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Editorial Note
A life without challenges is impossible to imagine or rather unbelievable like a rainbow
without colours or music without sound!
While Challenges are inevitable, everyone has at least two options to deal with them, i.e. make a
choice to ride over with determination or surrender to any consequences.
I was indeed challenged by the choice of the theme on the “Challenges on board for seafarers”
for this first issue of 2020 by our enthusiastic and spirited contributors of the Samundra Spirit.
However, the result of their deliberate choice made with confidence and associated with calibre
can be seen in the pages of the magazine. I am indeed extremely happy to see yet another
interesting and equally educative issue of the Samundra Spirit set the ball rolling for the year.
My sincere thanks to the contributors - from SIMS, ESM as well as sailing officers from the ESM
fleet for triumphantly sticking to the theme, delving deep into their memory and experiences to
make our latest issue come alive once again.
Extraordinary things are done by ordinary people under extraordinary circumstances which
elevate them to heroism. That’s how the common saying goes, right? However, the caveat would
probably be they are seemingly ordinary but with extraordinary potential to seize the opportunity
to overcome and overturn the challenges into a glorifying win.
Indeed, the choice made by my team definitely brought out a totally different aspect of life on
board. This will resonate with other seafarers and be a true life lesson for the future generations.
“Keeping an Eagle Eye” from Capt. Mahendra Singh, sailing Master from ESM fleet is one
such invaluable lesson on professional responsibilities of a commander of a ship under various
challenging circumstances on board.
Navigation being an all time challenge in the shipping industry, we have zeroed down upon of
the most challenging waters i.e. the mighty Amazon River and the hot spot Barra Norte in Brazil.
Two articles involving two incidents and two unique perspectives from a Master Mariner and a
Chief Engineer provide a 360-degree view of the challenges for hundreds of ships navigating that
passage year round.
While our authors have extensively covered various day to day on board challenges including
boredom, complacency, assumptions and overconfidence, a tad of humour as in “Across
Linguistic Barriers” brings alive the life on board with language challenges.
Perspective on future challenges in the industry - including the culprit of environmental pollution,
Sulphur or a trainer’s focused concern for producing the sturdiest shackle for stellar on board
performance are rather thought provoking.
Our sincere appreciation to the cadets for their poetic and photographic contributions together
with the innovative project - a crane model to inaugurate the Officer’s seminar at their premise. A
special vote of thanks for the cover picture contributed by ex-SIMS cadet of DNS-22, Deck Cadet
Christin Parukanil.
Wishing you all a very happy and healthy new year,
Be safe always!
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Message from Mr. S.P. Singh
My best wishes to all the cadet officers and staff of Samundra Institute of Maritime Studies (SIMS)
for the new year, 2020.
This world-class institute has consistently taken raw human talent from the nooks and corners
of a huge country like India, grooming them to become among the finest officers of the maritime
industry. Executive Ship Management sincerely appreciates and applauds the contribution to the
development of these competent and professional seafarers by the faculty and staff.
Being in the forefront of the maritime industry, SIMS provides cadets and the trainees with a top
notch exposure in terms of infrastructure, training methodology and environment unparalleled to
any contemporary institution. The combination of learning tools such as blended learning using
latest Computer technology, hands-on training of machinery and equipment and simulators, focus
on leadership skills, developing officer like qualities, etc., have indeed been most effective in the
cadet’s journey to becoming an officer.
However, the journey of development and education for each cadet must not end there. I call
upon today’s cadets to inculcate the curiosity to learn and hunger for growth. There cannot be a
better environment than in SIMS. However, it’s not only the knowledge but a solid value system of
integrity and self-discipline that will ensure your professional success in life.
When stepping onboard a ship, each one of you must remember that Safety is a number one
priority here without any compromise. Always abide by regulatory requirements and company’s
guidance through its Safety Management System.
During my association with ESM for nearly two decades now, I have attended to many ships and
visited the institute for various events over the years. I had the opportunity to interact with the
cadets and alumni of SIMS and each time, I am amazed by the sheer creativity, talent and positivity
that they exude. Continue with this passion and strive for excellence, taking this esteemed Institute
and all its stakeholders to an even higher level of success and greatness in years to come.
Finally, always remember, safety is paramount and my best wishes for each one of
you is to remain safe in 2020 and the years to come.

S.P. Singh
Managing Director
Executive Ship Management Pte Ltd
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Keeping an Eagle Eye
Capt. Mahendra Singh
Sailing Master
ESM Fleet

The biggest challenge a merchant ship
faces is the ever changing surroundings,
whether she is at berth, at anchor or
moving. The status of various machineries,
tools and systems keeps changing due to
lack of proper routine maintenance and
inspections, noncompliance with standard
operating procedures, rolling, pitching,
vibrations, aging, rusting, human factors
etc. No one understands these dynamics
better than a person sailing on the vessel
for months together.
Most of the time, deficiencies go unnoticed
posing serious safety hazards, until finally
pointed out by PSC or vetting inspector (that is
if we are lucky enough that these deficiencies
have not resulted in an accident already).
As we go up higher, our field of vision widens,
and we can see more of our surroundings
and below. Same is applicable to the senior
officers on board, specifically to Master and
Chief Engineer. One, in due course, and with
active participation coupled with interest,
commitment and dedication, develops a very
sharp sight and astute vision. If a senior officer
leaves everything to the whims and fancies of
subordinates, arguably the best resource on
board goes to waste.
A merchant ship in itself is a whole world
altogether or a planet cruising through
treacherous blue oceans. When people are
assigned so many duties simultaneously they
tend to commit mistakes. Here comes the role
of senior officer to bridge this gap and break
the error chain. This is best accomplished by
keeping an eagle eye, taking regular rounds,
planning the jobs well in advance and assigning
them to the correct person. Also important is
motivating crew to follow safety procedures
in line with company and international laws,
at the same time taking care of their personal
welfare, needs and wellbeing.
It is expected that when one takes regular
and thorough rounds pointing out various
deficiencies, some may feel uncomfortable.
“We work on board as a team helping each

other to complete the job in a safe and efficient
manner. I am not trying to find faults, but
instead help you do your job more efficiently.”
This should be your line. This builds confident
subordinates, when they start taking your
interventions in a positive and constructive
way.
In today’s time, shipping is under very close
scrutiny and observation. Pilot is the first
person who takes stock of vessel; the way
pilot boarding arrangements are made, pilot
is received, Master-Pilot information exchange
is done, conduct of bridge team, mooring
operations; everything makes a big impact on
him. There have been many instances where
pilot after disembarking reported to PSC or
coast guard about substandard practices
onboard resulting in PSC detention or legal
actions against vessel.
Another very important phase is after vessel
is All Fast. Crew neatly dressed, conducting
proper gangway briefing, taking regular
rounds, attending moorings on regular basis
and doing proper reporting etc. make a big
difference on vessel’s performance while in
port for cargo operation.
Below listed are some of the important
instances senior officers should not miss on
the rounds,
1. Upon joining the vessel, a thorough round
of complete ship should be carried out to
assess the status.
2. Verify ship’s readiness for calling port
and PSC boarding, two days prior to port
arrival.
3. Verify complete readiness of vessel for
cargo operations and PSC related matters,
after All Fast in port.
Checklists should not be perceived as an
additional burden; in fact, they should be
valued as the guarantee
to complete a task without
overlooking a critical activity.
The importance of proper
documentation should never
be undermined.
It is worthwhile to note some
of the common shortcomings
which have a potential to
pose serious safety and
operational risks.
1. Lifeboat
engine
not

