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1.   Environment, Health & Safety:  Non Compliance. 

C
o

m
.te 

Sa
verio

 

Leb
o

ff
e 

HSQE Department in Rome & Singapore C
o

m
.te 

D
o

m
en

ico
 

Sa
vio

 Ta
ia

n
o

 

NON COMPLIANCE REPORTING: 

d’Amico Group has strict policies that require full 
compliance with MARPOL, other international envi-
ronmental requirements, and its maritime environ-
mental policies at all times. 

The Group provides its ships with the resources 
needed to properly store, manage, and dispose of 
garbage and oily wastes and to otherwise ensure 
compliance with all environmental requirements and Company policies. 

 

MARPOL and the Company’s maritime environmental policies 
require that all entries in the vessel’s logs regarding the man-
agement and shoreside disposal of garbage and oily wastes, as 
well as tank soundings and other discharge operations, must 
be complete and accurate. 

 

 

In this regard, as stated in the recent Circular Letter “MARPOL 
Compliance declaration” distributed on board, it has been 
introduced a non-compliance reporting system with a Decla-
ration to be signed each two months, through which any crew 
member declares that:    

 

“If he observes or suspect any violations of MARPOL, international environmental requirements, or the 
Company’s maritime environmental policies, or if anyone asks him to violate MARPOL, international 
environmental requirements, or the Company’s maritime environmental policies, he MUST report this 
immediately to the Designated Person Ashore, through an established reporting system.”  
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VERY IMPORTANT: 
REMEMBER  

 

WHENEVER YOU ARE IN DOUBT CALL YOUR DPA FOR 

ASSISTANCE: 

 

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

            +39 3357700256 

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

        + 65 96796281 

 

REPORT ANY VIOLATION TO YOUR DPA OR 

ANONYMOUSLY TO:  

 

 noncompliance@damicoship.com 

 noncompliance@ishimaship.com 

mailto:noncompliance@damicoship.com
mailto:noncompliance@ishimaship.com
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2.   “Oil Pollution Cases in USA” + The importance of entries in the Oil Record: 

Technical Department M
r Fa

b
io

 
Ta

g
lia

via
  

“Oil Pollution Cases in USA” 
 
A 2014 report issued by the Environmental and Nat-
ural Resources Division of the United States  Depart-
ment  of Justice stated that in the last ten years ves-
sel oil pollution prosecutions has resulted in a total 
of over US$200 million being paid in penalties.  
This is in addition to the accumulated total of 17 
years' incarceration of the offenders, who were 
mostly seafarers. 
 
Pollution fines for the illegal discharge of oil contaminated bilge  water continue to occur, particu-
larly so when violations arise or are uncovered in the United States. 

 
In several cases vessels have been found to be in violation 
of legislation such as the US Clean Water Act or the US Act 
to Prevent Pollution from Ships, in these cases fines have 
totaled several million US dollars and crew members have 
found them sentenced to prison terms. 
 
Common factors in the high profile prosecutions would 
appear to be the use of temporary transfer lines (portable 
hoses) which effectively by- pass bilge processing equip-
ment, the manipulation of the oil content monitor and the 
falsification of the ship’s Oil Record Book. 
 
Violators  have faced the equally serious and additional 
charges of obstruction of Justice as found lying to the in-
vestigating authorities  during the vessel inspection and /
or prosecutors investigation. 

 
The crew is recalled to the importance to give honest answers when speaking with  the PSC inspec-
tors.   
In the  US, it is very important  that  the crew  not invoke 
their  right to  silence during routine inspections  as these 
could  be interpreted as them having something to hide. 
The crew need to be able to  sense when  a routine inspection 
has become a criminal investigation.  
When the crew have positively confirmed that a criminal inves-
tigation is underway, then is the time to consider a right to si-
lence. 
 
There is no justification for the illegal discharge of bilge water unless it is for the purpose of secur-
ing the safety of a ship or saving life at sea. 
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The importance of entries in the Oil Record: 
 
In addition to recording the bunkering of fuel and lubricating 
oils, the Oil Record Book (ORB) is used to record machinery 
space operations involving the transfer, discharge or disposal of 
bilge water and sludge (waste oil). 
 
IMO  Circular  MEPC. 1/Circ. 736/Rev.2  Guidance  for  the Record-
ing of Operations in the Oil Record Book Part I was issued in October 2011, and gives strict guid-
ance on how the book should be completed. 
 
There is ever increasing scrutiny of the ship’s Oil record Book. 
 
The Failure to correctly maintain the ORB can lead to a port State control detention and possibly 
criminal proceedings. 
 
Falsification of the ORB appears regularly as a charge and stand as a serious offence. 
In effect, by falsifying the ORB, you are lying to a federal official which constitutes a crime in itself. 
 
The veracity and reliability of the ORB can be assessed by checking for continuity in recorded 
bilge and sludge tank levels  and  comparing the relevant  tank level changes against the times 
the OWS was in use.  

 
For example, an entry stating a declared amount of 
bilge water was discharged  through  the OWS dur-
ing a certain period of time and is later found  to  
be greater than the designed throughput of the 
equipment may alert a reviewer that something is 
amiss. 
 

All changes in tank quantities should be accounted for and consideration made to processes  
where levels fall such as the  boiling off or the steaming of sludge tanks through heating. 
 
Engine room alarm records may also be checked for bilge high level alarms and the ORB then re-
viewed for a correlating entry related to the pumping operation. 
 
Another check that can be made by a reviewing party is to cross reference the present tank levels 
as recorded in the ORB with the actual levels at time of inspection. 
 
Scrutiny of the  ORB may result in unusual trends  being identified, such as a sudden and marked 
reduction in bilge pumping  entries.   
It may be that the bilge water ingress was arrested by a conscientious  crew, but  it may also sig-
nify something more sinister. 
 
Proper and accurate record  keeping is essential. 
 
It must be  remembered  that  the  Oil Record  Book  and maintenance records will be scrutinized 
in the event of a pollution incident or an allegation. 
 

“Oil Pollution Cases in USA” + The importance of entries in the Oil Record: 
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“Oil Pollution Cases in USA” + The importance of entries in the Oil Record: 

It is very easy to fall foul when it 
comes to the Oil Record Book, and 
port State authorities may interpret 
genuine mistakes as something 
more sinister. 
Therefore, the importance of this 
document cannot be overstated and care must be taken not only when making entries but also 
when being checked by the ship's Master and chief engineer, and further scrutinized by the super-
intendent. 
 
Entries in the Oil Record Book must be made with strict adher-
ence to MEPC. 1/Cir.736/Rev.2. 
However, problems may arise when each watch-keeping engi-
neer has a slightly different way of making entries – the codes 
may very well be correct but the style and layout of entered data 
may differ. 
This in principle is acceptable, but it makes following the entries 
and subsequent auditing difficult. 
 
This result in a greater susceptibility to making mistakes, and it turn makes it more difficult for audi-
tors to identify errors.  
The Master  should be aware of  the consequences of failing to verify the reliability of the entries 
before Countersigning the Oil Record Book. 
 
Company encourage all Crew Officers to request suitable training to ensure that they are able to 
maintain the book effectively. 

Conclusion: 
 
Faced with the difficulties and frustrations in relation to bilge water management will never justify 
ship's crew attempt various methods of cheating 'the Bilge System. 
 

The Ship’s crew must believe that shore management is “on their side” and all com-
munications are unambiguous.   
 
