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SAMUNDRA SPIRIT is a quarterly in-house 
magazine produced by Samundra Institute of 
Maritime Studies (SIMS) for private circulation.

Our Editorial Team wants to hear from you!

If you wish to submit any feedbacks and/or 
contributions, feel free to write to the Editor at: 
samundraspirit@samundra.com

*Please note we reserve the right to publish your 
letters/articles or an edited version of it in all print 
& electronic media.

EDITORIAL NOTE
Not hammer-strokes, but dance of the water sings the 
pebbles into perfection.

- Rabindra Nath Tagore

This is yet another attempt to bring out a colourful and readable issue of the 
Samundra Spirit! Needless to say, it is of great satisfaction to not only me  
personally but my entire editorial team that we have successfully cleared three 
anniversaries of the magazine as we step into the fourth with this issue. It is 
truly a close collaboration between SIMS and ESM in bringing out the best 
talents of writing from among the staff and the cadets with virtually no previous 
experience in the past. Indeed this gives us a great pride to see the magazine 
being appreciated by our readers from the maritime field across the globe.

This issue particularly brings out the latest developments in SIMS in terms of 
infra-structure and the new courses indicating the continuous progress made 
by the institute in the field of maritime training. The approval of the STCW 
courses by the DG Shipping, Govt. of India is a shipping feather in the cap for 
SIMS, Lonavala which will bring in additional value to the training imparted to 
the cadets.

Apart from the regular articles and features, two topical subjects have been 
included in this issue which should draw attention to the readers. One is on the 
burning Piracy issue and the other on the new Arctic shipping route. We shall 
continue the second part of the Piracy story in our next issue. Do enjoy the 
stories and send us your comments.

It was a great privilege to receive two very prominent personalities in the SIMS, 
Lonavala campus during the last quarter - one being the Consulate General of 
Republic of Singapore in Mumbai Mr. Chung Ying Lin and the other, Mr. John 
Ridgway, CEO, BP Shipping. The former was a first time visitor to take part in 
the passing out function of the GME 09 batch. SIMS being recognized by the 
MPA, Singapore made his visit all the more meaningful to the institute. We are 
happy to feature the visits of the two dignitaries along with the pictures and a 
write-up.

The great blast from the past from Capt. Sundaram has finally come to an end 
in this issue though we would continue to bring in other such dramatic stories 
from the maritime field recounted from memory by our mariners. Well, as you 
can see, most of our articles are original in the sense they are real stories and 
experiences which are documented and put in words for the benefit of sharing 
the experience with our readers.

Finally, our attempt is not to use hammer-strokes but create a harmonious 
atmosphere where we can create and innovate a better environment for the 
future generation of maritime professionals to learn and blossom and spread 
their fragrance across the globe.

Wishing you a happy Easter &
Happy reading to all our readers!
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Dear cadets,

You are in the process of embarking on a wonderful career out at sea. You will have many 

opportunities to excel in various aspects of your life and career at sea. Samundra Institute of 

Maritime Studies is indeed one of the best places in the world to learn your first steps towards 

it. As you go up in rank and shoulder more responsibility, give great importance to team work 

and to every person you directly or indirectly deal with irrespective of his rank or status.

Let me share with you an incident during my tenure at sea as a Second Officer.

I had joined a recently taken over 26 year old ship at an anchorage in Italy. The ship was 

readying to dock the next morning. I went on the poop deck much before the crew, to test 

controls and familiarize myself with the mooring equipment.

One of the winches I was testing suddenly stopped. I informed the electrical officer over the 

walkie-talkie and went into the after peak store to check the trip switches. To my horror, I 

saw some rags and debris burning around the hydraulic machinery, and the fire beginning 

to spread towards the hydraulic oil tank and drums. I saw an old rusty fire extinguisher in 

front of me. I grabbed and fired it, and to my surprise it worked beautifully. The fire was im-

mediately extinguished. I saw the small tag on the extinguisher. It had been serviced two days 

ago!! I was amazed and grateful to the unknown sailor of the previous management for saving 

my life and probably others on board at that time.  If that extinguisher had not operated, I may 

not have been here today to tell you the story!!

In your life as a sailor you would be touched (saved) by another sailor – irrespective of rank, 

file and nationality. Thousands of miles away from your home the ship you are on board would 

be your second home and a family who would play a major part in your safety and well-being. 

In return you would have a role to play as a responsible part of that family and the extended  

shipping fraternity in your entire career.

After this experience, I have always asked myself “Who services the extinguisher? Who 

helps me through my life? Who takes care of me Physically, Mentally, Intellectually, Emo-

tionally, Spiritually? Who helps me in my career, in my confusions, in my trying times, in 

my opportunities?”

Someone serviced the fire extinguisher and saved a ship and the lives on board whom he would 

have never met in his entire life. Let’s appreciate this and return the favour. 

“The Sea is an opportunity. While some take pearls, 

some take fishes and some just wet their legs.”

Ensure you collect maximum, in every way, 

from your career at sea.......

Bon voyage  at SIMS and beyond…

Message from Capt. Yunus Shipchandler

Capt. Yunus Shipchandler
Trustee & Governing Council Member, SIMS
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Finally the curtain is being drawn for 
the captivating blast story involving 
the unlucky tanker Al Ahood and her 
equally unfortunate crew braving 
the consequence of crossfire in chilly 
water of the … Arabian Gulf. The 
distraught and miserable crew final-
ly left the burning inferno without 
their chief cook who remains miss-
ing till date. This is their final phase 
of journey before being united with 
their family and friends in India and 
the writer of the piece Capt. Arun 
Sundaram flew out of Mumbai on 
23th May, 1984 to join the Salvage 
Party on behalf of the owner. Thus, 
the story continues…

The crew were all taken by bus to Teheran via 
Bushehr. All around to be seen were the chaos 
and ravage of war – no less intimidating than 
what they faced so far. Military forces in action 
and life could be as fragile and unpredictable 
as one could visualise. Finally the crew arrived 
at their Hotel at Teheran, looked reasonable 
enough with basic menu for Indian palate – 
they could not have asked for more in such sit-
uation. The hotel staff helpfully suggested that 
ship’s cook could help them to prepare food for 
the crew. In any event, no one was really too 
concerned about this small discomfort, as they 
were all thankful to be alive and together. 

Preparation for going home
The Indian consulate was 
contacted for issuing new 
passports. Though the prom-
ise for help arrived on time, 
sadly not the passports. The 
consulate officials cited lack 

of staff due to holidays for slow paperwork 
and many other excuses. In contrast Iranian 
govt staff were genuinely sympathetic and 
were ready to issue visas as soon as pass-
ports were ready i.e. even on a Friday. The 
medical treatment available for the injured 
and burnt Chief Engineer were rather rough 
and rudimentary as obviously the Iranian war 
victims received the preference and whatever 
available medical facilities in the country. 

Meantime, the Master came to know from the 
agent that the fire on Al Ahood was spreading 
from accommodation to cofferdam, and if cof-
ferdam were to give way, there was a strong 
possibility of a catastrophic oil spill. The agent 
forewarned the master that in case of oil spill, 
the authorities may decide to hold the crew 
back for bank guarantee from company and 
the PNI club! 

Luckily, nearly five painful days later the emer-
gency passports arrived. However, no air tick-
ets were available for flying back to India! But 
the company was kind to send instructions to 
agent to fly all crew members to anywhere out 
of Iran and connect with flights bound for In-
dia. Finally the crew boarded a flight to Rome. 
At Teheran airport, Chief Engineer’s bandages 
were eyed with some suspicion by the cus-
toms authorities, who wanted to open these 
up for examination, but after much begging 
and cajoling, he was allowed to go through 
with his bandages intact! On 17th May, 1984 
the Air India flight from Rome finally touched 
down Mumbai airport bringing the group home 
to a tearful reunion with their near and dear 
ones. 

Salvage work and I
The war brought, on the other hand, a lot of 
good fortune to a number of salvage compa-
nies stationed in UAE; which took full advan-
tage of such casualties and made hefty profits 
out of a much needed service there. One of 
them SEMCO (part of SMIT) made its way to 
the place, where Al Ahood was abandoned 
and was on fire. Ship was taken in tow by the 
salvors on May 9th 1984. The fire was initially 
extinguished on May 10th but flared up again 
on 11th May due to intense heat of the steel 
hull surrounding engine room, accommoda-
tion and pump room. This author was part of 
the salvage team as a representative of the 
owners and entrusted with the job to provide 
necessary assistance to salvage Al Ahood - 
my cherished home and companion for almost 
12 months till about a month back.

This ship had a peculiar arrangement. The car-
go oil tanks had only bulkhead valves and no 
pipelines for discharging except from the after-
most tanks. The forward tanks, such as 1, 2 and 
3 would empty into tank no. 4 which had a small 
length of pipeline running on to the pump room. 
The pump room bulkhead valves were butterfly 
valves. Thereafter the pipelines connected to 
pumps for emptying the no. 4 tanks. With the 
intense heat generated by the fire it was pos-
sible that some oil and vapour may have been 
finding way into the pump room and fuelling the 
fire somewhat.

The accommodation and the engine room 
areas kept burning and the fire could only be 
extinguished after continuous efforts by the 
salvors on 16th May. While most of the oil in 
the cargo oil tanks could be saved, the fuel and 
lubricating oil from engine room were totally 
burnt. Ship was then towed to a safe anchor-
age some 70 miles offshore from Bahrain.

I was told by company that ship has been sal-
vaged by SEMCO and that they had asked 
owners to provide them with the services of 
an expert who was familiar with the ship’s ar-
rangements to assist them in discharge of the 
oil from cargo tanks. I left Mumbai on 23th May 
and arrived Bahrain via Dubai on 24th May, 
where I was taken to Gulf Hotel. This was to 
be our HQ for shuttling back and forth from the 
stricken ship. A superintendent from Owner’s 
office was already there and we made the first 
trip in a small tug boat, which was to also act as 
our home alongside Al Ahood.

Al Ahood and my moment of anguish 
The ship was anchored about 70 miles away 
from Bahrain. Ten hours of journey in a small 
tug boat tossing and pitching in the rough and 
choppy water was far from enjoyable. For the 
first time in my life as a sailor, I came closest to 
feeling seasick and could come to appreciate 
the torture that others go through when seasick. 

When we spotted the ship, it was an amazingly 
pitiable sight. The entire engine room and poop 
deck were submerged underwater. Whole 
bridge front and accommodation wore a rusty 
and tortured look. Since the entire superstruc-
ture had been subject to fire and heat, all the 
paint had peeled off and only bare and twisted 
metal was in evidence aft of the pump room 
area. I could also spot the badly bent and col-
lapsed davit arm lying prone on the starboard 
side, while sea water swirled around the entire 
upper deck of the accommodation area. Upon 
reaching, we tied up alongside and thereafter 
sought an audience with the salvage master, 
who had the control of the ship at that time. 

A veteran Salvage master Capt. Ian Tew from 
Selco Salvage of Singapore was at the site. He 
had been in the company for last 10 years and 

Capt. Arun Sundaram
Director, Operations
ESM, Singapore

AI Ahood engulfed 
in flames
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Auxiliary boilers on board merchant 
vessels use heavy oil as fuel for 
combustion and raising steam in 
the boiler. Over a period of time, un-
burnt fuel (carbon or better known 
as soot), ash and other incombusti-
ble matter stick to the heating sur-
faces on the gas side of tubes. This 
affects the heat transfer from the 
furnace to the water, thus reduc-
ing the efficiency of boiler as well 
as increasing the risk of fire in the 
air uptakes. Soot blowers have been 
designed and fitted on the boilers 
to prevent soot accumulation and 
periodic cleaning without the need 
to stop the boiler for cleaning.