tested prior to port arrival.
2. Check lists not filled or filled in part only.
3. Lifeboat not moved from stowed position
during drills and not launched on quarterly
basis.
4. PV valve testing is only limited to opening
and cleaning, lift test using test equipment
is not carried out.
5. Wrong procedure followed to do the winch
brake test.
6. ER flaps not tested on regular basis for
proper operation.
7. Crew unclear on response to various
emergency situations on board due to lack
of/or improper training.
8. Twist in Anchor chain causing anchor
to hang outside in secured position and
damaging gypsy profile during anchoring
operation.
9. While at anchor, the chain is secured on
the brakes, and not on the chain stopper.
10. During cargo operation onboard tanker,
the manifold fire hoses are connected to
fire hydrants instead of foam hydrants
and fire nozzles are used instead of foam
nozzles.
11. Draft marks/Load lines faded, especially
forward ones
12. Attending to hydraulic lines of mooring
winch, crane and Gangway air lines before
they start leaking.
13. Gangway top table gets frozen due to
poor lubrication which makes gangway
unusable when there is a greater gap
between jetty and ship side.
14. Lifeboat gripes with plastic covering need
to be inspected at regular intervals and
renewed as stipulated.
It needs to be appreciated that seafaring is
not everyone’s cup of tea. It’s a specialist’s
job which needs aptitude and attitude in good
measure. Senior officers need to lead from the
front and be the guiding light for the Juniors
on board.
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Joining Shackle for on Board Performance
A trainer’s perspective
Mr. Biju Baben
Dean Marine Engineering,
SIMS, Lonavala

(Emphasis on the importance of robust link
between the training phase and on-board
performance)
Performance is not tangible unless it works
in its trinitarian components such as, power
generation, design features in linking and
the final application. Let’s explore the
simple basics of wheel dynamics in order
to drive this point home. To get a wheel
rotating, a torque needs to be applied
through its rotating axis (Torque= Force
x Perpendicular distance in the line of
application of Force). The requirement of
torque depends on the radius of the wheel
and the resultant tangential force produced
by the wheel to set the motion.
Assuming the engine produces a constant
value of torque, as the wheel radius changes,
the net driving force from the wheel also
changes. Since the force is related to its mass
and the acceleration, increasing the wheel size
decreases the driving force and hence, reduce
of acceleration in wheels. (Force = Mass x
Acceleration)
To conclude, engine design has to be changed
to deal with larger radius wheels at the
expense of a suffering fuel economy. This
is true in every situation where the power is
transmitting for a desired output. Suitable care
and innovative thinking is applied in designing
crucial power linking mechanisms such as
Clutches, coupling for the transmission etc...
In ships the propeller diameter is a vital factor
according to the power produced by the
engines.
In training, the desired output is on-board
performance. That is possible if we can fine
tune it, bridging the gap of connecting their
trained mind set to the final professional
competencies. Just like a car wheel and
road have a close relationship, trainees’
performance is closely associated with their
working atmosphere.
Various connecting links to deal with real
working scenario are,
1. Knowing the outcome of the work prior

to doing the job: Knowledge about a
valve or a machinery alone doesn’t help
to identify the condition of the machinery
once it starts working. On the command
of opening a particular valve, anyone can
identify the correct valve and open the
same too. But if he doesn’t know what
would have happened to the medium inside
and the after effects of it, he will be blind
in assessing the process flow. Opening the
valve is not the only objective but it should
serve the purpose of achieving the overall
objective of the performance of the system.
The complete visualization of an overall
picture of running of machinery with correct
operating parameters is a must prior to
starting the same.
2. Networking of information connecting
to other operating system.
Operation of one machinery is well
connected to other systems as well. For
example, before switching on an electrical
load we must check the total load on
generator. The decision making at the
overall working level should be in line with
other working parameters and this internal
networking needs to be addressed.
3. Multitasking measures
The ability to prioritize the work and
efficiently handling the works in unison with
effective communication and team work is
a necessity in the engine room. Involving
others into the tasks and correctly dividing
the works in case of simultaneous operation
is advisable instead of attempting multitude
of ongoing jobs by a single person.
4. Correct interpretation of software and
hardware interface.
The officers should infer the importance
of connecting the information from
the fed system with input values from
various sensors and other mediums. The
malfunctioning of the same can lead to
interpret readings in the wrong way thus,
leading to mishaps.
5. Stage of sharing information and
effective communication.
Developing a culture of sharing details
in the workplace by setting a common
platform to address it, should be the goal.
Structured meetings and pairing junior with
senior for attending tasks can be the best
way to deal with this.

6. Interpretation of consequences
Knowing the importance of set values and
its implication is imperative. If the officer is
unaware, the consequence of machinery
running with wrong parameters can be a
hazard anytime.
7. Importance of set points and implication
of crossing the limits.
The desired set points must be suitably
selected for the effective running of
the machinery with ample margin. It is
important to select continuous rating for the
engines as the time span increases.
8. Establishing strong connection from
running scenario to the knowledge fed
The art of analysing the present working
condition of machinery as a feedback and
quickly acting according to the changes
visible is vital. It may become necessary to
throttle the valve or make required changes
to keep the system in good functioning
order.
9. Engineering skills like drawing and
other aids for troubleshooting
Machinery drawing, system diagram and
circuit diagrams helps in identifying
components and replacing the existing
faults with ease, if the officer has grabbed
the skills of reading drawings.
10.Correlation of connecting various
energy sources and its suitability and
effectiveness.
Machinery operates with different energy
sources and the officer should be aware
of smooth conversion from one energy
source to other. Electric Motor connects
with mechanical pumps and, the operator
needs to know about the links where the
energy conversion takes place. In this case
the coupling bolts, bushes, alignment of
shaft etc.. are of utmost importance.
As a conclusion, although the training phase
covers the nitty-gritties of design, power
requirement and working procedures, still
the smooth conversion of this enormous
effort into practice when the rubber touches
the road or when the trainee finally lands
in the engine room to deal with the running
machineries, depends in a large way on
how efficiently the joining shackles links the
gap between the training phase and onboard performance.
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A Close Call to PSC Detention - Beware of
Assumptions and Ignorance!
Being ignorant about rules and regulations
related to our work can lead us to problems
but being ignorant and making assumptions
can lead us to bigger problems.

performance of the main steering gear against
the performance criteria stated in SOLAS. The
rudder takes longer than 28 seconds to reach
from 35° on one side to 30° on the other side.

I was sailing onboard a bulk carrier as Second
Engineer. We had just arrived at the port after a
long voyage. After the vessel was made fast at
around 1000 hrs., the engine staff assembled
in the Engine Control Room to discuss the
routine maintenance work. During the course
of our meeting, we received a call from the
Master, who informed us that the PSC (Port
Sate Control) inspector would be boarding our
ship in an hour. It was decided that I would
continue with the maintenance work and the
Chief Engineer would accompany the PSC
inspector, particularly in the Engine Room.

The PSC inspector was convinced that
steering system has an issue and the rudder
moves slower than what is required. He
was continuously talking to the Master,
who appeared nodding in agreement to the
arguments of the inspector. PSC inspector
finally turned towards the CE and uttered
‘Chief please inform me in case you are able
to fix the problem, before I leave the vessel’.
His intimidating looks clearly revealed that
his intentions were to detain the ship, in case
the issue is not resolved before he leaves the
vessel.

