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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
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“Teaching should be such that what is offered is perceived as 
a valuable gift and not as a hard duty”

- Einstein

Giving and receiving the gift of learning is indeed a sacred life long process. It goes far 
beyond the physical classrooms and strict presentation of lectures and demonstrations. At 
SIMS, it’s our endeavor to provide that holistic training process and environment in order 
to encourage the intuitive young minds to lust for learning, understand the logic behind the 
seemingly obvious reasons and bring to full blossom the beauty in the spirit and personality 
of the future generation of our marine industry.

Once again, through this spring issue of our Samundra Spirit, we have brought an array of 
interesting information, thoughts and experiences from within and outside the territory of the 
marine industry to encourage not just the intellectual prowess, but a dollop of imagination that 
makes the human race creative and a superior animal.

Our experienced and seasoned faculty members have contributed by putting down their 
memories and life’s lessons so that they are shared and lessons are learned by the future 
generation who are ready to follow the footsteps of their learned gurus. The articles on the 
Engine Control Room, Boiler Water and Electrical Distribution System are such nuggets of 
wisdom and practical knowledge.

The second part of the “Reduced Manpower for Megaships” highlights the challenges of 
trading by the modern megaships while pointing out the advantages and economies of scale 
that the owners are aiming for.

We are particularly happy to have brought in a report on the presentation of Vice Admiral Bedi 
who addressed the senior ESM officers’ seminar last month at SIMS, Lonavala and kept the 
audience in rapt attention. The veteran Naval officer who led the great Indian naval forces 
in his 41 year long career candidly spoke on the much spoken topic of leadership but the 
difference was his lessons were not from textbooks but from his own life. 

Cadets continue to bring in their full hearted participation to our journey of holistic learning 
process. We are carrying the consecutive fourth report on the archeological site surrounding 
Lonavala. This indeed brings Lonavala alive to our readers not just as a destination hill station 
of beauty but a historical place of eminence. 

This indeed aptly describes the spirit and personality of the cadets in their participation in the 
surrounding community outside the realm of their professional calling.

Finally, we chose a special message for this issue in memory of the great leader and founding 
father of Singapore, Mr. Lee Kuan Yew, who died last month after a long illustrious period of 
building the island nation. We pray and hope Singapore will continue to thrive and prosper 
with the strong foundation that he and his team laid during the last 50 years.

We wish all our readers a belated happy Easter, Tamil New Year, Baisakhi & Bishu as 
celebrated in various parts of Indias.
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In memory of Mr. Lee Kuan Yew, Founding Father of Modern Singapore, we 
have reproduced below an excerpt from the book “A Grand Master’s Insight on 
China, the United States and the World.” To the question, what is the role of a 
leader, his answer reveals an unwavering leader who inspires, listens and finds 
solutions; characteristics of the leaders who brought success to Singapore’s 
growth. His words are indeed a learning lesson to inspiring leaders.

- Late Lee Kuan Yew

A Message on Being a Leader

It is the duty of leaders to instill confidence in the people so that they will 
stand up to be counted. No army, however brave, can win when its generals 
are weak. Leaders must have the ability to plan and chart the way ahead, 
and the fortitude to stay the course. When they fight together against all 
odds and win, a bond will be forged between people and leaders, like  
the deep unshakeable feeling of trust between an army and its generals 
who have been in battle together.

Your job as a leader is to inspire and to galvanize, not to share your 
distraught thoughts. You make your people dispirited if you do so.

The test of leadership lies not merely in echoing fears and doubts, especially 
when these fears and doubts, however real, are capable of solution  
and of being rendered irrational and unfounded. As leaders of our various 
communities, we recognize the existence of these anxieties, but we have  
to take the lead in exorcising them. We cannot afford to passively  
let things drift. 

We have to take the lead in public thinking. After having drawn attention 
to the interests of our communities that require special protection, we must 
formulate solutions which will safeguard these interests and advance the 
common good.
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For the second and last part of Know your 
Ship – Anchor Handling Tug Supply Vessel, 
we take a closer look at the different 
components of the vessel.

Anchor handling & towing winch
The anchor handling & towing winch (AHT 
Winch) comprises of two drums, one for towing 
and one for anchor handling arranged in 
waterfall model. These AHT winches can also 
handle chain and stow the rig’s chain in the   
rig chain lockers located directly below. The 
AHT winch shown here has a line pull of 350 T 
and a break holding capacity of 450 T and the 
drum can hold a wire rope of 76 mm dia. and 
2000 m length. These winches are powered by 
electro-hydraulic means.

Guide Pins & Shark Jaws
At the aft, the guide pins and shark jaws (Fig. 
A) can be seen. The deck around these has 
additional thickness to withstand dragging 
of the heavy anchors and is normally not 
sheathed. The guide pins assist whilst anchor 
handling to guide the wire rope / chain and the 
shark jaws assist holding off the wire rope / 
chain to facilitate rigging and unrigging of the 
anchors.   

The guide pins typically have a safe working 
load of about 500 tonnes and the shark 
jaws can withstand loads upto 400 tonnes. 
The guide pins and shark jaws are raised or 
lowered by their own hydraulic power pack. 
When not in use these are lowered flush with 
the deck.
 
Tugger Winches
These winches are located near the break of 
accommodation and assist in manipulating 
the anchors and heavy chain during anchor 
handling.

Machinery Spaces
Machinery spaces are located below the deck 
and are usually located in the forward just 
below the accommodation. The machinery 
space houses two high speed /medium speed 
diesel engines developing about 12,000 bhp  
(MCR) and two diesel auxiliary generator 
engines developing about  450 kW each. 
Forward of the machinery space is the ship’s 
bow thruster compartment with two bow 
thrusters each of 850 kW. The steering gear 
compartment is located aft with twin steering 
gears, operating mechanism of guide pins and 

Know Your Ship – Anchor Handling 
Tug Supply Vessel (Part 2)     

shark jaws and two stern thrusters each of 
about 700 kW. The space between machinery 
space and the steering compartment is used 
to locate the cargo tanks for drilling chemicals, 
dry bulk, methanol, fuel oil, drill water and 
fresh water. 

Cargo Tanks
The cargo tanks (Fig. B) are arranged in the 
space between the machinery space and the 
steering gear compartment.
 
The round tanks indicated are pressure 
vessels used to carry dry bulk such as cement, 
barite, bentonite etc.  The dry bulk tanks are 
discharged by compressed air. These dry 
bulk compressors are separate from main air 
compressors and have a large capacity of 
about 25 m3/min at about 6 bar. The dry bulk 
air is dried by refrigerant air dryers. 

Adjacent to the dry bulk tanks are arranged 
mud / brine tanks. These tanks are located 
inboard of the side tanks which are usually drill 
water tanks to comply with rules for carriage 
of limited amount of chemicals in bulk. These 

Mr. P.V. Suresh
General Manager
Executive Offshore, Singapore

tanks have smooth walls and are fitted with 
agitators to keep the mud from segregating 
into constituent parts. These tanks are also 
fitted with tank cleaning machines for quick 
turnaround of the vessel for the next grade of 
cargo.

Stainless steel tanks for Methanol are arranged 
with cofferdam all around. The vessel is fitted 
with Nitrogen generator and storage cylinders 
for padding the methanol when loaded.

Fuel oil tanks are arranged as side tanks or 
centre tanks in compliance with MARPOL 
Reg. 12A. These fuel oil tanks carry fuel oil for 
own consumption or for delivering to the rigs. 
Similarly fresh water tanks are arranged to 
carry water for own use and also for delivering 
to the rigs. 

Accommodation
The accommodation  is arranged to house the 
crew and the special personnel. Often these 
vessels are required to carry rig personnel 
or contractor’s personnel over and above 
the crew. As these personnel may be more 

Shark Jaws

Fig. A

Fig. B

Guide Pins
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Fig. C

than 12 as permitted by SOLAS the vessels 
are required to comply with Special Purpose 
Ships Code 2008. This code requires the 
vessel to comply with many of the passenger 
vessel’s rules such as probabilistic damage 
stability, subdivision, double bottom damage 
requirement, bilge pumping arrangements, 
life-saving arrangements, etc. The 
accommodation also complies with rules for 
crews’ comfort. This is especially important 
due to the noise and vibration generated from 
the bow thrusters that are located directly 
below the accommodation. 

Wheelhouse
The wheelhouse (Fig. C) is arranged with a 
forward console and an aft console.

deluge system that forms a water curtain 
to shield the vessel from the intense heat 
generated from fires.

These vessels are also equipped to render 
assistance to rigs for rescue and evacuation 
of the rigs’ personnel when they are stricken 
by fire or severe storms that require these rigs 
to be evacuated. 
 
These versatile vessels are the workhorses 
of the offshore oil fields and require the men 
specially trained for these operations.   The 
crews have to be very good at ship handling 
and handling heavy anchors and associated 
equipment, large wire ropes and chains. 
Anchor handling is fraught with hazards and 
accidents can be fatal. A botched up anchor 
handling operation can results in property 
damage amounting to millions of dollars 
besides costly oil pollutions. The skills of the 
crews and highly reliable machinery and a 
well-designed vessel are the only things that 
come between a successful operation and a 
costly failure.  