Soot Blowers:  
Mechanical soot blowers are arranged at stra-
tegic locations in the boiler driven by an air or 
electric motor through gearing. Rotating Lanc-
ers are fitted inside the boiler to inject steam 
at high velocities to impinge onto the heating 
surface of tube exteriors to knock off the soot 
and blow it out of the funnel. Number of soot 
blowers and their locations depend on the 
type and design of the boiler.

Safety and pollution considerations:
Before the duty engineer officer decides to 
soot blow the boiler, following points are to be 
checked with Bridge and CCR. (Cargo Control 
Room):
1. Ship is not in port or close to shore
2. Wind direction- preferably tail wind or wind 

across the beam.
3. Inert Gas System is not in use.
4. Cargo tank Gas freeing operation is not on.
5. Boiler is running on at least 50% load.
6. Sufficient feed water is available.
7. Smoke sensors/ CO2 sampling point for 

recorders are isolated during soot blowing 
operation.

Procedure:
1. Check the boiler load; make it to about 

50% at-least by opening the steam dump 
valve if required. Keep air supply 10 to 20% 

more than required. Maintain a higher wa-
ter level in the boiler drum. (Soot blowing 
operation is efficient on load rather than 
idling boiler, as soot has to be blown out 
of the funnel with the exhaust.)

2. Check the oil levels in the soot blower 
gear boxes.

3. Crack open the soot blowing master valve 
and warm up the lines by opening the 
drain valves down stream. (Condensed 
Water is to be avoided in the soot blowing 
steam line.) 

4. After steam issues through the drain line, 
shut off the drain line and open the soot 
blower steam valve fully.

5. Start with topmost soot blower first and 
make full rotation of the soot blower.

6. Continue with lower ones in sequence and  
finish it off with topmost soot blower again. 

Caution:
In case Boiler trips or flame failure takes 
place during soot blowing, stop soot blow-
ing immediately, post purge for longer time to 
ensure soot has not accumulated inside the 
furnace, which may cause blowback when 
restarting of the boiler is attempted.

Effectiveness of soot blowing:
Effectiveness of soot blowing can be judged 
by keeping an engineer on the upper deck to 
watch the soot release from the funnel. Ef-
ficiency of the boiler can be gauged by re-
cording the funnel gas temperature and pres-
sure, fuel oil consumption, etc. Soot blowing 
is augmented by water washing the gas side 
when the boiler is off and secured, typically 
once a year.

Conclusion:
Boiler has to be kept clean both on the water 
side and the combustion side for maximum 
efficiency, dependability and safety. If the pa-
rameters are logged on daily basis and trend 
analysis is done on monthly basis, it will be 
very easy to find the issues and take remedial 
actions before it is too late.

S.Viswanathan
Principal

SIMS, Lonavala

had learned the salvage trade in the busy wa-
ters of the Far East before rising to command 
some of the world’s largest super tugs and 
eventually becoming a roving salvage master. 
Salvaging Al Ahood and fighting the fire till he 
succeeded must have been a crowning glory 
and really memorable chapter in his book as 
well. However, my first impression of  him 
was rather an arrogant, high nosed snobbish 
person. He was curt at best, during the meet-
ing and basically didn’t really want my assist-
ance and didn’t wish to see me around! It was 
probably the zeal of owners which had seen 
me being sent to assist the venerable salvage 
master. I was clearly told to show up only when 
asked for assistance. Thereby yours truly was 
relegated to stay put in a tug boat, which kept 
merrily rolling even alongside. While sleeping 
was a difficult job initially, the worst part was to 
get food for a vegetarian like me!

It was quite likely that Capt. Tew was hassled 
due to reasons unknown, during our first meet-
ing, as subsequently as days wore on; he was 
more open and friendlier. I found him compe-
tent and a thorough professional. After a few 
days, any restriction on my movement was 
lifted and I swooped down to the ship as a long 
lost friend. What I saw and felt was complete 
despair among the  twisted and mangled body 
of the ship, which had been my home for best 
part of the year. 

The only way one could go up to the bridge 
deck was by climbing the steel ladders outside 
the accommodation, which were totally mis-
shapen and twisted out of shape. When I fi-
nally reached up on the bridge for the very first 
time, it was a huge shock to see a dark abyss 
in front of me just forward of the chart room 
area. It was as if the earth had opened up to 
swallow Sita in the epic Ramayana. One could 
easily leap into the engine room area if one just 
jumped from bridge. In short there was nothing 
left between the bridge deck and engine room 
deck. Everything had been totally burnt down. 

Towards the final days of Al Ahood
Over time, a ship was arranged for STS trans-
fer. Portable submersible pumps were used in 
the tanks to pump crude oil into the daughter 
vessels. Even in the days of 1984, the safety 
was not overlooked. Portable IGS generators 
were procured and placed on deck to pump in 
the tanks as they were discharged. I was ad-
vised that substantial quantity of cargo in ex-
cess of 110,000 m3 was salvaged and ship was 
finally emptied of cargo. Underwriters finally 
decided that ship was a constructive total loss 
(CTL) and it was pointless trying to conduct 
any repairs. She was sold to a breaking yard 
in Taiwan and subsequently towed to her final 
destination.

Needless to day, those were some of the most 

DOWN THE MEMORY LANE

Increase the Boiler Efficiency
Prevent Soot Accumulations

unforgettable 50 days of my life – witnessing 
the senseless ravage of war and realisation 
that I am a proud member of a fraternity of grit-
ty sailors who fight  to survive come what may. 
Life has moved on with most of them return-
ing to sea in due course and it’s no surprise 
that one of those brave mariners Radio Officer 

Shingarpure has rightfully found a place in the 
daunting crewing department of Executive 
Ship Management stationed at Mumbai, India!

This story is dedicated to all who sailed on 
AI Ahood and to all my fraternity of seafarers 
across the seven seas. 
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Cutting Short through Arctic Ice:
A new Sea Route

It was indeed a historic day on 27th 
August, 2010 when SCF Baltica a 
Liberian registered Russian tanker 
of 117,000 deadweight tons, com-
pleted a challenging North Sea 
Route (NSR) voyage by passing 
Bering Strait into Pacific Ocean on 
her way to China carrying 70,000 
tons of gas condensate (Gas con-
densate or Natural gas is a low-
density mixture of hydrocarbon 
liquids that are present as gaseous 
components in the raw natural 
gas produced from gas fields.) She 
took just 11 days to cover 2500 
miles between Murmansk and Pe-

vek transversing through hitherto 
unchartered ice fields of the north.

The arrival of the SCF Baltica at Ningbo 
on 6th September 2010 also proved that an 
Arctic route to East Asia is viable even for 
large tankers. In terms of time, the voyage 
from Murmansk in Russia to Ningbo was 
reportedly 40% shorter than the traditional 
voyage through the Suez Canal, so the ves-
sel saved 16 sea days and about 800 tons 
of fuel oil by sailing through the Arctic; thus 
reducing Green House Gases (GHG) emis-
sions by 3,000 tons!

The difficult voyage required enlarged 
crew – an extra captain as well as an ice 
pilot were used, both Sovcomflot captains 
with extensive experience of ice navigation. 
There were thus three people with the rank 
of captain on board, which allowed such 
competence to be present on the bridge 
24 hours a day. Prior to the voyage, all the 
personnel received ice voyage training and 
instructions on board the ship in Murmansk. 
The visibility was quite poor for more than 

half of the voyage. The maximum achieved 
average speed along the Northern Sea 
Route rarely exceeded 11 knots during the 
summer and would be definitely lesser in 
winter.

Background and historical perspectives:
The original search for a sea passage 
across the Arctic Ocean, for navigating from 
Europe to the Far East, probably started 
with the Age of Commerce in the 15th cen-
tury, when great seafaring Norse Vikings 
emerged seeking trade routes to the Orient. 
Over the ensuing centuries the Arctic pas-
sage yielded itself gradually, as the objec-
tives of its pioneers shifted from whaling 
and sealing to prospecting for precious met-
als and other natural resources, and later to 
scientific exploration. 

Main considerations for using Northern 
Sea Route:
The regular trade routes between the Far 
East and Europe is the Southern Sea Route, 
which winds through the Straits of Malacca 
and across the Indian Ocean to pirate in-
fested Gulf of Aden and finally through the 
Suez Canal. A northern passage, crossing 
the Bering Sea into the Barents Sea of Rus-
sia’s far North and hugging Russia’s Arctic 
shore, would constitute a mere 60% of the 
distance of its Southern cousin. Given the 
intense competition, rising fuel oil prices, 
clamour for reducing the GHG emissions 
and increased oil production by Russia, the 
potential economic benefits of exploiting 
this Northern Sea Route (NSR) would be 
enormous. The irresistible attraction of such 
a route will drive the age-old quest of sea-
faring pioneers into the present day.

Preparations for transiting Northern Sea 
Route:
It is amply clear that the obstacle en route 
from Arctic Ocean is by any means daunting 
due to the hostile natural environment of the 
Arctic Ocean. With the advanced shipbuild-
ing and navigation technology, commercial 
exploitation of this route looks more possi-
ble and inviting.

Source: www.maps.grida.no
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3O Ebin Sabu
DNS-03

4E Jebamalai John
GME-03

3O Amitesh Kumar
DNS-03

4E Nithin Sheela
GME-06

3O Abin Alex Tom
DNS-03

4E Mohit Sharma
GME-05

3O Eldho John
DNS-03

4E Dibakar Bezbaruah
GME-05

4E Jatinder Singh
GME-05

4E Neeraj Kumar
GME-05

3O Martin Thomas
DNS-03

4E Jaskaran Singh
GME-04

4E Peeyush Shandil
GME-04

3O Prajeesh Karatte 
DNS-03

4E Satyanarayanan
GME-05
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GME-04

4E Jeevan Francis
GME-06

3O Jithu Michael
DNS-03

4E Piyush kumar
GME-04

3O Sooraj Pillai 
DNS-03

4E Amandeep Sohi
GME-05

4E Emil Jose
GME-06

4E Shanti Kumar 
GME-05

SIMS ex-cadets joined ESM Fleet 
during the Last Quarter ending 
15th April, 2011 

Russian Govt. has been aware of the 
lucrative business potential of a route; 
which was mostly reserved for the 
domestic merchant ships but others 
are also seeing the benefits and tak-
ing steps to get the slice of cake. In 
fact, the two class societies Class NK 
and DNV have also been increasingly 
active in classifying the special ships 
undertaking the voyages from Arctic 
and have come out with their own set 
of construction rules and ice class no-
tations to reflect constant changes in 
the requirements of the Finnish Swed-
ish Class rules of 1977 for the special-
ized ships for the Arctic trade.

Global Warming - a boon or bane?
Question being asked now is - will 
global warming continue to keep open 
this new transportation routes from 
Arctic? If the events of the last two 
summers are anything to go by, the 
answer overwhelmingly seems to be 
“yes.”

In September of 2009, two German 
cargo ships had travelled through 
the above-mentioned route along the 
coast of Siberia to Asia. 