Superintendents will be always assisting the Crew for a proper 
Bilge management  and for any support or clarification they may 
need, however, the Superintendents  will be vigilant to recognize 
any irregularities. 
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3.   International Convention for the Prevention of Pollution from Ships.        
(MARPOL) 

HSQE Department  in Rome 

The MARPOL Convention is the main international convention covering prevention of pollution of the marine 
environment by ships from operational or accidental causes. It is a combination of two treaties adopted in 1973 
and 1978 respectively and updated by amendments through the years. 
The International Convention for the Prevention of Pollution from Ships (MARPOL) was adopted on 2 November 
1973 at IMO and covered pollution by oil, chemicals, harmful substances in packaged form, sewage and 
garbage. 
The Protocol of 1978 relating to the 1973 International Convention for the Prevention of Pollution from Ships 
(1978 MARPOL Protocol) was adopted at a Conference on Tanker Safety and Pollution Prevention in February 
1978 held in response to a spate of tanker accidents in 1976-1977. (Measures relating to tanker design and 
operation were also incorporated into a Protocol of 1978 relating to the 1974 Convention on the Safety of Life at 
Sea, 1974)  
As the 1973 MARPOL Convention had not yet entered into force, the 1978 MARPOL Protocol absorbed the 
parent Convention. The combined instrument is referred to as the International Convention for the Prevention 
of Marine Pollution from Ships, 1973, as modified by the Protocol of 1978 relating thereto (MARPOL 73/78), and 
it entered into force on 2 October 1983 (Annexes I and II). 
The Convention includes regulations aimed at preventing and minimizing pollution from ships - both accidental 
pollution and that from routine operations - and currently includes six technical Annexes: 
 
 

 
States Parties must accept Annexes I 

and II, but the other Annexes are 
voluntary 

 Annex I:  

Prevention of pollution by oil  

Entry into force: 2 October 1983 

(Revised Annex I enters into 

force 1 January 2007)  

 

Covers prevention of pollution by oil from operational measures as well as from accidental 

discharges; the 1992 amendments to Annex I made it mandatory for new oil tankers to have 

double hulls and brought in a phase-in schedule for existing tankers to fit double hulls, which 

was subsequently revised in 2001 and 2003. It establish  that operational discharges of oil 

from tankers are allowed only when all of the following conditions are met: 

 The total quantity of oil which a tanker may discharge in any ballast voyage whilst under way must not 
exceed 1/15,000 of the total cargo carrying capacity of the vessel; 

 The rate at which oil may be discharged must not exceed 60 litres per mile travelled by the ship; and 

 No discharge of any oil whatsoever must be made from the cargo spaces of a tanker within 50 miles of 
the nearest land. 
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 Annex I: Prevention of pollution by oil (entered into force 2 October 1983) 
 Annex II: Control of pollution by noxious liquid substances (entered into force on 6 April 1987)  
 Annex III: Prevention of pollution by harmful substances in packaged form (entered into force on 1       

July 1992) 
 Annex IV: Prevention of pollution by sewage from ships  (entered into force on 27 September 2003) 
 Annex V: Prevention of pollution by garbage from ships (entered into force 31 December 1988) 
 Annex VI: Prevention of  Air Pollution from Ships (entered into force on 19 May 2005) 

http://imo4/Conventions/contents.asp?doc_id=678&topic_id=258#revisedoneandtwo
http://imo4/Conventions/contents.asp?doc_id=678&topic_id=258#revisedoneandtwo
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An oil record book is required, in which is recorded the movement of cargo oil and its residues from loading to 
discharging on a tank-to-tank basis. 
A new and important feature of the 1973 Convention was the concept of "special are-
as" which are considered to be so vulnerable to pollution by oil that oil discharges 
within them have been completely prohibited, with minor and well-defined excep-
tions. The 1973 Convention identified the Mediterranean Sea, the Black Sea, and the 
Baltic Sea, the Red Sea and the Gulfs area as special areas. All oil-carrying ships are re-
quired to be capable of operating the method of retaining oily wastes on board through 
the "load on top" system or for discharge to shore reception facilities. This involves the 
fitting of appropriate equipment, including an oil-discharge monitoring and control sys-
tem, oily-water separating equipment and a filtering system, slop tanks, sludge tanks, 
piping and pumping arrangements. 
Secondly, new oil tankers are required to meet certain subdivision and damage stability requirements so that, 
in any loading conditions, they can survive after damage by collision or stranding.  

Annex II  Regulations for the Control of  Pollution by Noxious Liquid Substances in Bulk  Entry into force:  
2 October 1983  (Revised Annex I I  enters into force 1 January 2007)   
Annex II details the discharge criteria and measures for the control of pollution by noxious liquid substances 
carried in bulk. 
Some 250 substances were evaluated and included in the list appended to the Convention.   
The discharge of their residues is allowed only to reception facilities until certain concentrations and condi-
tions (which vary with the category of substances) are complied with.  
In any case, no discharge of residues containing noxious substances is permitted within 12 miles of the nearest 
land.  More stringent restrictions applied to the Baltic and Black Sea areas.  
Annex III: Prevention of pollution by harmful substances in packaged form Entry into force: 1 July 1992 : 
Annex III contains general requirements for the issuing of detailed standards on packing, marking, labelling, 
documentation, stowage, quantity limitations, exceptions and notifications for preventing pollution by harmful 
substances. 
The International Maritime Dangerous Goods (IMDG) Code has, since 1991, included marine pollutants. 
 Annex IV: Prevention of pollution by sewage from ships Entry into force: 27 September 2003: 
Contains requirements to control pollution of the sea by sewage; the discharge of sewage into the sea is pro-
hibited, except when the ship has in operation an approved sewage treatment plant or when the ship is dis-

charging comminuted and disinfected 
sewage using an approved system at a 
distance of more than three nautical 
miles from the nearest land; sewage 
which is not comminuted or disinfect-
ed has to be discharged at a distance 
of more than 12 nautical miles from 
the nearest land.  
 
 
 
 

International Convention for the Prevention of Pollution from Ships (MARPOL) 

WHENEVER YOU ARE IN DOUBT CALL YOUR DPA FOR ASSISTANCE: 

Com.te Taiano: taiano.s@damicoship.com +39 3351374264 

Com.te Leboffe: leboffe.s@ishimaship.com + 65 96796281  

REPORT ANY VIOLATION TO YOUR DPA OR ANONYMOUSLY TO:  

 noncompliance@damicoship.com 

 noncompliance@ishimaship.com 

http://imo4/Conventions/contents.asp?doc_id=678&topic_id=258#revisedoneandtwo
http://imo4/Newsroom/mainframe.asp?topic_id=583&doc_id=2524
mailto:noncompliance@damicoship.com
mailto:noncompliance@ishimaship.com


 

10 THE LIGHTHOUSE March  31, 2015 

 
 
 
 
 
 
 
 
 
Annex V: Prevention of pollution by garbage from ships Entry into force: 31 December 1988 
This deals with different types of garbage and specifies the distances from land and the manner in which they 
may be disposed of.   
The requirements are much stricter in a number of "special areas" but perhaps the most important feature of 
the Annex is the complete ban imposed on the dumping into the sea of all forms of plastic. 
 
      
 
 
 
 
 
 
 
 
Annex VI: Prevention of  Air Pollution from Ships Entry into force: 19 
May 2005 
Sets limits on sulphur oxide and nitrogen oxide emissions from ship 
exhausts and prohibits deliberate emissions of ozone depleting sub-
stances; designated emission control areas set more stringent stand-
ards for SOx, NOx and particulate matter.   
A chapter adopted in 2011 covers mandatory technical and operational energy efficiency measures aimed 
at reducing greenhouse gas emissions from ships.    
 
 
 
 
 
 
 
 
 
 
 
 

Marpol Important Amendments : 
The 1994 amendments Adoption: 13 November 1994 Entry into force: 3 March 1996 
The amendments affect four of the Convention's five technical annexes (II III, V, and I) 
and are all designed to improve the way it is implemented. They make it possible for 
ships to be inspected when in the ports of other Parties to the Convention to ensure 
that crews are able to carry out essential shipboard procedures relating to marine 
pollution prevention.  
These are contained in resolution A.742 (18), which was adopted by the IMO Assem-
bly in November 1993.  
The amendments are similar to those made to SOLAS in May 1994.  

International Convention for the Prevention of Pollution from Ships (MARPOL) 
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Extending port State control to operational require-
ments is seen as an important way of improving the 
efficiency with which international safety and anti-
pollution treaties are implemented. 
 
The 1997 amendments Adoption: 23 September 1997 
Entry into force: 1 February 1999 
Regulation 25A to Annex 1 specifies intact stability 
criteria for double hull tankers. 
Another amendment made the North West European 
waters a "special area" under Regulation 10 of Annex 
1.  The waters cover the North Sea and its approaches, 
the Irish Sea and its approaches, the Celtic Sea, the 
English Channel and its approaches and part of the 
North East Atlantic immediately to the West of Ire-
land. 
In special areas, discharge into the sea of oil or oily 
mixture from any oil tanker and ship over 400 gt is 
prohibited.   
Other special areas already designated under Annex I 
of MARPOL include: the Mediterranean Sea area, the 
Baltic Sea area, the Red Sea area, the Gulf of Aden ar-
ea and the Antarctic area.  
 