Around noon, the PSC inspector along-with
the Master entered the Engine Room and the
Chief Engineer accompanied them for the
rounds.

After that the inspector and the Master left
the Steering Gear room, I joined the Chief
Engineer in finding a solution for this issue.
The vessel had no history of any problem
with the steering system, hence we were a bit
confused. We knew that any delay in resolving
the issue would mean a certain detention of
the vessel.

I, along with my team members met the
inspector on the bottom platform, where we
were occupied with the routine inspection work
of the Main Engine crankcase. The inspector
was tall and well-built. After spending 10
minutes on the bottom platform, the inspector,
Master and CE left. The inspector was
apparently satisfied with the visual inspection
of the bottom platform. We felt relieved and
continued with our work.
After approximately 20 minutes, the motorman,
who had gone up to the storeroom to get some
tools, informed me that the inspector had
noted an issue in the steering gear system.
The vessel had a four cylinder/ram steering
system, with two steering pumps. The system
was designed for 50% redundancy.
Out of curiosity and with an intent to assist,
I rushed to the Steering Gear room. The
Chief Engineer appeared worried and he
was referring to the maker’s manual of the
steering gear. The CE whispered in my ears
that the PSC inspector had checked the

We spent some more time reading the
Steering Gear manual, but it was not taking
us anywhere. Suddenly an idea clicked, and
I asked the CE “Can we run both the steering
pumps and check the travel time of the rudder
once again?”
CE uttered meekly “We can do that, however
the inspector may not agree, as I feel that the
performance criteria should be met with only
one pump”.
We started both the steering pumps and
conducted the test once again. Rudder could
travel from 35° on one side to 30° on the other
side in 20 seconds, well within the maximum
specified limit of 28 second as per SOLAS. But
the important question in our mind was “Can
we run two steering pumps, or this needs to be
achieved with only one pump?”
We rushed to the ECR to refer to the copy of
SOLAS . The relevant text of the regulation 29

Maneesh Jha
Principal
SIMS, Mumbai

of SOLAS II-1 read “The main steering gear
and rudder stock shall be capable of putting
the rudder over from 35° on the either side
to 30° on the other side in not more than 28
seconds. In a passenger ship this should be
achieved while any one of the power units is
out of operation.”
This meant in any vessel, other than passenger
ships, the main steering performance criteria
can be met with all the pumps in operation. We
had demonstrated the steering performance
to the PSC inspector with only one steering
pump in operation. Realizing the mistake, CE
immediately called the Master and informed
him about our finding. The PSC inspector was
with him in his cabin at that time.
CE and I rushed to the Master’s cabin. We
were literally running against time. Vessel
should not get detained for no reason.
The inspector was writing the report when we
reached the Master’s cabin.
“Sir, there is nothing wrong with our steering
system. As per SOLAS, the main steering
performance criteria can be met with all the
power units (i.e. both the pumps) in operation”
CE conveyed.
Before the PSC inspector could say anything
the Master uttered “I do not think so”.
“And the rudder moves from 35° on one side
to 30° on the other side in only 20 seconds,
when we tested it again with both the pumps
in operation.” CE ignored Master’s unwanted
comments.
CE then showed the relevant text in SOLAS to
the PSC inspector. He read the text quietly for
some time before making a phone call to his
colleague. After that he asked, ‘Can we go to
the steering room once again?’

KNOWLEDGE

CE and I accompanied the PSC inspector
to the steering gear room. We started both
the steering pumps and demonstrated
the steering performance once again. The
inspector was satisfied.
The inspector went back to Master’s cabin
and handed over a ‘nil’ deficiency report for
the inspection. The vessel had come out
clean in this unannounced inspection.
Though it was wrong on our part to be
ignorant about the details of this important
regulation, our last-minute effort prevented
a certain detention of the ship for a silly
reason.
Vessel sailed out next day as per plan. Few
thought provoking questions came to our
mind:
• In case we are unaware of any
regulations (or any requirements), why
should we assume something, which is
not in the interest of the vessel? In this
case would it have been wiser to run
two pumps from the beginning itself,
rather than assuming that the steering
performance criteria needs to be met by
one pump?
• Isn’t it wise to read and understand the
regulations (or any requirements) in
depth, rather than assuming it based on
superficial knowledge?
• Why should I support the arguments
of the inspector, when I am ignorant
myself, particularly if the argument is not
in the interest of the ship?
• Why cannot we politely and firmly
tell the inspector that we need some
time to prepare and demonstrate any
equipment or machinery, even if the
inspector is well built and intimidating?
• Is there a possibility that the inspectors
themselves are not very well versed
with the requirements against which
they will carry out the inspections?
Good upkeep of the vessel, its machineries,
equipment and systems are essential for a
successful inspection. At the same time the
points stated above, and good camaraderie
onboard will be helpful in dealing with an
inspection effectively.
(Note: Author has deliberately not stated the
name of the port or PSC)
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Across Linguistic Barriers
Being a part of a multinational crew on
board for most of my seagoing career,
where I would be a lone Indian on board,
I came across situations at times which
were challenging but nonetheless utterly
hilarious. Nevertheless, those lessons
learnt eventually turned out to be integral
to my learning curve for my fruitful journey
ahead. While sharing those moments, I
was able to re-live them, thanks to the
Samundra Spirit platform.
Along the way I understood that
while
language skills to communicate clearly is a
prerequisite for a safe environment on board
a ship, the shortcomings were overcome
with the ingenuity of a master communicator
by various crew. Let me narrate two such
incidents that took place when I was very new
to the mixed crew culture.
A Filipino chief cook once served a deliciously
flavoured seafood soup. As I gorged on, the
taste of this soup was almost alien to me and
I was taken aback. I could make out that it
was some kind of a fish soup with some tough
morsels of fishy bits in it. I couldn’t resist
myself to ask the chief cook as to which fish it
was made from. He tried to tell me some name
in his language but seeing my completely
puzzled look, he immediately understood that I
was completely blank.
He paused, thought for a moment as to how
to make me understand and what came next
was a masterpiece explanation. Narrating in
his own words from my videographic memory:
“Look Sec (short for Second Engineer), when
this fish ‘ouusside’ water, I chop chop him.
Me ‘insside’ water, this fish chop chop me!!!”
What could be a more apt explanation to make
me understand that the mystery fish for me
was a Shark?!!!

Abhiram Wakankar
Engineering Faculty,
SIMS, Lonavala

We senior officers were in the Ship’s office
having a meeting just before Lunch time
when the Chinese Bosun came running in.
Visibly, we could make out that something was
wrong from his obvious gestures and panting.
Involuntarily, we all jumped out of our chairs
awaiting an explanation:
“Sir, people working forward, big problem.
One man
‘Finissh’.”

‘Finissh’,

one

man

stand-by

We all ran to the forecastle to find, while
working aloft, one of the crew member
had fallen on deck, unable to stand, visibly
wriggling in pain. (Finissh)
The other one, with his one leg entangled in
a rope, was hanging upside down: (Stand–By
Finissh).
With such power of explanation, I am sure,
even the readers can visualize the scene we
arrived to witness at the forward part of the
ship.
It is possible that seafarers, more often
than not, will come across situations where
presence of multilingual crew can be a
huge communication barrier. With effective
communication vital to safe and secure
shipping, we must ensure crew are equipped
with proper tools of communication ie. Working
Knowledge of a common language. However,
with humankind being equipped to weather
any storm and turn any tide the favourable
way, it simply needs a bit of imagination and
creativity as the above anecdotes illustrate.