Commercials outweigh the age old 
political issues: 
Norway and Russia had agreed in 
April 2009 to settle a 40 year old dis-
pute over economic zones in the Bar-
ents Sea. and there is now a visible 
atmosphere of increased co-opera-
tion.

Similarly Nordic Barents owned by 
Danish company Nordic Bulk Car-
riers, carried 40,000 tons of iron ore 
concentrate from Kirkness, Norway to 

China on the Arctic Ocean shortcut 
through melting ice and making a lit-
tle history of her own in the process. 
The Nordic Barents passed through 
the Bering Strait on September 15, 
2010 making it the among the first 
few non-Russian flag bulk carrier to 
sail the Northern sea route. Such 
journey from the Norwegian mine 
town of Kirkenes to Asia by Nordic 
Barents could save eight days and 
5000 NM of voyage saving a huge 
amount of money in the bargain.

Two 75,000 HP icebreakers were 
assigned to the vessel by Russian 
authorities for about 10 days of the 
3 week voyage. While the icebreak-
ing fees was definitely steep, a bulk 
carrier taking the Arctic route from 
Hamburg to Yokohama can conceiv-
ably save more than US$200,000 
in fuel and Suez Canal expenses. 
However, challenges are still there 
in areas making the route more com-
mercially viable considering the in-
surance companies are demanding 
high premiums.

Future of Northern Route?
Currently, the entire length of the 
Northern Sea Route is open to ships 
for less than two months in late 
summer, although some sections 
are navigable for as long as seven 
months out of the year. Still, decreas-
ing sea ice in the Arctic could easily 
prompt more ocean carriers to at-
tempt a northern passage. In the long 
term, as resources are developed in 
regions adjacent to the route, the 
possibility is undeniable that the NSR 
may one day redraw the map of the 
global economy.

Source: www.csmonitor.com

CAMPUS NEWS
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Imagine a situation where a hold 
of grain that has gravitated in a  
severe rolling and pitching in the 
monsoon in the Arabian sea to 
one side and remained! Or, a bulk 
cargo of iron ore fines loaded from 
an Indian port shifted due to liq-
uefaction brought about by exces-
sive moisture content of the cargo 
due to heavy rolling!! In fact, both 
are cases of reality where ships 
developed angle of loll hours of 
leaving port and sank, mercifully 
after the crew abandoned ship be-
fore the ship capsized.

This phenomenon is also critically notice-
able on container ships, in case heavier 
containers are loaded on the deck and top 
tiers and light or empty containers are load-
ed in the hold. This used to be a problem in 
Chinese and Indian ports, due to incorrect 
declaration of container weight by shippers, 
when actually heavy containers loaded with 
granite blocks were declared with minimal 
weight and loaded on deck bringing the cen-
tre of gravity markedly higher and reducing 
the GM. During the voyage consumption 
of fuel from double bottom tanks can eas-
ily contribute to negative GM and resulting 
angle of loll!

The forces involved in this could create 
more complexity by rupturing some of the 
securing equipment and allowing the deck 
stow to shift to one side, further complicat-
ing the stability of the ship.  Whatever else, 
the results would have altered the cross 
sectional shape of the combined hull and 
contents.  

As in most passage and cargo plans, all is 
well with the plan until an unforeseen even-
tuality takes place, thereby bringing the age 
old simple question to light, ‘What shall we 
do if…?’  This exactly requires the so-called 

emergency preparedness that a compe-
tent mariner has to show his experience, 
knowledge, training and decisiveness.

Effect of ice accretion on angle of loll
One such external effect, additional to the 
well thought out deck cargo plan, has oc-
curred on several occasions to container 
liner ships on the North Atlantic winter trade 
from Scotland and Scandinavia to New 
York in the US. Where adverse weather 
can be the norm, there are opportunities 
to plan fast passages on a great circle 
track North of Ireland, South of Greenland, 
Newfoundland and the Labrador coast of 
Canada before the South going race down 
the US coast to make a fast voyage with 
a deck stow of containers to the Hudson 
River New Jersey container terminals.

The planning of such a great circle track 
has to take into account, not only the con-
sumption of fuel, the voyage time and the 
proximity of the southern iceberg belt; but 
also has to accommodate the probability of 
ice accretion on the starboard wall of deck 
containers while sailing down the Canadian 
coast, often in fog and mist with high con-
densation present.  A chill temperature and 
ample water spray and mist in that circum-
stance will soon create a substantial layer 
of heavy ice that can raise the centre of 
gravity of the ship and cause a concerning 
reduction in the stability righting lever. 

It is not the first time that west bound con-
tainer ships have arrived under the Vera-
zanno bridge, entering New York harbour, 
with a five degree list to starboard and a 
need to physically scale off ice before be-
coming sufficiently up-
right to work under the 
container cranes.

Though not the only af-
fect on the stability of a 
ship, ice accretion on the 
upper masts and other 
top hamper can be most 
dangerous and is thought 
to have been involved 
with ships foundering 
through the years. It is to 
this day associated with 
ship’s crew having to use 
axes and other imple-
ments to shed such loads 

to allow the ship to reach safety after a cold 
winter North Sea or high latitude storm. 

A cautionary note on stability
While concentrating most thought on the 
above deck weights and forces associated 
with raising the centre of gravity, it has to be 
remembered that most ship fuel oil bunker 
tanks are low in the hull, if not in the double 
bottom, and consumption from these during 
voyage does of course exacerbate the con-
ditions described.  

Taking ballast in a careful, controlled and 
well planned fashion would seem to be the 
necessary precaution; however this can 
only be possible within the load line limits of 
the ship and with complete limitation of free 
surface effects of liquid slosh. Therefore 
the original cargo plan needs to incorporate 
such possibilities and allowances need to 
be made accordingly.

It is with this in mind that we end this ar-
ticle and give some thought to the deeply 
loaded oil tankers, with no deck cargo, and 
a more positive control of their stability while 
remembering their cousins, the high free-
board gas carriers and their relatively light-
weight cargoes and ample water ballasting 
capability. 

The Righting Lever and Listing of a Ship (Part II)

Olaf Olsen (left),  Advisory Consultant 
SIMS, Lonavala

&  
Capt. Vivek Tyagi (right), Nautical Faculty

SIMS, Lonavala

Source: www.splashmaritime.com.au
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It is natural for a non-mariner to 
relate navigation to a ship sailing 
in the vast open seas with noth-
ing other than the skies and water 
in sight. Yes, there are times when 
your ship is crossing one of the 
oceans without encountering or 
passing by a ship for days, leave 
alone land or any other features 
in far vicinity. However in reality a 
major part of merchant trade is in 
smaller seas, restricted waters and 
along coastal waters.

In many of the above so called ‘coastal wa-
ters’ the ships have to not only contend with 
shallows, coral reefs, rigs, landforms but 
also with an increasing number of vessels 
plying in that area. The term ‘coastal naviga-
tion’ as in general  navigation terms refer to 
within 10 Nautical miles off land or within 50 
meters of depth.

Navigating the ships in coastal and restrict-
ed waters is bound by rules and regulations 
and can be no less challenging than driv-
ing a vehicle in the congested metropolitan 
roads.

Challenges for the navigators
Understandably, some of the challenges 
faced by the navigating ships are:
• Increased traffic
• Presence of navigational dangers.
• Effects of tidal currents 
• Effect of weather 
• Intricate traffic routes
• Under Keel clearances (UKC) are lesser.
• Increased work load on seafarers due 

lookout and steering duties
• Introduction of local pilot into the bridge 

team

These, plus perhaps many other unknown 
reasons  have led to  increasing number of 
navigational incidents in coastal or restrict-
ed waters. There is, in effect, a heightened 
risk which requires additional control and 
mitigating measures to be implemented by 
the bridge team whilst navigating in these 
waters. Some of the busiest sea lanes are 
the Singapore Straits, the English Channel, 
North Sea, Straits of Gibraltar and so on.

Stick to the lane
The BA planning chart 5500 (above) shows 
how the routing scheme flow in the con-
gested North Sea areas. ‘Lanes’ are usu-
ally marked on the chart for the general 
direction of traffic flow to ports and transi-
tions through the area. There are additional 
restrictions such as the specific lanes that 
tankers and vessels of a particular size can 
take in addition to the routing. The Bridge 
team is required to assess and understand 
these requirements and route the vessel 
through the appropriate traffic lane to com-
ply with the requirements of the coastal 
states. This also requires careful monitoring 
and implementation during the passage to 
ensure that the local regulations are satis-
fied and the vessel does not stand in viola-
tion of these requirements. 

There have been  cases where due to over-
sight a chemical tanker took a route through 
a lane which is only specified for other ves-
sels resulting in heavy fines being levied on 
the vessel by the local authorities. 

Similarly, the BA Planning chart 5502 for 
the Malacca and Singapore straits provides 
details for navigators to plan a safe pas-
sage. Here again the waters have demar-

cated sea lanes forming a part of the Traffic 
Separation scheme (TSS), areas of the TSS 
where there is crossing and converging  traf-
fic going to are coming from the many ports 
along the Singapore Straits are highlighted 
as ‘Cautionary Areas’ these zones present a 
high risk of collision.

The number of ships using this very busy 
waterway is enormous, whilst some call 
ports in the regions for cargo operations, 
many stop at Singapore to take advantage 
of the economical bunker and stores sup-
plies each day, this coupled with the number 
of vessels using the Singapore straits for 
transit makes it a region of very high traffic 
density. 

Beware of traffic and the shore lights
Another factor that needs to be considered 
is the proximity of shore lights which can 
obscure the lights of vessels heading out 
of ports to join the TSS in darkness making 
early visual detection very difficult.

There have been collisions between vessels 
coming out of port and vessels transiting 
through the TSS simply because the ves-
sel was detected late by the bridge teams 
resulting in delayed action. With number 
of vessels anchored off Singapore against 
very bright shore lights it can be very difficult 
proposition to pick up the navigation lights 
of a vessel  proceeding out of the port or 
anchorages until it is very close. 

Mind the shoals and the under keel 
clearance
Apart from dangers posed by vessel traffic, 
the next biggest concern with coastal navi-
gation is that of shallows where obstructions 
and shoals present a danger of the ves-
sel grounding. Whilst compliance with the 

Coastal Navigation:
An increasing Challenge

Continued on page 12
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Know your Ship
Bulk Carrier (Part I)

The first steam ship recognized as 
a bulk carrier was the British coal 
carrier SS John Bowes in 1852, just 
45 metres long. She featured a steel 
hull, a steam engine, and a seawater 
ballast system instead of permanent 
ballast system consisting of bags 
containing sand or shingles. These 
features helped her succeed in the 
competitive British coal market.

While the history of present day bulk carrier 
could be traced back to centuries, the ships of 
yore were meant primarily to load packaged 
and general goods, not bulk cargo as we know 
now. The specilised bulk carriers of this date 
have obviously evolved from the general car-
go ships or multi-purpose cargo ships, which 
had to be initially used to move goods in bulk 
quantities. The earlier method used of loading 
these ships was by  longshoremen loading first 
the cargo into sacks, stacking the sacks onto 
pallets, and putting the pallets into the cargo 
hold with a crane. The other common method 
required the shippers to charter the entire ship 
and spend time and money to build plywood 
bins into the holds. Then, to guide the cargo 
through the small hatches, wooden feeders 
and shifting boards had to be constructed. 
These methods were painfully slow and labour 
intensive. Similar to how the container ship has 
evolved. 