The Protocol of 1997 (Annex VI - Regulations for the 
Prevention of Air Pollution from Ships) Adoption: 26 
September 1997 Entry into force: 19 May 2005 
The Protocol was adopted at a Conference held from 
15 to 26 September 1997 and adds a new Annex VI on 
Regulations for the Prevention of Air Pollution from 
Ships to the Convention. 
The rules set limits on sulphur oxide (SOx) and nitro-
gen oxide (NOx) emissions from ship exhausts and 
prohibit deliberate emissions of ozone depleting sub-
stances. 
The new Annex VI includes a global cap of 4.5% m/m 
on the sulphur content of fuel oil and calls on IMO to 
monitor the worldwide average sulphur content of 
fuel once the Protocol comes into force. 
Annex VI contains provisions allowing for special  "SOx 
Emission Control Areas" to be established with more 
stringent control on sulphur emissions.  
In these areas, the sulphur content of fuel oil used on 
board ships must not exceed 1.5% m/m. Alternatively, 
ships must fit an exhaust gas cleaning system or use 
any other technological method to limit SOx emis-
sions. 
The Baltic Sea is designated as a SOx Emission Control 
area in the Protocol. 
Annex VI prohibits deliberate emissions of ozone de-
pleting substances, which include halons and chloro-
fluorocarbons (CFCs).  
New installations containing ozone-depleting sub-
stances are prohibited on all ships.  

But new installations containing hydro-
chlorofluorocarbons (HCFCs) are permitted until 
1 January 2020. 
The requirements of the IMO Protocol are in accord-
ance with the Montreal Protocol of 1987, as amended 
in London in 1990.  
The Montreal Protocol is an international environmen-
tal treaty, drawn up under the auspices of the United 
Nations, under which nations agreed to cut CFC con-
sumption and production in order to protect the 
ozone layer. 
Annex VI sets limits on emissions of nitrogen oxides 
(NOx) from diesel engines.  
A mandatory NOx Technical Code, developed by IMO, 
defines how this is to be done. 
The Annex also prohibits the incineration on board 
ship of certain products, such as contaminated pack-
aging materials and polychlorinated biphenyls (PCBs). 
 
The 2004 (April) Amendments Adoption: 1 April 2004 
Entry into force: 1 August 2005 
The revised Annex will apply to new ships engaged in 
international voyages, of 400 gross tonnage and above 
or which are certified to carry more than 15 persons.  
Existing ships will be required to comply with the pro-
visions of the revised Annex IV five years after the 
date of its entry into force.  
The Annex requires ships to be equipped with either a 
sewage treatment plant or a sewage comminuting and 
disinfecting system or a sewage holding tank. 
The discharge of sewage into the sea will be prohibit-
ed, except when the ship has in operation an ap-
proved sewage treatment plant or is discharging com-
minuted and disinfected sewage using an approved 
system at a distance of more than three nautical miles 
from the nearest land; or is discharging sewage which 
is not comminuted or disinfected at a distance of 
more than 12 nautical miles from the nearest land. 
Also, amendments to the Appendix to MARPOL Annex 
V on Prevention of pollution by garbage from ships 
which relate to the recording of the disposal of cargo 
residues in the Garbage Record Book.  
 
Revised MARPOL Annex II (noxious liquid substances 
carried in bulk) 
The revised Annex II Regulations for the control of pol-
lution by noxious liquid substances in bulk includes a 
new four-category categorization system for noxious 
and liquid substances.  
The revised annex is expected to enter into force on 1 
January 2007. 
 
 
 

International Convention for the Prevention of Pollution from Ships (MARPOL) 

http://imo4/Newsroom/mainframe.asp?topic_id=848&doc_id=3620
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International Convention for the Prevention of Pollution from Ships (MARPOL) 

The new categories are: 
Category X: Noxious Liquid Substances which, if dis-
charged into the sea from tank cleaning or deballasting 
operations, are deemed to present a major hazard to 
either marine resources or human health and, there-
fore, justify the prohibition of the discharge into the 
marine environment;  
Category Y: Noxious Liquid Substances which, if dis-
charged into the sea from tank cleaning or deballasting 
operations, are deemed to present a hazard to either 
marine resources or human health or cause harm to 
amenities or other legitimate uses of the sea and 
therefore justify a limitation on the quality and quanti-
ty of the discharge into the marine environment;  
Category Z: Noxious Liquid Substances which, if dis-
charged into the sea from tank cleaning or deballasting 
operations, are deemed to present a minor hazard to 
either marine resources or human health and there-
fore justify less stringent restrictions on the quality and 
quantity of the discharge into the marine environment; 
and 
Other Substances: substances which have been evalu-
ated and found to fall outside Category X, Y or Z be-
cause they are considered to present no harm to ma-
rine resources, human health, amenities or other legiti-
mate uses of the sea when discharged into the sea 
from tank cleaning of deballasting operations.  
The discharge of bilge or ballast water or other resi-
dues or mixtures containing these substances are not 
subject to any requirements of MARPOL Annex II.  
The revised annex includes a number of other signifi-
cant changes. Improvements in ship technology, such 
as efficient stripping techniques, has made possible 
significantly lower permitted discharge levels of certain 
products which have been incorporated into Annex II.  
For ships constructed on or after 1 January 2007 the 
maximum permitted residue in the tank and its associ-
ated piping left after discharge will be set at a maxi-
mum of 75 litres for products in categories X, Y and Z - 
compared with previous limits which set a maximum of 
100 or 300 litres, depending on the product category. 
Alongside the revision of Annex II, the marine pollution 
hazards of thousands of chemicals have been evaluat-
ed by the Evaluation of Hazardous Substances Working 
Group, giving a resultant GESAMP2 Hazard Profile 
which indexes the substance according to its bio-
accumulation; bio-degradation; acute toxicity; chronic 
toxicity; long-term health effects; and effects on ma-
rine wildlife and on benthic habitats. 
As a result of the hazard evaluation process and the 
new categorization system, vegetable oils which were 
previously categorized as being unrestricted will now 
be required to be carried in chemical tankers.  
The revised Annex includes, under regulation 4 Exemp-

tions, provision for the Administration to exempt ships 
certified to carry individually identified vegetable oils, 
subject to certain provisions relating to the location of 
the cargo tanks carrying the identified vegetable oil.  
Transport of vegetable oils: 
An MEPC resolution on Guidelines for the transport of 
vegetable oils in deep tanks or in independent tanks 
specially designed for the carriage of such vegetable 
oils on board dry cargo ships allows general dry cargo 
ships that are currently certified to carry vegetable oil 
in bulk to continue to carry these vegetable oils on 
specific trades.  
The guidelines also take effect on 1 January 2007. 
 
October 2008 MARPOL amendments - revised Annex 
VI 
Amendments to the MARPOL Annex VI regulations to 
reduce harmful emissions from ships even further.  
The main changes to MARPOL Annex VI will see a pro-
gressive reduction in sulphur oxide (SOx) emissions 
from ships, with the global sulphur cap reduced initial-
ly to 3.50% (from the current 4.50%), effective from 1 
January 2012; then progressively to 0.50 %, effective 
from 1 January 2020, subject to a feasibility review to 
be completed no later than 2018.  
The limits applicable in Sulphur Emission Control Areas 
(SECAs) will be reduced to 1.00%, beginning on 1 July 
2010 (from the current 1.50 %); being further reduced 
to 0.10 %, effective from 1 January 2015. 
Progressive reductions in nitrogen oxide (NOx) emis-
sions from marine engines were also agreed, with the 
most stringent controls on so-called "Tier III" engines, 
i.e. those installed on ships constructed on or after 1 
January 2016, operating in Emission Control Areas. 
The revised Annex VI will allow for an Emission Control 
Area to be designated for SOx and particulate matter, 
or NOx, or all three types of emissions from ships, sub-
ject to a proposal from a Party or Parties to the Annex, 
which would be considered for adoption by the Organi-
zation, if supported by a demonstrated need to pre-
vent, reduce and control one or all three of those 
emissions from ships.  
 
