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Dear Seafarers, 

with the holiday season almost upon us, we would like to wish everyone a very 

happy and peaceful Christmas time. 

We have reached the end of a year in which, thanks to hard work and commit-

ment on everyone’s part, the Group has managed to meet the challenges pre-

sented by the economic crisis, which has not spared the shipping market.  

With the Group’s business plan in operation and playing an important role, 

and with completion of the programme that sees new additions made to our 

fleet, we can certainly look forward to becoming increasingly more competitive 

and even better placed to develop new business opportunities, facing the future 

with optimism and renewed enthusiasm. 

We are of course aware that we can count on everyone in the team to work to-

wards the company’s goals, certain in the knowledge that the professional ap-

proach by our staff together with your skills, experience and input will ensure 

that the company is able to enjoy a real and unique competitive advantage.  

The years to come will be even more challenging, and we will be called upon to 

work even harder. We are confident, however, that impressive results will be 

secured and that the Group’s position will be consolidated even further.  

For this reason, we look forward to being able to stand together to meet the 

fresh challenges that are expected, with the same level of commitment and en-

thusiasm as always; our efforts will, we are sure, be repaid as the company 

reaches the objectives that have been set.  

We send you and your families our very best wishes for a peaceful Christmas 

and for a happy and prosperous 2015.  

OWNERS SEASON GREETINGS 

Paolo d’Amico Cesare d’Amico 
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The importants of a proper lookout. 

 following description of events was 
from an investigation report issued recently the 

Marine Accident Investigation of the 
Maritime and Coastguard Agency  shows 
how complacency and   practic-
es can lead to  with 
masters and officers on  
At 0248 on 10 March Man-
zanillo in the Dominican   
She called at several Caribbean ports prior to 
this call and was loaded with a cargo of efr

bananas  and a deck cargo of  
Her was Portsmouth, United  
At 0325 the crew a stowaway 
Following the search the chief and officers 
(who had both previously been  cargo 
operations) were released to go their   

 bridge system in transition 
from a routine suited to the frequent Carib-
bean port calls to one  for the long 
ocean   
Due to transition the master considered  him-
self placed to take the   

lookout was to assist but the master 
decided not to call 
At  0416  master set an 
heading of 043° and a speed of 19.5 for the 
3,592nm track across the Caribbean and Atlan-
tic 
At 0500 the master noted the  
from the Global Positioning System   
He wrote it in the deck logbook and plotted 

 position on the chart.  
He then  heading to   
Information from   voyage data recorder 

indicated the master then occupied 
himself on the with other 

The of a 

 
 on board the chief officer 

was on the   
had been at  a week having 

 xas on 3 March 
2012 with a cargo of bound for Lagos 
and   officer had taken 
over the watch at 0400 was assisted by 
an ordinary seaman as is said 
to have been on an heading of 
104° at a speed of 10.8  

At around 0515, in good lookout 
alerted the chief officer for the first time to a ship 
on his starboard  
Automatic Identification System showed 
that was on a heading of   
From the aspect of the navigation of 

the chief officer (incorrectly) 
that the target was overtaking his 
ship on a of around 90° and would 
overtake 3 or clear of his  starboard  

 He to plot  
 but was unsuccessful.  

He did not  a visual bearing of the  
on both ships failed to observe by 

0532 and  2.8nm from 
each other on a collision 

 chief officer on board the aware 
of the but had to 
thoroughly assess the of 
On board the master was dis-
tracted with other (presumably  pa-
perwork) on the and had not acquired 

as a either or using his 
  Plotting (ARPA). 

Separated from and by a dis-
tance of approx.  
10nm, a  was steaming 

12.5 knots on an almost reciprocal course 
  

 chief officer was on watch had acquired 
both as targets using his 

and 
He identified that the two  were on colli-
sion course and that action was  
by  the give way  to avoid a quar-
ters situation or 
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At  0532 altered course 24° to port to avoid developing 
On board  the lookout again told chief officer about the ship on his   
He did this a further time as the ships   
At 0539 the officer started to alter  slowly to port.  
He predicted  that would increase the distance of the two   
Shortly the lookout at the chief officer     
When he realized that collision was  the chief officer the steering controls into manual 
mode turned the helm hard to port.  heading altered by only before collision  

the time the master of the she was very close on his   
He was unable to take avoiding  in the short time available to him before collision occurred at 
0540. 

 bow hit  quarter in the area of the block and engine 
room.  

 engine immediately started to flood and electrical power system   
starboard  raft was destroyed and starboard  lifeboat onto fore-

castle 

 of chief 

 chief officer believed that  overtaking his ship and would pass clear with  closest 
point of approach  of 
3 or 4  He had made a visual of the situation from the aspect of  naviga-
tion lights and he unaware that his was not  
Had the chief officer  actual heading using his  he would have real-
ised that his  differed by about 50° from its actual He would then have identified that 

was in a crossing situation rather than overtaking   
would have been with any amount  of monitoring of the target as 

remained of  beam  on a bearing of 187° from and with 
steady  until the two ships  

 lookout repeatedly  presence  of 
Had the officer properly considered  what was to him by the lookout he prob-
ably have identified that he was on collision course in good   

 chief  could have influenced by several fac   
at  was a relatively slow ship the chief officer could have 

faster ships would routinely overtake his 
He might also have been lulled into a sense of security by the conditions; it was  occasionally 

 night with light  good  and little traffic in an open sea.  
In these  it is possible that any  no how  might allow 
himself become 

The importants of a proper lookout. 

(Rome HSQE Department) 
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The importants of a proper lookout. 

 of of STREAM: 
 

 master of chose not have a lookout in addition to himself on   
About an hour prior to the 
collision he sent a 
email message  the 

located at the desk on 
starboard  side of the 

bridge and then him-
self with various tasks on the 

Given the favorable prevailing 
 

would probably been 
on  

from about the time 
when he sent 

when the master plotted the position on the  was 34°  port 
bow at a range of 

 the master did not detect or on his radar  
heading information was being from his  and either he did  or 

took no action to correct this  
Given the good and radar it is that at the time of collision master had not 
been keeping an lookout for at least 40 minutes and   
He allowed himself to distracted while sending the and then positioned him-
self where he not see what was going on around  
In choosing to take the watch alone and setting the watch alarm, he poor 

. 
 

  
The actions of both the master of and the chief officer of contrary to the 

 5 which requires to assess situation and the of 
 master allowed himself to distracted by tasks rather than keeping lookout.  

 chief officer of had misplaced confidence in his ability by eye alone whether a 
of collision existed and felt able to ignore of making a based on 

 
  of the bridge on both and well short of 

  
 were well qualified and  yet considered  that their re-

quired their 
 
 

accident emphasizes the of maintaining a methodical approach  
and collision   

 
 extremely difficult to a  aspect at night  even  is no 

of a  actual or  

(Rome HSQE Department) 
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Incidents involving damage to FFO can be very expensive, both in terms of the cost of claims on our P&I  In-
surers as well as the potential for damage to a Shipowner’s reputation.   
To identify the underlying root causes and to be able to make recommendations to help prevent these inci-
dents, one of our P&I’s Loss Prevention Team has analysed the larger FFO claims, which involve damage to 
one or a combination of the following types of property: 
 
Piers, breakwaters, fenders, dolphins and other mooring facilities; 
Cranes, conveyors, loading and unloading equipment and piping arrangement; 
Marine culture farms and offshore installations; 
Navigation marks; 
Sub-sea installations. 
 
The underlying causes identified for the majority of these incidents are a failure to properly plan the passage 
and/or a break down of bridge team management.   
The incidents occur during three distinct stages and contributory factors include pilot error, poor ship han-
dling and a failure to properly plan and risk assess berthing manoeuvres leading to the poor use of tugs.   
These stages and the relevant findings are discussed below. 
 

Incidents occurring whilst underway or anchoring:  Pilot error 
 
Manoeuvring, under pilotage, in confined and often congested waters is a high risk activity resulting in a sig-
nificant number of FFO incidents.  The analysis found that appropriate bridge procedures, underpinned by 
good master/pilot communications and a high level of situational awareness would have prevented the ma-
jority of these incidents.  
 
Masters need to be aware of the pilot’s function 
whilst on board; an advisor with local 
knowledge.   
It is the master who remains responsible for the 
ship at all times (the only one exception being 
when transiting the Panama Canal) and the ship-
owner will be liable for the consequences of 
damaging property, even where caused by the 
negligence or fault of the pilot.   
 
Most incidents can be avoided by ensuring that 
the ship’s safety management system (SMS) con-
tains procedures to ensure the following: 
 
The master/pilot relationship and information exchange is well defined in terms of navigation procedures 
and responsibilities, and complimented with an approved pilot card and checklist. 
The pilot is supported, monitored and if necessary challenged by the bridge team.                                                                                                           
Procedures must be in place in case the pilot proves to be incompetent or becomes incapacitated for any rea-
son. 
The master’s authority is clearly defined by shore management to ensure he has the confidence to ques-
tion orders given by the pilot. 
 