 
All the controls for the main propulsion, 

rudders, propeller pitch, bow 
thrusters, stern thrusters and 
communication systems such as 
VHF / UHF etc. are duplicated 
in the forward console and aft 
console so that the vessel can be 
manoeuvred from either place. 
The forward console has all the 
navigational equipment required 
to navigate the vessel safely. The 
aft console has some repeaters 
of radar, gyro compass, echo 
sounder and all the indications for 
shaft RPM, propeller pitch, rudder 

angle indicators, tunnel thruster 
propeller pitch for effective navigation. Besides 
these the aft console has the DP Console 
arranged in redundant fashion and also the 
vessel management system to enable cargo 
operations. External Fire Fighting controls are 
also located here. The vessel’s operation in 
closed quarters with the rigs, known as 500 
m zone operations, are mainly conducted 
from the aft console. All the anchor handling 
operations are also conducted from here. 

External Fire Fighting
These vessels are equipped with external 
firefighting capabilities. They are fitted with 2 
monitors each with 1200 m3/hr capacity and 
a throw of about 120 mtrs. They are fed from 
two pumps each with about 1400 m3/hr at 16 
bar pressure. The ships are fitted with water 

Fast Rescue Boat
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The rolling timetable of ECDIS mandatory 
carriage commenced from July 2012; and 
‘existing cargo ships’ are also required 
to comply with the mandatory carriage 
requirements starting from July 2015. 
All deck officers undergo the mandatory 
ECDIS Generic training followed by the 
equipment specific training/ familiarization 
prior to using the ECDIS. It is crucial that 
the deck officers get ’knobs and buttons 
familiarization’ with the ECDIS. 

With ECDIS implementation, although weekly 
chart corrections is reduced to mere data 
transfer exercise, some of the senior deck 
officers still have apprehensions about the 
safety of navigation without the perceived 
comfort of good old paper charts.  It is not 
necessary that all ships will go fully paperless, 
some vessels may have a combination of 
ECDIS and paper charts, which in a way 
burdens the 2nd Mate, who will have to 
maintain two parallel systems. On fully 
paperless ships,  a  number of identified small 

scale paper charts will still be maintained 
on board and they will have to be updated 
regularly. ECDIS does offer a great deal of 
convenience and with introduction of Admiralty 
information overlays (also known as AIO), a 
lot of time consuming tasks have now been 
eradicated. 

The ECDIS still holds a great deal of 
challenges and being apprehensive is perhaps 
normal. It must be remembered that whatever 
chart work practices we had used on the paper 
chart should be followed on the ECDIS in  
similar manner.

During my sailing days, a pilot once asked me 
to fix an anchor mark on the radar. I looked 
at the chief mate, he looked at the 2nd mate 
and the 2nd mate looked back at me. We were 
caught by surprise and after some trial and 
error, we finally found the user map function 
and input the anchor mark. With the ECDIS it 
would be much worse to be caught unaware, 
as there may not be any paper chart for your 

back up. Trying to find out something on the 
ECDIS while navigating in a traffic filled narrow 
strait could have disastrous consequences as 
it would divert the navigator’s attention from 
the important duties of navigation while on 
bridge.

When I said earlier that what we did on the 
paper chart must be replicated on the ECDIS, 
this is something that will take up a lot of time 
and effort to perfect. Making a route on the 
ECDIS is definitely easier than making one 
on the chart. However with current range of 
ECDIS, it is definitely tedious to mark no-
go areas, danger lines and other markings 
as compared to marking the same on the  
paper charts. 

ECDIS – Understanding the Challenges 

Capt. V. Fernandes
Nautical Faculty, 
SIMS, Mumbai

Have a look at the ECDIS picture below and understand the colours appearing on the ECDIS chart. Yellow being land; Green being drying heights 
and for the sea areas, take a wild guess. We will be discussing this in detail in the next issue.



shipping channels and canals or straits such 
as the Suez Canal, Panama Canal, Malacca 
and Singapore Straits where width and depth 
of the channel are the governing factors. 
Additionally the effects of CO2 emissions and 
global warming also pose severe challenges 
on the ship builders and designers. 

Further, port authorities have to build and 
maintain their ports to create space for 
expansion, increase depths alongside the 
berths and they also need to invest more in 
handling equipment and enhance storage 
facilities. They would have to also consider 
automating most of their processes. This 
means that they have to build mega ports to 
accommodate megaships. 

Some of the dangers of operating megaships 
inside ports are that their propeller wash 
may be so large that while moving inside 
ports, they could severely affect the ships 
moored at berths to break free from their 
moorings and cause damages to port facilities 
or other nearby ships. For becoming Triple 
E (Economy of scale, Energy efficient and 
Environmentally safe) such ships would 
have to operate fully loaded. The dynamics 
of operating megaships rests mainly on the 
ship’s personnel. It has been proven beyond 
doubt that human errors on the bridges of 
ships mainly related to situational awareness 
and information management have resulted 
in several maritime accidents involving 
collisions, allisions or grounding. These can 
however be well controlled and considerably 
reduced by training seafarers through courses 
such as Bridge and Engine room Resource 
Management, Bridge Team Management and 
Large Vessel Management. Furthermore, it 
would be prudent to improve the ergonomic 
design of vessel controls and general layout 
of the vessel and also set the procedures for 
crew habitability on these ships. Despite all 
these odds the era of megaships is here to 
stay as humans endeavour to live up to the 
adage – Faster, Higher and Mightier! 
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Reduced Manpower For 
Megaships (Part 2)

Capt. V. R. Krishnan
Nautical Faculty
SIMS, Lonavala

VL Ro Ro – “Tonsberg”

We continue from our previous issue in 
which the author, shared his experience 
of a time when ships were smaller and 
required 60 seafarers to keep it sailing. 
Today, even though ships are much larger 
and requires only a third of the manpower, 
the concern for ship owners, operators or 
managers for a megaship’s safe operation 
still remains the same.

A ship owner will have challenges trading 
these ships as far fewer ports are available 
to load and discharge their cargoes. 
Commercially, these mega ships will be able 
to carry their cargoes significantly cheaper per 
tonne kilometre than their smaller counterparts 
subject to their capacity utilisation on each 
laden voyage. These megaships are also built 
with far more environmental sustainability 
than their smaller counterparts. They are 
propelled by highly economical engines. 
They are supposed to be safer, greener and 
more efficient. Some of these megaships 
are conceptually designed and built to be 
technically robust, environmentally friendly 
and also fuel efficient.

The operation of such megaships may be 
commercially advantageous by achieving 
economies of scale, however they pose great 
challenges to their managers and operators 
and other stakeholders as one has to oversee 
the consequences of their increased sizes in 
capital cost, operating cost, voyage cost as 
well as cargo handling cost. Other aspects to 
be considered in running these ships would 
be their propulsion, maintenance, stability, 
strength and manoeuvrability criteria. Such 
megaships also pose challenges to the 
authorities that control some of the busiest 

Plotting radar/ visual fixes on the ECDIS 
is also not as simple as it was on the 
paper chart. Try it as soon as you get an 
opportunity and you will understand what 
I mean. There are many advantages of 
ECDIS and one of them has to be the 
radar overlay feature which will help the 
navigating officers quickly identify land 
features that appears on the radar when 
compared with those on the ENC. 

What is worrying, is that out of  the vessels 
which have gone paperless or are already 
in transition, some of them were involved 
in maritime accidents. Almost all these 
incidents were caused due to improper 
operation of the ECDIS. A prime example 
is the case of the Ovit, which ran aground 
over the Varne bank near Dover. Hence our 
caution to the modern day navigators is for 
them to understand the ECDIS features 
carefully and use them judiciously for safe 
navigation. Companies have developed 
the procedures for transitioning to ECDIS 
implementation and also about the usage 
of ECDIS; the procedures along with the 
structured training programme will help 
us smoothen the transition to paperless 
navigation. I can list out following basic 
steps which should be followed for using 
ECDIS onboard all ships which have 
transitioned to paperless navigation:
- Ensure that the personnel on board 

are well trained. Any identified training 
needs should be addressed without 
any delays and implemented.

- Read and understand the maker’s 
operation manual to have full familiarity 
with the ECDIS units

- Comply with company’s procedures 
and checklists

- Keep your ENC updated to the latest 
week

- Use Admiralty Information overlays and 
the Marine information overlays

- Identify the system failures or alarms 
and address them as per procedures. 
Special attention to be given to the 
permanent warning message pop-ups 
on the ECDIS screen

- Follow the chart work practices 
religiously on ECDIS

- Practices manual position fixing (Radar/ 
Visual fixes)

The author would like to hear from our 
readers about the problems being faced on 
board (w.r.t ECDIS only please). You may 
send your queries/ feedback to faculty6.
mum@samundra.com; and the author will 
do his best to answer each one of you.  
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The much awaited bi-annual officers’ 
seminar co-hosted by Executive Ship 
Management (ESM) and Samundra 
Institute of Maritime Studies (SIMS) themed 
“Situational Awareness - Challenges for 
Leadership” was held on 23rd March 2015. 

The two-day seminar held at the SIMS, 
Lonavala campus auditorium focused on the 
roles of leaders and impact of leadership  
onboard during incidents, as well as the root 
causes behind such accidents. 