March 2010 amendments Entry into force: 1 August 
2011 
Amendments to MARPOL Annex VI (Prevention of air 
pollution from ships) to formally establish a North 
American Emission Control Area, in which emissions of 
sulphur oxides (SOx), nitrogen oxides (NOx) and partic-
ulate matter from ships will be subject to more strin-
gent controls than the limits that apply globally.  
New MARPOL regulation, to protect the Antarctic from 
pollution by heavy grade oils, in MARPOL Annex I 
(Regulations for the prevention of pollution by oil) on 
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International Convention for the Prevention of Pollution from Ships (MARPOL) 

Special requirements for the use or carriage of oils in 
the Antarctic area, a new chapter 9 with a new regu-
lation 43, which would prohibit the carriage, in bulk as 
cargo, or carriage and use as fuel, of: crude oils having 
a density, at 15°C, higher than 900 kg/m3; oils, other 
than crude oils, having a density, at 15°C, higher than 
900 kg/m3 or a kinematic viscosity, at 50°C, higher 
than 180 mm2/s; or bitumen, tar and their emulsions.  
An exception is envisaged for vessels engaged in se-
curing the safety of ships or in a search-and-rescue 
operation. 
July 2011 amendments Entry into force: 1 January 
2013  - Annex VI energy efficiency 
Amendments to MARPOL Annex VI Regulations for 
the prevention of air pollution from ships, add a new 
chapter 4 to make mandatory the Energy Efficiency 
Design Index (EEDI), for new ships, and the Ship Ener-
gy Efficiency Management Plan (SEEMP) for all ships. 
Other amendments to Annex VI add new definitions 
and the requirements for survey and certification, 
including the format for the International Energy Effi-
ciency Certificate.  
The regulations apply to all ships of 400 gross tonnage 
and above.  
However, under regulation 19, the Administration 
may waive the requirement for new ships of 400 
gross tonnage and above from complying with the 
EEDI requirements.  
This waiver may not be applied to ships above 400 
gross tonnage for which the building contract is 
placed four years after the entry into force date of 
chapter 4; the keel of which is laid or which is at a 
similar stage of construction 
four years and six months after 
the entry into force; the deliv-
ery of which is after six years 
and six months after the entry 
into force; or in cases of the ma-
jor conversion of a new or ex-
isting ship, four years after the 
entry into force date. 
The EEDI is a non-prescriptive, performance-based 
mechanism that leaves the choice of technologies to 
use in a specific ship design to the industry.  
As long as the required energy-efficiency level is 
attained, ship designers and builders would be free to 
use the most cost-efficient solutions for the ship to 
comply with the regulations.  
The SEEMP establishes a mechanism for operators to 
improve the energy efficiency of ships. 
Annex VI emissions 
Amendments to MARPOL Annex VI Regulations for 
the prevention of air pollution from ships to designate 
certain waters adjacent to the coasts of Puerto Rico 

(United States) and the Virgin Islands (United States) 
as an ECA for the control of emissions of nitrogen ox-
ides (NOX), sulphur oxides (SOX), and particulate 
matter under. Another amendment makes old steam-
ships exempt from the requirements on sulphur re-
lating to both the North American and United States 
Caribbean Sea ECAs.  
The new ECA takes effect 12 months after entry into 
force.  
Annex IV sewage 
Amendments to MARPOL Annex IV Prevention of pol-
lution by sewage from ships to include the possibility 
of establishing “Special Areas” for the prevention of 
such pollution from passenger ships and to designate 
the Baltic Sea as a Special Area under this Annex. 
Annex V garbage  
Revised MARPOL Annex V Regulations for the preven-
tion of pollution by garbage from ships, developed 
following a comprehensive review to bring the Annex 
up to date.  
The main changes include the updating of definitions; 

the inclusion of a new requirement specifying that 
discharge of all garbage into the sea is prohibit-
ed, except as expressly provided otherwise (the dis-
charges permitted in certain circumstances include 
food wastes, cargo residues and water used for wash-
ing deck and external surfaces containing cleaning 
agents or additives which are not harmful to the ma-
rine environment); expansion of the requirements for 
placards and garbage management plans to fixed and 
floating platforms engaged in exploration and exploi-
tation of the sea-bed; and the addition of discharge 

requirements covering animal carcasses. 
 
March 2012 amendments Entry into 
force: 1 August 2013  
Amendments to MARPOL Annexes I, II, 
IV, V and VI which are aimed at enabling 
small island developing States to comply 
with requirements for port States to pro-
vide reception facilities for ship waste 

through regional arrangements.  
Parties participating in a regional arrangement must 
develop a Regional Reception Facilities Plan and pro-
vide particulars of the identified Regional Ships Waste 
Reception Centres; and particulars of those ports with 
only limited facilities. 
 
NEXT AMENDEMENTS: 
 1 September 2015: Amendments to MARPOL Annex 
VI, regulation 13 (NOx)  
Amendments concerning the date for the implemen-
tation of “Tier III” standards within emission control 
areas (ECAs).  
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International Convention for the Prevention of Pollution from Ships (MARPOL) 

The amendments provide for the Tier III NOx standards to be applied to a marine diesel 
engine that is installed on a ship constructed on or after 1 January 2016 and which oper-
ates in the North American Emission Control Area or the U.S. Caribbean Sea Emission Con-
trol Area that are designated for the control of NOx emissions.  
 
In addition, the Tier III requirements would apply to installed marine diesel engines when 
operated in other emission control areas which might be designated in the future for Tier 
III NOx control.  The Tier III requirements do not apply to a marine diesel engine installed 
on a ship constructed prior to 1 January 2021 of less than 500 gross tonnage, of 24 m or over in length, which 
has been specifically designed and is used solely, for recreational purposes.  
 
1 January 2016: carriage of stability instruments  
Amendments to MARPOL Annex I, the Code for the Construction and Equipment of 
Ships carrying. Dangerous Chemicals in Bulk (BCH Code) and the International Code 
for the Construction and Equipment of Ships Carrying Dangerous Chemicals in Bulk 
(IBC Code), on mandatory carriage requirements for a stability instrument for oil 
tankers and chemical tankers.  
 
1 March 2016: heavey fuel oil as ballast Antarctic 
Amendments to: 
MARPOL Annex I regulation 43 concerning special requirements for the use or carriage of oils in the Antarc-
tic area, to prohibit ships from carrying heavy grade oil on board as ballast;   
MARPOL Annex III, concerning the appendix on criteria for the identification of 
harmful substances in packaged form; and 

MARPOL Annex VI, concerning regulation 2 
(Definitions), regulation 13 (Nitrogen Oxides 
(NOx) and the Supplement to the Interna-
tional Air Pollution Prevention Certificate 
(IAPP Certificate), in order to include refer-
ence to gas as fuel and to gas-fuelled en-
gines.  
 
MARPOL 2011 

The International Convention for the Prevention of Pollution from Ships, 1973 (MARPOL Convention), is con-
cerned with preserving the marine environment through the prevention of pollution by oil and other 
harmful substances and the minimization of accidental discharge of such substances. 
Its technical content is laid out in six Annexes, the first five of which were adopted by the 1973 Convention, as 
modified by a 1978 Protocol.  
These Annexes cover pollution of the sea by oil, by noxious liquid substances in bulk, by harmful substances in 
packaged form, by sewage from ships and by garbage from ships.  
Annex VI was adopted by a further Protocol in 1997 and covers air pollution from ships. 
The 2011 consolidated edition aims to provide an easy and comprehensive reference to the up-to-date provi-
sions and unified interpretations of the articles, protocols and Annexes of the MARPOL.  
Convention, including the incorporation of all of the amendments that have been adopted by the Marine Envi-
ronment Protection Committee (MEPC) and entered into force, up to and including the 2010 
amendments as adopted by resolutions MEPC.190(60) and MEPC.194(61).  
The Additional Information section of the consolidated edition includes amendments to the revised Annex III 
adopted on 1 October 2010 by resolution MEPC.193(61) and entering into force on 1 January 2014, if accept-
ed, as well as prospective amendments to Annexes IV, V and VI adopted on 15 July 2011 by resolutions 
MEPC.200(62), MEPC.201(62), MEPC.202(62) and MEPC.203(62) which, if accepted, enter into force on 1 Janu-
ary 2013. Also included in Additional Information, for ease of reference, are the consolidated texts of both An-
nex IV, including amendments adopted by resolution MEPC.200(62) on Special Area provisions, and Annex VI, 
including amendments adopted by resolution MEPC.203(62) on energy efficiency for ships.ntion of Pollution 
from Ships, 1973. 
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4.   Environment, Health & Safety: Management Review. M
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HSQE Department  in Rome 

LTI and Accidents d’Amico Group: 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 

 
 

d’Amico Group: 
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Environment, Health & Safety:Management Review. 

d’Amico & Ishima Benchmarking with Intertanko for Vetting 
Performances 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 

 
 

2 Certification and 
Documentation 

3 Crew Management 

4 Navigation 

5 Safety 
Managemenet 

6 Pollution Prevention 

7 Structural Condition 

8 Cargo and Ballast 
System 

9 Mooring 

10 Communications 

11 Engine and Steering 
Compartments 

12 General 
Appearance Condition 
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Environment, Health & Safety:Management Review. 