It indeed was a Shark Fin soup!
Another incident was when we had Chinese
crew, the top management except me were
Norwegian.

The person who can master this art, of finding
a way when there appears to be none, would
make an effective leader.
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Sulphur, Sulphur Everywhere!
Prasad Godbole
Engineering Faculty
SIMS, Lonavala

Man, in his endless quest for comfort
and convenience, does overcome his
immediate problems, but in the process
creates new ones. He then solves these
new ones to create newer ones – which
more often than not, may be thornier than
the original problem!
For millions of years, organic matter lay
buried a mile underground, slowly decaying
into hydrocarbons. This black gold laid there
peacefully, doing what all matter does best.
But we wouldn’t let it be. Man needed energy
thus, he pumped this black gold out. Along
with this new bride, came plenty of uninvited
guests!
One of them was Sulphur. This guy does
not come from a bad family. It is just the bad
company he sometimes keeps. Many useful
organic compounds containing sulphur exist.
In fact, amino acids, essential to all life, contain
sulphur. Trouble starts when this sulphur
combines with oxygen to form oxides. It is
well known that these oxides with water form
acids which finally rain down on us, polluting
the Earth.

We have now decided to remove this sulphur
from our fossil oils before burning them. We
do have the technology to do so. It should, in
theory, be a simple task. But then, it is said
that “In theory, there is no difference between
theory and practice. In practice, there is!’
At present industrially, sulphur is used
predominantly to make sulphuric and
sulphurous acid, as well as fertilizer. The
present supply of sulphur can comfortably
take care of these two needs. The need for the
latter is reducing year on year as we realize
the long term detrimental effects of chemical
fertilizers on soil quality. And the world can
use only so much sulphuric acid!
The shipping world at present uses almost half
a million tons of fuel oil per day. Reducing the
sulphur content of all this oil down to 0.5% will
generate a phenomenal amount of elemental
sulphur. While removing sulphur in an efficient
way per se would pose a considerable
challenge, the real problem is going to be
eco-friendly disposal of all this additional
sulphur. Many of us have seen mountains of
sulphur in ports around the world, waiting to
be transported to the end user. Going forward,
that is going to be a much more common and
ungainly sight. This sulphur will inevitably get
into the ground water among other places,
making sulphur springs health spas passé.
Excessive stocks of sulphur, and various ways
of disposing it off has its own perils, hopefully
it does not pose a greater hazard than that of

sulphur oxides which we are trying to eliminate!
When producing electricity by nuclear fission
was first envisaged, proponents of the idea
said the power would be ‘Too cheap to meter’!
Soon enough, we found out otherwise! Dr.
Homi Bhabha, the father of atomic power
in India stated, “Yes. We are aware that this
power is expensive. But no power is more
expensive than ‘No Power’!
He was right no doubt, but we would do
well to remember that the world has still not
found a satisfactory solution to the problem of
disposing of radioactive waste!
In every challenge there is always an
opportunity. The price of sulphur is expected
to crash and then, remain at very low levels in
the foreseeable future. Far sighted companies
have already undertaken research to take
advantage of this windfall. Outlandish as it
sounds, one of the suggested solutions is to
pump it all back where it came from, a mile
below our feet!
Talking of outlandish suggestions, one does
recall how, well before the advent of the first
hundred-thousand-ton oil tanker, oil spills were
smaller and did not make headlines, the first
official to suggest the building of double hull
tankers was ridiculed with the remark, “He
has the wisdom of youth and the energy of old
age!”
Must be tough to be a visionary!
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Monotony of Work: A Challenge to
Hazard Identification
Capt. Anuradha Jha
Nautical Faculty
SIMS, Lonavala

Adventures and challenges are not
synonymous even though most people
tend to club them together. In fact, many
seafarers trying to discover adventures
may rather land up facing the challenges
of executing routine jobs day in and day
out and losing the awareness of doing it
mindfully each time. As per our author
veteran seafarer Capt.Anuradha Jha this
is a greater challenge than setting on an
adventure knowingly.
There have been various instances wherein
ship’s crew could not assess new risks involved
in the same job, which they had been carrying
out repeatedly, mostly because of the dynamic
nature of maritime work environment. These
can be prevented only if the near misses are
reported religiously, and discussed correctly,
discussed correctly on board the ships of the
fleet. It would definitely reduce a lot of near
misses from becoming accidents.
Let me recount a couple of instances
illustrate the point.

to

An oil tanker was on time charter and was
plying between the same two ports for the last
four months. Vessel used to go to port side
alongside at both ports. The passage between
the two ports was only 125 nm hence, it hardly
took 12 hours to reach next port. All the ship
staff were tired of working in the same pattern,
day in and day out. After 4 months, at discharge
port, port control informed vessel to rig pilot
ladder on port side and prepare mooring ropes
on starboard side. Duty officer informed chief
officer and Master. Despite relaying the correct
information verbally, all of their minds could not
register it. Crew started preparing moorings for
port side and pilot ladder on starboard side.
Chief Officer asked deck fitter and cadet to
prepare port side manifold. The time was 1130
hrs. while pilot was expected to board at 1300
hrs. Second officer, who had joined vessel on
last load port, came on watch at 1155 hrs. At
the time of handing over watch, he checked
the VHF log, and found the information from
port control to be contradictory from what he
was told. He asked third officer about it. Third

officer also got confused, and then asked port
control again. It was only then, that they all
realized the mistake and made the changes.
It could have been worse, but the day was
saved, just in time.
Similarly, a technician boarded a vessel, using a
pilot ladder, at anchorage. Vessel was carrying
out lighterage operation. After completing
his job in 3 hours, he wanted to disembark.
Duty officer assumed that the pilot ladder is
appropriate, and asked one seaman to be on
standby near the ladder. However, in 3 hours’
time, the Vessel’s freeboard had increased by
half a meter due to unloading of cargo and
the ladder was no longer appropriate. While
disembarking, the technician jumped from the
ladder to the boat, in a hurry, and twisted his
ankle.
Many a times, people tend to overlook the
dynamic factors associated with repeated
jobs or same work conditions and miss those
out while carrying out risk assessment.This is
utterly risky in the challenging environment of
a sailing ship.
Sometimes, people tend to bypass certain
safety features as well, during the course of
certain repeated jobs. Few of them are as
follows:
1. Wearing a helmet without chin strap in
place
2. Removing hand gloves while working
3. Removing the life jacket during life boat
lowering routines
4. Keeping the sea chest/ overboard valves
open
5. Keeping certain isolation valves open,
which should be closed at sea
6. Keeping hatch cover cleats open at sea,
thinking that within a day, next port will
come
7. Leaving loose mooring ropes on deck
8. Leaving drums on deck or in store
unlashed at the time of departure
9. Leaving electrical equipment plugged in
And the list goes on. Most of the items have
already been identified as hazardous acts,

however, as overconfidence sets in having
successfully done the job umpteen times the
mind seems to take a shortcut overriding or
impairing the ability of fair judgement and
unable to notice the changes that require the
job to be done differently this time.
Studies show that monotony restricts the
ability to process thoughts and perform
various mental activities and problem solving.
This is referred to as “cognitive functioning
of brain”. Different surprising stimuli often
improve one’s brain function. Monotony
causes a lack of fresh perspectives, vision and
foresight. It also leaves workers uninspired,
hence causing a stagnant productivity. With
the drastic reduction in the attention span of
human brains in today’s scenario, people get
easily uninterested and lose motivation in a
monotonous work environment.
To break the sequence, a healthy life style on
board is very crucial, wherein food, exercise,
sport and socialization would keep the
individuals on board focused and tuned on to
the jobs in hands. Technology, though a boon
to the human kind, has also manifested its
biggest side effect by affecting people mentally
and physically in an adverse way. Appropriate
training and refreshers are also important. It
is often said that a trainer becomes an expert
while training others. So, instead of only senior
officers conducting training and briefings on
board, the crew and officers at operational
level should be delegated for various such
sessions. Jobs and watches should be
changed from time to time and done on a
rotational basis.
No matter how many times the same job has
been performed, or even if it is a daily affair,
it is very critical to take a pause, process
the information, if possible try and get a new
perspective from someone who has not been
involved and carry out a fresh risk assessment.
Let’s break the monotony, and manoeuvre
against the waves.
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Navigating the Mighty Amazon: Challenges Around
Barra Norte
Capt. Sundeep Malhotra
Senior Marine Superintendent
ESM, Singapore