Mr. B.S. Teeka, Managing Director, ESM, 
inaugurated the seminar by providing an 
overview of ESM and SIMS and their latest 
infrastructures and training facilities. He 
presented the growth pattern of ESM, adhering 
to the highest standards of ship management. 
He also shared the thought process behind 
the training facilities and materials developed 
in SIMS and elaborated how each course 
is co-developed by SIMS-ESM to address  
the gaps seen onboard ESM managed 
vessels. He added that the materials are 
reviewed and vetted accordingly by in-house 
experts to ensure that they remain relevant. 
Mr. Teeka claimed that these processes 
ensure that SIMS trained seafarers were 
confident when they went onboard, and better 
trained as compared to seafarers from other 
training institutes.

Citing an example, he spoke of the recently 
added Electrical Practice Training for  
Engineers that could even be found in the 
Blended Learning program. When two 
cadets were randomly picked to share their 
experience with the programs, the participants 
of the seminar witnessed the confidence of the 
cadets, with the holistic learning experience 
they have gone through in SIMS. He also 
shared (The information that  100% of SIMS 
cadets pass in Nautical Subjects with almost 
90% getting distinctions due to special Blended 
learning process implemented in SIMS.

He finally called upon incident-free and 
safer ships through the highest standards of 
navigations and safety practices. He urged the 
attendees of the seminar to use the next two 
days to discuss and come up with suggestions 
to make vessel operations incident-free. He 
ended his speech with a note of “keeping the 
performance at its maximum” as the key to 
success and growth.

Sharing the visions of Mr. Teeka to uphold 
safer shipping practices, subject experts from 
the maritime fraternity Mr. S. Sampath, GM, 
ClassNK, Mumbai, Vice Admiral J. S. Bedi and 
Capt. Neale Rodrigues, Associate Director, 
Britannia P&I were invited to share their 
invaluable experience and knowledge. 

Industry Experts Share Leadership Lessons During 
ESM Officers’ Seminar

Joining them were in-house professionals, 
Capt. Arun Sundaram, Director, Operations, 
Mr. S. P. Singh, Director, Technical, Capt. Vijay 
Cherukuri, Manager, Quality Assurance and 
Capt. Thomas T. Varghese, Manager, Vetting 
and Operations.

During the Seminar, the 10 years long service 
awards were also presented to Sunil Balagopal 
(MST), Jitendra Mangal (CO), Bishal Kumar 
Singh (CO) and Shikhar Singh (2O). 

The cricket match (limited-over) between ship 
and shore staff and the entertainment program 
organized by the cadets were some of the 
other highlights during the seminar.

Mr. B.S Teeka, Managing Director, ESM, inaugurated the Officers’ Seminar

Capt. Neale Rodrigues, Associate Director, Britannia 
P&I, discussed navigational failures and incidents 
during mooring operations

Mr. S Sampath, GM, ClassNK, Mumbai covered 
the latest PSC trends, the deficiencies and 
ClassNK initiatives

The shore staff with the winning 
trophy. Four teams of both ship 
and shore staff participated in the 
limited-over cricket tournament
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On the first day of the seminar, Mr. S. Sampath, 
GM, ClassNK, Mumbai discussed the latest 
PSC trends, the deficiencies and ClassNK 
initiatives. He highlighted why and where ships 
are getting detained and how these detainable 
deficiencies can be prevented. He stressed 
that most of the deficiencies observed by PSC 
are ISM related. He mentioned that ClassNK 
will be conducting a concentrated Inspection 
campaign this year as an initiative to prevent 
or reduce such occurrences. He reminded 
everyone to comply with operational readiness 
and follow prompt planned maintenance 
system onboard in conjunction with the  
class requirements.

Capt. Vijay Cherukuri, Quality Assurance 
Manager, ESM covered the topic of reflective 
learning and preventing complacency and 
injuries. He stressed how near misses, 
Injuries, incidents and accidents can be easily 
avoided. He reiterated the use of job hazard 
analysis and establishing safety barriers to 
mitigate any threat. He cautioned that there 
can still be various holes in barriers like poor 
implementation of safety policy, procedures, 
permit to work, knowledge, experience, PPE, 
alarms; etc. which can lead to risks.

He ended the session with a note on  
improving human factors like complying the 
company/regulatory guidance, engaging 
the mind, developing situational awareness, 
concepts during meetings, intervening in 
unsafe acts and respecting others’ intervention 
and opinions. 

Capt. Arun Sundaram, Director Operations, 
ESM, spoke of the management’s expectation 
in achieving an injury free work place and safe 
navigation. The lack of accountability and not 
learning from previous incidents were some 
of his prime concerns. He summed up his 
speech by stressing on how to prevent the re-
occurrence of such incidents by developing 

good situational awareness and command on-
bridge as a team.

Capt. Thomas Varghese Manager, Vetting 
and Operations, ESM discussed the prudent 
practices in cargo operation and scope of 
improvement in marine operation. He explained 
how a small mistake can put us into big trouble 
and how with simple basic knowledge and 
alertness the same can be avoided. “Success is 
neither magical nor mysterious. Success is the 
natural consequence of consistently applying 
the basic fundamentals. Any compromise on 
fundamentals is surrender” he added. 

Mr. S. P. Singh, Director, Technical, ESM 
brought up past mechanical/machinery 
failures which could’ve been avoided had 
the basics been followed. He mentioned that 
the outcome of the analysis of the frequently 
occurring incidents on ships helps to identify 
the basic problems. Results of the analysis 
can be used to improve the PMS system. He 
concluded his session by reminding everyone 
to have proper tool box meetings, provide 
guidance and senior supervision in overhauls 
and to update the PMS system accordingly. 

The second day’s proceedings began 
with Capt. Thomas Varghese conducting 
an interactive session on “Creating Good 
Impression”. He mentioned that impressions 
generated from a real and true picture 
are recorded and is vital in establishing or 
strengthening the bonding between various 
customers. He briefly discussed the ways to 
create positive impression in marine industry. 
He defined that impression is an effect, feeling, 
or image retained as a consequence of an 
experience. He ended the session with a note, 
“The way you conduct you and your business” 
is essential in creating a good impression.

A workshop on Navigational Incidents 
Prevention was held by Capt. Neale F 

Rodrigues, Associate Director, Britannia 
Master Mariner, and member of the Loss 
Prevention team. He presented the case 
studies on failures in navigation and listed 
some of the causes such as inadequate 
passage planning, wrong charts, lack of 
situational awareness etc. He explored the 
criticality of dangers in using ECDIS which can 
cause incidents including the grounding of the 
vessel. The primary causes are operational in 
nature, which are alarm features in ECDIS not 
set or failing to activate, GPS signal corrupted 
or jammed, etc. He summed up the session 
with a note on the importance of verifying the 
relevance of passage plan and conducting pre-
departure or pre- arrival meeting every time.

He continued with a session on “Incidents 
during Mooring Operations”. He introduced the 
recent hikes in claims for mooring injuries due 
to poor mooring practices. He educated the 
good mooring practices like deck coated with 
antiskid paint, mooring equipment regularly 
inspected and defects made good, roller and 
fair leads should be in good condition, mooring 
lay out should be given to master prior to 
berthing etc. He discussed some of the bad 
mooring practices as well. Finally, he made 
the session more interactive by asking the 
audience to share their onboard experiences 
related to mooring.  

The seminar ended with an open house 
conducted by Capt. Anil Arora, Assistant 
General Manager, ESM Mumbai. He shared 
the effectiveness of appraisal system onboard 
and various company policies which officers 
should strictly follow. He informed the officers 
regarding the STCW 2010 refresher courses 
and other training related courses as a  
final note. 



Ships have followed the predetermined 
planned shipping routes as we know 
them,  since the end of the 19th century for 
safety reasons; mainly by the passenger 
ships around that time. Ship routing in 
the most of congested shipping areas 
became mandatory later through the 
provisions of SOLAS V/10. The adoption 
of IMO Ship Routing with introduction of 
Traffic Separation schemes worldwide 
dramatically reduced number of collisions 
and groundings in and around the traffic 
congested areas.

Historically, the shipping routes were the trade 
routes for logistical networking and depended 
mainly on wind patterns (known as trade 
winds) due mainly to sailing ships. Later, these 
trade routes evolved into today’s modern day 
sea routes used by steam and diesel engine 
driven ships. In modern times, commercial 
activity shifted from the major trade routes of 
the Old World to newer routes between modern 
nation-states. This activity was sometimes 

Modern Day Shipping Routes

carried out under international free-trade 
agreements, which allowed commercial goods 
to cross borders with relaxed restrictions.

The 1960 SOLAS Convention referred to 
ships’ routeing measures in busy areas on 
both sides of the North Atlantic and Contracting 
Governments undertook the responsibility 
of using their influence to induce the owners 
of all ships crossing the Atlantic to follow the 
recognized routes and to ensure adherence to 
such routes in converging areas by all ships, 
so far as circumstances permitted. Map (Fig. 
1) gives and overview of modern day sea 
routes across the world.