MAIN KPIs of SQE System  Target 
2014 

Result 
2014 

Target 
2015 

RANGE OF REMARKS                                       
FOR EXTERNAL AUDIT 

Tankers 

Dry 
≤ 2 0,2 

0,08 
≤ 2 

VESSEL REJECTED BY VETTING  0 0 0 

RANGE OF REMARKS                                       
FOR VETTING INSPECTION 

 ≤ 4 2,48 ≤ 4 

VESSEL DETAINED  0 2 0 

RANGE OF REMARKS FOR PSC Tankers 

Dry 
≤ 1 0,4 

1,41 
≤ 1 

RANGE OF REMARKS                                           
FOR INTERNAL INSPECTION 

Tankers 

Dry 
≤ 3 0,7 

0,55 
≤ 3 

LOST TIME INJURY  0 0 0 

POLLUTION  0 1 0 

ACCIDENT  0 4 0 

OUR RESULT IS BASIS ON YOU.  

WE TRUST YOU.  

THANKS FOR THE 2014 PERFORMANCE LET'S WORK TOGETHER FOR IMPROVING IN 

2015. 
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5.   Environment, Health & Safety News of the fleet. 

d’Amico—Ishima HSQE Team togheter with the fleet. 
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Uncontrolled Draining of Vapor Recovery Line: 
In the preparation for the cargo discharging operation, the vapor recovery line had to be drained. The 
drain line was found clogged. The decision was made to disconnect the drainpipe flange from the va-
por recovery line. While disconnecting the flange, approximately 50 liters of liquid were released from 
the line to the deck. 
ACTION TAKEN 
The flange was re-tightened to stop the flow and the spill area was contained with sawdust. Pressure 
from the inert gas line was released. Draining of remaining amount continued in a controlled manner. 
The drainpipe was unclogged and reconnected. 
 
Oil Leak from the Hydraulic Line in the Cargo Tank: 
While the crew was carrying out the regular operation of the hydraulic-operated valve for the cargo 
system, the worker reported an oil leak from the cargo valves hydraulic hose. The leak was approxi-
mately 3 liters on the deck. It was reported that the leak was coming from the port side cargo dis-
charge valve. The worker isolated the main hydraulic distribution for the cargo tank no#1 that 
stopped the leak. 
ACTION TAKEN 
The bridge was informed and the general alarm was sounded; all personnel were mustered and oil 
spill gear was used to clean up the spill. It was observed that the leak was coming from the flexible 
inlet house and the solenoid distribution valve was isolated. The defective house was replaced with 
new one and tested for correct operation. 
 
Pump Room Entry and No Multi-gas Detector Carried 
During a port call, cargo, and ballast operations, several workers, including officers, have been ob-
served while entering the pump room without carrying the multi-gas detector. The atmosphere in the 
pump room and detector readings in almost every occasion has been reported to CCR, using a detec-
tor placed on top of the pump room attached to a long sample hose extended from the pump room 
bottom; but the same or another detector was not carried afterwards by the worker inspecting the 
pump room. 
ACTION TAKEN 
All crewmembers during the meeting were instructed to continue checking the atmosphere while still 
on the pump room top, using a proper multi-gas detector and also to carry the same or another multi-
gas detector while inspecting and working inside the pump room. 
 
Pollution during commencement of cargo operations: 
 
The industry continues to experience an increasing number of incidents involving spills due to lack of 
effective oversight during cargo line up whilst preparing for cargo operation. 
 
CASE 1: 
A barge commenced discharging gas oil from her aft cargo manifold and immediately after that the 
crew noticed cargo spray in the vicinity of accommodation front. 
Crew tried to contain the spill on board, however few litres of cargo managed to escape overboard in 
the form of spray and through openings in the aft bulwark region. Investigations revealed that the 
origin of spray was an opening in stripping hose connection where the ball valve was not fully closed 
and cover lid not fully mounted. 
CASE 2: 
Vessel commenced loading Lube oil through her starboard side common manifold. Immediately crew 
noticed cargo spill on deck originating from the fixed gas free fan room in the forecastle area. Spilled 
oil subsequently escaped into the water over the aft fish plate. 
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The arrangement of cargo line-up was such that starboard side common manifold line can also be used to 
gas free the cargo tanks if required. 
Preliminary investigations revealed that due to incorrect cargo line-up, isolating valves on the gas free fan 
room line were not in the fully closed position and the connecting spool piece was kept in place. 
The purpose of this Safety Alert Bulletin is to highlight such operational errors to all vessel operators and 
emphasise the need to focus on addressing causal factors which led to such types of incidents. 
 
CAUSAL FACTORS: 
Human error 
Inherent risks related to cargo operations were not adequately assessed. 
Best practices for cargo operations were not positively reinforced - Ineffective cross check of cargo line up  
Pre-cargo transfer preparations were not robust : 
Stripping line/hose connection was not secured from the last discharge operation 
Gas free line was not isolated after last tank washing / gas freeing operation. 
 
PREVENTATIVE MEASURES: 
Operators should consider the below measures to prevent such operational lapses but not limited to: 
A comprehensive cargo plan is developed and requirement to develop this plan is captured in the vessel 
procedure manual/SMS. This plan should also include: 
Details of the cargo line up. 
Responsibilities assigned to knowledgeable personnel to check and cross check (2 man checks) the cargo 
lineup. 
Confirmation that the required personnel have read 
and understood the plan. 
The SHIP-SHORE transfer checklist should be effectively 
used. Actions should be taken to ensure that compla-
cency does not set into the use of such checklists espe-
cially when carrying out cargo operations on a frequent 
basis. 
Effective communication should be established be-
tween the ships personnel and terminal representative 
prior to startup. 
Effective training program should be developed within 
the fleet to ensure personnel are able to identify any 
potential concerns prior to cargo transfer operations. This can be attained by the following: 
An OJT (On the Job training) program – Wherein cargo lineup is explained to all the deck hands involved in 
cargo operations. 
Near misses related to cargo operations are reviewed and lessons learnt are shared fleet wide. 
Tool box meetings / Job Hazard analysis / Pre cargo startup checks should be carried out prior to com-
mencement of all cargo transfer operations  
 
EFFECTIVENESS OF PREVENTATIVE MEASURES: 
Vessels need to be frequently audited to ensure that company procedures related to cargo operations are 
complied with as required and adequacy of procedures verified. Behavioral based aspects (such as compla-
cency, over confidence, lack of motivation etc.) should also be incorporated as part of the audit process. 
Findings from such audits should be capture and effectively closed out as required. 
Tools such as Offsite Workshops, Crew seminars and Team building sessions should be used to discuss safe-
ty /incident related bulletins in order to enhance awareness. 
Near Miss program and findings from external third party inspections (such as SIRE, CDI, and EBIS etc.) 
should be analyzed to identify any adverse developing trends. 
Flawless safety and environmental performance can only be achieved by a fully focused crew, assisted by 
the shore support staff with all parties committed to rigorously and diligently following procedures and in-
dustry best practices. 

Environment, Health & Safety News of the fleet. 



 

20 THE LIGHTHOUSE March  31, 2015 

6.   Best Practice: Do not get distracted from your primary duty. 

d’Amico—Ishima HSQE Team 

Collision between Tanker and cargo vessel. 

What happened? 
A collision occurred in restricted visibility of less than 2 Nautical 
Miles (NM) between a tanker and cargo vessel while they were pro-
ceeding in the same direction in the Traffic Separation Scheme (TSS) 
of the English Channel.  
There were no injuries or pollution but both vessels suffered structur-
al damages. 
The cargo vessel was overtaking the tanker which according 
to the rules is required to keep clear.  
The tanker also had an obligation to take avoiding action when 
the action by the other vessel is not sufficient to prevent a collision.  
 
However neither vessel took sufficient action which resulted in the collision. 
In the run up to the collision, the Master of the cargo vessel was engaged in a conversation with a couple 
of supernumeraries who were on the bridge and also with the 2nd officer with regards to the bonded 
stores order.  
The master was distracted and forgot about the target (tanker) which he had acquired on the Radar. 
On the tanker the watch keeping officer was alone on the bridge. He monitored the cargo vessel until she 
was 3 NM astern.  
 
Having identified it was overtaking, he assumed it would keep clear.  
He was fixing manually and plotting positions on the paper chart.  
 
The area being transited required frequent positions to be plotted.  
This distracted him from keeping an effective look out and monitoring the risk of collision from the 
cargo vessel. 
 

Why it happened: 
 
 Officer of the watch on both vessels were distracted  from their primary navigational duty of keep-
ing an effective lookout; 
 
Neither vessel had a lookout even though the visibility was restricted to less than 2 NM and their 
Safety Management System (SMS) required to have a lookout; 
 
Navigation management on both vessels was relaxed after the vessel had passed Dover straits 
earlier. 