Passage planning: 
 
A lack of passage planning was found to have caused many of the incidents occurring when ships are an-
chored in unsuitable locations, including damage to subsea installations.   

Demage to fixed and floating objects (FFO) 
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(Legal Department) 
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Demage to fixed and floating objects (FFO) 

Failure to properly plan resulted in ships proceeding 
through fishing grounds and marine culture farms.   
Passage Planning should be based upon the following prin-
ciples: 
 
Plans are comprehensive and berth to berth; 

Plans should be double checked and analysed by more 

than one person; 

When operating in unfamiliar areas the knowledge and 

experience of the entire bridge team should be welcomed; 

All notes on charts should be cross checked against the relevant pilot books; 

Monitoring of a passage plans should be dynamic. All officers of the watch should be encouraged to moni-

tor receipt of local notices to mariners through the global maritime distress and safety system; scrutinise the 

notices; apply them to the relevant charts and ensure that any new information is properly highlighted and 

handed over at the change of watch 

The use of on board internet facilities should be encouraged in order to check notices to mariners issued by 

the harbour authority and less reliance should be placed on other sources for notices such as local ship traffic 

services.    

 

Incidents occurring whilst berthing or unberthing: 
 
Berthing and unberthing are high risk phases of any port call, due to the close proximity of hazards, the lack 
of room to manoeuvre and environmental concerns.  Appropriate speed is paramount in any safe manoeuvre 
and this should form the principal consideration for risk assessments and plans for berthing. 
  

Ship handling: 
 
The majority of the incidents analysed were in part brought about by poor ship handling by the master 
caused by a lack of experience, poor judgment and lack of bridge team communication.  Training and effec-
tive bridge team management are key to ensuring manoeuvres are conducted without incident.   
The ship’s SMS should ensure the following: 
 
Masters must ensure they are fully immersed in the manoeuvring of the ship, particularly during the critical 

stages of anchoring and approaching or departing a berth, in order to be able to correct any pilot error or 

misjudgment before damage occurs. 

Persons due for promotion - or new - to command should be adequately trained in order to be able to cope 

with each particular ship’s manoeuvring characteristics.  Before assuming command, a mandatory handover 

period should be enforced to ensure confidence is gained in this critical area. 

Bridge resource management techniques should be used to foster an environment where manoeuvres are 

monitored and unilateral decisions cannot result in a dangerous situation developing unnoticed.  Procedures 

should encourage masters to accept the support of their bridge team. 

Pre - manoeuvring briefings should be conducted so that bridge manning is appropriate and plans are 

agreed in advance. These can be by an informal discussion with all persons involved in the manoeuvre before 

entering confined waters. Or the briefings can be conducted more formally as a full navigation brief attended 

by all navigation officers and conducted in open sea before the arrival in the coastal waters of the destination.    

(Legal Department) 
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Demage to fixed and floating objects (FFO) 

Use of tugs: 
 
The analysis found that there was a lack of robust risk assessment and planning prior to berthing and unberth-
ing manoeuvres being carried out.  Specific areas of concern identified were:                                                                                                                              
An inadequate assessment of the prevailing conditions, such as wind and tide.  
A failure to provide for the possibility of mechanical failure. 
A reluctance to engage a tug despite clear evidence that a tug was required due to constraints such as the 
depth of water and lack of manoeuvring space. 
 
The risk assessment not including consideration of the available depth of water and thus ‘shallow water 
effect’ and ‘extra power requirements’. 
 
The ship’s navigation procedures within the SMS should pro-
vide for masters to request tug assistance whenever required 
and the ship owners should encourage this by emphasising the 
value of tug assistance. The cost of extra tug assistance will al-
ways be minimal compared to the consequences of an incident 
in terms of down time and the liability for damage to property.  
 

Incidents occurring whilst alongside—Moorings: 
 
The Incidents analysed involved FFO damage caused by ships 
ranging or coming adrift due to the inadequate strength or lay-
out of moorings.  The ship’s SMS procedures should require regular mooring inspections to be conducted to 
ensure their effectiveness and adequacy in changing states of tide or weather. 
If moorings are under too much strain due to weather or tidal conditions then immediate action should be 
taken to rectify the problem.  
This should include consideration of 
requesting tug assistance, putting the 
ship’s machinery to stand-by, suspend-
ing cargo operations and, if appropri-
ate, putting to sea in order to prevent 
damage to the ship or berth. 
 

Cargo operations: 
 
A number of the incidents analysed 
have highlighted the need for im-
proved monitoring of shore gangs us-
ing the ship’s equipment in the vicinity 
of shore instillations.   

 
Conclusion: 
 
FFO incidents account for a significant proportion of claims on our P&I Clubs.   
The analysis that has taken place demonstrates that there are definite root causes to explain these incidents, 
many of which are preventable.  
Comprehensive and fit for purpose bridge team management procedures coupled with a quality training re-
gime will ensure that proper passage planning is carried out and that bridge teams will have the knowledge, 
confidence and ability to intervene when necessary, so that incidents of this kind are prevented.  

(Legal Department) 
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Cargo Issue  

( Operation  DRY Department) 
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Cargo Issues:  
 
Carrying solid bulk cargoes involves serious risks, which must be managed carefully to safeguard the crew and 
the ship.  
These risks include reduced ship stability, and even capsizing, due to cargo liquefaction; fire or explosion due 
to chemical hazards; and damage to ship structures due to poor loading procedures.  
The main legislation governing safe carriage of solid bulk cargoes is the International Maritime Solid Bulk Car-
goes (IMSBC) Code, which became mandatory on January 1, 2011, under the SOLAS Convention.  
The IMSBC Code categorises cargoes into three groups:  
 
Group A – Cargoes which may liquefy if shipped at a moisture content exceeding their Transportable Moisture 
Limit (TML).  
 
Group B – Cargoes which possess a chemical hazard which could give rise to a dangerous situation on a ship. 
 
Group C – Cargoes which are neither liable to liquefy (Group A) nor possess chemical hazards (Group B).   
Cargoes in this group can still be hazardous.  
 
Information required from the shipper:  
Before  accepting  a cargo for shipment, the shipper must provide the Master with valid, up-to-date infor-
mation about the cargo’s physical and chemical properties. 
 
Group A - Bulk cargo which may liquefy: 
 
What is liquefaction and how does it affect cargo? 
Liquefaction means that a cargo becomes fluid (liquefies).  
On ships, this happens when the cargo is compacted by the ship’s motion.  
Cargoes which are prone to liquefaction contain a certain quantity of moisture and small particles, although 
they may look relatively dry and granular when loaded.  
Liquefaction can lead to cargo shift and even to the capsize and total loss of the ship, and can occur even when 
cargoes are cohesive and trimmed level. 
 
Consequences of Liquefaction: 
The most significant consequence for the vessel resulting from liquefaction is cargo shift leading to loss of sta-
bility. This may produce dangerous angles of list and in some instances the resulting loss of stability can be 
such that the vessel and the lives of those on board are lost.  
It is therefore imperative that seafarers are aware of the types and condition of cargo that may give rise lique-
faction. 
 
Examples of  cargo which may liquefy:  
Mineral concentrates - are refined ores in which valuable components have been enriched by eliminating 
most waste materials. They include copper concentrate, iron concentrate, lead concentrate, nickel concentrate 
and zinc concentrate.  
 
Nickel ore - There are several types of nickel ore which vary in colour, particle size and moisture content. 
Some may contain clay-like ores.  
 
Coal - (bituminous and anthracite) is a natural, solid, combustible material consisting of amorphous carbon and 
hydrocarbons.  
It is best known as a Group B cargo due to its flammable and self-heating properties, but it can also be classed 
as Group A because it can liquefy if predominantly fine (i.e., if 75% is made up of particles less than 5mm in 
size). In these cases, it is classed as both Group A and B. 
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Cargo Issue  

( Operation  DRY Department) 

Masters Duties: SOLAS Chapter VI Part B, Regulation 6.2, states that 
“Concentrates or other cargoes which may liquefy shall only be accepted 
for loading when the actual moisture content of the cargo is less than its 
TML.”  
Therefore, a Master should not accept such a cargo for loading without 
first receiving the appropriate documentation certifying the moisture con-
tent and TML of the cargo with the moisture content shown to be less 
than the TML.  
 
Cargo liquefaction may  result in total loss. 
 
What need to do: 
– Make sure the shipper has supplied the required information, including the  
   TML and the actual moisture content. 
– Only accept the cargo if the actual moisture content is less than its TML.  
– Carry out visual monitoring during loading and can test.  
    If there are any indications of high moisture content, stop loading and seek further advice. 
– Consider trimming the cargo to reduce the likelihood of cargo shift. 
– Take measures to prevent water or other liquids entering the cargo space  
   during loading and throughout the voyage. 
 