The established shipping routes as shown 
in (Fig. 1), when actually compared with the 
real-time tracking of shipping activities indicate 
that the modern shipping has predominantly 
matching patterns. The actual routes followed 
by the ships have been captured using the 
satellite imagery and the modern day vessel 
tracking techniques. Fig. 2 shows the ship 
routes as shown are colour coded as per 
below:

Green –  Sea route with light shipping activity

Capt. Kulbir Singh
HSEQA Superintendent
ESM, Singapore

Fig. 2

Fig.1 Map with established shipping routes
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Following incident took 
place when the author 
was sailing as a second 
engineer on an oil tanker. 
Engine room watch-
keeping engineer noticed 
frequent starting/stopping 
of the refrigerating 
compressor and cold 
room temperatures were 
higher than normal.  Chief 
Engineer was informed 
and called for assistance.  
After analyzing the parameters of the 
refrigerating plant, C/E concluded that the 
refrigerant had leaked out.  He went about 
checking for leakage of refrigerant in the 
system and found none. After finding the 
receiver empty of refrigerant liquid, he 
started charging fresh refrigerant into the 
system, assuming the system is starved of 
refrigerant.   After few hours, it was noticed 
that the receiver was full of refrigerant and 
the relief valve was lifting, system losing 
the refrigerant.  

Events leading to the incident:  The ship was 
fitted with “Direct Expansion” type of domestic 
refrigeration system.  The liquid lines were laid 
around the cold room, fitted on the bulkhead 

acting as evaporator. The cooling coils were 
frosted to a large extent and had solidified 
the moisture which had contaminated the 
refrigerant.  This led to choking of the cooling 
lines and refrigerant flow had stopped.                    

After charging the system, the CE found that 
the liquid refrigerant was still not flowing into 
cold rooms. He removed the frost on the 
cooling coils melted with hot water.  By this 
action, chokage inside the cooling coil was 
cleared and all the liquid refrigerant started 
flowing back to the compressor.  The level in 
the receiver started rising above the normal 
levels due to excessive quantity of charged 
refrigerant. This increased the pressure in the 
receiver and relief valve opened relieving the 

From the details provided and your 
knowledge about the Domestic 
Refrigeration system, please provide 
answers to the following regarding this 
case study:
1. What are the reasons for refrigerant 

contamination with moisture?
2. What precautions can be taken to 

prevent water contamination while 
charging? 

3. What malfunction is indicated by the 
frequent starting/ stopping of the 
compressor? 

Thank you readers for the large number of feedback and responses on the previous case study.  
Here’s a compilation of the answers received: 

Responses to previous case study “Cargo Tank 
Damage While Loading”: Issue 28 (January 2015) 

1. What is the normal lifting pressure 
set for PV valve on a chemical product 
tanker?
PV valve setting is, pressure side not 
exceeding 2550 mm water gauge and 
vacuum side not exceeding 700 mm  
water gauge.

2. How can the PV valve lifting pressure 
be tested? 
a. One method is, using the Pressure 

testing kit available onboard.
b. The other method is, isolate the PV 

excess pressure.  Normally, receiver should be 
kept filled with liquid refrigerant to 20 to 30% 
capacity at full load and 60 to 70% when all 
the refrigerant is collected back in the receiver. 
This allows room for additional gas in case of 
fouling of the condenser side or a rise in sea 
water temperature. In this case, the ship staff 
tried unsuccessfully to capture the refrigerant 
back into spare bottles.

Extent of Damage:
1. Significant loss of Refrigerant.
2. Pollution to the atmosphere with  

the refrigerant.
3. Un-necessary work of manually de-

frosting and cleaning of cold rooms. 

S.Viswanathan, Principal
SIMS, Lonavala

valve from tank using the isolating valve 
provided. Then apply pneumatic pressure 
to the stub piece provided in the pipeline 
for checking the valve lift due to positive 
pressure. Connect a Wilden pump, suction 
side pipe line to the  stub piece for checking 
the valve lift due to vacuum.

2. What is reason for such a small pressure 
causing an enormous damage?
Pressure/Vacuum valves are designed to limit 
the maximum pressure and vacuum that can 
exist in a tank. When a tank is being filled the 

gas (air, vapour, etc.) that filled the space 
above the liquid is compressed and if this 
pressure was allowed to exceed the design 
pressure of the tank, then it would explode.
Even though the pressure charges are 
very small, but acting on very large surface 
area, resulting force become enormous. In 
this case small pressure charge acted on 
top of tank, as PV valve unable to release 
the pressure reached to ward dangerous 
level exceeding the tank pressure resulting 
in structural damage in the form of bulging  
of deck. 

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

Refrigerant loss in Domestic Refrigeration Circuit

Condenser/
Receiver

Oil Sep

Compressor
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Coils in Cold
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Mr. Deepak Shetty, Director General of Shipping, 
Urges Graduating Cadets to Uphold the 
Passion of Learning

Seventy two cadets from the 17th 
Marine Engineering batch celebrated 
the completion of their one year training 
program at Samundra Institute of Maritime 
Studies, Lonavala with an impressive 
graduation ceremony on 21 February 2015. 
Director General Shipping Mr. Deepak 
Shetty graced the event as the chief guest.

Addressing the graduates at the campus 
auditorium, Mr. Shetty extended his hearty 
congratulations to the “soon to be seamen” 
in reaching another milestone and reminded 
them how privileged they were to get a 
placement straightaway with ESM – an 
opportunity many of their compatriots from 
other institutes are not offered. He advised the 

had gone through in the last four years 
and complimented on the management’s 
emphasis on innovation – particularly in R&D. 
For example he mentioned  the introduction 
of ECDIS Lab and Ballast Water Project that 
he was shown prior to the ceremony. He 
took into account the patents and copyrights 
produced at SIMS and expressed that this was 
truly the way forward as he explained that the 
world of tomorrow would be “piggybacking on 
innovation and research & development”. He 
spurred the cadets to challenge themselves 
and come out with lateral thinking as they 
pursue their career. He also acknowledged 
that SIMS, Lonavla could easily be one of 
the top three top maritime institutions in  
the country today and that the cadets should 
be proud. 

Mr. Shetty also briefly shared some of the 
changes DG shipping had in line for the near 
future. He revealed that with effective from 
March 2015, many of DG Shipping services 
- including the submission of documents, 
approvals and payments – will be going online. 

cadets to make the best out of such a blessing 
by working exponentially hard as “there are no 
free lunches in life”. 

He cautioned that one should never rest on 
their past laurels in today’s knowledge driven 
economy and that each one is only as good as 
the skill set they bring to the table every day. 
He urged the cadets never to be contented 
with what they have learnt so far and that 
they should have a passion of wanting to 
learn – a trademark of a true professional in 
any field of expertise. He added that it’s an 
“intellectual death knell of himself” when the 
individual assumes to have known everything. 
Continuing on the topic of learning, Mr Deepak 
Shetty also advised the cadets to recall the 
basics right from the drawing board as he 
introduced the KISS theory – known as ‘Keep 
it Simply Simple’; especially when confronting 
a crisis. 

Mr. Deepak Shetty, whose previous visit to 
SIMS, Lonavala dates back to June 2011, 
also recognized the development the campus 

Mr. Deepak Shetty addressing the cadets
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The 150 rules under the merchant shipping 
act are also set to be reduced to as little as 
50 in an attempt to what he described it as to 
“keep it very simplified, rational, intelligible and 
understandable.”

Mr. Deepak Shetty who attended the ceremony 
with his wife and son, was given a guard of 
honour at the campus parade square. Capt. 
Rajeev Gupta, General Manager, Executive 
Ship Management, Mumbai, Mr. Maneesh 
Jha, Vice Principal, SIMS, Mumbai, ecstatic 
parents and the entire SIMS family were 
also present. Citations and awards were also 
presented to the outstanding students who 

demonstrated exemplary performance in the 
entire duration of the course. 

Following Prizes were given to GME 17 batch 
cadets.

Best Cadet: Prassanna Venkatesh Srinivasa 
Raghavan
Best in Academics: Prassanna Venkatesh 
Srinivasa Raghavan
2nd Best In Academics: Winny George John
Best Hands On Training: Jaipreet Singh
Best Sportsman: Prashant Shivaraddi 
Bharmraddi
Best Orator: Rayan Jackie Robert Vaz

Best Music: Navjeet Singh Palia
Best Cadet Captain: Navjeet Singh Palia
Best In HSSE: Ashutosh Jha
Best In Marine IC Engine: Yeduru Sivagopal 
Reddy
Best In Marine Auxiliary: Kasarapu 
Ramkeshwar and Vivek Rajaram Patil
Best in Automation & Control: Bandaru 
Venkata Swamy Naidu Anil Kumar and Pranav 
Suhas Ambetkar
Most Popular Cadet: Ankit Phugat

Cdt. Rayan Jackie Robert Vaz (Best Orator)

Mr. Deepak Shetty (1st Row, 5th from right) with the GME 17 prize winners

Cdt. Kasarapu Ramkeshwar (Best In Marine Auxiliary)

Cdt. Navjeet Singh Palia (Best Music) Cdt. Yeduru Sivagopal Reddy (Best in Marine IC Engine)
Cdt. Prassanna Venkatesh Srinivasa Raghavan 
(Best Cadet)
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Leadership Imperatives by Vice Admiral J S Bedi
Leaders must possess the qualities and 
attributes they are trying to infuse into 
their team. They serve as an influential 
role model and everything they do will 
be watched. This was further expounded 
upon during the Officers’ Seminar held on 
23rd March 2015 by Retired Commander-
in-Chief of the Western Naval Command, 
Mumbai, of the Indian Navy, Vice Admiral 
J. S. Bedi, whose illustrious career with the 
Indian Navy spanned over 41 years. 

In his inspiring and scintillating talk to the senior 
officers and cadets, Admiral Bedi narrated 
examples from his personal experience to 
drive home various aspects of a true leader 
that make him/her successfully and effectively 
lead a team.