If one were to view the vast expanse of
Brazil’s Northern shores the immediate
attention of the observer would be drawn
towards the Rio Amazonas, one of the
greatest rivers of the South Americas. It is
the largest drainage system of the world in
terms of the volume of its flow and area of
its basin. The length of this river extends
to about 4000 miles and its western most
origins trace back to the Andes mountains
within 100 Nautical miles of the Pacific
Ocean on the West coast of the South
American Continent.

Itacoatiara. The vessel was a Panamax bulk
carrier and the command of the vessel was
with a well experienced Master with over 20
years of sailing experience in that rank. The
vessel was to load up to 11.50 meters brackish
water and was to cross the North Bar on a
rising tide towards her outbound passage.

the last 170 miles of the river in the outward
passage lies mostly on the ship’s Captain.
In addition to the shallowing caused by
deposition of river silt, fast migrating shoals
are additional obstacles for navigating ships,
so the authorities are unable to constantly
(dynamically) provide detailed information of
the new shoals/ shallowed area of the river.

During the vessels’ inbound passage in light
condition, based on the data captured on the
ship’s system (Echo Sounder, Chart/ ECDIS,
etc.,) the likely scenario during the outward
passage (in loaded condition) was assessed.
The vessel’s UKC was computed and depths
across the Bar were found to be sufficient to
safely transit.

In the absence of sufficient available depth
examination by the local authorities, the
knowledge about the phenomenon is usually
discovered during subsequent notification/
circulation of information on the grounding by
the authorities. This may happen several times
in a month.

The subject vessel completed her loading
in the subsequent week and thereafter
preparations for the outbound transit were
undertaken. Usually transits across the river
inwards as well as outward do end up in a
convoy of two to three ships however on this
particular day the subject vessel was planned
to be the first vessel to transit the North Bar
and subsequent to which two other vessels
coming from other ports in the river were to
follow across the North Bar.

During the ship’s passage on the river, the
navigational notices concerning another ship
aground are usually obtained by the Master
in advance and such areas are avoided. For
the vast delta of the Amazon, it is difficult to
accurately determine the place where the
stream experiences rapid slowdown. The
mass of waters and the presence of tidal
currents (tide up to several meters) create, in
the edge of the open sea – the shallows, Barra
Norte (North Bar).

For the ill prepared, the river has very little
patience and would put to task the vessel’s
bridge team in a very exacting manner which
is usually accompanied with numerous
alarms on the bridge consoles (Echo sounder
& ECDIS), deviations in the manoeuvring
characteristics with sudden changes in the
courses being steered and unexpected speed
reductions which may lead to the belief that
the vessel has found the bottom of the river.

A Note to readers:
When departing port of Itacoatiara, vessel
has to transit 800 miles of river passage in the
Amazon to reach the sea. Five hundred miles
upstream from the mouth of the river water
level changes can be observed due to tides.
The first 300 miles up from the mouth of the
river (i.e. North Bar, the current also changes
its direction to the rhythm of tidal currents.
In these places the strongest effect of silt
deposition in the river occurs).

Our concerned Master planned his transit
across the North Bar at the onset of the rising
tide and steered courses and kept speed to
catch the western portion of the North Bar
(which is the entrance of the bar, during the
outward passage) on a change of the tide.
Whilst trying to keep to the plan and maintain
ETA (Estimated Time of Arrival) to arrive and

I shall draw on one such experience wherein
the vessel was given instructions towards
loading a cargo of Bauxite from upriver port of

The greatest changes in the river delta area
are especially dangerous for ocean-going
vessels. The responsibility for navigation on

This river flows outwards into the Barra Norte
(North Bar). For merchant vessels which have
to get to any of the upriver ports, they have no
alternative but to transit the Barra Norte and
deal with all the navigation challenges the river
throws at you. Mind you, this is a daunting task
even for an experienced Master and a well
prepared Bridge team.

Continued on Page 20
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Challenging Grounds in Amazon – An Engineer’s
Perspective
The incident occurred on the author’s
vessel when he was sailing as Chief
Engineer. The vessel was a bulk carrier
sailing with main engine MAN B&W 6S
50 MC- mostly a smooth running for the
engine team without any major issue.
Vessel was on her way to China after loading
Iron Ore from one of the ports in Brazil in the
Amazon River. Vessel was to transit Panama
along the way.
The departure was as planned and we were
venturing in against the tide. Few hours after
departure, while the vessel was still under
maneuvering, we noticed an increase in the
load of the Main Engine. We called upon the
bridge to check the situation. The Master
informed that the vessel was over a shallow
patch, which must be crossed only on high tide
due to draft restrictions. The tide was strong,
about 5.5 knots which will last for the next 1.5
hours and thereafter the passage would be
fine as the direction of the tide will change.
“Ok Captain, well understood. Can we reduce
the Main Engine RPM a bit to reduce the
engine load?” I suggested.
“It will not be desirable, as we wish to pass
over the patch at maximum possible speed,
let me know if the ME load is exceeding the
limits”, the Master insisted.
As the Main Engine was operating within the
limits, with no signs of abnormality, I obliged to
continue to run the engine in the present state.
Since the reason for the high load was
now known, we were a bit relieved. But the
continuous operation of the Main Engine on
high loads, near to the limits, was a matter of
concern. The watch keepers were instructed to
closely monitor the ME parameters and report
any abnormality immediately.
The engine load and parameters remained
steady for some time. As we began to feel a
bit relaxed, sudden jump of the jacket cooling
water pressure gauge caught my attention.
Next moment the Main Engine slowdown was
activated due to jacket water high temperature.
The Fourth Engineer came running to the ECR
informing there was water gushing from main
engine unit no. 3. Our quick investigation
revealed that the cylinder head jacket for unit
no 3 had cracked. I called upon the Master