The first bulkers with diesel propulsion began 
to appear in 1911. Before World War II, the 
international shipping demand for bulk prod-
ucts was low—about 25 million tons for met-
al ores—and most of this trade was coastal. 
However, on the US/ Canadian Great Lakes, 
bulkers hauled vast amounts of ore from the 
northern mines to the steel mills. Two defining 

characteristics of bulkers were already emerg-
ing: the double bottom structure, which was 
adopted for single deck ships in 1890, and tri-
angular-shaped topside ballast tank structure 
which was introduced for a cantilever-framed 
ship in 1905. 

Typical construction of a Bulk Carrier
The Bulkers are constructed with the forecastle 
area holding the vessel’s anchoring and moor-
ing arrangement, in the middle cargo holds 
covered by hatch covers with the ballast & fuel 
tanks, the engine room at the stern under the 
accommodation block and the poop deck hav-
ing the aft mooring arrangements. Though with 
a cross-section typical of most merchant ships 
Bulkers are designed to be rather easy to op-
erate and to store cargo efficiently. The upper 
and lower corners of the hold are used as bal-
last tanks. These corner tanks are reinforced 
and serve another purpose besides controlling 
the ship’s list and trim, the angle of the cor-
ner tanks is to be less than that of the angle 
of repose, the angle at which a cargo tends to 
move, of the anticipated cargoes. This greatly 
reduces side-to-side movement, or “shifting,” 
of cargo which may endanger the ship.

Hatch cover and operation
A hatch or hatchway is the opening at the top 
of a cargo hold. As the bulkers have large 
hatchways, it is very important for efficient 
cargo handling. The steel mechanical devices 
which allow hatches to be opened and closed 
are called “hatch covers”, these are usually 

hydraulically operated and can be operated by 
one person. Depending on design the hatch 
covers can slide forwards, backwards, or to the 
side, lift up or fold up. Corrosion, due to a lack 
of maintenance, affects the seals of the hatch 
covers and the strength of the bulkheads which 
separate holds. So their maintenance is very 
important.

Most of the pipelines (for cargo hold bilges, bal-
last & fuel) pass through the ballast tanks. Any 
leakage in these lines affects the cargo opera-
tions during loading or discharging. So these 
tanks have to be regularly inspected and the 
pipelines always maintained in good condition.

Cargo Stowage
A vessel’s cargo carrying capacity depends on 
the load density and volumetric capacity of her 
cargo holds. So the cargo’s density or its in-
verse called the “Stowage Factor” determines 
how much space (in cubic meters) will be oc-
cupied by a ton of cargo.

The cargo’s density determines how much 
cargo (in tons) can be fitted into a cubic metre 
of hold space and so the total cargo carried by 
the ship. This is a primary factor when loading 
heavy or high density cargoes such as Iron ore, 
steel products, etc. As there will be lot of empty 
space in the vessel’s holds while the vessel will 
have been loaded to her maximum capacity by 
weight or draft marks. The Stowage Factor is 
a key factor when loading light or low density 
cargoes such as Grain, certain coal cargoes, 
packaged timber, etc. As the hold space will be 
fully occupied, chock a block, while the vessel 
may not be loaded to her maximum capacity 
by weight or draft marks. As the stowage factor 
relates to the space actually taken up by the 
cargo in the ship, the shape of the cargo hold, 
such as self trimming holds or box shaped, etc, 
plays an important role when loading lighter 
cargoes. 

Capt. Vijay Cherukuri
Quality & Insurance Manager

ESM, Singapore



Other governing factors for size and type of 
the Bulk Carrier
A bulk carrier’s design is largely defined by 
the routes it will ply on and the cargoes it will 
carry. For a given tonnage, the other factor 
which governs the ship’s dimensions is the 
size of the ports and route it will travel to, such 
as vessel passing through the Panama Canal 
will be limited in its beam and draft. Bulkers 
are segregated into six major size categories: 
Mini or small handysize, handymax, panamax, 
capesize, and very large (bulk and ore carri-
ers).  Furthermore, there are other categories 
of bulker for regional trade, basis the maximum 
capacity in those areas, such as Kamsarmax 
(port of Kamsar), Seawaymax (St. Lawrence 
Seaway, Malaccamax, Newcastlemax, etc.

Double hull fuel tanks
While most of the older design of bulk carriers 
didn’t require a double hull construction, the 
current trend is to have a double hull especially 
around the fuel oil tanks to prevent any inad-
vertent pollution in case of hull breach. Usually 
the fuel oil tanks are protected by a water bal-
last tank at its outer side at the side or bottom 
shell. The diagram below depicts the protected 
fuel oil tanks at the side shell.

The various sizes of Bulk Carriers
Mini-bulkers are vessels with capacity of less 

than 15,000 tons deadweight, i.e., sum of car-
go, bunker, ballast & constant. Having one or 
two holds and designed for river or near coast-
al transport. 

Handy size are vessels with a capacity of be-
tween 15,000 to 35,000 tons with between 3 to 
5 cargo holds and two to four cranes. Handy-
max size bulkers are with capacity between 
35,000 to 58,000 tons deadweight) with five 
cargo holds and four cranes. Both these sizes 
are typically 150 to 200 meters in length and 
are used to carry all types of bulk cargoes. The 
Handymax vessels of the size between 45,000 
to 60,000 deadweight are called Supramax 
these usually have five cargo holds and four 
cranes of 30 tons capacity.

Panamax size bulkers are vessels with a ca-
pacity of around 60,000 to 80,000 tons with 
7 cargo holds. These vessel may be geared 
(with crane) or gearless, when geared these 
have four to seven cranes. This size vessel 
is limited by the existing Panama canal’s lock 
chambers, which can accommodate ships with 
a beam of up to 32.31 meters, a length overall 
of up to 294.13 meters, and a draft of up to 
12.04 meters in fresh water. These ships usu-
ally do not carry dangerous cargoes, so usually 
trade in grain, coal, ore cargoes. 

Capesize bulkers are vessels with a capacity 
of around 100,000 - 200,000 tons deadweight 
with 9 cargo holds and are always gearless. 
These ships are too large for the Panama ca-
nal and must round Cape Horn to travel be-
tween the Pacific and Atlantic oceans. Cape-
size bulkers carry iron ore and coal. 

Very Large Ore Carriers (VLOC) and very 
large bulk carriers are vessels over 200,000 
tons deadweight and nearly always carry iron 
ore. VLOCs are usually constructed for a sin-
gle port-to-port trade and can berth only at the 
largest ports. 

To be continued...
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company’s under keel clearance policy will 
ensure that the vessel stays in waters deep 
enough for it to navigate safely there may be 
occasions where the Bridge team will need to 
exercise extreme caution whilst navigating in 
close proximity to such shallower depths. This 
is specially the case in dredged channels, ap-
proaches to ports and anchorages, regions 
such as the great barrier reef, etc. More often 
than not it is the incorrect actions of the bridge 
team that leads to a vessel straying off the in-
tended track and running aground. 

Rely on multiple choice and good judge-
ment
Often it is seen that there is a tendency by the 
bridge team to rely on a single means of posi-
tion fixing , more often than not the GPS, there 
is a also a tendency to limit the verification of 
the vessel’s position by a single officer there-
by increasing the chances of an error chain 
developing. Poor assessment and countering 
of strong current is also another factor which 
can result in the vessel going off its intended 
course, here too the importance of  continu-
ously monitoring the vessel’s position by radar 
and visual means in addition to the GPS can-
not be emphasized enough.

Techniques such a parallel indexing on the 
radar allow the OOW to continuously monitor 
the position of the vessel on the radar without 
having to plot it.

Vessel aground- pilot on board!
Not an uncommon situation indeed! In one 
such case the vessel suffered puncture of its 
fuel tank due to contact with the jetty caused 
by excessive speed and improper angle of ap-
proach. There seems to a general temptation 
for the bridge team to relinquish control of the 
vessel to the pilot assuming that he could be 
holding  better knowledge and experience in 
a particular area. It cannot be emphasized 
enough that the Pilot is onboard solely on 
an advisory capacity and legally he does as-
sume any responsibility either for the vessel 
or for his actions. The Master remains entirely 
responsible for the vessel irrespective of the 
pilots actions and hence the intended plan for 
the pilotage must be discussed and agreed 
between the Pilot and the Bridge team during 
the Master-Pilot exchange.

The actions of the Pilot must be closely moni-
tored by the Bridge Team and there should 
be no hesitancy in questioning or challenging 
anything that may not be in accordance with 
the agreed plan or if there is any doubt about 
his actions.

Coastal Navigation, continued from page 10



Passing Out of GME-09 Batch

Chief Guest, Mr. Chung Ying LIn, Consulate General of the Republic of Singapore (1st row, 7th from left) with 
SIMS staffs, ESM representatives and graduated cadets

A guard of honour was given to the Chief Guest, Mr. Chung Ying Lin

The proud graduates and the faculty staffs Mr. Chung with award winners
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Singapore Consulate General 
receives Guard of Honour from the 
Graduating Marine Engineers

Yet another batch of Graduate Marine Engineers 
comprising 76 cadets have become the proud gradu-
ate of Samundra Institute of Maritime Studies and 
joined their alumni group in joining the ships un-
der ESM in next couple of months. Mr. Chung Ying 
Lin, Consulate General of the Republic of Singapore 
received the guard of honour from the cadets in a 
graduation parade on 23rd February, 2011 and later 
presented the awards and certificates to the out-
standing achievers of the batch in an impressive cer-
emony at the campus auditorium.

Mr. Chung, a diplomat with a long and illustrious career in his  
valedictory address complimented the institute for providing a very 
well-equipped and well-maintained maritime training facilities and 
told the cadets that after such good training they should be well 
prepared for the challenges of the real life once they go on board. 
He reminded them that although being hard working is a must in 
order to be successful in life, what counts more is the right attitude 
required universally for any job anywhere. In fact, with wrong at-
titude no one can go very far in life. He also told the cadets not to 
forget about the virtue of patience which is all the more required for 
the seafarers who would probably be working in challenging situa-
tions like dealing with different nationalities and piracy situations as 
in recent days. He further extolled the virtues like determination to 
carry on without slackening at all time and the leadership role that 
each individual must exercise to move higher in their career path. 

Mr. Chung  further stressed that  the role of leadership should not be 
seen as applicable to only the higher level of hierarchy, but rather, it 
has to be exercised at all levels, including that of the junior officers 
so that one can hone these qualities from early on. Mr. Chung was 
earlier shown around the institute campus including the latest facili-
ties like the advanced fire fighting training and various other unique 
equipments to advance the learning process of the cadets.