While complementing the officers for choosing 
merchant marine as a profession he recounted 
that the history of merchant navy is probably as 
old as the history of mankind, The profession 
has grown exponentially and present day 
seafarers are responsible for interlinking the 
world community by moving cargo, goods, 
people and making this world a village that we 
live in as nearly 90% of the country’s cargo by 
volume and 70% of the value is being moved 
in through merchant navy ships. Referring to 
Falkland war in 1981-82, he pointed out that 
more merchant ships were delegated to the 
war than the Royal navy vessels.

He beseeched each one of officers present 
that the profession chosen by them was truly 
outstanding (as evidenced by its history) 
and they should have immense pride in their 
profession. He advised the officers that they 
must have pride in the job that they are doing 
and that’s the first essential ingredient of a 
good leader. In any organization and in any 
profession, if one does not have pride in his 
profession the organization does not grow he 
added. 

The second quality of a good leader is humility, 
Admiral Bedi continued. The one element 
binding all the seafarers together is the sea 
and that it is a hard taskmaster; but one that 
teaches you to be humble. He expressed his 
belief that the sea is a living organism; one 
minute it is peaceful, calm, and placid and you 
feel very happy sailing on it and next minute it 
turns treacherous, violent, and disastrous. The 
invincibility of sea humbles you, no matter how 
mighty you are. Almost all of us have prayed 
to God in the hours of peril faced during rough 
seas to get our ship out of some situation. You 

have pride in your job and you have humility as 
an individual he said.

On a somber note, he advised that as one 
grew older, he should devote a little time 
for spirituality and meditation. Admiral Bedi 
shared situations during which, he reflected 
over and concluded that only a divine or out 
of worldly intervention  which helped him and 
his team to pull out of the situation with no or 
minimum damage. He said that spirituality and 
meditation anchors one’s  life in a meaningful 
way. It makes you a better human being. You 
will be able to reflect correctly as to what has 
gone wrong because when a leader deals 
with human beings, he must understand that 
they are animate creatures with emotions and 
feelings. 

He then went on to talk about integrity and 
professionalism and how they are  the 
foundation of leadership in any walk of 
life. He rated integrity a shade higher than 
professionalism for integrity is a quality that 
is self-generated. You are in control of your 
integrity right throughout your life and if you 
compromise it, then you have to pay price for 
it as you go along. 

Speaking on professionalism, he implored 
if people truly wanted to be leaders of 
their teams, they have to be professionally 
competent. Then people would look up to you, 
people will follow you, and you automatically 
will become a good leader. A professionally 
incompetent leader will neither get respect nor 
will people look up to him. 

Reputation always precedes you. From the 

time one joins the merchant marine, one goes 
through his professional life by having a fair 
amount of seafarers’ population getting to 
know about him or his reputation. When one 
walks into a ship, reputation cultivated by him 
has already been received on board the ship. 
Hence a leader builds a reputation over a 
period of years and cannot hide his leadership 
imperfections, no matter what.

Leadership qualities reflect hugely on the 
ability of decision making.  Admiral Bedi said 
that the first and the biggest responsibility 
placed on  when taking charge as an officer 
is that you are expected to take a decision. 
Seafarers work in a medium, where there are 
financial compulsions of the company, the 
owner, the charterers - all play a role.  And 
there may be certain activities where one 
has to refer issues back to the head-office 
or the owners - that is understandable. But 
let not the crew or the juniors serving under 
you know that you vacillate, and cannot take 
a decision. The buck stops at you. Learn to 
take decisions. It’s absolutely essential. Even 
the ship owners and the charterers will respect 
a decisive senior officer handling their ship by 
deciding what is best for the ship.  

The leader is only as good as the team that 
he leads, Admiral Bedi said. He described 
a better leader as one who has learned to 
lead a very effective and good team and 
made efforts to know his men. He has to be 
considerate towards the men. As masters and 
chief engineers, the leaders have to partake of 
the team members’ happiness and share their 
sorrows. Very small things, such as celebrating 
birthdays on board, celebrating anniversary on 



board. Ultimately it’s this personal reach that 
leader makes to an individual which makes 
him feel that he is wanted there. Be humane. 
He added that momentary applause seldom 
helps you to win long battles. In colloquial 
terms it is called cheap popularity. As a good 
leader do not seek cheap popularity. They’d 
respect you for being hard task master, a hard 
and compassionate task master. He reminded 
that in this job, as you knit a team, remember 
no man is indispensable – neither the master 
nor the chief engineer. It’s your responsibility 
to train people of the second rung effectively. 
God forbid something happens to you, and the 
need arises - the next person should be able 
to step into your shoes easily. So the charge 
as a leader is to prepare your team for an 
emergency also. 

He also cautioned against ego, which has 
done enough damage to friendships and the 
work culture on board.  He advised all to have 
self- respect but not ego for smooth working 
relationship on board your ships. 

The next issue as a leader that he touched 
upon was loyalty. The shipping trade is very 
heavily driven by financial institutions, Admiral 
Bedi said. You may be sometimes put on the 
horns of a dilemma, when your charterers 
want to cut corners.  Do you still remain loyal 
to him when he is asking you to do something 
wrong? In all such situations you will have to 
take wise decisions, by staying loyal to your 
profession, in which case you would have won 
a major battle. He added that employees must 
have an inherent pride and loyalty for their 
employer. 

Admiral Bedi also cautioned against 
temptation. He brought up how corruption has 
seeped into body politics of various activities 
connected to shipping, especially in third world 
countries. The moment master embarks the 
pilot on board demands for gratuities such 
as cognac bottle or cigarette cartons start off. 
After coming alongside, various authorities 
start their game by finding faults and harassing 
the ship’s crew and you may need to grease 
various palms. It is possible that in order to 
please inspection authorities or surveyor, 
someone might pick up such wrong practices. 
But in all such scenarios a good leader will 
always choose the right way. So as leaders 
and leaders of men do use discipline to 
avoid temptation. He also reminded that such 
temptations will not remain confined within the 
four walls, but will trickle out and one day ruin 
your reputation. Once you put your hand in the 
till, this becomes a lifelong habit and will lead 
to ruin. Avoid it at all costs. 
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Yellow –  Sea route with moderate 
shipping activity

Orange – Sea route with moderate to 
heavy shipping activity

Red –  Sea route with heavy shipping  
activity

 
Study and statistical comparison revealed 
that areas with increased shipping activity 
are also prone to shipping incidents and 
accidents. The picture above (Fig. 3) shows 
the areas where majority of ship collisions 
have occurred and the data can be directly 
correlated to the increased shipping activity 
in these areas.
 
World shipping routes have also evolved 
based on the seasonal weather conditions 
in the ocean regions based upon which the 
traffic concentration on a particular ocean 
route also varies with the period of the 
year. Weather conditions can also affect a 
ship’s navigation, and in 1983 IMO adopted 
resolution A.528(13), “Recommendation 
on Weather Routeing”, which recognizes 
that weather routeing - by which ships are 
provided with “optimum routes” to avoid bad 
weather - can aid safety. It recommends 
Governments to advise ships flying their 

flags of the availability of weather routeing 
information, particularly that provided by 
services listed by the World Meteorological 
Organization.

Fuel savings in ship navigation has always 
been a popular subject in the maritime 
industry as well as the world’s largest 
Navies. Oil prices and environmental 
considerations drive the effort for more 
fuel-efficient navigation which is also a 
deciding factor in planning the voyage and 
hence choosing a specific sea route. The 
coastal routes are however affected by the 
governing regulatory requirements of the 
coastal state, which are to be complied with 
by all the vessels entering the waters of the 
coastal state.

The picture of shipping routes across the 
world keeps changing with the changes in 
world economy, regulatory requirements, 
fuel prices, regional trade policies, 
international trade agreements, weather 
patterns across the oceans, ecological 
or socio economic reasons etc.; and will 
always remain subject of an interesting 
study to understand the worldwide  
shipping economics. 

Continued from Page 11

Fig. 3 World map of collisions



Crossword Puzzle
Across: 1. BULKHEAD  2. SUPERSTRUCTURE  3. KEEL  4. ANCHOR  5. SONAR  6. FLAG  7. 
INCINERATOR  8. HULL  9. RADAR  10. ARPA

Down: 2. SELANDIA  11. LLOYD  12. SAVANNAH  13. ARGUS  15. EXETER  16. TITANIC  17. 
PANAMA  18. PACIFIC

Answers

12

1

17

1018

15

3168

9

2

7 13

5

6

4

11

Across
1. I divide the compartments in the ship 
2. Everyone in the ship lives inside me 
3. I am the spine of the ship 
4. I am the one who touch the sea bed 
5. I hear the depth of sea 
6. I communicate without saying anything 
7. All the waste comes to me 
8. I am skin of the ship
9. I sense objects away from me 
10. Automatic radar plotting aid 

Down
2. First ship with diesel engine
11. First classification society 
12. First nuclear ship 
13. First aircraft carrier 
15. First canal for shipping ever made 
16. First ship which was thought unsinkable 
17. Largest canal of the world 
18. Largest ocean of the world 

Cdt. Ankit Shukla
BTECH 03
SIMS, Lonavala
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Photography by:
Cdt. Harshal Shrivastava
GME-18
SIMS, Lonavala
(Photograph A & C)
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Mr. K.V. Hariprasad
Electrical Faculty
SIMS, Lonavala

Insulated and Earthed Neutral 
Systems
In the ship’s electrical distribution 
systems, basically two methods of 
the STAR connected generator output 
terminals are adopted: 

1.  An insulated system – Here the neutral 
point is totally electrically insulated from 
earth (ship’s hull).  

2.  An earthed system – This has the supply 
neutral point connected to earth (ship’s 
hull).

Insulated Neutral System
The Neutral points of  Shipboard Generator  
generating  Low voltage, i.e., 380/ 440VAC 
are normally insulated from earth or ship’s 
hull, whereas similar systems ashore are 
normally earthed to the ground. 

