated person in the Manila office (which is a spouse of a seafarer too);  

we’ve  asked them to give a name to this organization and and they agreed for:  

"d'Amico Ishima Sea Jewels"  

(since the spouse is the jewel of the seafarer). 
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“ Manila crew 

seminar will be 

into the next issue” 



 

 

Corso d'Italia 35/b 

00198 Rome Italy 

Tel.: +39 06 845611 

 

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

d'Amico Società di Navigazione S.p.A 

6 Battery Road #34– 01 

049909 Singapore  

Tel.: +39 6586 0880 

 

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

Ishima Pte Ltd  

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

ALL RIGHT RESERVED 

ONE FAMILY, ONE COMPANY, ONE GROUP, 

ONE TEAM. 