“Never forget about the 
virtue of patience”

List of Prize Winners
First row, cadets sitting from left to right
1. Cdt. Venkatesh Arumugam - Best in Music
2. Cdt. Umang Deep - High Scorer in Automation and 
    Control Subject
3. Cdt. Abdul Mohammed Mateen - 2nd Best in Academics
4. Cdt. Pankaj Bansal - Cadet captain
5. Cdt. Ravi Shankar Kumar - Cadet Captain
6. Cdt. Abhishek Chandrashekar Kahane - Best Project
   Group

Second row, cadets standing from left to right
1. Cdt. Shishir Mishra - Best Cadet
2. Cdt. Sambit Kumar Moharana - Best Hands on Training 
3. Cdt. Amiya Kumar Biswal - Best Project group
4. Cdt. Deepak A - Best Sportsman
5. Cdt. Nikhildev Jayadev - Best Orator
6. Cdt. Bhooshan - High Scorer in IC engine subject
7. Cdt. Ramandeep Singh - Best in Academics
8. Cdt. Aditya Dev - Best project group
9. Cdt. Bibhudutta Rath - Best Project Group

Mr. Chung receiving the SIMS plaque from 
Mr. S.M.Iyer, Residential Director, ESM 

Mr. Chung meeting the 
SIMS faculties 

Cadets celebrating their graduation 
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The Best Anti-Piracy Measures: 
Be prepared - better than the Pirates (Part I)

“About 20000 vessels pass through 
the Gulf of Aden each year which 
amounts to approximately 50-60 
vessels per day. Not all of them are 
attacked- not all of them are taken 
hostage despite the intense media 
hype. In fact, the vast majority of 
the ships do safely transit with-
out any incident.” says Ms. Nicola 
Mason, Deputy Head of Syndicate, 
Skuld (Far East) Ltd. The below arti-
cle is based on her presentation to 
the ESM sailing officer at a seminar 
held at SIMS, Lonavala in March 
this year.

The piracy has reached a frenzy of media at-
tention during last couple of years and more 
so when news of a ship hijack breaks out and 
international media flashes it around the TV 
sets of every corner of the globe. However, 
an objective analysis of the situation throws 
light on the dimension of the problem and in 
fact, more so on the concerted global efforts 
taken place to fight the problem from a real-
istic point of view. Ms. Mason’s presentation 
was indeed an eye opener for all who attend-
ed the seminar and we are happy to bring out 
the salient points from there.

The Average Successful Attack Takes 11 
minutes. From an analysis of 14 ships hi-
jacked during July - December 2009, it was 
discovered that all ships failed to report to UK 
Marine Trade Operations (UKMTO) or register 
with Maritime Security Centre - Horn of Africa 
(MSCHOA). Also since August 2009 to March 
2010, eight (8) successful attacks had taken 
place in Gulf of Aden Internationally Recom-
mended Transit Corridor (GOA IRTC) out of 
10,000 transits. All 8 vessels hijacked report-

edly had deficiencies in Best Management 
Practices (BMPs) and application of Self Pro-
tection Measures (SPMs). (Source INTER-
TANKO Presentation 3.3.2010).

To fail to prepare is to prepare to fail 
The above figures make it amply clear that 
most of the ships transiting are taking ad-
equate measures to escape the attack. The 
success in escape depends on the prepa-
ration of the vessel and crew on board. It is 
important that the crew are well trained and 
alert physically and mentally and aware of 
the dangers from their enemy pirates. Suc-
cessful transits of all ESM managed vessels 
so far underline the importance of Anti-piracy 
training provided by SIMS for all ESM sailing 
staff as well as the preparedness of the ship 
for the transit as per the Company’s proce-
dures.

The Motive of the Somali pirates
The motive of the Somali pirates are traced 
back to extreme poverty, alleged over-fishing 
by foreigners, illegal pollution of waters and 
other economic reasons in Somalia that has 
driven them to finding this easier road to al-
leviating their poverty. The fact that the there 
is complete breakdown of the rule of law 
without a stable government in place makes 
it all the more difficult to address the prob-
lem either externally or internally. However, 
availability of weapons from the civil wars in 
Somalia, more ransom money coming in, the 
pirates have become more daring with the 
help of modern communication systems, op-
erating far outside the shore and also taking 
mother ships captured earlier.

However, the motive of the pirates remains 
strictly cash, valuable assets from the crew 

as well as ransom through them. There are 
very few cases of any bodily harm of the crew 
due to unintentional cross fire than direct hit. 
After all it does not make sense for them to 
slaughter the golden goose!

Pirates’ Modus Operandi 
Objective analysis has established now that 
Pirates look for vessels exhibiting signs of 
low speed, low freeboard, inadequate plan-
ning and procedures, low visible alert state 
or measures and slow response times. It is 
important to knowing the surrounding area 
very well. The pirates are known to make 
use of the seasonal weather pattern, more 
dhows as mother vessel and even disguise 
as coastguards!

The operating range of the pirate attacks is 
indeed increasing offshore, up to 1000 nauti-
cal miles from eastern Somali coast. In fact, 
recent attacks showed pirates attacking ves-
sels close to the coast of Tanzanian, Kenya, 
Somalia, Yemen, and Oman. 

The past records indicate that attacks are 
mainly in daylight and no successful attacks 
have taken place on vessels sailing at 15 
knots or more. Most attacks have occurred 
from port quarter and in final analysis, good 
defence prevented most of the attacks. 

Risk management and Good management 
Practice
An appropriate risk management is in fact  
part of good management practices  required 
in situations like this. It is imperative that each 
ship and the crew plan, prepare, revise and 
rehearse the anti-piracy measurements prior 
a transit. They include ensuring the piracy 
contingency plan, conducting a drill prior to 
arrival in that area, ensuring all crew famil-
iar with measures to be taken or taken and 
finally the emergency contact details and pre-
prepared messages which should be ready 
at hand or prominently displayed for all.

Transiting the area in the night time is consid-
ered another risk mitigating factor along with 
maintaining a near “full speed”.

Ensure that all critical machinery are fully 
operational and any maintenance completed 
before entering the area. In fact, ship rou-
tines must be adjusted sufficiently in advance 
to ensure a well rested crew in order to put 
sufficient watchkeeping, increased look out 
/bridge manning during the transit engine 
room must be manned while maintaining 
control access to bridge, engine room, steer-
ing gear room and the crew quarters.

To be continued...



This incident refers back to 1994 
where ISM code was not yet man-
datory for ships. There were insuffi-
cient usage of safety checklists and 
enclosed space entry procedures 
were only being inconsistently fol-
lowed.

I was second officer on one of the general 
cargo ships. One morning, the Master mus-
tered the entire crew and informed them about 
deaths which had occurred on one of the ships 
managed by the company, I was then work-
ing for. He cautioned that everyone should be 
careful when they are working on deck, inside 
the tanks or any other compartments. At that 
point of time, Master did not provide much 
detail to the crew about the exact nature of 
incident which had transpired on that ill fated 
ship leading to the death of crew members. 
However, next day when I had gone ashore, 
I received the following information about the 
incident from one of my friends in the com-
pany office.

This Bulk carrier had carried a cargo of Soya 
Beans from Argentina/ Brazil to the port of 
Barcelona (Spain). Vessel had arrived the 
discharge port on Saturday early morning. 
Being a weekend and holidays for 2 days, no 
cargo work was planned and hence hatches 
were kept closed. Crew were also given off 
and they were relaxing in the cabins except 
for duty officer, duty AB and Master.

As per agents’ information, three cargo sur-
veyors appointed by the receivers were to 
arrive on board around noon to take cargo 

samples. Chief Officer and Bo-
sun were advised by the duty of-
ficer.  Although the Bosun came 
on deck shortly, the Chief Officer 
did not turn up, hence causing the 
Master to come near the Gangway 

to receive these surveyors. They wanted to 
take cargo sample from each hold. Master 
instructed duty officer and Bosun to open 
Booby hatch covers of holds and to facilitate 
taking of the grain samples. 

Duty officer and Bosun went to hold no.1 and 
opened its Booby hatch cover. The Duty of-
ficer entered into the cargo hold immediately 
to take the sample in a bucket. Bosun stood 
by on deck. After some time Bosun leaned 
through the Booby hatch and noticed that 
duty officer was lying on the surface of grain. 
Sensing that something was wrong, Bosun 
also entered into the hold to check and res-
cue the duty officer but himself fell uncon-
scious inside the hold.

After waiting for some time the Master, who 
was with the cargo surveyors, went on deck 
and called the duty AB to find out the rea-
sons for delay. As he was walking through 
the deck, he observed that none of the Booby 
hatch covers were open. He instructed the 
duty AB to get the Booby hatches of all the 
holds opened while he himself went towards 
hold no 1. As he came close to No. 1 hold, 
he saw the Booby hatch was open and when 
he looked inside the Booby hatch, he saw 
duty officer and Bosun lying on the surface 
of grain. Without waiting for any assistance 
Master also entered the hold to take a look 
with an aim to rescue the duty officer and 
Bosun. By the time duty AB, who was open-
ing other Booby hatches, also reached No. 1 
hold and saw that Master was trying to lift the 
unconscious crew through the Booby hatch. 
Duty AB extended his hand to give support to 

Master who seemed to be breathing heavily 
as if under the influence of Gas. Duty AB tried 
his level best to lift him but his efforts were in 
vain. Master fell back down in the hold and ap-
peared to be unconscious.

Duty AB immediately called all the crew on 
deck and got opened the hold no. 1 covers. 
All the three persons were brought on deck; 
agents and Doctor were called but all the 
three crew members were declared dead.

Could this tragedy have been prevented?

1. What was wrong with the actions initiated 
by Master and Chief Officer for cargo sam-
pling?

2. Did the ship have an appropriate system 
of taking cargo samples when demanded 
by receivers? What in your opinion should 
have been the correct method employed?

3. Was the level of supervision for entering 
the hold for taking sample adequate? What 
should have been the ideal level for doing 
so? 

4. Would it have helped, if the ship had carried 
out ventilation during the voyage in spite of 
adverse weather conditions during the voy-
age?

5. What in your opinion was the root cause 
of this tragedy? If you were the Master on 
board this bulk carrier, how would you have 
reacted seeing the two seamen lying inside 
no. 1 hold?

1. The procedure of checking the emptiness 
of line was not proper. The emptiness of 
lines should be confirmed by tapping the 
line and by slowly opening the drain line 
and if cargo is coming through the drain 
line, the line should be considered as not 
empty.

We have received an overwhelming 
number of feedbacks and comments 
from our enthusiastic readers on the 
previous case study. Here is a com-
pilation of the responses received...

Responses for - Spill during Cargo Manifold 
disconnection at the Terminal: Issue 12 (Jan 2010)

* We invite responses from our learned 
readers as to the causes and lessons learnt 
through this case study. Please send your re-
sponses to samundraspirit@samundra.com.

2. Generally line is blown though after cargo 
operation but permission from shore must 
be sought before any such operation. Af-
ter blow through of lines, drain should be 
check for emptiness of line.

3. Level of supervision at the manifold was 
proper as chief officer was present at the 
manifold and supervising the hose discon-
nection operation but as Chief officer had 
newly joined, he was not aware about the 
individual capability and reliance of crew 
and hence he believed the word of Bosun 
about emptiness of line without personally 

confirming about it.
4. Responsibility also lies with shore team and 

professional attitude is expected from them. 
They should have confirmed with the ship 
about disconnection and also the procedure 
of disconnection (e.g Line blowing should 
be done  prior disconnection or not) should 
have been discussed prior disconnection.

5. In case of injury to shore personnel while 
working on board ship, the ship owner defi-
nitely would have faced legal action from 
shore and then ship owner might have 
ended up in paying heavy penalty. (Through 
P&I).

Capt. Deepak Tamras
Nautical Faculty
SIMS, Lonavala

Questions:
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Death in a Cargo Hold
Grain Feeds, but may also Kill! 