This is mainly required to reduce the danger 
from earth fault currents circulating in the 
hull within hazardous zones, especialy on a 
Tanker vessel.

Unlike the electric supply distribution for 
on-shore jobs, Ships using 380/440VAC 
Low Voltage Generators use Insulated 
Neutral systems to have uninterrupted ship’s 
services under any fault condition (such as 
Open circuit, Short circuit or Earth fault, etc.). 
For example, if a simple earth fault occurs in 
a lamp circuit resulting in tripping of the main 
electric supply , it could  even lead to the total 
stoppage of navigation. Hence in order to 
maintain the essential services required for 
the Safe Navigation, we adopt this system of 
Electrical power distribution.

However, a single fault occurring in a circuit 
has to be detected using fault detectors or 
earth indicating lamps, and rectified before a 
second fault occurs or else it may trip or stop 
the Generator.

Earthed Neutral System
Ships with large Power demand are installed 
with High Voltage generators generating 
more than 1000 Volts. These High voltage 
systems are usually earthed to the ship’s 
hull via a neutral earthing resistor (NER) or 
through a high impedance reactor on the 
Generator’s STAR point, to limit the earth 
fault current, mostly to the full load capacity 
of the Generator. 
    
Ships using 3.3/ 6.6/ 11 KV High Voltage 
Generators use Earthed Neutral systems, 

Insulated Neutral System

Earthed Neutral System

which are earthed through a Neutral Earthing 
Resistor to protect the entire ship, including 
the ship’s crew  from any high risk  manifesting 
during a fault condition arising in the 
environment. The Voltage level and the Current 
level will be very high during a fault condition 
compared to the Low voltage systems.

Purpose of Earthed Neutral System
1. Prevention of the abnormal transient over 

voltage outbreak from neutral to ground.
2. Prevention of rise of the earth potential 

and reduction of insulation level on electric 
line and electrical components in the event 
of a ground fault.

3. Compensation detecting of ground relay 
and ensure tripping action.

Reasons why Earthed Neutral System is 
not common on board vessels
1. Equipment damage
2. Fault current values can be high.
3. Can create problem on the primary system.
4. Generally a single phase fault escalates 

into a three phase fault. 

KNOWLEDGE SAMUNDRA SPIRIT     APR 2015 ISSUE 29 18

Photography by:
Cdt. Digamber Shinde

BTECH-03
SIMS, Lonavala

A

C



SHARING EXPERIENCESSAMUNDRA SPIRIT      APR 2015 ISSUE 2919

Capt. V. R. Krishnan
Nautical Faculty
SIMS, Lonavala

The Background
Our vessel was a product tanker of 16,000 
DWT and was scheduled to berth at No.1 
Bharathi Docks Chennai for loading petroleum 
products. Ship was in ballast and drawing 4m 
forward and 6m aft. This was the usual ballast 
draught. We were at anchorage and had to 
pick up Pilot at the usual boarding ground off 
Chennai port. Anchor was weighed and our 
vessel started proceeding towards the pilot 
boarding ground. It was a normal day with 
clear visibility and light winds. There was a 
weak current, which was not evident at that 
time. Dusk had just set in and the Pilot was 
picked up comfortably at the boarding ground. 
Our ship was regularly doing these coastal 
voyages from Chennai to Haldia and Buj Buj 
(near Calcutta) on Indian Oil Corporation 
Charter. The bridge was manned with an AB, a 
stand-by AB, a cadet, a Navigating Officer and 
Master, the author. Upon boarding the pilot 
and after the normal Master- Pilot Information 
Exchange, the Pilot took over the con of the 
vessel from self. The ship was not equipped 
with GPS, AIS, ECDIS, BNWAS, VDR or any 
other such modern navigational aids. This was 
in 1990, before ISM code implementation. The 
only way positions were confirmed those days 
were by visual means and radar observations. 
This indeed made the life of the OOW on 
bridge very difficult especially during coastal 
passages, river and canal transits or berthing 
and unberthing operations at ports.  

The Environment
As darkness fell, we could see the channel 
buoys flickering as well as in the background 
the shore lights. The Pilot was advised that 
there was a loaded vessel at our berth and 
she was scheduled to sail out in the next 30 
minutes or so. Our Pilot informed me of the 
situation and we decided mutually to await 
that vessel to exit the channel before we 
approached the entrance to the port channel. 
The wait seemed longer than expected as 
we could clearly see the deck lights on the 
outbound tanker going off and the navigation 
lights on that vessel burning brightly as she 
was cast off and tuned inside the basin to head 
outwards from the Bharathi Docks towards the 
main channel.  Our Pilot wanted the outbound 
tanker to get into the channel before making 
his move towards the entrance.

The build up to the  incident
All this while we were drifting off the entrance 
channel a few cables away from the first set 

of entrance buoys. Our Engine Room was 
kept appraised of the delay and were told to 
keep engines ready for manoeuvring all the 
time. Once it became evident that the moment 
was just right to start proceeding towards 
the entrance to the channel, the first engine 
movement given on the bridge telegraph was 
Dead Slow Ahead. As soon as this movement 
was given we noted that the bridge tachometer 
moved to about 35 RPM and then gradually 
returned back to zero on its own. Subsequently 
a banging sound was heard aft. Not realising 
the cause of this sound and the engine not 
responding to the earlier movement, the Pilot 
gave the next movement of Slow Ahead. As 
soon as this movement was acknowledged 
by the Engine Room and the Engines kicked 
ahead, a louder banging sound was heard 
on the bridge by everyone present including  
the Pilot. 

Realisation of a mistake and the 
Immediate Actions
Immediately realising something was wrong. 
I called up the Engine Room and spoke to 
the Chief Engineer to ascertain the cause of 
the Engine not responding to the telegraph 
movements from the bridge as well as asked 
the Chief Engineer whether there was anything 
wrong as some loud sounds were emanating 
from aft. The Chief Engineer responded that 
he was investigating the cause of the Main 
Engine’s failure to respond and sustain the 
RPM as well as confirmed that they were 
hearing banging sounds on the starboard 
quarter at irregular intervals.

The investigation and FIR
In order to ascertain this I released the 
OOW from the bridge and sent him aft to the 
starboard quarter to investigate the cause of 
the banging sounds. Upon reaching there, the 
OOW reported that there was a channel buoy 
on our starboard quarter and due to the swell 
its top framework was banging irregularly on 
our shipside. I immediately informed the Pilot 
about this and he went down to the poop 
deck and confirmed this report by the OOW. 
Once he came back on the bridge, he asked 
me to also have a look at this. I went down 
as soon as the OOW and Pilot were on bridge 
and saw the extent to which the channel  buoy 
was banging away at our starboard quarter 
shipside with every moderate wave. At times 
its framework was grazing past the shipside 
and causing scratch marks in the paintwork.
  
Post incident actions
The pilot advised that we should drop anchor at 
that spot and await daylight to check the extent 
of fouling of our propeller by the buoy chain. 
We did so. Meanwhile the Pilot disembarked 
from our ship. We then sat down to discuss 
the next steps to examine the extent of fouling 
clearly. It was decided to take opportunity of 
the darkness to trim the vessel by a about 

Buoy Chain Snags Vessel’s Propeller
Navigational Incident at Chennai Port
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150cms by the head so that the propeller 
would be clearly out of the water. Keeping in 
mind the stability and stress considerations 
we calculated the ballast requirements and 
configuration and quantity we trimmed the 
vessel down by the head during the night.

The rectification process
By daybreak the next day we were ready to 
lower our lifeboat and approach the stern 
area close to the propeller and examine the 
condition of the fouling. In those days we did 
not have either mobile phones or cameras 
on ships. So the condition of the chain on the 
propeller blade had to be hand drawn. There 
was only one bight of chain visible on just one 
of our propeller blades as far as we could see. 
There was no other fouling as the other blades 
were clear. So we thought that with the help of 
an observation boat stationed away from our 
stern informing us constantly on walkie-talkie 
we could try and clear the fouling of the buoy 
chain from the propeller blade ourselves.

After breakfast,  we were able to contact the 
Harbour Master at Chennai Port and he co-
operated to  send out a pilot boar with a senior 
pilot to help us with our plan. Meanwhile we 
also informed our Company and P & I Club 
and asked them to contact divers to standby to 
assist if required. 