Liquefied nickel ore:- Group B Cargoes: 
 
Group B cargoes are classified in two ways within the Code: ‘Dangerous goods in solid form in bulk’ (under the 
International Maritime Dangerous Goods (IMDG) Code; and ‘Materials hazardous only in bulk’ (MHB).  
 
Dangerous goods in solid form in bulk: 
 
In the Code these cargoes are classed as follows: 
Class 4.1: Flammable solids 
Class 4.2: Substances liable to spontaneous combustion 
Class 4.3: Substances which, in contact with water, emit flammable gases 
Class 5.1: Oxidizing substances 
Class 6.1: Toxic substances 
Class 7: Radioactive materials 
Class 8: Corrosive substances 
Class 9: Miscellaneous dangerous substances and articles. 
 
Materials hazardous only in bulk (MHB): 
MHB cargoes are materials which possess chemical hazards when transported in bulk that do not meet the 
criteria for inclusion in the IMDG classes above.  
They present significant risks when carried in bulk and require special precautions.  
 
They are described as follows:  
 
Combustible solids: materials which are readily combustible or easily ignitable; 
 
Self-heating solids: materials that self-heat; 
 
Solids that evolve into flammable gas when wet: materials that emit flammable gases when in contact with 
water; 
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Solids that evolve toxic gas when wet: materials that emit toxic gases when in contact with water; 
 
Toxic solids: materials that are acutely toxic to humans if inhaled or brought into contact with skin;  
 
Corrosive solids: materials that are corrosive to skin, eyes, metals or respiratory sensitizers; 
 
Examples of Group B cargoes and the risks they present: 
The major risks associated with Group B cargoes are fire and explosion, release of toxic gas and corrosion.  
 
Coal - May create flammable atmospheres, heat spontaneously, deplete oxygen concentration and corrode 
metal structures (Some types of coal react with water to produce acids that can cause excessive corrosion of 
the ship's structure, known as `cargo corrosion) .  
Some types of coal can produce carbon monoxide or methane. 
 
Direct reduced iron (DRI) - May react with water and air to produce hydrogen and heat.  
The heat produced may cause ignition. Oxygen in enclosed spaces may also be depleted; 
 
Metal sulphide concentrates- Some sulphide concentrates are 
prone to oxidation and may have a tendency to self-heat, leading 
to oxygen depletion and emission of toxic fumes.  
Some metal sulphide concentrates may present corrosion prob-
lems; 
 
Organic materials Ammonium nitrate-based fertilisers - Support 
combustion.  
If heated, contaminated or closely confined, they can explode or 
decompose to release toxic fumes and gases; 
 
Wood products transported in bulk -  Are listed in a new schedule to the Code:  
Wood Products – General.  
They include logs, pulpwood, roundwood, saw logs and timber.  
These cargoes may cause oxygen depletion and increase carbon dioxide in the cargo space and adjacent spac-
es; 
 
Information required on board ship for dangerous goods in solid form in bulk : 
 
To carry dangerous goods in solid form in bulk,  ship must have a Document of Compliance for the Carriage of 
Dangerous Goods, supplied by the ship’s flag or classification society.  
The Master must have a special list, manifest or stowage plan identifying the cargo’s location, and there must 
be instructions on board for emergency response; 
 
Segregation - Because of their potential hazards, many Group B cargoes are incompatible and must be seg-
regated. When segregating cargoes,  should take into account any secondary risks they present; 
 
Specific risk mitigation measures - The cargo’s schedule and the information provided by the shipper will 
detail the precautions you must take when carrying Group B cargoes.  
The following are some of the common risk mitigation measures you will employ; 
 
Fire and explosion - Depending on the cargo, precautions against fire and explosion may include ventilating 
or inserting the cargo holds and the enclosed spaces adjacent to the holds: in some cases the ventilators will 
need to be explosion proof.  
 

Cargo Issue  

( Operation  DRY Department) 
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The atmosphere in the cargo holds and the enclosed spaces adjacent to the 
holds may also need to be monitored with an appropriate gas detector; 
 
Toxic gas -  Risks will be mitigated using natural or forced mechanical ventila-
tion.  
The choice of ventilation will depend on the type of cargo and the properties of 
the gas (i.e., whether it creates an explosive atmosphere).  
You may need to monitor the cargo hold atmosphere; 

 
 
Corrosion -  Can be caused by some Group B cargoes 
and their residues.  
A coating or barrier may need to be applied to the cargo 
space structures before loading; 
 
 
Before loading and unloading corrosive cargoes, make 
sure the cargo space is clean and dry. 

 
 
 

Group C cargoes: 
 
Although Group C cargoes do not present the dangers associated with Group A and B cargoes, they can still 
carry risks.  
 
Examples of Group C cargoes, their risks and mitigation measures Iron ore and high density cargoes -  
 
These cargoes can be extremely dense and can overstress the tank top.  
 
Make sure that their weight is evenly distributed during loading and during the voyage so that the tank top is 
not overstressed, and also consider trimming the cargo.  
 
Loading rates of iron ore are normally very high and  should also consider the ship’s ballasting operations and 
loading sequences. 
 
Sand and fine particle materials - Fine particle materials can 
be abrasive.  
Silica dust is easily inhaled and can result in respiratory disease.  
Appropriate precautions should be  to protect machinery and 
accommodation spaces from the dust of sand and fine particle 
cargoes, and to prevent the cargo from getting into the bilge 
wells.  
 
People who may be exposed to cargo dust should wear goggles 
or other equivalent dust eye-protection, dust filter masks and 
protective clothing. 
 
Cement - May shift when aerated during loading.  
Dust can also be produced from this cargo.  
Follow the precautions for sand and fine particle materials (above). 

Cargo Issue  

( Operation  DRY Department) 
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Intention of this brief article is to stress the potential mismatching 
between loading terminal performance and the design perfor-
mance of bulk carriers. 

Primary mission of bulk carrier (and 
merchant ship in general) is to load, 
transport and discharge in safe and 
efficient manner.  
In past broken hulls have been seen 
due to wrong cargo operation. 
Above luckily has been identified 
during 80s and 90s as an alarming casualties sequence which would require a 
prompt response by the international shipping world. 
 
Additional safety measures has been identified and defined into the SOLAS 
Ch.XII and then implemented. In addition to above Solas chapter at the end 
of 90s IMO adopted the Code of Safe Practice for the Safe Loading and       
Unloading of Bulk Carriers (the BLU – Code).  
 
The aim of this code is to minimise the likehood of structural damages and to 
provide masters with a comprehensive advice on proper operational proce-
dures.  

Furthermore IACS (International Association of Classification Society)  
has enforced a number of unified requirements (UR) enhancing safe operation. Finally since 1998 also a load-
ing manual containing loading sequence conditions typical has been 
made mandatory according Solas Ch. VI PartB, Reg.7. 
 
Anyway whilst damage stability and hull strength are issues properly 
dealt with at the design stage, it is somehow apparent that in some 

particular case bulk carriers are still con-
structed with rather little attention to en-
hancing efficient loading at terminals with 
high loading rates.              
 
For commercial reasons many terminals have increased their output through 
reducing the berth occupancy by applying higher loading rates. 
 
Hereby we do recommend officers to became familiar with what is written into 
this Solas chapter XII and VI and to go through the loading manual trying to 
look at the rules mentioned in the manual preamble, above it worth to be 
done and clarify many aspect. 
 
Synchronisation: 
 
It worth mentioning that at mid 90s IACS (International Association of Classifica-

tion Society) has been contacted by shipping associations regarding the concern about bulk carrier operating 
practices.  The increase in longitudinal stresses is due to different loading and deballasting rates.  
These two operation are independently controlled and they must be ideally synchronized. 
A properly design loading plan agreed between terminal and ship may minimise the likehood of such an 
event, basing on a loading rate the vessel can cope with. 

Bulk ballast/loading operation. 

( Technical Department) 
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Bulk ballast/loading operation. 