 
 

Lessons Learned: 
 
 
Bridge teams should be aware of distractions in various forms 
and take steps to avoid them; 
 
Navigational requirements must be complied with at all times. 

C
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The dictionary of the Italian lan-
guage edited and published by 
Treccani defines a sea captain as 
a licensed mariner in ultimate 
command of a vessel, responsible 
for its safe navigation and overall 
operation in terms of technical 
performance, representing the 
owner and ensuring compliance 
with laws and policies.  
This definition, although undoubtedly correct, ap-
pears a bit limiting, as, if these few words were 
enough to define the Master, then the complexity of 
his role and position would be greatly underestimat-
ed.  
Being the Master means that one day the crew ex-
pects him to decide over an important issue and it is 
not due to his professional experience, not because of 
being popular or dislikable, but simply because this is 

the Master that is to make 
the final decision.  
This decision could result 
quite uncomfortable to 
him, could even cause 
some inconvenience or 
unease to be then coped 
with for the rest of his life, 
but once taken, it remains 

his own one, just like the second skin, and whatever 
the consequences are , he knows it has actually made 
him become the Master.  
At school we are taught what Master’s tasks are and 
what he is entitled to, however, as we get profession-
al experience, generally we tend to somehow disre-
gard the rights and pay more attention to the duties. 
The duty to understand how important it is to repre-
sent the country abroad, do it modestly, without arro-
gance but with due awareness of being amongst quite 
few lucky ones to be assigned this precious position. 
The duty to be a good example for the crew and nev-
er forget that their needs have precedence over ours. 
The duty to know in details what exactly our duties 
are. 
Being present and available but discreetly, with due 
regards for privacy. 
Bearing in mind at all times that the crew does not 
turn to a master but to the Master. 
I do not quite know whether you are born or you be-
come the Master, but I am sure you are not the Mas-
ter until you get convinced of it, until you understand 
the privileges are not for a person but for what and 
whom you consciously represent, and that “the loneli-
ness of command” is an integral part of our profes-

sional life regardless of assistance 
we get from the DPA (in this case 
magnificent).  
Until not quite long ago I was 
annoyed to note that some 
ashore staff members get called 
masters, even if they had never 
been in command of anything, 
somehow usurping what other 
Masters actually had done or did 

in their lives. 
I must admit I was wrong, as the “usurpers” only con-
firm how much desired this title is.  
And then, let’s be honest, will the title be enough to 
be the real Master? 
You may sometimes happen to be disoriented and 
with your heart locked in a clamp, because of the con-
sciousness of your overwhelming responsibility for 
lives and the ship under your command, and this is 
actually when you feel strong and capable of coping 
with difficulties, you can say you are the Master. 
Masters – both young and experiences ones – when 
you climb the embarkation ladder of your ship, do it 
self-consciously, show your determination and posi-
tive attitude.  
Your crew observes you more that you can imagine. 
And when you finally have 
completed your tenure 
and disembark using the 
same gangway do not ask 
yourselves if you have 
made good or bad impres-
sion, but rather whether 
you did the right things at the right time. 
Time is more courteous than people, ashore and 
onboard, that pretend to judge you and your actions.  
On your way back home you become ordinary citizens 
again -  your title remains onboard: you deserve it and 
also your families that get behind you at all times de-
serve it as well. 
Dear Officers that will become Masters soon – do 
your job in the best way you can, without arrogance 
but with self-consciousness and awareness of this 
position.  
If you happen to commit the sin of pride, be ready to 
forgive yourselves – men are not perfect but their 
intentions are!  
 

If one does not know to which port one is sail-
ing, no wind is favorable. 

 
Dedicated to all cadets sailing onboard d’Amico 

Group vessels 

7.   Be a Master From one of the best master in our fleet.   
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8. Main Course: Vegetarian Gateau of potatoes; 

          Dessert: Chocolate Ice Cream. 
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( From Kitchen Department) 

INGREDIENTS x 4 PEOPLE: 

 1 Kg Potatoes 

 1 l   Milk  

 3  Mozzarella  

 4 Eggs ( Only glair)  

 Bread crumbs  150 Gr 

 Butter 150 Gr 

 Parsley 

 
 

Preheat oven to 450 F. 
Fill a pasta pot with water and add 
the whole potatoes. Bring the water 
to a boil and cook until tender, 
about 45 minutes.  
Drain and peel the potatoes and pass them through a food mill.  
While the potatoes are still warm, place them in a mixing bowl 
and combine the eggs, cheese, milk and parsley.  
Stir just enough to evenly mix. 
Butter a 12-inch springform pan with 2 tablespoons of butter and 
dust with breadcrumbs.  
Place half of the potato mixture into the pan and gently smooth it 
to the edges.  
Sprinkle the mozzarella over the potato mixture, to within 1/2 
inch of the outer edge, but not over. 
Smear the remaining potato mixture over carefully, and smooth 
with a wet spatula.  
Sprinkle with remaining bread crumbs and dot with remaining 
butter. 
Place the  in the oven and cook 25 to 30 minutes, until light gold-
en brown on top.  
Remove from oven, let stand 15 minutes, unmold and serve in 
slices. 

 
 

 
1. Break up the chocolate and place 
with the unsalted butter in a warm-
ish oven for about 15 minutes.  
Remove and stir until melted and 
blended together.  
 
2. Over a low heat dissolve the sugar in the water then turn up 
the heat and boil rapidly for a few minutes to get a light syrup.  
It's ready before the syrup takes any colour, when a little dropped 
on to a cold plate forms a thread when stretched between finger 
and thumb.  
Leave the mixture to cool for just a minute.  
 
3. Place the egg yolks in a basin and begin whisking (ideally with 
an electric whisk), trickling in the hot syrup as you go.  
Continue whisking until the mixture is thick and mousse-like. 
Whisk in the cream.  
 
Then fold in the melted chocolate and butter until thoroughly 
blended. Then pour the mixture into an ice cream machine and 
churn until frozen. 

INGREDIENTS x 4 PEOPLE: 

 250g strong plain chocolate  

 100g unsalted butter  

 150g caster sugar  

 150ml water  

 4 large eggs ( yolks only) 

 500ml double cream 

Chocolate Ice Cream. 

Gateau of Potatoes. 

http://www.foodterms.com/encyclopedia/potato/index.html
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9.   Company activities: 

Today at the Sanoyas Shipbuilding Corporation's shipyard 
in Mizushima, d'Amico Group, celebrated the naming cere-
mony and the delivery of the "handy-cape" type vessel 
"Cielo d'Italia", the largest and most innovative ship in the 
history of the Group which is part of the most significant 
development plan in the history of d'Amico Group. 
 
The two days event took place in the cozy and friendly at-
mosphere of the Sanoyas shipyard Guest house.  
The shipyard organized for the pre-naming dinner a tradi-
tional Japanese night.  
During the evening, traditional Japanese fine food was served, all guests 
and members of the d'Amico delegation were dressed in the traditional 
"Yukata" (an informal kimono).  
The day after, the naming ceremony took place in a very emotional atmos-
phere.  
After the naming and the Champagne braking champagne all guests went 

on board the huge vessel and visited it 
from the bridge down to the engine room.  
During the tour the Captain, Giovanni Alemanni, and the Chief Engineer, 
Bruno Iannaccone, explained every single detail of the ship to the visitors, 
which helped everyone to better understand the complexity of the biggest 
vessel ever built in the history of d'Amico.  
After that, all guests went back to the Guest house and watched the depar-
ture of the vessel which left from the dockyard, sailing off to the open see.    
For the 2014-2016 period, the Group has invested approximately $1.2 bil-

lion by ordering 38 new ships, both bulkers and tanker vessels.  
The 117,000 TDW ship, 245m long and 43m wide, is the result of multi-year collaboration between two promi-
nent companies on the international shipping scene, who working very closely designed an extremely innova-
tive ship characterized by extremely effective design particulars, respect for the environment and energy effi-
ciency, capable of reducing consumption and emissions by 20%, compared to other ships operating in the 
same segment.  
"Today we celebrate the delivery and naming of the largest ship in the history of our company – stated Cesare 
d'Amico – which further consolidates our leading position among the youngest and most innovative fleets all 

over the world.  
The extraordinary commitment to seek an even higher level of safety, 
environmental awareness and performance, shared with an absolutely 
reliable partner such as Sanoyas Shipbuilding Corporation, today allows 
us to deliver on the market a ship with unique features that sets new 
standards for the future of shipping in this segment." 
 