1.   The efficiency of an IC engine is dependent upon the _______ ratio. 
4.   Deck machineries like windlass, winches, cranes are normally operated by _______ system.
5.   With reference to welding, this is a large cavity caused by entrapped gas.
8.   Every ship of Class I shall be provided with atleast _______ fireman’s outfits.
9.   The process of joining two metals in which the filler metal used, has a melting point below 
      500 degree Celsius.
11.  Thermocouple works on the principle of _______ effect.
13.  The minimum temperature at which oil gives off flammable vapour
15. The instrument which gives dry bulb and wet bulb temperatures is known as _______ .
16.  The world’s busiest container seaport.
17.  _______ is the most suitable sensing wire element.
19.  Sinking of the unsinkable saw the birth of _______ convention. 
20.  In Dry Powder Portable fire extinguisher, magnesium stearate is added to prevent the
       powder from _______ .
21.  _______ are used to create vacuum in the fresh water generator (Alfa-Laval).
22.  _______ unlike turbocharger, takes drive from the main engine. 
23.  A swirl effect of air charge in the cylinder.
25.  The device used for measuring shaft rotational speed.
26.  It is used to step up the sensor low power signal for use in a high power actuator element.
28.  _______ is sometimes referred to as ‘pack carburising’.
29.  During generator synchronizing, one of the three parameters to be same.

Across Down
2.    The alloying element, especially employed to increase     
       strength at high temperatures.
3.    To sterilize the water chlorine is used, this would      
       normally be solution of ________.
6.    With reference to boiler water treatment, _______ is     
       used to remove traces of oxygen.
7.    A ______ may also refer to an insulating space between  
       two watertight bulkheads or decks within a ship. 
10.  The break up of fuel into minute spray particles is    
       known as _______ .
12.  This is an accurate time keeping instrument.
14.  In an incinerator, the ______ chamber is used for 
       burning solid waste. 
18.  The _______ line is the term given to the mark on the       
       bowl of the magnetic compass which represents the    
       centre-line of the ship.
24.  The increased corrosive wear of liner caused by acid  
       attack due to cylinder oil alkalinity depletion is also  
       known as _______ .
27.  The slow plastic deformation of a material under a  
       constant stress.
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Crossword Puzzle

CDT Ramandeep Singh
GME-09
SIMS, Lonavala



SHARING EXPERIENCE

Must dare to Challenge to avoid an Accident

In a recent case the Master of an 
oil tanker in Singapore Straits failed 
to detect a container vessel early 
enough due to back scatter of shore 
lights and subsequently did not take 
early and bold action to avoid colli-
sion. The bridge of the tanker was 
even manned with an appropriate 
team. Could the collision have been 
avoided? Could the ‘error chain’ 
been broken? Did the team mem-
bers do enough to help the team 
leader to help prevent the incident?

To improve shipboard safety, all onboard 
needs to operate as a team; monitoring, ques-
tioning and supporting each other. We call this 
a “challenge and response” environment. Ac-
cident reports show that challenging an order 
and responding to them is a major hurdle in 
effective communication. Subordinates feel 
afraid to challenge an order as such actions 
are not always welcomed or taken in right 
spirit. But sometimes these challenges and re-
sponses are also made without putting much 
thought. In a good challenge and response 
environment everybody must feel free to ask 
questions, challenge assumptions and actions 
and seek positive responses in a normal man-
ner. 

Here we are dealing with challenging con-
cepts. By concepts we mean our mental 
picture, the understanding and assumptions 
about a situation. To do this we will introduce 
a common language to help you communicate 
better and to improve your skills.

The environment
During briefing and communication in a team, 
it is team leader’s responsibility to set an envi-
ronment that supports challenges. He should 
make it clear that challenges are not only ex-
pected but welcomed. But if the team leader 
has not set the environment, the other team 
members should diplomatically persuade him 
to set it.

Definition
Challenge and response environment can be 
divided into three parts:
1. The Concept: The thought  leading to a 

decision that everybody should under-
stand. 

2. The Challenge: When things change or 
when you move outside the limits of con-
cept, a challenge should be made.

3. The Response: Reactions to the chal-
lenge

Example: The Pilot agrees on a passage plan 
to berth - “Concept’ being stated. He decides 
to pass west of a small island - He sets a “lim-
it”. Later he decides to pass east of the island, 
the OOW immediately notices it and ques-
tions- A “challenge” has been made. The Pilot 
agrees to the previous decision - A “response” 
is made.

Concepts can come from anywhere, not just 
the team. They could come from the look-
out, a crew observing  a man overboard , the 
ship owners ,operators ,the weather, hazards 
to navigation and of course the ship and its 
equipment itself.

Challenges can also come from anywhere. In 
particular, they can come from within us. We 
shall continually challenge our own concepts. 
Challenges are only likely to occur if the envi-
ronment is properly set. But sometimes you 
may have to challenge even if you are not 
requested and in that case you may have to 
do it diplomatically. There are three points to 
remember:
i. Always challenge if there is a difference of 

concept
ii. Make sure you encourage challenges
iii. As much as  possible be diplomatic when 

making challenges

Capt. Vikash Kumar Singh
Nautical Faculty

SIMS, Mumbai
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Across:
1. COMPRESSION   4. HYDRAULIC   5. BLOWHOLE   8. TWO   9. SOLDERING   11. SEEBECK   13. FLASHPOINT   15. HYGROMETER   
16. HONGKONG   17. PLATINUM   19. SOLAS   20. CAKING   21. EJECTORS   22. SUPERCHARGER   23. TURBULENCE   
25. TACHOMETER   26. AMPLIFIER   28. CASEHARDENING   29. FREQUENCY
Down:
2. MOLYBDENUM   3. HYPOCHLORITE   6. HYDRAZINE   7. COFFERDAM   10. ATOMIZATION   12. CHRONOMETER   14. PYROLYSIS   
18. LUBBER   24. CLOVERLEAFING   27. CREEP

Crossword Puzzle Answers:

The response to a Challenge is a very crucial 
stage in the sequence of actions. If you have 
enough time, take action to confirm challenge. 
If possible use a third source of information 
to check differences in concepts between the 
originator and the challenger. Welcome chal-
lenges even if they are incorrect. But if time 
is a constraint take cautious action to ensure 
safety. Too quick of a reaction could be un-
safe; however, in emergency situations you 
must act instinctively.

Challenge and Response blocks
We must be alert for blocks that stop the 
working of challenge and response process. 
It should encourage the team effort.

On one side the block may be inside the chal-
lenger’s head. He may be: 
• Quiet
• Lack confidence
• Not be assertive
• He may be from a high Power Distance 

society (in which the leadership cannot be 
questioned), such as India, China, etc.

• He may not understand the system
• He may not accept his responsibilities
• There may be interpersonal conflicts
• Previous challenges have been badly re-

ceived.

In some cases, the team leader could be a 
reason for block. He may:
• feel his authority is threatened
• lack confidence
• respond emotionally or negatively or not 

at all
• be a poor communicator
• be a poor manager

To summarize there are four important 
messages
1. The Team leader sets the right “challenge 

and response” environment 
2. The team should support and make chal-

lenges where necessary
3. As individuals we should continually chal-

lenge our own concepts
4. Challenge and response actually increases 

authority because it increases teamwork. 
Encouraging teamwork is a very important 
management skill.



Artist: CDT Devesh Kumar Trpathi 
DNS-11, SIMS, Lonavala 

Photographer: CDT  Keshav Rana
GME-10

SIMS, Lonavala 

The days those passed, were all screwed up
Like a bowl of noodles, all messed up
The day I entered SIMS, started my golden days
Life became so meaningful, through so many ways.

The days those passed, were all so tense
Recession in market, with jobs so scant
Gone are those days, when I entered SIMS
Life became so wonderful, My golden days at SIMS.

The days those passed, were all so disturbed
Nothing was organized, seems everything so scattered
Now life is so organized, and so disciplined
Indeed so precious, with golden days at SIMS

The days those passed, were all so bored
With no direction, and nothing to adore
Now life is well mannered, and so peaceful
I am grateful for the golden days at SIMS.

The days those passed, will always remember
With pain and sorrow, and some regret
Life is now safe and steady and what a relief 
I have arrived at my golden days of SIMS!

Golden Days of my Life

CDT  Girish Ramesh Gawade
GME-09

SIMS, Lonavala 

When people work together 
in harmony,
Everything seems bright and sunny. 

When all of them have a 
single goal, 
Each one of them plays an active role. 

When there is team spirit, truth and faith, 
The result is always great. 

Your talent is gift form God;
Do not let it fade away,
By working in a destructive way. 

Use it for someone’s delight, 
And make a decision always right. 

Use your gift and prove your talent,
For A happier place where nothing to resent. 

Teamwork

CDT  Parth Rai
DNS-11

SIMS, Lonavala 
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It is understood that fuel costs for ships will 
double to about USD 1,000 per ton within 
the next 10 years. While this cost factor 
triggers the need to find alternatives to the 
current propulsion system, have you ever 
thought if it is possible for a cargo ship to 
sail by using the wind energy to its advan-
tage? The answer is, yes, it is very much 
possible.

A recent innovation has been brought to light which involves having a large towing 
kite resembling a paraglide, mounted at the bow of the vessel. This invention allows 
the cargo vessel to use wind energy to its advantage as a mean of propulsion for 
the ship.  

The towing kite system flies with an attached control pod that is linked to a control 
system onboard; it is also sent to the skies with the help of a launch and recovery 
system. The system’s sensors starts off by collecting data of wind conditions. The 
data is then processed by the system software and controls the sail accordingly. It is 
designed as such that it can harness the full power of wind not only when it is coming 
from backward directions, but also utilize side winds.

MS Beluga, a 140 m long cargo ship, successfully made her maiden 15 days voyage 
from northern part of Bremerhaven to Venezuela with this system.

Advantages:
1. Reduces annual fuel costs by 10-35%
2. Helps in lowering harmful carbon emissions
3. Savings of approximately USD 1,000 to 1,500 per day
4. Automatic operation
5. Hybrid propulsion: The system is used parallel to and for relief of the main engine, 

if wind conditions allow. The main engine’s propulsion power remains fully avail-
able if required.

6. Improved ship safety: can be used as alternate in case of engine breakdown.
7. Can be used in medium size cargo vessels, cruise and trawlers 

Disadvantages:
1. Cannot be operated against the wind or in wind force below scale 3 Beaufort
2. Cannot use in areas with dense traffic. 

But as compared to profits and all the advantages these small disadvantages in 
this system can be neglected; providing the ship owners an opportunity to introduce 
this system onboard their ships to reduce both the impact of fuel cost and carbon 
emissions.

Alternative Fuel Source for Ships: 
Wind Energy

CDT Sukraj Singh
DNS-11

SIMS, Lonavala

AH-Ha! It’s neither the Hollywood movie nor 
the electrical transformer I am talking about. 
Obviously I am talking about something which 
is transforming, but its transforming human 
beings like me from one level to different level. 
Yes, It is none but the Samundra Institute of 
Maritime Studies (SIMS), as we all know!

This maritime training centre is built at the outskirts of  
Lonavala, surrounded by beautiful hills situated in a place 
which carries significant historic value. Complete with a 
lavish green environment and some architectural  marvels 
make it the numero uno institute in India and in the elite 
league of maritime training centers in the world.