Due to intensive competition among shipbuilders, yards are 
tempted to optimise wherever feasible.  
Yards normally apply as the ballast mainlines the recognised 
standard for fluid velocity in pipelines (especially on bulk 
ship the JISF 7101).  
However in order to reduce the size of valves and branch 
lines it has become common design principle for ballast sys-
tem to assume that one pump simultaneously serves two 
tanks.  
In such condition the fluid velocity in the branch line reduced 
in dimension is also in line with the recognised standard. If 
two pumps were run in parallel and serving one tank each of a pair of tanks simultaneously the fluid veloci-
ties would increase almost twice.  
This applied design principle of one pump serving two tanks simultaneously may be acceptable for sequential 
water ballast exchange on account of time.  
From longitudinal strength point of view working during sequential water ballast exchange with two pumps 
simultaneously serving two tanks each would hardly be feasible as that would require a certain length of line 
being empty (100 mtr, assuming a water ballast tank length of 50 mtr).  
It worth now to mention that the additional use of pumps in the water ballast exchange system may result in 
pipes and components wearing out earlier.  
Not suitable water flow velocity (above what is recommended into the JISF7101; approx. 3,0 m/s for water 
ballast line) may affect cavitation and erosion. Therefore this parameter should be kept as much as possi-
ble within the limits used to design the ballast system. 
Ballast systems recently delivered for bulk carrier 80,000 dwt consider two ballast pumps of 1,100 m^3/h, 25 
mtr head. 
It is important that the ballast system is able to cope with de-
ballasting / stripping within the average loading time and pri-
or to the intermediate draft survey and trimming by the last 
cargo order to ensure the safe and efficient loading for the 
vessel. 
In order to achieve a safe and efficient loading sequence the 
ballast system should be designed such that the two ballast 
pumps may run at full rating each serving simultaneously one 
ballast tank P&S (forming a pair) with a recognised water flow 
velocity. 
 
Conclusion: 
 
 Builder’ common practice for water ballast system design (one pump serving two tanks simultaneous-

ly) may lead to a premature corrosion and valve failure. The loading manual should indicate which ca-
pacity can safely be in operation during ballasting and deballasting operation. 

 Having said above it is of paramount important to pay high level of attention in during the periodical 
inspection of water ballast compartment and to pressurize the ballast line in order to identify any pos-
sible issue relevant to piping/dressers/valves. 

 Loading sequence conditions prepared by builder do not always refer to the loading rate and pump 
capacity available for deballasting. The loading and deballasting rates are not always time-
synchronised. The condition may provide limited guidance to the master when calling loading port for 
the first time, therefore always ask for any doubt and do not hesitate to contact your operation, ma-
rine and technical department on the issue. 

 Always check design features in your vessel drawings and loading manuals and in case of any doubt do 
not hesitate to contact technical or marine department. 

( Technical Department) 
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Clockwork… 
design, implement, build up, monitor, clean up, 
maintain, migrate, inject, delete, integrate, analyse, 
combine, compare, report…data.  
 
Technical data related to each and every fleet 
equipment and systems.  
 

This is what we do.  
 
Constantly,  through the whole life cycle of each vessel  
from the early days after her delivery till the last day of 
her life in the fleet. 
The simple  scope behind this:  to support Technical 
Departments and Ship Staff in decision making 
processes related both to long term maintenance 
planning  or day to day maintenance management. 
Indeed someone might regard us as…clockwork.  
Not far from the truth. 
 

Breaking boundaries… 
 
Maintenance management is a key role, and  forms a 
sentitive part of operational costs, involved in running 
a shipping business. 
While maintenance budgets are an obvious target 
when aiming to reduce operating costs it is essential to 
guarantee anyway highest levels of reliability and 
availability of assets despite they might be employed 
under increasingly unpredictable conditions and 
scattered operational profiles. 
The ability to plan and carry out maintenance works in 
a technical sound, systematic & cost effective way; 
with the lesser disruption on asset operations;   is the 
main objective constantly kept on focus by Engineers, 
Superintendents and Managers involved in fleet 
maintenance.  
Hence, our constant aim is to render available a tools 
and a system which can effectively support them to 
come closer to this objective. 
 
Planned Maintenance System Activities can be 
summarized as: 
 
 A) Data Development & Implementation: 

Includes Data Building of New Deliveries + 
Migration of Data from any old PMS System to 
Shipnet.                                                                      

This activity involves manual building of 
Equipment details, Spares details and Work 
Procedures details in the system.                    
Once completed, the System is initialized & then 
implemented for onboard use.                     
System Initialization activity involves Work 
Procedures Initialization & Spares ROB update as 
well. 

 
 B) Monitoring & Technical Support: 
This is a continuous process whereby each vessel is 
monitored for its performance regarding use of PMS 
System onboard. Also reports are generated on a 
monthly basis and are reviewed by Vessels Technical 
Superintendent for any discrepancy vs. planning or to 
verify consistency of maintenance activities perfomed. 
Observations found are then communicated to the 
vessel by concerned Superintendent. Vessel Staff 
closes these Observations on priority basis. 
 
 C) Database Maintenance:  
This is a Continuous Improvement Process involving, 
revision of Job Description, Maintenance Tasks, and 
Forms etc. Once revisions are validated by Technical 
Department, they are implemented in the system. 
 
 D) Training:  
All Officers going onboard are trained on use of 
SHIPNET-PMS System during their Pre Joining Briefing 
program in Office. Refresher Course too is conducted 
every time they re-join.  
Onboard officers are even trained on certain specific 
topics by providing them with Flow Charts with Screen 
Shots which gives them a good visual description of 
processes involved. 
 

…coopertation means augmentation 
 
Despite being obviously fixed into and organization 
chart which place us within Rome Technical 
Department we are a multi disciplinar department,  
with differentiated competencies ranging from 
maintenance engineering and management, software 
development, data base management and IT 
engineering, working in horizontal manner through the 
d’AMICO organization, supporting both Rome and 
Singapore structures, shore & ships. 
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Breaking boundaries, building insights.   
The role of Planned Maintenance System. 

(PMS Department) 
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…the big data revolution 
 
The shipping industry is witnessing a significant shift 
towards greater “automation” within ship 
operations and management processes, data 
collecting and analysis.  
 
Ships, particurarly new builds, are now becoming 
equipped with a moltitude of sensors, software and 
satellite communication equipment that can provide 
flows of ship performance and condition data that 
can be used to operate and maintain assets at 
higher performance levels at 
lower costs. 
 
This volume of data demand 
the need for innovative 
solutions that can not only 
handle and process such 
volumes but also to convert 
them into meaningful outputs 
and actionable information.  
So not only is the aspect of 
processing and storing the 
data imperative but more 
than this their mining, 
selection, analysis and integration. PMS is 
responding to such a demand in two ways: 
tools renovation, present version of ShipNet, written 
in Visual Basic code, shall be replaced by a newest 
one in .NET language, hence called MAINT.NET.  
 
The new software, for which is expected delivery to 
d’AMICO in spring 2015, apart rendering a more 
“user friendly” interface and appealing looking it 
encompass a significant change in philosophy 
moving from event oriented to object oriented 
system structure.  
This will render to Engineers and Superintendents 
more sophisticated features to move easier, quicker 
and sharply among planning and control.  
Others important features carried on by the new 
release will be and increased capability to combine 
data in order to generate analitycs and reporting. 
 
Furthermore it twill carry the embedding with a 
Condition Monitoring software thus eanbling user to 
work with a fully integrated paltform. 
System renovation, it means re-assess all data that 
at present we are collecting.  

Do we really need them? For which purpose? A re-
work onto present system with the aim to 
rationalize and simplify the massive amount of data 
collection. 
 

…building insights 
 
Moving towards this new horizon had called for a 
review of our present maintenance engineering 
processes, namely the way to futher improve our 
capabilities in terms of agility and effectiveness. 
 

Integration of predictive 
maintennace schemes 
into preventative ones 
at present in place was 
the response, so since 
late 2013 d’AMICO 
initiated a Condition 
Based Maintenance 
Project, in which PMS 
Department has a key 
role, aimed to verify 
applicability of  and to 
design a Condition 
Based Maintenance 

scheme to be  applied to its new build vessels 
monitoring  process & condition parameters of 
systems and equipment on board in order to 
systematically assess performance trends or identify  
significant changes which are indicative of 
developing fault.  
Hence render maintenance schemes more 
adaptable to assets operational needs with the 
capability to gain greater insights. 
 Working with a constant willingness to listen and 
understand end user needs mixed with an open 
spirit to share knowledge and outcomes derivative 
from a continuous improving process is a key 
attitude for us.  
In our view a strong driver to generate cooperation 
among all stakeholders is the only way to deliver 
what we are asked for. 
 
Resources we employ to fulfil our aim are both 
internal and external the Department, as well 
internal and external d’AMICO Organization since 
we have to work with a constant view to the future. 

The role of Planned Maintenance System. 

(PMS Department) 
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The core of the Department: 

 

Cesare D’Api 
Technical Manager 

Tanker Fleet 

 

Matteo Conci  
Head of PMS 
Department 

 

Ajay Singh PMS Manager 

 

Vishal Pol PMS Executive 

 

Ramesh Shetty PMS Executive 

 

Satish Yadav 
PMS Data 
Developer 

 

Lalit Gunjal 
PMS Data 
Developer 

 

Mangesh Veer 
PMS Data 
Developer 

MAINTENANCE? 

WE  ARE  ALREADY  IN  THE  FUTURE!  

(PMS Department) 
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BEFORE → INSTRUCTION POSTER IN BAD CONDITION. 

 Best Practices: Bad and good practice on board. 
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BEFORE → BAD CONDITION OF SAFETY PIN.BAD PRACTICE. 