"We are very happy to have this memorable day of delivery and naming 
of Cielo d'Italia together with all my friends from d'Amico Group; one of 
the most reputable and well known shipping companies in the world –  

stated Takashi Ueda, President of Sanoyas Shipbuilding Corporation. 
  
Cielo d'Italia has made a splendid debut to the shipping society.  
 
Having a short tour on board with our guests today, I am now strongly as-
sured all efforts have been made in collaboration among three companies of 
d'Amico, Mitsui and Sanoyas.  

M/V Cielo d’Italia’s delivery. 
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Company activities: 

I do believe that our close relationship is deepened further, and hope that such a good relationship will continue 
for many years to come." 
 
Over the years, the project born in 2008 underwent several revisions by 
d'Amico Group with the aim of further improving the efficiency profile of 
the "handy-capes" vessels available on the market.  

 
Thanks to the work of the two tech-
nical offices as well as that of the trad-
ing company Mitsui & Co., in 2013 the 
ship was completely redesigned and equipped with a latest generation fully 
electronic engine system, featuring automatic control for optimizing con-
sumption.  
 
Safety is guaranteed with the award of additional certification classes by 
international bodies that exceed legal requirements, thus anticipating in-

dustry standards that will become effective in the coming years.  
 
The choice of d'Amico Group to focus on the construction of two new generation "handy-cape" vessels is moti-
vated by extraordinary versatility of this type of vessel, larger than the traditional Post-Panamax vessels 
though smaller than the Cape vessels.  

In fact, their versatility in terms of size and loadable capacity allows for multiple uses as regards both the type 
of goods transported and the routes covered.   

 
Together with the extraordinary construction features, 
this characteristic will also enable d'Amico Dry, the 
company that will operate the 
vessel for the transportation of 
raw materials, mainly coal and 
minerals, to increase the profit-
ability and market attractive-
ness of its international routes.  
 
 
 
 
 

The d'Amico Group has been present in Asia since 2000 and today, thanks to its office in Singapore and its ac-
tivities in Japan, stands out among the most active Italian companies.  

M/V Cielo d’Italia’s delivery. 
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Company activities: 

Uto Ughi’s Concert in Singapore  

On March 19th, in the beautiful and newly renovated venue of the Vic-
toria Concert Hall in Singapore, d’Amico Group and the Italian Cultural 
Institute presented a concert by Uto Ughi, considered one of Italy's 
greatest living violinists the living Italian violin, who was accompanied 
by his long-time musical collaborator the pianist Maestro Bruno Cani-
no.  
 
d’Amico Group has always been committed to supporting and sponsor-
ing the world of art and culture in order to introduce social, cultural, 
economic and environmental topics to an ever wider public audience.   
As a large-scale Italian presence in Singapore’s business world, d’Amico 
regularly supports events designed to promote the Made in Italy brand.  
 
Says Paolo d’Amico, Chairman of d’Amico Group: “We are honoured and very proud to sponsor this concert 
given by Italy's greatest living violinist, Uto Ughi, in Singapore. d’Amico is committed to introducing Italian art 
and culture into the areas that are home to the main international shipping hubs that we operate in.   
As one of the biggest Italian names in business in Singapore, we are sure that this event will pique interest in 
Italian culture on the part of the international and local community.” 
 
During the concert Maestro Uto Ughi performed a beautiful reper-
toire: more introspective in the first part and exploding in a wonderful 
virtuoso show in the second part.  
G.Tartini:  il trillo del diavolo (The Devil’s Trill) 
L.W.Beethoven:  Kreutzer Sonata 
A.Dvorak : 4 Romantic Pieces 
C.Saint Saens : Introduction and Rondo Capriccioso 
P.de Sarasate : Carmen Fantasy 
 
After the concert, d’Amico hosted a few special guests in a cocktail reception.  
The Ambassador of Italy to Singapore attended the party together with the Italian Senator La Vedova who was 
in Singapore the week.  
Antonia and Salvatore d’Amico thanked all important guests during a brief but intense speech.  
 
After him, Maestro Uto Ughi personally thanked d’Amico Group and the Italian Cultural Institute for letting 
him play again in the wonderful city, which is Singapore.  
All guests celebrated the moment in a relaxing and cheerful atmosphere. 
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Company activities: Indian top officer seminar. 

d'Amico Group , a world’s leading maritime transport group, conducted a 2- day Safety Seminar for 
their sea and shore staff on 16th and 17th February at The Leela, Andheri (E). 
The Italian ship-owner operating for over 60 years in international shipping, received high accolades 
for the delivery of the ‘handy cape’ type vessel Cielo d’Italia ; the largest and the most innovative ship 
in the history of the d’Amico Group. 
The seminar commenced with a heartfelt welcome address by Capt. Kulwant S. Budwal, Executive Di-
rector who emphasised that “open and clear conversation is the key to success”.  
Therefore, the seafarers should take this opportunity to get appropriate answers for their queries. 
The dignitaries, marking it as a symbol of a cordial beginning, lighted a traditional lamp. The one of its 
kind 5th Safety Seminar in Mumbai began with speeches by Capt. Taiano- Group HSQE Department 
and Capt. Leboffe, (job title) .  
Capt. Salil Srivastava hosted the enthralling event efficiently. 
Various eminent speakers and experts of the industry graced the seminar with their presence. They 
successfully piloted the puissant and elucidative ‘Company Seminar’ with topics ranging from safety 
instructions, safety hazards, safety conclusion, regulations 2015, MLC Compliance & Flag state issue. 
Ingenious speakers from the company took this opportunity to share their views on factual subjects 
and incidents within d'Amico Group.  
Capt. Carlo Di Meglio (Principal Regional Port Marine Surveyor, Australia) enlightened the gathering 
with an overview of Port State Control (PSC) with his topic - PSC & Human Factors. Capt. Di Meglio 
also provided elaborate information on MLC Inspection in Australia.  
Mr. V. Devadas (Director- RINA India PVT LTD) delivered a summary of New Class & Statutory Regula-
tions 2015 along with statutory requirements effective from 1st January, 1st July and 1st September 
2015.  
Mr. Richard Stevens (The Standard Club Europe) took the session ahead by sharing a brief report 
about cargo, crew and pollution claims. He also highlighted some principles and case studies related 
to accidents on-board ship. 
Capt. Derrick Vaz (External Examiner Masters and Mates Govt. of India) engaged the attendees with 
his presentation titled MLC Compliance & Flag State Issue. Capt. Vaz explained the MLC flag state ob-
servations with examples of deficiencies.  
Mr. Cesare d’Api (technical manager of d’Amico Group) focused on the subject of SOx ECA Require-
ments Challenges and Solutions. He also threw some light on the technical issues subjected to unbal-
ance between viscosity and lubricity.  
The forum concluded with a Q&A session where all the concerns and issues of the officers were dis-
cussed and responded consciously.  

d’Amico Group conducts a two day Safety Seminar for the year 2015. 

C
ap

t.  

K
u

lw
an

t    

S. B
u

d
w

al  



 

March  31, 2015 THE LIGHTHOUSE 27 

A gala dinner and gathering was held at the 
venue thereafter for all the delegates and 
d’Amico family.  
The sea and shore staff along with dignified per-
sonalities from the shipping industry relished 
the dinner and enjoyed the cocktails.  
The night proceeded with the guests immersed 
in fun and frolic.  
Capt. D.S Taiano inducted the seminar on day 
two.  
He briefly presented a detailed study on the 
safety aspects and incidents reports. 
Capt. Taiano also provided an interesting over-
view about the SQE management system performances 2014, MARPOL violations and Best & Bad  
Practices.  
Capt. Leboffe along with his team comprising Mr. Subir Ghatak, Mr Sandeep Patnaik and Mr. Jacob 
conducted an interactive case study session related to the safety aspects and incidents reports. The 
shipping casualties witnessed by the industry in last year viz oil pollution, A/E #3 breakdown, collision 
while berthing and death at sea owing to medical negligence were discussed during the session.  
There was a huge round of applause for Capt. Singh and his crew at the seminar.  
They were cheered for initiating great efforts in the rescue operation of the full American crew of the 
sailing yacht Even Star, which sank after a fire on-board in the Atlantic Ocean.  
Ms. Marie-Anne Fiorelli (Operations General Manager) and Mr. Paolo Vaccaro (Head of Operations 
in Singapore) reflected on bunker overview, bunker issues involving supply and operations.  
Ms. Ivana Melillo (Fleet Performance Monitoring Department) directed her presentation on Energy 
Governance System.  
She highlighted important issues related to speed and consumption warranties, ship performance 
management in d’Amico Group. She also shared information on training and awareness at sea and on 
shore. 
Ms. Luciana Maccarrone enlightened the attendees with her topic ‘Shipping Crew Performance 
Management System’. She discussed the topic through 
the perspective of past and present experiences.  
She also thoroughly explained the performance appraisal 
procedures to the shore and off shore staff.  
Mr Vinod Kumar proceeded with his take on IT support 
in d’Amico vessels.  
He provided an overview of vessel IT support team and 
internet usage on vessel.  
Mr Vinod concluded his presentation by providing tips to 
reduce the data consumption while internet surfing on-
board. The seminar drew to a close with a vote of 
thanks conveyed across by Capt. D.S Taiano in his 
signature style.  
He expressed that they were looking forward to 
celebrate another successful year for the company. 
He thanked all the seafarers present and conveyed 
his earnest gratitude towards their dedication.  

d’Amico Group conducts a two day Safety Seminar for the year 2015. 