once again.
“We need to stop the ME immediately” I told
the Master in a worried voice. I explained to
him the situation with the main engine.
“If we stop the engine now, the vessel will
certainly run aground. In this position we cannot
afford to stop as it would lead to grounding of
the vessel when the tide recedes”. Master was
dead firm..
“Can we continue running the engine safely at
whatever is the maximum possible power?” He
further queried.
We were in a tight spot. But I understood that
stopping the ME was not an option. Cutting
out the defective unit and operating the ME at
reduced power was the only possible option.
The usual procedure for cutting MAN B&W,
MC-C engine is by lifting the fuel pump roller
with a tool. This procedure requires ME to be
stopped for about 15 mins. Unfortunately, this
option was not available to us. Whatever we
had to execute was with the engine running.
I called the engineers in the control room to
discuss our plan of action. We decided to apply
external air supply to the fuel pump puncture
valve to activate it so that the fuel injection to
the subject unit will be stopped.
But with the above procedure there was a risk
of the fuel pump plunger barrel getting seized.
Sacrificing a fuel pump was thought to be more
prudent than grounding of the vessel.
The jacket water In/Out to unit no. 3 was cut
off by closing the valves, and the expansion
tank was refilled to compensate for the loss of
water. All the other units’ jacket water outlets
were vented to remove any airlock in the
system. The engine was operated with one

unit cut-off and reduced power output. All
parameters were monitored very closely as we
could not afford any further failure.
After half the shallow patch was travelled,
the tide direction changed as predicted by
the Master, which favoured the vessel and
improved the vessel’s speed. The shallow
patch was navigated through safely.
After crossing the shallow patch, finally at a
safe place the vessel anchored to carry out
the repairs. The cylinder head jacket was
renewed. The fuel pump didn’t suffer any
damages as it was operating in the cut off
mode for about 1.5 hours with fuel supply ON.
After the repairs were done successfully, the
vessel resumed the voyage with a great sigh
of relief from all on board. Below I am listing
down the takeaways for all seafarers in similar
situations in future:
01. The risk assessment was carried out for
the passage plan, but ER team was not
involved or appraised of the voyage
02. Thorough knowledge of your engine
type is necessary to handle emergency
situations.
03. Safety of navigation should be given prime
importance at all times.
This incident engraved the importance
of rational thinking and the use of best
available resources to overcome any difficult
situation.

Avishkar Thakur
Engineering Faculty
SIMS, Mumbai

With assistance from Mr. Jims Andrews
(Vice Principal, SIMS Lonavala)
and Capt. Vijay Cherukuri (General Manager,
HSEQA, ESM Singapore)
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Passing out parade of DNS 27 batch cadets

Chief Guest, Capt. Sumit Sahni (Assistant Director,
ESM, Mumbai) addressing the parents

Chief Guest interacting with the parents

“Patience, loyalty, kindness and
professional knowledge”

27th batch of DNS Graduating cadets advised by
Capt Sumit Sahni
Thirty-one successful cadets from the
27th batch of the Diploma in Nautical
Sciences (DNS) course marched forward
to receive their diploma certificates in an
impressive graduation ceremony held on
19th December 2019 at SIMS Lonavala. The
atmosphere was joyous and lively as proud
family members and friends witnessed the
event.
Chief Guest Captain Sumit Sahni, Assistant
Director, ESM Mumbai motivated the cadets
in an inspiring speech on applying moral
values, a positive attitude as well as a sense
of responsibility when facing real-situations
and unforeseen circumstances. “Now comes
the time for practicing what you have learnt.
You will now face situations which are routine
ones and you have been told as how to deal
with. You will have to be responsible, practical,

and sensible and would be expected to find
solution for every problem.” He also advised
them on the ways to wholeheartedly embrace
life onboard.
Graduation Day filled eager cadets with hope
and excitement for the future of sailing and
sheer nostalgia at having reaching the end of a
memorable, training journey at SIMS Lonavala.
Recalling this, Cadet Daniel Ashley, who was
also recipient of Best in Academics said,
“Home is where love resides, memories are
created, friends always belong and care never
ends. SIMS is one such home where many
of our hopes and dreams originated. A home
away from Home where we spent beautiful
time of our life, it’s the cradle for shaping our
future. I am extremely thankful to the wonderful
faculty and facility for everything.”

Chief Guest address the DNS 27 batch passing
out function

Echoing similar sentiments, his father praised
the institution’s commitment towards their
students. “I feel proud that my son received
an opportunity to be in a dream campus to
build his career.” Continuing, he added, “The
decorum maintained in the campus reveals
its passion and sincere obligations towards
professionalism.”
Many of the visiting parents and relatives
present there appreciated the campus
greenery and infrastructure. The beaming
father of Cadet Pavan Bhatia commended
the ambience of the campus while sharing his
pride and joy the day presented to him. “The
nature and ambience is so refreshing. Today is
one of the most important days in my life as my
son is graduating from a great campus. I will
give all the support and guidance to my son, to
accomplish his seafaring dream and to serve
with a dedicated mindset.”
The ceremony concluded with a prize
distribution and group photograph of the batch.
Our heartiest congratulations to the cadets and
we look forward to their placements on-board
ESM managed vessels in the months to come.
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Chief Guest with DNS 27 batch passing out cadets and SIMS faculty

Cdt. Rajdeep Singh receives ‘Best Cadet” award from
Chief Guest

Cdt. Md Yusuf Siddiqu receives “Best in Mathematics
and Science” award from Chief Guest

“Best Sportsman” award receiver, Cdt. Kanishka Singh Bisht, with his
family

Cdt. Daniel Ashley and family proud of his
achievements for receiving four awards

Cdt. Jashanpreet Singh receives “Best in HSSE and
hands on training” award from Chief Guest

“Best Orator” award receiver, Cdt. Bhatia
Pavan Rajesh, with his parent.

Following prizes were given to DNS 27 Batch cadets:
1. Best Cadet: 				
Rajdeep Singh
2. Best in Academics: 			
Daniel Ashley
3. Best Cadet Captain: 			
Shekhar Kumar Singh
4. Best in Mathematics and Science:		
Md Yusuf Siddique
5. Best in English, MH and HF:		
Manish Kumar Nayak
6. Best in Stability and Construction:		
Aryan Srivastava
7. Best in Navigation:			
Daniel Ashley
8. Best in Cargo work, Seamanship and SWP: Daniel Ashley
9. Best in MARPOL and BME:		
Daniel Ashley
10. Best in Maritime Comm and Emergencies:
Rajdeep Singh
11. Best in HSSE and Hands On Training:
Jashanpreet Singh
12. Best Orator:				
Bhatia Pavan Rajesh
13. Most Popular Cadet: 			
Aryan Srivastava
14. Best Sportsman:			
Kanishka Singh Bisht
DNS 27 batch cadets taking oath in passing out function
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A Sailor’s Reminiscence
I happened to see a beauty,
Standing tall and magnificient.
What looked like a little bun from far,
Turned out to be a floating monument.
Draped in black and red, with a white top.
The moment i stepped on her, the gushing wind hit my face.
Maybe it was her way of greeting her guests.
The crew seemed friendly, but the cubicle was tiny.
I was like a needle in this huge pile of grass.
To add to my woes, I felt sick and trapped.
I went to the deck and looked at the sunset.
There was something about the view,
Never did I feel such serenity in life.
Into the Atlantic when we sailed, we found the dolphins
gliding.
Then came the rough weather, it was a harrowing experience.
I somehow wanted to stop it, but there was pretty much
nothing I could do.
Our beauty was making her way through these obstacles
towards her destination.
The main engine was on full speed, I could barely listen to
anyone speak.