AFTER→ INSTRUCTION POSTER  IN GOOD CONDITION.                                                                       

AFTER → GOOD CONDITION OF SAFETY PIN.GOOD PRACTICE. 

( Singapore HSQE Department ) 
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WRONG PRACTICE → BEFORE  BEST PRACTICE → AFTER 

BEST PRACTICE WITH PROPER WEARING OF PPE →  AFTER 

WRONG PRACTICE ENTERING WITHOUT PROPER PPE  →  BEFORE  

REMOTE SHUTOFF VALVE ON HEAVY FUEL OIL SERVICE AND SETTLING TANK BLOCKED IN THE OPEN POSITION 
WITH A HOSE CLAMP PREVENTING THE VALVE FROM BEING SHUT FROM OUTSIDE THE SPACE AS REQUIRED, 
POSING A SERIOUS FIRE.HAZARD → BEFORE 

PROPER MAINTENANCE OF REMOTE SHUTOFF VALVE →  AFTER 

Bad and good practice on board. 

( Singapore HSQE Department ) 
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Environment, Healt & Safety: Injury cases from industries. 

(Rome HSQE Department) 

 

We receive and share news and case study from shipping industry; the following topics come from Chevron 
Shipping Companies and BP Shipping: 

 

Sand Blasting Incident: 

 

Recently an employee experienced a 
hand injury from a sand blasting incident.  

While wet abrasive blasting at a terminal, 
the injured person contacted his right 
hand with the high pressure san/water 
stream, proper medical care was obtained 
early, avoiding possible infection and 
worsening of the injury. 

 

Preliminary Finding: 

 

 Discussion: 

 What line of fire hazards exist at your job site? 

 What safeguards are in place to reduce the likelihood of a line of fire incident? 

 How can you know that the safeguards are in place and effective? 

 Are the hazards and safeguards noted on the JHA/JSA? 

 

Operating in a safe and controlled condition is accomplished in part by identifying and mitigating hazards.  

Let’s continue to build a strong safety culture through meaningful dialogue as we plan our daily work activities. 

Hazard Description Safeguard 

Line of fire (body came in con-
tact with high pressure sand/

water stream) turned on while 
“army-crawling” under pipeline 

Tight working condition made it 
difficult for workers to reposi-

tion themselves. 

Switch accidentally turned on 
while “army crawling” under 

pipeline. 

Kill switch mechanism that 
cannot easily/accidentally be 

deactivated 
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Environment, Healt & Safety: Injury cases from industries. 

Burn injury:  

This happened during extensive maintenance on the diesel 
generators, under the responsibility of the Third Engineer. 
Routine checks revealed oil spots on DG No.1 drip tray.   

 

 

 

 

 

 

The Electrician and Engine Cadet were requested to help the 
Third Engineer clean the area. 

 

The Electrician and Engine Cadet were cleaning from one side of the engine and the Third Engineer from 
the other side.  

 

While cleaning the area around the steam tracing condensate return drain line, the Third Engineer acci-
dentally opened the ball valve and hot condensate water splashed onto his left hand glove.  

 

Direct causes: 

There was only one barrier to prevent this incident happening:  

 The ball valve.   

 

Fortunately the Third Engineer was wearing the correct PPE 
which prevented more extensive burns.  

 

The drain was not clear of the drain valve, meaning that you would have to be very close to the valve in 
order to operate it.  

 

 

Rectifying actions: 

The design of the valve will be changed. 

(Rome HSQE Department) 
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d’Amico Story: Luigi d’Amico: 1975—Victor Lenac Shipyard (1975) 

( From Mr Francesco Palumbo) 

A Norwegian cargo vessel was 
converted into a ship to 
transport vehicles.  

Her heavers of 30-60 tons 
were lying on the beach, prac-
tically abandoned. 

 

At the time containers of 20-40 
feet length and obviously con-
tainer ships to carry them be-
gan to be widely used in the 
shipping industry. 

 

A visit in Oslo and an agreement with the shipowner to purchase the heavers (at the cost of their weight) al-
lowed to convert the Luigi d’Amico into container vessel at a very modest price. 

 

There were two possibilities: 

 

 The vessel to sail to Japan with the purchased equipment on the deck; 

 

 The vessel to remain at Victor Lenac Shipyard. 

 

All in all, the second option was obviously considered more convenient and working one. 

Two managers from the shipyard came to Rome from Trieste by plane and on their way to d’Amico Head-
quarters, superintendent’s car they were travelling in, got rear-ended by a bus as its driver was a bit distract-
ed by a woman passing by. 

They were taken to the hospital, fortunately enough with no particular injuries, however, the vehicle was 
damaged. 

The superintendent (lucky him) arrived at the Yadran hotel, not even asked for his passport, and managed to 
settle things with excellent dinner with 
some good wine. 

 

The conversion process did involve some 
issues (including nervous winking attack 
when the superintendent saw the ship 
without any deck superstructures – either 
old or new) but in the end the trials, in-
cluding carriage of empty containers 
loaded on the deck, gave good results 
and work was considered completed suc-
cessfully.  

To be continued... 
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Chicken breast with orange + Italian Christmas Bread: 
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( From Kitchen Department) 

INGREDIENTS x 4 PEOPLE: 

 8 Ounces of chicken breast 

 4 Oranges 

 Oil 

 Salt 

Chicken breasts with orange: 

 
Squeeze 4 oranges (leaving a few pieces of peel) 
Cut the chicken breast into slices 
dip the chicken in orange juice AND LET SO FOR 3 HOURS 
take a pan and heat it up very well. 
When the pan is hot, add the chicken breasts (without liquid) and 
let them cook thoroughly. 
Add the orange juice gradually. 
(keeping the meat moist and soft) 
in the end, add a little salt and oil and some orange peel as a 
decoration. 

ENJOY IT! 

INGREDIENTS x 4 PEOPLE: 

 4 Tablespoons yeast 

 2 cups warm water 

 ½ pound butter, melted 

 4 teaspoons salt 

 1 cup sugar 

 4 eggs, beaten 

 6 egg yolks, beaten (discard egg 
whites or save for another use) 

 10½ cups flour 

 2 cups citron, sliced fine 

 2 cups raisins, seedless. 

Panettone (Italian Christmas Bread): 

Dissolve yeast in the water. Mix in the butter, sugar, salt, eggs, 
and yolks. 
Stir about 10 cups of flour into the butter and yeast mixture until 
blended. 
Spread a little flour on a board. Turn dough out onto the board 
and knead for 8 to 10 minutes. When the dough is soft and 
smooth, knead in the citron and raisins. 
Place dough in a greased, round pan, and brush the top with 
melted butter. 
Cover, and allow to rise until the dough has doubled in bulk 
(about 1 hour). 
Preheat oven to 425°F. 
Using a sharp knife, cut a deep cross in the top of the loaf. 
Bake for about 8 minutes, or until the top begins to brown.  
Lower heat to 325°F and bake for 1 hour more. 
Serves about 10. 

http://www.foodbycountry.com/knowledge/Citron.html
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Company activities: 

 

The Christmas season is a time to be joyous, to be also 

shared within the company. 

 

 

d’Amico offices parties worldwide are a social oppor-

tunity to gather with all colleagues in a relaxed and 

cheerful atmosphere. 

 
 

This year, Monaco was the first office to open 

the holiday season celebrating in the fantastic 

location of the Fairmont Hotel.  

 

Luxembourg and London office colleagues 

joined the event.  

( d’Amico offices Christmas parties) 
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Company activities: 

A few days later Dublin office 

confirmed the tradition by or-

ganizing the Christmas dinner    

at the FXB restaurant.  

 

This year for the first time also   

in Singapore Office we have had 

a very amusing “Year end party”           

at Gaia Restaurant & Bar. 

 

 

Last but not least Rome office                     

(together with Genoa colleagues) 

celebrated the traditional               

Christmas lunch on the third floor of 

the   d’Amico building headquarter, 

inaugurating the new recently  re-

structured premises. 

 

 

 

These events are very important 

occasions to consolidate among 

our people our long lasting  

family traditions. 

( d’Amico offices Christmas parties) 
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The d’Amico Group continuously supports and   
encourages meetings between seagoing personnel 
and onshore personnel.  
As d’Amico people benefit more and more from such 
occasions, visit on board have increased in the past 
few years.  
Most of these meetings have become a key experi-
ence where people share experiences and discover 
face to face two worlds strictly linked. It is an im-
portant moment of teambuilding and socialization. 
The last visit has been held on board of the Medi 
Tokyo, a Bulk carrier vessel, on the  19th  September 
2014.   
A group of people from different departments of the Rome Office had the chance to spend a day on board! 
Medi Tokyo is one of the oldest d’Amico Vessel (’99) but still one of the best performer:  
“an old lady “ as the Captain Vincenzo Incandela said.  