On a spring morning, I came to here to join the merchant 
navy as a trainee. This morning was quite different than ones 
before as I was stepping from a comfortable mechanical  
engineer’s shoes into a tight marine engineer’s shoes. With 
some new wish in heart, a new glint in eyes and a new en-
thusiasm, I stepped into the one of the most sought after ca-
reer. As the days passed by, I was charmed by the discipline 
of this career and the curriculum in SIMS helped me to get 
into a disciplined life. This body inside the uniform always 
gets energy from an unknown source. SIMS supplied the 
prime energy to this unknown source.

I came to know about the responsibility and duty of a marine 
engineer. It is quite difficult for a mechanical engineer to step 
into a marine field as this field requires discipline, utmost de-
termination and high motivation. Thanks to SIMS who made  
it easy for me. As the days passed by I acknowledged  the 
value of my life each and every moment as the SIMS culture 
taught me ‘SAFETY FIRST’.

In six months of academics I got the knowledge about the 
various aspects of a mariner and a ship. Likewise, hands 
on skills experience in the state of art ship-in campus (SIC)   
improved my knowledge. As the academics part gave me 
the exposure of marine engineering, the SIC gave me ample 
opportunity to apply the knowledge and to know the machin-
eries from the closest.

Again I am feeling the same fragrance of the wind, same 
beauty of the nature which is reminding me the time has 
come. Now I have  transformed into a mariner, ready to go 
to sea, conquer the oceans and serve the world.

Some great person once said, ‘’There may be lots of difficul-
ties, hurdles, storms in seas but that’s not enough to scare 
me to not go there.”

Thanks to the transformer for giving me the perfect platform 
to do it.

Adieu Transformer.

Adieu Transformer!

CDT Sambit Mohorana
GME-09

SIMS, Lonavala
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Creative projects by Engineering Cadets

Four projects were recently com-
pleted by the GME-09 batch as 
the cadets came together into 
groups to design and fabricate 
their innovations under the guid-
ance of the faculty members and 
instructors of SIMS, Lonavala. The 
projects on the bulkhead cleaning 
device, pressure gauge calibrator, 
solar distillation plant and water-
tight door, all of which are usable 
in the shipping industry, reflected 
the creative ideas of the cadets in 
improvising the onboard condi-
tions.

The Bulkhead cleaning machine
The Bulkhead cleaning machine was a 
project aimed at cleaning the bulkhead of 
the Ship In Campus (SIC), while removing 
the risk factors a Bosun chair would bring. 
The Machine consists of two parts; a frame 
with wheels and a cleaning arrangement. 
The frame sticks to the bulkhead with the 
help of two strong rare earth magnets fixed 
on its fixture which consists of a wiper in 

the front and a brush at the back and with 
water on top of it. This unit is connected to 
the other unit through a 3 mm diameter 30 
meter long wire rope. The Second unit con-
sists of a rigid movable frame which has an 
extended arm with a pulley and a drum with 
rotating handle supported on two Plummer 
blocks. Wire rope passes through pulley 
and goes to drum. As the pulley goes in mo-
tion, the cleaning frame goes in horizontal 
motion to clean the bulkhead. Although this 
machine is manually controlled, it is easy 
to operate and maintained. When oper-
ated properly, it will even take lesser time to 
clean the bulkhead.

Pressure gauge calibration

The project on Pressure Gauge Cali-
bration was made to calibrate the 
pressure gauges on board ship so 
that seafarers can accurately deter-
mine the error of the pressure gauge 
after comparing the readings with a 
standard/reference gauge to ensure 
that they obtain the correct values 
from the pressure gauge in use.

There is one hand pump (capacity 350 bar) 
which has a non-return valve on its suction 
and discharge side. Suction is getting the 
fluid from the fluid storage chamber in its 
suction stroke and when given the compres-
sion stroke with the handle lever, the fluid 
gets pressurized and will be delivered to the 
pressure chamber.  As the lever gets jacked 
manually, the pressure will rise in the pres-
sure chamber. While the pressure builds up; 
the deflection in both the pressure gauges, 
the standard or reference pressure gauge 
and the one being calibrated can be com-
pared and the difference in the pressures 
between standard pressure gauge and one 
being calibrated will be considered as the 
error.

If this difference is more than the standard 

pressure gauge, then the need will arise 
to paste a strip on that calibrated pressure 
gauge that error is to be subtracted from 
its reading, however if the reading on the 
calibrated pressure gauge is lesser than the 
standard pressure gauge then a strip will be 
pasted on the calibrated pressure gauge 
showing error is to be added to its reading.

Solar Distillation Plant 
The project of Solar Distillation Plant dem-
onstrated how solar energy can be used to 
change salt water into fresh drinking water 
by solar distillation unit. The project consists 
of an Evaporating chamber, an Initial heater, 
an Overhead tank and a Condenser.

The compartments are all made of metal 
painted in black to absorb heat easily. The 
Overhead tank supplies water to the initial 
heater which has 3 chambers. The upper 
portion of this heater consists of fibre glass 

that providing heat to these three chambers. 
In the first chamber, the water will get heat-
ed and some of the brine will get deposited 
at the bottom. Likewise other two chambers 
will act in the same way as it decreases the 
salinity further before the actual process. 
This boxed heater will heat up the water be-
fore supplying to the evaporating chamber. 

The evaporating chamber is shaped in a 
pyramid, in which the slanting faces are 
made up of magnifying glass. The advan-
tage of this design is that the system will be 
operational irrespective of the position of 
the sun.

The lenses are adjusted in such a way that 
the focal point will always be inside the 



Mr. Ridgway, CEO, BP Shipping and Mr. Teeka, 
Managing Director, ESM holding a friendly conversation

Guests visiting the 
fire fighting facilities

Mr. Ridgway and Mr. Matt Stoney at a 
briefing 

Mr. Ridgway inspecting 
the Guard of Honour

chamber onto the water. The feed valve and 
drain valve have to be controlled in such a 
way that there is a constant level of water in 
the chamber always.
 
Watertight door

The forth project on watertight door is based 
on an operating mechanism used for the 
operation of door that is done using a lead 
screw arrangement which is economical. 
The Watertight compartment and door are 
made of aluminium sheet. The operating 
mechanism for the door consist of a lead 
screw and nut, D.C motor, Limit switches 
and two control panels which are there to 
operate the door from outside and inside the 
compartment. The control has a transform-
er, PCB, relays and Battery charging circuit 
and Battery. 

The sealing of the compartment is done 
using Silicon sealant while the door via the 
rubber gaskets. By pressing the green push 
button, the DC motor will turn in a clockwise 
direction which will cause the door to open 
and the Green colour bulb will glow as the 
door comes to its last position. The push 
rod will then press the limit switch and the 
motor will stop. By pressing the red push 
button, the DC motor will instead turn in an 
anti-clockwise direction causing the door 
to close and in the meantime it will give a 
buzzer alarm and a red indication on the 
panel for the personnel to know about the 
door closing.

Inspection team carried out assessment for 
all the above projects and found that the 
project “Watertight door” deserved the first 
prize on the basis of following points. It is 
a working system; door can be operated by 
both remote as well as local control. Also 
in case if power failure occurs then it takes 
supply from emergency battery
1. Tanks, bulkhead and frames were made 

to simulate the actual working model.
2. Model shows good sealing while open-

ing and closing the doors.
3. Usage of electronic circuits, limit switch-

es included in the project.
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BP, CEO Hails SIMS as one of the Best 
Maritime Training Institutes in the World

Mr. John Ridgway, CEO, BP Ship-
ping, had paid his third visit to SIMS, 
Lonavala on the 25th January 2011, 
as he made special mention to ex-
plain his keenness for this particu-
lar visit to the continuing progress 
and development of the facilities in 
SIMS. He hailed SIMS as one of the 
best institutes as he compared it to 
the various marine activities and 
facilities he had visited during the 
course of his involvement with the 
global marine business and remind-
ed the cadets to make the most out 
of the learning opportunities than 
wasting time doing anything else. 

Addressing the cadets in the campus au-
ditorium, the BP, CEO also called upon the  
cadets to play their role in ensuring safety and 
urged them to “speak up, if you see something 
is wrong” to prevent any accident; indicating 
the importance of effective communication 
amongst colleagues. He gave the example 
of the unfortunate recent oil spill experience 
of BP in the Gulf of Mexico as he explained 
the scenario from the viewpoint of the inves-
tigations, as it was found out that the incident 
occurred due to a combination of actions or 
mistakes by eight individual people who could 
have done the right thing and prevented the 
accident but did not. He emphasized that 
safety is everybody’s responsibility and every 
individual needs to play a role to keep eve-
rybody safe and it was not about impressing 

officers but rather for each individual to being 
aware of his own action. 

Mr. Ridgway who is the first BP Shipping CEO 
who had risen from the rank even recalled his 
days as a BP cadet and his long career at sea 
before he came ashore. He emphasized that 
what this career in merchant navy offers is far 
more than what any other career could offer 
as he confidently pointed that seafarers will 
experience better times, meet great people 
and have fun during the course of their career 
and even hoped that some of the cadets will 
one day sail for BP shipping once they pass 
out of the institute; as he labeled the strong 
partnership between ESM and BP Shipping 
over the years. 

Earlier, Mr. Ridgway inspected a guard of 
honour from the cadets in the parade ground 
and appreciated “great demonstration of pro-
fessionalism and the spirit of discipline” in-
culcated by the organization. Later he visited 
the new facilities developed and installed in 
the campus since his last visit in 15th Decem-
ber, 2009. Accompanied by Mr. Matt Stoney, 
Executive Assistant, Capt. Ajay K Singh and 
Mr. Ridgway took keen interest in seeing ex-
tensive development made in the areas of 
Blended Learning and CBTs as teaching and 
learning aids in-house. He also visited and 
appreciated the new advanced Fire Fighting 
facilities installed in the campus which will pro-
vide additional infra-structure for some of the 
STCW courses in the campus. 

CADETS’ DIARY



“Beyond Operational Excellence: 
Strategic Thinking for a Ship Manager”

SIMS, Lonavala became the host for yet another enriching 
and fun-filled Officer’s Seminar on the 28th February 2011 
as the two-day event brought together Industry experts 
along with technical superintendents, senior manage-
ment and senior sailing staffs from ESM under the theme 
“Beyond Operational Excellence: Strategic Thinking for a 
Ship Manager”.

Opening the Seminar, Managing Director, ESM, B.S.Teeka, emphasised 
the importance of the seminar, by calling upon the officers to go beyond 
operational excellence and think strategically for the future of the organi-
zation as a whole; irrespective of the magnitude of the role played by the 
individual in the organization. He stated that we did not need any complex 
and complicated strategy map but a simple and straight forward convic-
tion in our capability, capacity and competence. He added that he had 
great faith in ESM and SIMS that these organizations would prevail, as 
long as all in the organisation realize that we are not competing with the 
outside world but firstly with ourselves as we discharge our responsibili-
ties as focused professionals and continue to improve.

Over the two day, external speakers Capt. Bill Diehl, former Capt. of The 
Port (COTP) of US Coast Guard, Mr. T.M. Nagarajan, Director of the Pal-
ladium group Asia-Pacific, Mr. Sampath of class NK, Capt. Jaya from BP 
Shipping and Ms. Nicola Mason, Deputy Head of Syndicate from Skuld 
(Far East) Ltd, graced the stage to share their expertise over various mat-
ters.