Then I reached the cabin and found my stuff shattered.
My world went upside down, as I made my way to bed.
Trying to sleep amidst all this madness.
Through the porthole when I glanced, I could see these huge
waves.
The crests and troughs were in resonance with our beauty
dancing to their tunes.
For a moment, I was awestruck and standstill.
The world felt like the pendulum and I was its fulcrum.
Fast forward now, it’s been thirty five years.
Quitting sailing has taken a toll on me.
I sit on my couch, as I recall that one moment.
My body aches, but heart still craves for that one glance.
Poem by:
Cdt. Sumeet Juvatkar
GME-26
SIMS, Lonavala

ARTS & PHOTOGRAPHY

SAMUNDRA SPIRIT

JAN 2020 ISSUE 48

Photos by:
Cdt. Alex Barcey
GME-26
SIMS, Lonavala
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‘Consistency in Safety Compliance’: ESM Seminar
Series for 2019 Draws to a Conclusion at
SIMS Lonavala
The annual safety seminar series on
‘Consistency in Safety Compliance’ for
2019, drew to a resounding conclusion
with the senior officer’s seminar held at
SIMS Lonavala. The event for the first time
was also broadcasted live as a webinar
to reach a larger interested audience. The
seminar focused on company’s values,
safety and wellness as well as meticulously
developed topics by experts from each
domain with accomplished speakers from
the maritime industry and within Executive
Ship Management.
The seminar commenced with an entertaining,
cultural program, “Arcadia 2019” which saw
a vibrant display of musical performances,
dances, skits, art and decoration display,
presented by the multi-talented SIMS cadets.
The inaugural ceremony usually consisting
of the traditional lighting of the lamp, also
received an innovative twist where a small
crane model was used to commence the
seminar series. Built by the SIMS cadets from
GME 26 batch, the crane was made with a
combination of gear transmission and simple
automation. Interestingly, the idea behind
the project was to showcase different crane
motions such as slewing or hoisting motions.
At the inauguration, a deadweight was
attached to a ribbon. The mechanism began
operating when a balloon was burst with the
crane load revealing the theme while leaving
audiences enthralled.
Top management from ESM Singapore
presented the company’s achievements,
growth and relevant industry topics. Opening
the respective events, Ms. Sikha Singh,
Deputy CEO, Executive Group emphasized

Cdt. Prathamesh Salvi (GME26) playing ‘Cajon ‘in
cadets cultural programme, ‘Arcadia 2019’

Guest Speaker Capt. Nishit Kapoor (ECM Maritime Services) engaged in role-play with Capt. Sumit Bhagat

the importance of building a positive two-way
communication for exchange of ideas so as to
collaborate in achieving goals. She noted that
digital transformation, is an ongoing company
project to meet the changing business
trends and market requirements. Expanding
further on Executive’s focus ahead, Mr. S.P
Singh, Managing Director, reflected on the
Company’s overall performance in 2019 and
the focus for 2020.
Captain Nishit Kapoor from ECM Maritime
Services spoke about the United States
Coast Guard’s (USCG) MARPOL Compliance
and Investigation and the North American
regulatory compliance. External speaker Capt.
Rahul Singhal from Gard P&I, used statistical
data and case studies to inform officers of
vessel incidences and measures of mitigation.
Mr. Ajay Kumar from Class NK, spoke of the
prominent developments in IMO regulations
such as EEDI regulation phase II and the 0.5%
global Sulphur limit in engine fuel scheduled for
2020 as well as environmental management
and cyber security onboard.

Guest Speaker Mr. Vinod Kumar (Flag - Marshal
Islands), receives memento from Mr. Gaurav Dwivedi

Adding to this discussion, Mr. Raghuvir
Bhavnani, Vice President of Viswa Labs
Singapore, aided officers in anticipating
challenges ahead with the new regulations
and its effect on the engine’s fuel oil system.
Mr. Vinod Kumar from Marshall Islands flag
raised awareness on the fatalities of confined
space and explosion incidents. Reinforcing this
message, in his talk, esteemed External auditor
Captain Khambatta reminded attendees about
the advantages risk assessment plays in
ensuring successful and creative work output.
In – house experts from ESM Singapore
and India offices, Captain Sumit Bhagat,
Captain Thomas Varghese, Captain Shobhit
Chaturvedi, Mr. Gaurav Dwivedi and Mr.
Srinivasan engaged the audience with other
informative sessions.
Other
light-hearted
moments
and
team activities such as a reinvigorating yoga
session and a volleyball match between
seafarers and onshore staff from ESM rounded
up the two-day series. It was indeed a fulfilling
two-days of fun, learning, networking amidst
the lush greenery, crisp air and freshness of
Lonavala.
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Against the Tide: Overcoming Gender Challenge
Capt. Anuradha Jha
Nautical Faculty
SIMS, Lonavala

Seafaring has been considered as a
men only profession for long , even the
terminology used on ship underlines that,
e.g. seaman, unmanned, man overboard,
helmsman, midshipman, fireman, oilman,
and to top it all, “ old man”, the Crew’s slang
for the captain (master or commanding
officer) of a vessel. I wonder, if my crew had
ever referred to me with the same phrase,
or may be used “old woman”, although, I
was only 28 when I got command!
As lady seafarers, it was definitely difficult to
make space for ourselves in this so called
male bastion, but I found out that hard work
and determination always pays off. So, indeed
it was a journey against the tide, or better still,
a journey which taught me how to turn the tide.
Believe it or not, it is quite possible in a country
like India, I had neither seen the sea or a ship,
when I got the call for interview to join merchant
navy having been shortlisted from the all India
IIT JEE extended merit list. At that time, with
no seafaring family background, I assumed it
to be yet another branch of engineering.
The idea of having females in merchant navy
seemed so remote and implausible that when
we went for the interview, the security guards
refused to let us in, saying that interviews
were ongoing. During the interview, I was
given a brief about the hardships at sea, which
was mostly about the physical hard work,
loneliness and social isolation. Out of those,
I could understand only physical hard work,
other two had no tangible definition in my mind
at the age of 18. Only after taking admission, I
came to know that this was the first-ever batch
of female cadets for the company.
Having joined the training course, the initial
challenge was to keep pace with the boy
cadets. For e.g. needing to complete a long
distance run of 9 kms, meeting the rowing
and swimming targets, and climbing the pilot
ladder, for obtaining our pre-sea certificate.
But that was easier than what came next!
The biggest challenge was getting our first
ship - a ship found suitable for a woman cadet.

While there was a lot of confusion on whether
to send us on a passenger ship or a cargo ship,
asking any master for advice was of no help
either. We could see ourselves, how they used
to turn pale upon knowing that three girl cadets
may be placed on board their ship. Finally the
decision was made, and we were placed on an
oil tanker, on Persian gulf-India route.
No one was eager to have us there. Ship was
scheduled for a dry dock, and both chief officer
and master wanted to retain the male cadets,
and so they did. But within a month, we could
win their confidence to the extent that the
senior cadets were signed off.
Next struggle was having the crew listen to
the orders. In fact, once it so happened that
during tank cleaning operation one of the crew
started arguing. Although I was very polite
stating that I am just passing on the chief
officer’s instructions, a statement came which
challenged me,
“If you wanted to see the world, why didn’t you
become an air hostess?”
I was just a cadet at that time. But thereafter,
I was neither too subdued, nor did I give a
chance to people for any argument in such
lines. That day, I learnt to identify the situations
when one needs to assert to become a good
leader
Doubts on our physical strength and capabilities
were always there, but then proper use of
tools provided on board ships was the key
to meet the challenges. Once, two of us, had