The Captain and the Technical Superintendent, Pasquale 
Bisogno, welcomed everyone on board and introduced to 
the crew members:  
“All of us are part of that chain that hold the vessel in a 
safe anchorage”; “Only with a full cooperation between 
crew and office members we can achieve the port we are 
heading”, Pasquale Bisogno comments.  
During the visit all discovered another reality, which is 
very hard to imagine sitting at the desks. 
 
The coal loading and unloading activities were awesome 
to see and showed how the cooperation among all crew 
members is important for every operation. 

 
From the upper to the lower floors of the vessel everything changes... the colors, the smells, the feelings!!     
In the Engine Room, the temperature increases dramatically and it is hard to imagine how people can work 
there for hours; in the central level there is 
the kitchen and the dining table... where 
oriental dishes make you forget that 
you're in Civitavecchia!! 
On the top floor there is the Wheel house  
where you can enjoy the best view and 
where the captain manages everything.   
 
On the way back to the office, with coal 
dust still stuck on the  dresses, everyone’s 
thought: “ We should organize more often 
such visits!”  
 
Francesco Rotundo states by underlining 
the importance of such initiatives:  
  

"The ship visit is an important and welcome opportunity for the Rome office staff because most of 
our colleague have never seen a vessel even if they work so close to them everyday”.    

( MEDI TOKYO visit onboard) 

Company activities: 
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NAME RANK  NATIONALITY  

GIACOMO BISCHETTI CHIEF MATE ITALIAN 

SALVATORE DI NUCCI CHIEF ENGINEER ITALIAN 

FRANCESCO SAVERIO FUSTOLO 2nd Engineer ITALIAN 

MARCO DURANTE ENGINE CADET ITALIAN 

PAOLO STIRPE ENGINE CADET ITALIAN 

MATTIA GIANNI ENGINE CADET ITALIAN 

EUGENIO BARONE 4TH ENGINEER ITALIAN 

DAVIDE SALUTO ENGINE CADET ITALIAN 

LEONARDO BASILIO  ENGINE CADET ITALIAN 

VINCENZO ARMATO ENGINE CADET ITALIAN 

MIRCO CASALINI ENGINE CADET ITALIAN 

GIOVANNI BURRAFATO CHIEF ENGINEER ITALIAN 

NAYYAR SOLKAR YUNUS ABLE SEAMAN INDIAN 

AKSHAY RANE MOHAN ORDINARY SEAMAN INDIAN 

NASIB SINGH CH.CREW COOK INDIAN 

ABHISHEK UNIYAL ABLE SEAMAN INDIAN 

. ALI EDATHAGOTHI ABLE SEAMAN INDIAN 

AMARESH CHAND KUMAR CHIEF MATE INDIAN 

DILPREET LAL SINGH CHIEF MATE INDIAN 

MANISH CHATURVEDI KUMAR SENIOR EL.OFFICER INDIAN 

UMESH SHARMA CHAND CHIEF MATE INDIAN 

MANOJKUMAR BHAGWAKAR PUNJALAL PUMPMAN INDIAN 

ILYAS ABDUL KADIR JIWRAK OILER INDIAN 

SURESHKUMAR PATEL SAKAR OILER INDIAN 

DEVUDU KANDALA BOSUN INDIAN 

AJAY SETHY KUMAR CHIEF ENGINEER INDIAN 

VISHVAJIT KUMAR 3rd Engineer INDIAN 

VIBIN MARAVATTICAL  VENU 2nd Engineer INDIAN 

KENEDI DAMODAR TANDEL BOSUN INDIAN 

TAMAL SARKAR 3rd Engineer INDIAN 

MANOJKUMAR TANDEL RAMJIBHAI EXTRA FITTER INDIAN 

AJAY KHARE KEDU ABLE SEAMAN INDIAN 

UPENDRAKUMAR SOLANKI PANCHA MESSMAN INDIAN 

RAJESH KUMAR FITTER INDIAN 

MAHESHKUMAR SOLANKI KARSAN OILER INDIAN 

OSWALDO RODRIGUES OILER INDIAN 

  Service with Pride  

( October—November—December 2014) 
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Service with Pride:  

NAME RANK  NATIONALITY  

ASHOKKUMAR BHIKHA KAPADIA OILER INDIAN 

. VIJAY PRAKASH BOSUN INDIAN 

IMRAN NAJIR MODAK OILER INDIAN 

RAJANIKANT  TANDEL THAKORBHAI WIPER INDIAN 

MITESHKUMAR TANDEL DHANJIBHAI FITTER INDIAN 

SHREYAS NAIK SURENDRA MASTER INDIAN 

DHANESH PRASAD CHAUHAN FITTER INDIAN 

SASIKUMAR PERINGANNUR EXTRA FITTER INDIAN 

SARFARAZ SHIEK KASIM NAWAS MESSMAN INDIAN 

VINOD KARUPPAN ORDINARY SEAMAN INDIAN 

PRADIPKUMAR TANDEL PARBHUBHAI BOSUN INDIAN 

INDRA DEO PRASAD ABLE SEAMAN INDIAN 

VINOTH  CHARLE KUTHALEN ABLE SEAMAN INDIAN 

SIDDEEK ODIVALUMALIGE ABLE SEAMAN INDIAN 

ISMAIL MAUGE KARAVELUGE ABLE SEAMAN INDIAN 

SHAJU THATTIL INASU EXTRA FITTER INDIAN 

MADHAV MOHAN KAROGAL CHIEF ENGINEER INDIAN 

AMITKUMAR CHARANIYA PAVITRACHANDRA ORDINARY SEAMAN INDIAN 

AJAYKUMAR PARBAT SOLANKI OILER INDIAN 

SANDIP DENNIS GONSALVES FITTER INDIAN 

JOSHY ALAPPADAN DAVI FITTER INDIAN 

GURUPRASAD GHADI JAGANNATH OILER INDIAN 

PANNEERSELVAM UKKRAM AIEEN PUMPMAN INDIAN 

GABRIEL CARDOSO CH.CREW COOK INDIAN 

PANNELAL ISHLOK RAJBHAR EXTRA FITTER INDIAN 

UDAY TUKARAM PEDNEKAR EXTRA FITTER INDIAN 

PAWAN PATHAK KUMAR OILER INDIAN 

RAKESHKUMAR TANDEL VITTHALBHAI OILER INDIAN 

BHAVESHKUMAR TANDEL RAMESHCHANDRA WIPER INDIAN 

RAJAN JESU MICHAEL ABLE SEAMAN INDIAN 

NICHOLAS LOPES CH.CREW COOK INDIAN 

DARSHAN RANPISE ABLE SEAMAN INDIAN 

SATYAVEER SINGH ORDINARY SEAMAN INDIAN 

KANWAR RAWAT SINGH CHIEF MATE INDIAN 

RANJIT KUMAR SINGH PUMPMAN INDIAN 

( October—November—December 2014)  
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NAME RANK  NATIONALITY  

ABHISHEK SOM 2nd Engineer INDIAN 

MAHENDRA SINGH FITTER UKRAINE 

ABHISEKH SHUKLA 2ND MATE INDIAN 

ANTONAVIN CHRISTY MESSMAN INDIAN 

RAHULKUMAR SOLANKI VIRCHAND ABLE SEAMAN INDIAN 

AJAYA KUMAR EXTRA FITTER INDIAN 

. DHARMVIR SENIOR EL.OFFICER INDIAN 

AVNISHKUMAR SINGH NIRMAL 3rd Engineer INDIAN 

KIRAN TOTKEKAR SUBHASH ABLE SEAMAN INDIAN 

PARAMJEET SINGH ABLE SEAMAN INDIAN 

SOURAV SHRIWASHTWA 3RD MATE INDIAN 

TARUNDEEP SINGH 3RD MATE INDIAN 

AJITH BALACHANDRAN NAIR CH.CREW COOK INDIAN 

RAHUL KADAM SURENDRA ORDINARY SEAMAN INDIAN 

NISHANT KUMAR SINGH 3ø UFF.LE COPERTA INDIAN 

SUMIT KUMAR VERMA 3RD MATE INDIAN 

KULDEEP NEGI 3RD MATE INDIAN 

CHETAN SONAWANE JEGANNATH ORDINARY SEAMAN INDIAN 

DASHRATH SINGH SENIOR EL.OFFICER INDIAN 

SACHIN RAWAT 3RD MATE INDIAN 

SUBHASH SINGH SENIOR EL.OFFICER INDIAN 

AKHILESH KUMAR SINGH SENIOR EL.OFFICER INDIAN 

PRAMODKUMAR PATEL ISHVARBHAI MESSMAN INDIAN 

HARSHAD RAMJI JETHWA Trainee/OS INDIAN 

SANDEEP CHAUHAN KUMAR SENIOR EL.OFFICER INDIAN 

PRAMOD PANDA KUMAR SENIOR EL.OFFICER INDIAN 

TONY NELSON CHIRAYATH Trainee/OS INDIAN 

AMALAN NISHANTH ORDINARY SEAMAN INDIAN 

GAJENDRA SAMANT SINGH MESSMAN INDIAN 

MOHIT SHARMA JUNIOR ENGG. INDIAN 

MUGILAN KARUNANITHI  DECK CADET INDIAN 

KARANPAL SINGH SETHI 3RD MATE INDIAN 

RAHUL SINGH MEHTA JUNIOR ENGG. INDIAN 

JANNAT CHHABRA JUNIOR ENGG. INDIAN 

ADITYA TOMAR JUNIOR ENGG. INDIAN 

AADIL HUSSAIN JUNIOR ENGG. INDIAN 

RATHINAM THAYANANTHAN JUNIOR ENGG. INDIAN 

Service with Pride:  