By 0930 hours the pilot boat arrived at the 
scene and we were ready with our propeller 
engaged on turning gear from the engine 
room. With great precision and constant 
communication between Engine Room, and 
the Senior Pilot on the Pilot boat we slowly 
but surely rotated our propeller shaft to such 
a position that when the blade which had the 
bight of chain was lowered to an angle of about 
120 degrees from the vertical, the pilot on the 
boat informed us that the chain was beginning 
to slip out. He advised us to turn the propeller 
shaft some more. When we reached about 
150 degrees from the vertical the bight of the 

chain slipped away and cleared the propeller 
blade. The pilot on the boat reported that our 
propeller was cleared of the fouled buoy chain. 
At that instant we could see that the buoy got 
detached from the chain and drifted away 
from our ship’s stern. We continued rotating 
the propeller shaft till it had been rotated by 
360 degrees. With the help of the Pilot boat 
we also made an inspection of the propeller for 
any signs of cracks or damages to blade tips. 
Fortunately, no external damages were visible 
then to the naked eye. 
 
Success
With this success in clearing our fouled 
propeller we quickly re-arranged our ballast 
disposition to submerge the propeller and then 
did sea trials at various speeds in clear waters 
off Chennai Harbour and it was confirmed by 
the Chief Engineer that there was no leakage 
of shaft seal or unusual vibrations of the 
engine or changes in main engine parameters. 
Based on this reassurance we concluded 
our sea trials and reported this good news 
to our Company as well as the Chennai Port 
control. Subsequently we re-anchored in the 
designated area and waited for our berthing.

The Lessons learnt
• Situational awareness was lost by the 

Bridge Team members despite the Pilot’s 
presence on the bridge. 

• The Master did not challenge the Pilot’s 
intention of remaining close to the entrance 
of the channel buoys for a long duration.

• The Master did not cross check whether 
ship’s positions of the vessel were plotted 
on the chart by the OOW during the “longer 
than normal” wait off the entrance channel.

• The delay in the manoeuvring plan of the 
vessel  to the berth  was not envisaged 
and a proper risk assessment was not 
made by the Bridge team at that time.

• Very little passage planning was done on 
charts but no “Passage Plan” document 
was available (as it is these days as 
mandatory under the ISM code.) 

• In conclusion I would like to state that this 
incident could have easily been averted 
if the vessel was turned around and kept 
waiting with a short anchor length at a 
position well clear and away from the main 
entrance of the approach channel. 

For readers to visualize how channel buoys 
are constructed and anchored to the seabed, 
please see the accompanying diagram. 

The above picture shows how the buoy chain was 
entangled with our ship’s propeller
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Mr. Maneesh Jha
Vice Principal
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Engine Control Room Fire 
I experienced an engine control room 
(ECR) fire while working on a 48,000 
DWT product tanker as a chief engineer. 
Around 0900 hour the electrical officer 
and I were sitting in the ECR discussing 
some work when suddenly the electrical 
kettle socket caught fire. Immediately 
we switched off the power supply and 
extinguished the fire using portable CO2 
extinguisher. 

To our good luck this happened when the 
engine room was manned and we were 
in the control room. This could very well 
have happened when the engine room was 
unmanned, had the duty engineer forgotten 
to switch off/ disconnect the kettle. 

The original electrical fitting from shipyard 
are of good quality and can last the entire 
lifetime of ship, particularly on a quality built 

ship. During the early days of computerization, 
computers were supplied and installed on 
ships. For this purpose, the kettle stand was 
shifted to another location. The materials were 
requisitioned in stores indent and attention 
was not paid to the quality and type required. 
The socket used was made of plastic. As 
the clearance in plug pin and socket hole 
increased due to wear and tear caused by 
increased usage, sparking occurred resulting 
in melting of inner parts, which led to short 
circuit. 

The problem was compounded by taking 

Mr. Arun Khatal
Engineering Faculty
SIMS, Mumbai

electrical supply for the socket from ECR 
vent fan switch connection. This meant by 
switching off the switch, its power could 
not be isolated. Luckily electrical officer 
was well familiar with isolation switch in the 
distribution panel and operated it without 
any loss of time. 

The lesson learnt from this incident is that 
when new fittings are used, particularly for 
high consumption appliances these should 
be made of porcelain fittings with isolation 
switch as shown in picture. 

After this experience on joining ship it has 
become my first priority  to check for the 
electrical installation for kettles in cabins 
for senior officers, in cargo control room, 
ECR, etc. where modifications are normally 
found. In these inspections a good number 
anomalies were noticed on my ships. 

SIMS Ex-cadets Joined ESM-Managed Fleet During the 
First Quarter

3O Ashin Joseph
DNS 10

3O Harjeet Singh
DNS 10

3O Abhishek
DNS 11

3O Bikramjeet Singh
DNS 11

3O Abijith M Sreenivasan
DNS 8

3O Criss T Joseph
DNS 9

3O Madhavadas C Santhosh
DNS 11

3O Mano M R 
Innasimuthu

DNS 9

3O James Kurian
DNS 10

3O Sukhraj Singh
DNS 11

3O Manmohan 
Vattamattam

DNS 9

3O Abhishek Aggarwal
DNS 10

3O Anand T M Upendran
DNS 9

3O Ankush Sood
DNS 10

3O Lovepreet Singh 
Gahra
DNS 9

3O Varun K K Thayath
DNS 9

3O Chandralalu P Nair
DNS 9

4E Jacob Joseph Kurian
GME 10
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Merchant ships are fitted with auxiliary 
boilers for supply of steam to many 
equipment and for general purpose 
heating functions. The steam boiler has 
to be well maintained keeping in mind 
the quality of fuel, air and water based on 
its size for ensuring optimum efficiency 
and long life.  The quality of water in the 
boiler directly affects the life span of boiler 
components. The engineers maintain the 
quality of water required by drawing a 
sample of water, analysing the same for 
various parameters and by a combination 
of dosage of chemicals and blowing down 
the boiler to control of chlorides and total 
dissolved solids (TDS), on daily basis. 

Drawing the water samples from the working 
boiler, is an important aspect as it affects the 
analysis and judgement for the treatment for 
boiler water.  

Properties of Steam 
The saturation temperature of steam 
generated in a boiler depends to a large extent 
on the working pressure of the boiler. The 
saturation temperature of steam for a boiler 
operating at 7 bar is approximately 159°C. And 
the saturation temperature of the steam for a 
boiler operating at 16 bar is approximately 
202°C.  As a boiler water sample is drawn from 
the boiler drum, it is obvious that the pressure 
will be reduced to the atmospheric pressure 
causing flash off into steam. This flashing off 

will result in apparent increase of chlorides 
and total dissolved solids (TDS) in the  
sample water.

The operator/ engineer will interpret the result 
wrongly attributing the increase in the above 
parameters to the quality of boiler water and 
resort to uncalled /unnecessary blow down.  

Boiler water sample cooler  
To avoid flash- off  of high pressure boiler 
water into steam, the ship-builder has 
provided a sample cooler of  “counter flow” 
type to cool the sample water to approximately 
room temperature (30-35°C) While drawing 
the boiler water sample, the operator/engineer 
must open the cooling water first and then 
slowly open boiler sample water monitoring 
the temperature of the sample water.  Allow 
the boiler water to flow for a few minutes 
to account for the stagnant water in the 
connecting pipe and then draw the sample.

Maintenance
As the cooler cools the sample water to room 
temperature, it is important that the cooler 
is maintained in good condition to achieve 

the cooling action; as we have seen earlier, 
boil off must be prevented at any cost while 
drawing the sample water to represent the  
correct sample.

Safety
In addition to collecting an imperfect sample, 
it is also a safety risk if the cooler is fouled 
thereby not cooling the sample water and 
allows hot water to come to atmospheric 
pressure thereby flashing off into steam.  
There is a possibility of the operator/engineer 
getting injured by hot water/steam. 

4E Harinderpal Singh 
Rataul

GME 11

4E Navneeth Purushothaman 
GME 11

4E Aman Deepak 
GME 12

4E Mandeep Singh 
GME 11

4E Prabhjot Singh 
GME 11

4E Dhanraj Sundar Salian 
GME 9

4E Lakhwinder Singh 
GME 11

4E Gupreet Singh 
GME 9

4E Satyajeet Chouhan 
GME 9

4E Manmohan Singh 
Rawat 

GME 12

4E Shyamlal M Puthussery 
GME 11

4E Kumargirish P
Sonawane 
GME 12

4E Simerjeet Singh 
GME 12

4E Jaideep Rawat 
GME 12

4E Mukesh Kumar Sharma 
GME 11

4E Harinderpal Singh 
GME 11

4E Manmeet Singh
Syan 

GME 12

Importance of Boiler Water Sample Cooler
sample in

sample
out

cooling
water in

cooling
water out

drain

S.Viswanathan
Principal
SIMS, Lonavala
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The past issues of the Samundra Spirit, 
have so far carried articles of explorations 
of  the enchanting past surrounding SIMS, 
Lonavala. Karla Caves, Bhaja Caves 
and the Lohagad Fort – each a historic 
monument with a tale of its own. This 
time, our adventure team has stepped 
out of the comfortable green pastures of 
Lonavala campus to reach out Tokona Fort 
barely six kilometres away. Here’s a first 
hand account of our young travellers from  
SIMS, Lonavala.

Considered to be one of the most popular 
sight-seeing spots around Lonavala, we learnt 
that it too shared a long history filled with 
conflicts like the many other forts in the state of 
Maharashtra; fighting dating back to as remote  
as the 14th century.

Located near the Pavana River, this fortress 
had once been home to many dynasties that 
ruled the Maratha Kingdom, along with being 
a major centre of activities in the Pauna 
Mawal region. The Tikona fort is also called  
the Triangle Fort because of its triangular 
shaped build. 