Company activities: Indian top officer seminar. 
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Years Name Rank  Nationality  

15 COUTINHO JOSE SANTANO COOK INDIA 

15 NABUGE MOHAMMED MANIKFAN OILER INDIA 

15 PINTO JOSEPH PIUS AJOY MASTER INDIA 

15 LANTHARAGOTHI ALI PUMPMAN INDIA 

15 KODIHASSANGOTHI HASSAN OILER INDIA 

10 SEENANGE ALI OILER INDIA 

10 VALVAIKAR VAMAN FITTER INDIA 

10 FERNANDES JOHNSON CRISPINO FITTER INDIA 

10 DE ROSA BENEDETTO 2ND MATE ITA 

10 KESHAV NIDHAN KARUNA CHIEF OFFICER INDIA 

10 KUMAR SHAILESH CHIEF OFFICER INDIA 

10 MAKOOJINA RUSTOM ADIL CHIEF OFFICER INDIA 

10 BIDHARUGE KUDAGE ALI OILER INDIA 

10 KARALIKAGE ALI AB INDIA 

10 BARBARO GIOVANNI MASTER ITA 

10 SERGI VINCENZO MASTER ITA 

10 ASCIONE MICHELE CHIEF ENGINEER ITA 

10 CHAUHAN DATAR BHAIDAS OILER INDIA 

10 MASSODIKA GOTHI LATHEEF ABDUL AB INDIA 

10 MOHAMMED ODIVALUGE PUMPMAN INDIA 

10 KOHORATHUGE MOOSA AB INDIA 

10 LACERDA SANTARITA RAYMOND OILER INDIA 

10 MASCARENHAS GEORGE NASKY MESSMAN INDIA 

5 GOUTAM SARKAR OILER INDIA 

5 RAJU JANARTHANAN CHIEF OFFICER INDIA 

5 D SA LODEN 3RD ENGINEER INDIA 

5 KAPDE ISMAIL ABDUL RAZZAK ELECTRIAN OFFICER INDIA 

5 RAJAN SAMIT 2ND ENGINEER INDIA 

5 SHIRKE RAVINDRA DATTATRAY OILER INDIA 

5 ANNDHRIWALA JIVANBHAI 
HITENDRA 

OILER INDIA 

5 KADAVEKAR ISHAMUDDIN SHAID BOSUN INDIA 

5 WALTER MORAIS KISHORE MORAIS AB INDIA 

5 CHAWAN JAISHREE KUBER FITTER INDIA 

5 D ALMEIDA LLOYD VIJAYANAND 2ND ENGINEER INDIA 

10.   Service with Pride:  

( January —February —March 2015) 
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Service with Pride:  

( January —February —March 2015) 

Years Name Rank  Nationality  

5 RAI RAM SWAROOP FITTER INDIA 

5 SINGH PARMESHWAR 2ND MATE INDIA 

5 RAHMAN MD MOKHLESUR 2ND ENGINEER BANGHLADES 

5 HOSSAIN MD IQBAL MASTER BANGHLADES 

5 SANICA CABIGAYAN CARLOS BOSUN FIL 

5 LUCAR ABILAR MANUEL JR. 2ND MATE FIL 

5 RECAÑA APOLINARIO DANILO AB FIL 

5 SALARDA HORTILLOSA SALVADOR II CHIEF ENGINEER FIL 

5 BUNGCAG DIZON VICENTE JR. CHIEF ENGINEER FIL 

5 CARABUENA PIANDORO DAVE 3RD ENGINEER FIL 

5 VIAÑA CASTILLO LARRY OS FIL 

5 LLERA LAMBUSON NICOLAS EMIL AB FIL 

5 BURRAFATO MARIO CHIEF ENGINEER ITA 

5 NATARAJAN MURUGAN PUMPMAN INDIA 

5 TANDEL BAVABHAI BHARATBHAI OILER INDIA 

5 WILSON RUBAN AB INDIA 

5 JAYAKRISHNAN ANANTH KARTHIK 2ND MATE INDIA 

5 JASWANT SINGH . 2ND ENGINEER INDIA 

5 VALUGOTHI BITHERGE MOHAMED AB INDIA 

5 KHATU PRANAY RAMESH FITTER INDIA 

5 NARAYANASAMY NAGANATHAN OILER INDIA 

5 SUBRAMANIAM NATARAJAN 2ND ENGINEER INDIA 

5 SOLANKI JAIRAJ UMESHKUMAR AB INDIA 

5 NAYAK RAJAT KUMAR 3RD ENGINEER INDIA 

5 BALAI NARAYAN SUHAS OILER INDIA 

5 TANDEL JAYANTILAL ASHISHKUMAR MESSMAN INDIA 

5 ZUVENKAR SANKALP DATTA OILER INDIA 

5 DESHPANDE ROHAN SHRIPAD 2ND MATE INDIA 

5 PRABHDEEP SINGH . 2ND MATE INDIA 

5 CHAUDHARY VIKAS 3RD MATE INDIA 

5 ISLAM MUHIBBUL CHIEF ENGINEER BANGHLADES 

5 HOSSAIN MOHAMMAD NAZMUL CHIEF ENGINEER BANGHLADES 

5 BASILA FERNANDEZ LARRY COOK FIL 

5 ANTIQUINA ALBIOS SATURNINO 3RD ENGINEER FIL 

5 CAMBEL GEQUILASAO JOEY 3RD ENGINEER FIL 



 

30 THE LIGHTHOUSE March  31, 2015 

Years Name Rank  Nationality  

5 TUNACAO ZAMORA REX CHIEF ENGINEER FIL 

5 VENTIC SINGUIT MAGDALINO CHIEF ENGINEER FIL 

5 CALICA ORPILLA ERICK CHIEF OFFICER FIL 

5 LAGALAGOT PARREÑO NOBE MASTER FIL 

5 MISHRA SATENDRA KUMAR ELECTRIAN OFFICER INDIA 

5 YADAV BRIGBIHARI FITTER INDIA 

5 KUMAR SUNIL OS INDIA 

5 ARULRAJ PEERIS SURESH AB INDIA 

5 YADAV DHIYAN KRISHNAKUMAR OILER INDIA 

5 KUMAR DILIP COOK INDIA 

5 MADATHIPARAMBIL RAGHAVAN 3RD MATE INDIA 

5 VALAPPIL ZAWAD OS INDIA 

5 D COSTA MARSHAL SANFORD AB INDIA 

5 PATANKAR TAJAMUL ATIF OS INDIA 

5 CHOWDHURY HOSSAN 
MOHAMMAD ZOBA 

MASTER BANGHLADES 

5 DUBROVIN STANISLAV 2ND ENGINEER UCRAINA 

5 ARBUYA SORILLO RALLY SEAMAN FIL 

5 BITGUE CABANIG JOEL DECK BOY FIL 

5 VARGAS BUNDAL BERNARDO 3ND ASSISTANT 
ENGINEER 

FIL 

5 ORBETA DESQUITADO ALEX MASTER FIL 

5 ARAW-ARAW ANISCO GEORGIE SEAMAN FIL 

5 TABARNO JR. ARRANGUEZ ELECTRIAN OFFICER FIL 

5 QUIROZ VINIEGRA RODOLFO DECK BOY FIL 

5 ERIMAN ORTEGA LARRY  COOK FIL 

5 VIÑALON MORENO RUEL CHIEF ENGINEER FIL 

5 FRILLES ANDES GANALAND 2ND OFFICER FIL 

Service with Pride:  

( January —February —March 2015) 
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11.   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 Dry Limited 

Cielo d’Italia d’Amico Rome d’Amico Dry Limited 

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 

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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