( October—November—December 2014) 
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 NAME RANK  NATIONALITY  

SAKTHIVEL GUNASEKARAN JUNIOR ENGG. INDIAN 

HARI KRISHNA GANTE JUNIOR ENGG. INDIAN 

MUDIT PALIWAL JUNIOR ENGG. INDIAN 

MAYURESH KHAMBE RATNAKAR JUNIOR ENGG. INDIAN 

. ARIF Trainee/OS INDIAN 

NITHIN GEORGE Trainee/OS INDIAN 

. RAKESH Trainee/OS INDIAN 

RAM KUMAR RAJU DECK CADET INDIAN 

AJAYRAJ THANGARAJAN SAKUNTHALA DECK CADET INDIAN 

ASWAJITH PRABHAKARAN DECK CADET INDIAN 

BALAJI PALANISAMY DECK CADET INDIAN 

BHARATH KUMAR BABU  DECK CADET INDIAN 

ANOOP MANDAPATHIL SANTHOSH DECK CADET INDIAN 

NAKUL PAVANGAT  JUNIOR EL.OFFICER INDIAN 

SUJEETHRAAJADURAI JEGANATHAN JUNIOR EL.OFFICER INDIAN 

MANIKANDAN RAJASEKAR JUNIOR EL.OFFICER INDIAN 

. UTKARSH JUNIOR ENGG. INDIAN 

VISHAL TIWARI Trainee/OS INDIAN 

KUMARAN SEKAR JUNIOR EL.OFFICER INDIAN 

SHADRACH SIMON SUNDAR  JUNIOR EL.OFFICER INDIAN 

MOHD MUNIR SHIRAJUL MASTER BANGLADESHI 

ZAKARIA BAAYER  3RD MATE BANGLADESHI 

ABDELKARIM AMAZAL 2ND MATE MOROCCAN 

ELMEHDI BENALI ENGINE CADET MOROCCAN 

HAZEM ABOUELLIL  HANY ABDALLA 3RD MATE EGYPTIAN  

EMANUEL VOICU 2nd Engineer ROMANIAN 

ALEXANDRU MARIUS HAMZA  CHIEF MATE ROMANIAN 

FERNANDO ROMEO VOINESCU MASTER ROMANIAN 

ANDREI BOGZEANU DECK CADET ROMANIAN 

VALENTIN VLAD JUNIOR ENGG. ROMANIAN 

OCTAVIAN OANCEA DECK CADET ROMANIAN 

MARIN ICHIM JUNIOR ENGG. ROMANIAN 

VLADIMIR ALEXEEV CHIEF ENGINEER RUSSIAN 

Service with Pride:  

( October—November—December 2014) 



 

32 THE LIGHTHOUSE December  31, 2014 

NAME RANK  NATIONALITY  

VIKTOR RANININ MASTER UKRAINE 

DMYTRO BILENKO CHIEF MATE UKRAINE 

DMYTRO VOROBIOV 2nd Engineer UKRAINE 

OLEG BILOMYLTSEV  CHIEF ENGINEER UKRAINE 

MYKOLA SHPIT 2ND MATE UKRAINE 

ANDRIY TYSHYN CHIEF MATE UKRAINE 

OLEKSANDR YERYOMENKO CHIEF MATE UKRAINE 

VADYM NIKOLAIENKO MASTER UKRAINE 

HARIYONO FNU FITTER INDONESIAN 

SUTARMAN BIN TARJO FITTER INDONESIAN 

EVAN ADI SENOPATI SENIOR EL.OFFICER INDONESIAN 

SUGENG RANTONO PRIHADY  SENIOR EL.OFFICER INDONESIAN 

ROGELIO BUTRON FRIOLO OILER PHILIPPINE 

ANTONIO GAITE GUMBOC 2ND MATE PHILIPPINE 

JULIUS SORRILLA FERNANDEZ 4th Engineer PHILIPPINE 

ENRIQUE ESPIRITU DESCALSO 2ND MATE PHILIPPINE 

PATRICK JAY DEPOLLY  AREOLA ORDINARY SEAMAN PHILIPPINE 

JIGGER DIPALING TEVES ABLE SEAMAN PHILIPPINE 

PROSEE JAMES VILLEGAS NUFABLE  DECK CADET PHILIPPINE 

JOSE ROCKY RAFOLS AÑINON 2ND MATE PHILIPPINE 

JASFER AMAR SOLIVA  OILER PHILIPPINE 

VOLTAIRE  AMOGUES PEPITO  3RD MATE PHILIPPINE 

KENT ANTHONY DAÑO CABANCA  DECK CADET PHILIPPINE 

ANTONIO JR. PITOGO GARCISO DECK CADET PHILIPPINE 

ERIC ALMODIEL ARREGLO SENIOR EL.OFFICER PHILIPPINE 

FRANCISCO JR. OBRAS COTILLAR FITTER PHILIPPINE 

ARNOLD TAMBILING BICOY MESSMAN PHILIPPINE 

RODNEY MONTENEGRO JORDAN 3rd Engineer PHILIPPINE 

ROLAND FONTANILLA ESTABILLO ENGINE CADET PHILIPPINE 

DENIE RICHARD SOLACITO BELLOGA ENGINE CADET PHILIPPINE 

ELPIDIO III BAUTISTA DELOS REYES ENGINE CADET PHILIPPINE 

NARCISO CABALO BANDIJA SENIOR EL.OFFICER PHILIPPINE 

PETER JR. CASILAO TOMENLACO 2nd Engineer PHILIPPINE 

WILSON  CANIEDO CAAYA DECK CADET PHILIPPINE 

HANS LEGARA  YEE ABLE SEAMAN PHILIPPINE 

Service with Pride:  

( October—November—December 2014) 
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CHARLSTON LINGAYA ABAPO 3RD MATE PHILIPPINE 

RONALD HYNSON  INOFERIO BOSUN PHILIPPINE 

JOSEPH BELEN GAROTE OILER PHILIPPINE 

LUIS BUENAVENTURA CRUZ OILER PHILIPPINE 

VINCENT CHUA DE OCAMPO DECK CADET PHILIPPINE 

JAN LORENCE EVANGELISTA BENEDICTO DECK CADET PHILIPPINE 

ALLAN FRAGO ALDOVINO DECK CADET PHILIPPINE 

JOEL VALENCIA MORCILLA DECK CADET PHILIPPINE 

JOVIC MAUHAY KAAMINO ABLE SEAMAN PHILIPPINE 

RENANTE LUMAPAS FLORES OILER PHILIPPINE 

JOVITO YABES MIGUEL ORDINARY SEAMAN PHILIPPINE 

JOVIN OMERO JAROPILLO CH.CREW COOK PHILIPPINE 

TEODORO JR. VILLANOS CALICA SENIOR EL.OFFICER PHILIPPINE 

ANGELITO UNITO MACATIGUE Asst. E/O PHILIPPINE 

ELMER CARINGAL CERRILLO CHIEF ENGINEER PHILIPPINE 

ERIC CORIDO RIGAT  3rd Engineer PHILIPPINE 

BENJAMIN  PLOTADO VILLALUZ  CH.CREW COOK PHILIPPINE 

BARRIE BARRIENTOS MIRADOR MESSMAN PHILIPPINE 

JUANITO  AGOJO PANGANIBAN BOSUN PHILIPPINE 

JOEL STA. TERESA FILOTEO CH.CREW COOK PHILIPPINE 

AGA DOMINIC CAALAMAN DOROY ENGINE CADET PHILIPPINE 

HARISS GUNHURAN VIDAL DECK CADET PHILIPPINE 

Service with Pride:  

( October—November—December 2014) 
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NAME  RANK VESSEL 