It was a mild drizzling day with the temperature 
for a comfortable long walk, We first made our 

way towards Kamshet, which was situated 
hardly six kilometres from SIMS. The journey, 
by rickshaw, took us only 15 minutes. During 
our journey, we realized that the Tikona fort 
remained hidden behind the twin forts of 
Lohgad and Visapur but eventually became 
visible as we crossed the new expressway. 

As we reached our destination, we were 
instantly mesmerized by the overwhelming 
natural beauty of the lush grassy hill and its 
surroundings. From the nearest village – 
Tikona-Peth, the Tikona Hill also known as 
Vitandgad stood at 3500 feet high. But while 
our eyes were feasting  the picturesque view 
around; our feet felt the pinch, climbing the 
flight of stairs towards the fort 3500 ft above 
the village Tikona. 

As we ascended, the photo meddlers started 
capturing the natural beauty with their 
cameras. The fog, clouds covering the fort 
made the sight more attractive.

During our climb, we also recalled our readings 
about the mountains on Deccan plateau in the 
vicinity of Bor Ghat and their many ancient 
caves like Karla, Bharje, Bedse, Bhandara 
and Shelarwadi. The forts of Lohagad, 
Visapur, Tung and Trikona were built in order 

Historical Surrounding of SIMS: 
Tikona Fort

to defend these caves. This region also has 
a number of Ghat routes connecting the ports 
on the western coasts to the cities located 
on the Deccan plateau. These forts serve as 
protectors for these important trade routes of 
ancient India.

The sight is listed as a protected monument 
by the archaeological survey of India. A paltry 
ticket fee did not do justice to the first look of 
the fort.

As we entered the caves, we found that 
these caves belonged to the Buddhists and 
Hinayana Era. These caves were built 1,000 
years ago but still the allegiance of the caves 
was felt alive.

The Tikona Fort can be seen thoroughly in 
about two hours’ time. We took a left after 

Cdt. Amit Singh, 
Cdt.Vyom Jha, 
Cdt.Paras Goel
BTECH 03
SIMS, Lonavala

Tikona Hill at a distance as we neared Kamshet
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crossing the entrance. As we moved up, we 
saw a cave and a cistern. The cave had a 
capacity to accommodate 10 to 12 persons. 
The stairs adjacent to the cave led us to the 
entrance of the bulwark. From this point we 
saw the castle on the left while cistern on 
the right. As we further moved up, we saw a 
string attached to the wall climbing down on 
the right.  We found a few cisterns here also. 
It is believed that the small lakes and cisterns 
serve as the main source of water in the old 
days. We joined the main path from here, 
which leaded us to some broken steps. 

As we moved up further, we reached the 
Mahadev temple. Behind the temple, we found 
a moat. After bypassing this moat, it led us to 
the flag-post. From the bulwark, we saw the 
view of neighbouring Forts of Tung, Lohagad, 
and Visapur, the Pauna region, Fagne dam 
and many other hills. The entire Mawal region 
was visible from the Tikona fort. It was from 
this mesmerizing view that we understood its 
strategic value and recalled further readings 
about the fort’s history.

It is understood that Ahmed Nizamshah of the 
Nizan dynasty conquered the Tikona Junnar, 
Lohagad fort in 1585 from the Maratha Empire 
but lost it to the invasion of King Shivaji in 1657. 
The forts were surrendered to the Mughal 
warrior Kubadkhan, who had attacked the 
region together with Halal Khan and others, 
according to Purandar Treaty, signed in June 
1665. Kubad Khan took over the fort on 18 
June but it was later recaptured by Marathas. 
Till 1818, Tikona was under Maratha kingdom 
before the British Empire captured it. 

Though today, the Tikona lies in near ruins, the 
mightiness of the fort is still intact.

Time flew by and the sun had now almost 
passed overhead. A picture of sunset from 
Tikona fort was so fascinating that no one 
would ever wish to miss this breath-taking 
sight. The sun was hiding between the green, 
foggy mountains with the rainbow on other 
side. The birds flitted across the mountains 
and it seemed like a small kid had made a 
drawing of mountains taught in schools which 
we could actually witness. 

As there were no arrangements for basic 
needs such as food, water and washroom, we 
had to rush down before dark. So after a very 
eventful and  lasting learning experience  we 
were happy to return back to our comfortable 
home in the campus of SIMS, Lonavala., 
tired but a bit more knowledgeable about the 
historical surrounding of our very modern and 
futuristic campus. 

Green vegetation crept throughout the fort 

A mesmerizing view from the fort

One of the doorways to the fort
The only way to the fort on top of the hills was to climb 
these uneven stairs
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SIMS cadets braved all odds to finish 
runners-up in the national level inter-
maritime institute sports meet held at the 
Maharashtra Academy of Naval Education 
& Training (MANET), Pune from 23rd to 
26th February 2015. 

In the first elimination round, SIMS cadets, 
captained by CDT Shubham Bera, sailed 
over stiff resistance from the cadets of Anglo 
Eastern Maritime Academy to book a berth 
in the Semi-Finals with a score of 1-0. SIMS 
Goalkeeper, CDT Rupam Kanathey, brought 
up a stellar performance between the sticks to 
deny the rival team any chance of redemption 
once the strikers gave SIMS an upper hand by 
netting a goal early in the match.

The semi-final match against Tolani Maritime 
Institute was even tougher and SIMS cadets 
had to draw from the substitute bench to 

SIMS Finishes Runners-Up in Soccer Meet

Inter-House Aquatic Championship

Inter-House 
Volleyball 
Tournament

notch up a 2-1 victory to march in to the finals. 
However, the game didn’t go in favor of SIMS 
in the finals against AMET Chennei. In the end 
it was the team work and insatiable hunger 
for excellence which played the decider in a 
match of equals. 

The proverbial ‘Friday the Thirteenth’ 
could not dampen the spirits of Samundra 
cadets who battled for the honours in the 
swimming arena on 13th November 2015. 
The Inter-house aquatic championship 
witnessed the campus swimming pool 
bustling with activity with all four houses 
gunning for the over-all championship.

The cadets, staff and the faculty who had 
gathered in anticipation were treated to 
an amazing display of skill and spirit in 
various categories like 25m freestyle, 50m 
freestyle, 100m freestyle, 25m back-stroke, 
25m breast-stroke, 25m Butterfly stroke and 
4X25m freestyle relay. Kaveri house edged 
out Ganga for the over-all championship with 
a tally of 28 points. Ganga came a close 
second with 26 points and were actually in 
contention till the very last event.

Cadet Baldeep Singh of Kaveri house 
dominated the pool with three individual 
titles to his credit and was instrumental 
in crowning kaveri house as the overall 
champions. Cadet Irwin, cadet Hiralal and 
cadet Somdeo Joshi also displayed flashes 
of brilliance while bagging the titles in 
25m freestyle, 25m back stroke and 50m  
freestyle respectively. 

Capt. VR Krishnan once again proved his 
dominance of the pool and emerged the 
clear winner in the 25m freestyle and 75m 
freestyle competitions for staff by edging 
out Mr. Kishore Kotibhaskar and Mr. Prasad 
Godbole, both of whom put up a very stiff 
challenge. But Capt. Krishnan displayed 
superior technique and skill to emerge as the 
eventual winner. 

The enthusiastic spikers, setters, blockers 
and liberos of SIMS Lonavala campus came 
together to put up a great show on 10th 
February 2015 for the final match of the 
Inter-house volleyball tournament. It was 
Ganga house locking horns with Kaveri house 
and the stage was set for a great evening with 
scores of volleyball enthusiasts turning up to 
cheer their favorite team. 

Ganga dominated from the word go as their 
spikers went on a rampage exposing weak 
blocking and an unorganized defense from the 
Kaveri end of the court. It took time for Kaveri 
to settle down and it was too late by the time 
they pulled up their socks and plugged the 
gaps. Ganga took the first set 25-18.

Kaveri came back stronger and wiser in the 
second set, sailing through comfortably to bag 
the set 25-20. From then onwards there was 
no looking back for Kaveri as they wrapped up 
the match pretty easily in the end with a score 
line which stood at 25-18, 20-25, 7-15. 

GME Cadet Navjeet Singh Palia deserves 
special mention for the way he fought his 
heart out in the keenly contested final match 
with AMET, Chennai. He matched move for 
move and constantly wreaked havoc in the  
enemy lines. 



It was a pleasure visiting the SIMS campus yet again today after nearly 3 years. 
If anything, the campus & institute evolution over time is a stellar testament to the 

professional ethos & sustainability philosophy of the management & faculty. 
I am even more impressed with the substantial emphasis on ideation, Innovation, 

R&D and IPR creation which is visible organizationally. Kudos to the management, 
faculty & staff of SIMS for the value created & sustained.

Mr. Deepak Shetty
IRS Director General of Shipping

Government of India 

I had visited MAG-MOL Training Centre in Manila last month, therefore, looking at SIMS, 
always, it’s comparable with MAG-MOL Training Centre. Anyway, I feel that it is very interesting, 

because I worked at MOL crew training office as instructor. All officers of SIMS will become 
good officers in the future I think. 

Mr. Seiji Ikeda
Senior Managing Director 

Shoei Kisen Kaisha Ltd, Japan 

Very impressed with the facility and the systems and faculty. Truly eye opening. 
C.P Gopinath

Faculty
Hinit College, Chennai
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