The first day saw Ms. Nicola Mason talking about the burning issue of 
Piracy in line with the escalating risks of piracy in Gulf of Aden, Indian 
Ocean, Arabian Sea and even near to Indian coastal region. She said the 
golden rule to remember was “failing to prepare was to prepare to fail” and 
the best policy was to deter a piracy attack. She explained that in spite of 
all the media hype the vast majority of ships transit without incident. 

Capt. Jaya from BP Shipping, was given a standing ovation by the offic-
ers for receiving the Best individual HSE contribution award” in the recent 
BP CEO HSE Forum. Before starting off his presentation, he explained 
that the oil majors vet the ships they use in order to minimize risk to their 
operations as well to their reputations by selecting the best and most suit-
ed ships for carrying their cargoes and providing the assurance that these 
were indeed fit to operate. He also stated about repeated findings on 
navigational issues and engine room practices, which continue to occur in 
spite of companies having instituted corrective action plans in place and 
added that ship’s officers need to take greater responsibilities to address 
these in order that they don’t recur, as the owners and managers will not 
be able to explain such repeated lapses to oil majors in their responses to 
an oil major inspection.

Mr. Sampath of class NK gave an interesting presentation on ‘Hull Sur-
vey and Inspection’ as he focused his presentation on the ‘enhanced sur-
vey programme’, which was applicable to tankers and bulk carriers. By 
effectively conveying the methodology of the entire survey process, his 
lucid explanation on reasons for structural failures, meaning of terms like 
‘suspect area’ and good, fair and bad conditions of the tank etc. were well 
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received by all as Mr. Sampath also explained about many common prob-
lems related to structures and the kind of repairs which may or may not be 
acceptable to the classification society as a temporary repair.

In his presentation on the second day of the seminar, Capt. Bill Diehl, 
former head of the Port (COTP) of US Coast Guard highlighted the is-
sues regarding compliance with MARPOL/OPA 90 and the drastic reper-
cussions of non compliance. Capt. Diehl shared some important point-
ers regarding proper/ practical waste oil management principles and the 
international and US regulations, governing these. He explained about 
the methods, utilized by USCG, to detect non-compliance with oily water 
bilge management during their inspections onboard and how they select 
the vessels for priority boarding for inspection. He continued by throwing 
ample light on the Vessel General Permit (VGP) requirements, their imple-
mentations & compliance, which is now being handled by USCG on behalf 
of the Environmental Protection Agency (EPA). 

Management consultant Ms. Nirmala Mehendele from Mind Movers took 
all the participants on a thrilling strategic game around the theme of “Look-
ing beyond tomorrow for ESM” which was followed by a speech on the 
theme of “change”. She screened a short movie based on the famous 
book “Who Moved My Cheese” thereafter. As she concluded her session, 
the officers participated in a Group Discussion as group leaders present-
ed on the following topics: Changes in the Shipping Industry in the last 5 
years, possible changes in the coming 5 years, and Individual Officer’s 
role as a Leader. The participating officers amply understood and appreci-
ated the fact that they need to be fully aware that “change is a constant’ 
in our industry, profession and its operations and instead of resisting it, 
preparation was key. 

Mr. T.M. Nagarajan, Director of the Palladium group Asia-Pacific began 
by explaining them about background of Strategy Development & its ex-
ecution process so that they can understand how they may contribute in 
its success. He also guided the officer as to how various shipping busi-
ness scenarios were planned to arrive at the strategic objectives for the 
company. How goals and aspirations as set by company employees and 
how the actions taken will determine ESM’s place at the ship manage-
ment business in the future.

He summed up his presentation by stating that as leaders, the senior offic-
ers have to understand that Strategy is a team exercise and there needs 
to be a clear accountability regime in place for managing the strategy 
execution process requiring a fine balance between leading and manag-
ing. As leaders on board they will need to work to bridge gaps between all 
stakeholders and not work in silos. It is in the interest of each individual 
and group to remain focused and sustain a decisive leadership. A ses-
sion on fruitful interaction also followed between the shipboard officers 
and ESM crew department officials on the expectations, challenges, and 
future improvements in the pipeline in a very open, informal and transpar-
ent manner and how to move forward together in overcoming the difficul-
ties as a cohesive team for taking the organization to the next phase of 
growth.

Apart for the external speakers, the seminar even had a number of faculty 
and ESM staff joining in discussions as coordinators and speakers. How-
ever, the event was not only full of workshops and presentations, but was 
spiced with its fair share of fun. Every morning began with yoga sessions 
for the officer to start off their day on a refreshing note and in addition, the 
second day saw four enthusiastic teams of shore and ship members tak-
ing part in a volleyball tournament which was won by team “Cartagena” 
made up of ESM Seafarers. The cadets of the campus even added their 
very own dazzling cultural show to the programme to entertain the offic-
ers; many of whom will be guiding them in the near future.

“We do not need any complex and complicated strategy 
map but a simple and straight forward conviction in our 
capability, capacity and competence.

ESM officers engaged 
in a interacted session
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SIMS to run the 
Basic STCW Courses at 
Lonavala Campus
In a yet another milestone of achievements, SIMS, 
Lonavala has received the approval for running  four 
basic STCW courses from DG Shipping to provide 
training on Personal Safety & Social Responsibility 
(PSSR), Personal Survival Techniques (PST), Elemen-
tary First Aid and Fire Prevention & Fire Fighting 
(FPFF) for its cadets preparing to join the ships. 

It was a culmination of about six months of painstaking preparation 
that included developing course materials as well as the necessary 
infrastructures within its sprawling campus which led to the final 
official approval in April, 2011. 

As per Mr. S.Viswanathan, Principal, SIMS, Lonavala, while initially 
the Fire course will be of the Basic nature, after conducting a few 
courses SIMS will upgrade the course to Advanced Fire Prevention 
and Fire Fighting. The infrastructure has already been constructed 
to the level exceeding the Advanced course requirements. 

With these approvals, the cadets undergoing training now will be 
imparted with a complete pre-sea training including STCW courses 
as a one-stop shop. This will not only ease the logistics of train-
ing the SIMS cadets in basic STCW courses conducted by outside 
agencies; but also help maintain the exacting standards set by the 
Institute for quality training.

With this addition, the numbers of DG approved modular courses 
conducted at SIMS, Lonavala have gone up to 10 courses. OIL-
FAM (Oil Tanker Familiarisation Course), CHEMFAM (Chemical 
Tanker Familiarization Course), GASFAM (Gas Tanker Familiarisa-
tion Course), ERS-OP (Engine Room Simulator - Operation Level), 
ERS-MGT (Engine Room Simulator - Management Level), FFLB 
(Freefall Lifeboat) are the other 6 courses earlier approved by DG 
Shipping. Govt. of India.
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Visitors’ Comments - First Quarter, 2011

Excellent training facility! Well kept grounds for which you should 
be proud of. 
- Mr. Chung Ying Lin, Consulate General of the Republic of Singapore

I am honored to be a part of this pass out ceremony today. A beauti-
ful place, well equipped well planned & well maintained campus. All 
the best for future. 
- Mr. Subhash Barguzar, Shipping Master, Govt. of India

SIMS is found to be an excellent maritime training centre around 
the entire globe. Cadet and officers trained here are expected to 
receive highest standard in maritime training. 
- Capt. K.M. Jashimuddin Sarker, Chief Nautical Surveyor, Department 
of Shipping Bangladesh

It’s my pleasure to visit here and amazing the facility. Totally they 
equipped similar vessel, feel their high quality of seafarers educa-
tion & training. Thanks a lot today’s guidance. 
- Capt. ABE, Managing Director, Tanker Dept., MMS Co Ltd, Tokyo 
(Based at Singapore)

Really impressed upon visiting the institute, various training 
courses and equipment set up is very effective and would certainly 
create good officer & engineers in future. Many thanks for provid-
ing this opportunity to visit the campus. 
- Mr. Charudatt Kulkarni, Senior Manager, MMS Maritime (India) Pvt. 
Ltd., Mumbai

Thank you for your kind hospitality. It was a very informative with, 
especially seeing the freefall lifeboat drop. Thank you for that. You 
have a very attractive and well equipped institute. 
- Ms. Catherine Hall, Business Review Project Leader, BP Maritime 
Services, Singapore

Many thanks for the intensive explanation on a guided tour. 
Excellent facility, education & training system.
- Capt. Koichi Asada, Assistant General Manager, Marine Safety 
Division, Seafarers Group

Thank you so much for showing us your amazing institute. Every 
detail has been thought of – very impressing!
- Ms. Mette Larsen Holst , Crew Manager, Norden A/S

I found faculty and its staff excellent. I hope and wish all the best 
and success to its future. 
- Capt. Kambiz Savad Kouchi, NITC, Iran

A shining beacon to the choppy seas of young impressive minds to 
be mould into professional seafarers. Congratulations! Excellent 
facilities. Good luck and best wishes to faculty & staff towards all 
endeavors.
- Capt. P. Deshpande, SPRR, Bergen

The institute continues its very impressive development to a world 
class facility. The students who learn and pass out from SIMS, 
Lonavala are very fortunate. Very best wishes for continued best 
practices. 
- Mr. John Ridgway, CEO, BP Shipping

I was very impressed with the facilities. It is indeed a great set up 
to train seafarers of the future. 
- Capt. Ashok Mahapatra, Head Maritime Training and Human Element 
Section, IMO (United Nations)

The institute provides an exceptionally robust platform for cadets 
to learn and develop their skills. The staffs are engaging of demon-
strate real enthusiasm. 
- Mr. Matt Stoney, EA to CEO, John Ridgway BP

After having visited the campus and gone through the facilities, 
the commitment of the staff and all faculty members towards the 
effective of training is very much evident. Most importantly this 
training is directed towards the way specific purpose of making the 
on board staff most effective in their jobs. Congratulations! Thank 
you for giving us an opportunity to have gone round the institute. 
- Mr. Sanjay Bhavnani, Director & Chief Operating Officer, MMS 
Maritime (India) Pvt. Ltd., Mumbai

Impressive facilities, well-equipped and providing a good learning 
environment for the cadets. The lifeboat (freefall) demo was ex-
ceptional, a valuable experience which the video I watched on the 
same could not provided. I am sure it is even more valuable to the 
cadets. Great facilities to mould the future of shipping for India. 
- Ms. Jess Lim, Financial Controller, BPMS/BP Shipping, Eastern 
Hemisphere 

It’s wonderful to be here. There are engaging equipments, simula-
tors and others. Thank you very much for your attention and kind 
hospitality. 
- Capt. Shohei Teranishi, Manager Business Administration & Seafarer 
Unit, Tanker Safety Management Office

Your good institute’s site and building are very wide and large. It’s 
very good for student’s study. Some of the facilities are very large 
and many. 
- Mr. Atsumi Ono, Assistant Manager, Marine Safety Division, Seafarers 
Group

Thank you for a most interesting tour the institute. It is all impress-
ing indeed and with the innovative use of simulations. It has a huge 
potential. 
- Mr. Flemming Dahl Jensen, Quality Assurance Manager, Norden A/S

Excellent maritime training center. I wish all the best for this center. 
- Mr. Iraj Safari, NITC, Iran

Wonderful experience of a environmental friendly development, even 
when parameters were not encouraging for such a innovating campus 
plan, thanks a lot for the hospitality. 
- Mr. Kapil Setia, Architect, Department of Urban Planning, Chandigarh
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