DEWAN ASHWIN MASTER M/T CIELO DI GAETA 

MEHROTRA ANKIT MASTER HIGH PROSPERITY 

BHUIYAN AKHTERUZZAMAN MOHAMMAD MASTER GLENDA MEGAN 

GNOEVOI SERGEI MASTER M/V CIELO DI LIVORNO 

RAJU JANARTHANAN CHIEF MATE HIGH EFFICIENCY 

JOSHI ASHOK KIRAN CHIEF MATE M/T HIGH SEAS 

PATHANIA MADHAV SINGH CHIEF MATE M/N MEDI BALTIMORE 

AHMED BIN MOHAMMED CHIEF MATE M/T CIELO DI PARIGI 

PANOV YURIY CHIEF MATE HIGH PROGRESS 

MASCIA SARA ROSA 2ND MATE CIELO DI VANCOUVER 

POTTAYIL BALAKRISHNAN PRADEEP 2ND MATE ALPINE HIBISCUS 

UPADHE MUAJ MUBARAK 2ND MATE GLENDA MELISSA 

KOTTAMMULLAVALAPPI PRASEETH 2ND MATE M/T CIELO DI SALERNO 

SHARMA DEEPAK 2ND MATE M/T CIELO DI NEW YORK 

YADAV KUMAR ALOK 2ND MATE M/T HIGH DISCOVERY 

FRESTA ALBERTO 3RD MATE M/V CIELO DI GUANGZHOU 

LODI STEFANO 3RD MATE M/N MEDI VALENCIA 

MARIANI ADRIANO 3RD MATE M/V CIELO DI GUANGZHOU 

RADDI FEDERICA 3RD MATE CIELO DI MILANO 

SHARMA AVIRAL 3RD MATE M/v CIELO DI LONDRA 

SHARMA HEMRAJ SUSHANT 3RD MATE M/T CIELO DI SALERNO 

AHMED TAUQEER 3RD MATE GLENDA MELISSA 

VASUDEVAN ADITHYAA 3RD MATE GLENDA MELODY 

ALONTAGA BUENAVIDEZ RODRIGO JR 3RD MATE CIELO DI DUBLINO 

KAPADI AFAAN AZIZ Trainee/OS M/T HIGH VALOR 

JOSE FONTANILLA REJAYSON Trainee/OS CIELO DI DUBLINO 

MODAK SARFARAZ KADIR BOSUN PACIFIC MARCHIONESS 

NATARAJAN MURUGAN PUMPMAN NORD SAKURA 

MHATE SAJID ALI PUMPMAN HIGH PROGRESS 

CAÑADA FERNANDEZ ALEXANDER DIO PUMPMAN HIGH PRESENCE 

TANDEL RAMJIBHAI SHETALKUMAR ABLE SEAMAN HIGH EFFICIENCY 

D SOUZA SUNNY ARTHUR ABLE SEAMAN M/V CIELO DI MONACO 

MUDIAPPAN FERNANDO THANIS ABLE SEAMAN MAERSK MIZUSHIMA 

TANDEL VALLABHBHAI RAMCHANDRA ORDINARY SEAMAN M/T HIGH COURAGE 

JEYASEELAN RAJ RAYAN ORDINARY SEAMAN M/T HIGH ENDEAVOUR 

BARRI APPA RAO ORDINARY SEAMAN CIELO DI VANCOUVER 

MHATE MUNNAWAR DANISH ORDINARY SEAMAN M/N MEDI VENEZIA 

Personal Acknowledgments: 

( October—November—December 2014) 
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KHANGURA BALOUR SINGH AMANJYOT ORDINARY SEAMAN M/N MEDI BALTIMORE 

CHOUDHARY RANJAN VIJAY CHIEF ENGINEER M/T HIGH TIDE 

MANDAYAM ANANDAMPILLAI VIJAY G CHIEF ENGINEER  M/C RITA D'AMATO 

D SA LARSON CHIEF ENGINEER M/T HIGH SEAS 

ALAM MOHAMMAD FARHADUL CHIEF ENGINEER PACIFIC MARCHIONESS 

SINGH MOHIT KUMAR 2nd Engineer GLENDA MEGAN 

MASAL GAJAPATHI GOVINDARAJ 3rd Engineer M/T HIGH FREEDOM 

MIRAJKAR RAVIRAJ 3rd Engineer M/T CIELO DI NEW YORK 

JOHN MAHENDRAN 3rd Engineer M/T HIGH SUN 

SULTAN SUHAIL 3rd Engineer M/T HIGH DISCOVERY 

BALUTA GEORGE 3rd Engineer ALPINE HIBISCUS 

CARABUENA PIANDORO DAVE 3rd Engineer MEDI BANGKOK 

PANTHRI SHOBHIT 4th Engineer GLENDA MEREDITH 

SHARMA ANKUR 4th Engineer GLENDA MELODY 

SAMUEL NIKHIL 4th Engineer M/T HIGH ENDURANCE 

SASICHANDRAN SABARI 4th Engineer M/V MEDI LAUSANNE 

VATHERIPARAMBIL SREENIVASAN SR 4th Engineer M/V CIELO DI LIVORNO 

SHETTY SATYAPAL SARTHAK 4th Engineer M/v CIELO DI LONDRA 

SANTHANAGOPALAN SRIRAM ELECTR. OFF. M/T CIELO DI GAETA 

TANGUTURU BABAVALI ELECTR. OFF. HIGH VENTURE 

SUBBURAMAN BALAJI Electrician GLENDA MELISSA 

CRASTO GRACIAN WILLIAM FITTER M/T HIGH SEAS 

SINGH SUKHWINDER FITTER HIGH PROGRESS 

GRACIAS ANDRE EXTRA FITTER M/T CIELO DI SALERNO 

YADAV LALCHAND NAGENDRAPRASAD EXTRA FITTER M/T HIGH ENDURANCE 

CHAVAN INDRAPRAKASH EXTRA FITTER GLENDA MEREDITH 

TANDEL NATVARLAL DHAVALKUMAR OILER GLENDA MELISSA 

TANDEL THAKORBHAI DEVANGKUMAR OILER GLENDA MELODY 

TRAVASSO JAYSON OILER CIELO DI MONFALCONE 

CALOLO SORIANO ANDREW IAN OILER CIELO DI CAPALBIO 

MAMON REPONTE ARNEL WIPER PACIFIC MARCHIONESS 

PACARO MAGDADARO BENJAMIN JR. WIPER PACIFIC MARCHIONESS 

TANDEL JASHVANTBHAI ANOJKUMAR Trainee'Wiper GLENDA MELISSA 

TANDEL BATUBHAI RAJNISHKUMAR Trainee'Wiper CIELO DI VANCOUVER 

SOLANKI KARAN SURESH Trainee'Wiper HIGH PROSPERITY 

TANDEL VITTHALBHAI NAILESHBHAI MESSMAN HIGH CURRENT 

MORAIS AMBROSIA JOAQUIM CH.CREW COOK M/V CIELO DI GUANGZHOU 

Personal Acknowledgments: 

( October—November—December 2014) 
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Fleet List: 

OWNED   VESSEL: THIRD PARTY MANAGED VESSEL: 

VESSEL DOC Holder Owner 
Cielo di Salerno 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 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 

High Courage 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 Voyager d’Amico Rome d’Amico Tanker Ltd 

High Loyalty 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 Monaco d’Amico Rome 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 

Cielo di Dublino Ishima d’Amico Dry Limited 

Medi Lausanne Ishima d’Amico Singapore 

Cielo di Virgin Gorda d’Amico Rome d’Amico Ship. It 

Cielo d’Italia d’Amico Rome d’Amico Ship. It 

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

Cielo di Roma 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 

VESSEL DOC Holder 
Pacific Duchess Ishima 

Pacifice Marchioness Ishima 

Alpine Hibiscus Ishima 

Talia Ishima 

Maersk Mizushima Ishima 

Nord Sakura Ishima 

Alphine Mary TBA 

High Current Ishima 

Lentikia Ishima 

High Sun Ishima 

Giulia I Ishima 

Gennaro Aurilia ACGI 

Levante  ACGI 

Maior ACGI 

Robur ACGI 

Altinia ACGI 

Alphine Maria TBA 
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...We are sure you will enjoy this experience… 

Be the next storyteller and tell us your experience in d’Amico: 

This is our story! This is your story! Let’s tell it! 

Follow these few short steps to participation: 

 Ask your colleagues if they want to participate with you in this adventure you can work 

in a team composed of between 2 and 4 people. 

 Think of a story from your professional life where you have been the protagonist. 

 To inspire your composition read the following “d’Amico Narrative Concept”,it contains 

a description of the 5 d’Amico Values. Every story is based on a Value or a main theme: 

choose which matches your story best! 

 Focus on the essential narrative elements of your story. 

 Let’s start writing your story by setting free your imagination! You may write the 

stories either in your mother tongue or in English. 

             Feel free to choose your style: metaphorical, evocative, poetic or descriptive.  

            All styles are possible. 

You can send your story to the following email address, 

please feel free to contact us also for any further information you may need: 

hr.group@damicoship.com 

Story Boarding project—Telling the company Your story. 
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Story Boarding project—Telling the company Your story. 



 

 

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. 

M/V Cielo di Monaco‘s delivery. 