to arrange big 100 kg bags of jute/rags in the
steering gear locker. It already housed several
discarded ropes. So to make space, bags
needed to be stacked up to 5 tiers or more. But
with the help of wooden blocks, we managed
to do the same. Its not only the brawn but the
use of brain which can easily compensate
or rather overcome such challenges. I have
definitely realized by now that there is no
limit to physical strength required to carry out
various tasks. One may be able to lift a weight
of 15 kgs, while someone else may be able to
lift 50 kgs. But invariably at the end of the day,
one will have to use a crane to lift a 500 kg
spare or 5-ton liner.
When I was a second officer, my ship went for
a dry dock, wherein, I was supposed to keep
night watches. My seniors were concerned
once again, and clearly instructed to keep
the AB or the cadet with me, while visiting the
yard, or the tanks during dark hours. Any ship,
having very few outsiders on board the ship
like stevedores, repairers or passengers, is
always more secure to work on. In fact, I would
like to mention, being in the seafaring career,
I have always felt much more secure onboard
than walking on roads. I never had a single
incident of even eve teasing. Seafarers are
very professional people, and that provides a
much more secure environment.
Whenever somebody asks, how safe is the
ship for a woman, my answer is “a ship which
is ISM compliant, is safe for all, men and
women”.
At the time of my first loading as chief officer, at
SBM, where we had draft restrictions too, the
loading Master didn’t have confidence in me,
and was insisting on sitting in CCR throughout
the operation. However, he seemed to have
changed his opinion on my competency and
wrote very good remarks in the customer
feedback form.
The main challenge was always about proving
our competency every single time, while for
a male seafarer, people never have such
qualms and believe in what their COC implies.
Not so for a female seafarer as Judgments
were passed very easily and her competency
is questioned till she proved herself beyond
doubt. In short, the journey has really been
against the tide, but the training, experience,
guidance from seniors and hard work were the
boat and oars to propel successfully against
people’s prejudices!
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Cadets Developed Crane Model Kick Starts ESM
Officers Seminar at Lonavala

Sumit Dogra
3/O
ESM Vessel
Chembulk Barcelona

Fig 1. Setup of the crane

A floating crane or crane ship is a ship with
a crane specialized in lifting heavy loads.
The largest crane vessels are used in
offshore construction. A crane vessel is of
great significance when it comes to repairs,
loading and constructing structures in the
high seas. The design of the crane vessel
has changed since 800 years ago. The
first crane ship was created in the 14th
century and since then, the technology has
helped generations. We cadets, undertook
a project of building our very own crane
model which was used to inaugurate the
Officers Seminar held at SIMS Lonavala.
The project is a combination of gear
transmission and simple automation. We used
gears to achieve rotary motion of the crane
and with the help of the motor we lowered
down the container (load).

Fig 2. Motions of the crane

power source of the motors is an adapter of
12v 2 amps AC to DC. The master switch is
actuated by a deadweight as shown in the
image.

Specifications and Dimensions
1. Height of the crane
= 1500 mm
2. Length of the beam
= 1200 mm
3. Crane Pulleys Diameter = 60 mm
4. Addendum		
= 18 mm
5. Dedendum		
= 22 mm
6. Module		
= 1.5 mm
7. No. of teeth on gear 1
= 32
8. No. of teeth on gear 2
= 16
9. No. of teeth on gear 3
=8
10. No. of teeth on gear 4
=8
11. Diameter of gear 1
= 480 mm
12. Diameter of gear 2
= 240 mm
13. Diameter of gear 3
= 120 mm
14. Diameter of gear 4
= 120 mm
15. Total gear ratio		
= 1/4
16. Speed ratio		
=4
17. Gear speed 3		
= 60 RPM
18. Gear speed 2		
= 30 RPM
19. Gear speed 1		
= 15 RPM
20. Weight raising & = circumference of the
lowering speed
shaft x rotations per
sec. i.e 18.42 mm x 1
= 18.42 mm/ sec
21. Weight of the container = 500 grams
22. SWL			
= 1 Kg
23. Max. allowable load
= 2 Kg
24. Factor of safety		
=2
Working of Crane
The high torque motor of 60 RPM is used to
drive the gear train, the motor is connected
to gear 4 which transmits power through this
bevel gear arrangement to gear 2 and then to
gear 1, the speed is 60 RPM. As we used gear
reduction to achieve the required speed so that
the crane can operate, the speed is reduced to
exactly half (30RPM) due to the selection of

Gear 1

The main idea behind this project is to show
the various motions of the crane like slewing
and hoisting motion.
Construction
An old bevel gear arrangement is used to
transmit power from the motor to the driven
gear to achieve the slewing motion of the
crane. The bevel gear transmits power to a
pair of spur gears. The driven spur gear has
the crane and a lever mounted on it which is
used for automation. The lever on the gear
actuates the switches. Two motors were used,
one for achieving slewing motion of the crane
and other to hoist down the container. The

Master switch with deadweight

Lever

Gear 4

Gear 3
Gear 2

Fig 3. Driving mechanism of the crane
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the gear ratio .i.e. 0.5 for gear 3 & 2 and 0.5
for gear 2 and 1 that further reduces the speed
to half (15 RPM) which is the desired speed.
The arrangement of the gear train is shown in
Fig. 3.

Fig 4. Driving mechanism of the crane

The safe working load is 1 kg and max
allowable load is up to 2 kg, we calculated the
SWL by trial and error method.
Master Switch Actuation: In this case a
deadweight is hung and attached to the
ribbon or thread, the ribbon is extended to the
inauguration table and once the ribbon is cut
the deadweight falls on the master switch and
the project mechanism functions as designed.
The normally open switch is closed and the
normally closed switch is opened. This means
the gear train motor stops and the crane pulley
motor actuates as soon as the lever touches
these switches together.
The normally closed switch is connected with
the gear train motor, so as soon as the master
switch is actuated the gear train motor starts
and drives the mechanism. Now as the lever
is mounted on gear 4, it rotates along with
the gear and then after achieving a correct
160 to 180 degrees of rotation it actuates the
switches.
Therefore, the normally closed switch
becomes open and the normally open switch
becomes closed and starts the crane pulley
motor.
The motor is mounted in such a way that it
gives a hoisting motion and load is lowered
down.
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Continued from Page 11

Limit Switches

The motor for the gear train is connected to
a normally closed switch so as soon as the
master switch is activated, the motor starts
and the mechanism operates. This normally
closed switch is accompanied by a normally
open switch. This switch is for the crane pulley
motor which raises and lowers the load i.e. it
lowers the container down on to the balloon.
The lever is mounted exactly opposite to the
direction of the beam of the crane. This is to
achieve a good amount of gear travel about
180 degrees.

JAN 2020 ISSUE 48

Fig 5. Layout (top view) of Limit switch operation

Future Scope
This project can also be used to inaugurate
an event like we used it. We burst a balloon
with the load .i.e. container, which revealed
the theme. We attached the deadweight to the
ribbon and asked the guest of honour to cut it,
it was not seen. As soon as the ribbon was cut,
it started the mechanism as discussed in the
working above.
The container had nails beneath it, so that it
could burst the balloon. This is a small idea
that was used to inaugurating the event. It
proudly served both the purposes:
1) Showing the motions of the crane
2) Revealing the theme.
The technicallity of the project remains intact
while maintaining the purpose.

Cdt. Alex Barcey, Cdt. Antony Boban,
Cdt. Ashutosh Manchanda,
Cdt. Deepak Kotwal,
Cdt. Shubham Gupta
GME-26, SIMS Lonavala

transit the Bar at the rise of tide he was
required to reduce his speed. The vessel
ended up reducing speed to just under 3
knots, this proved to be the undoing of
the bridge team.
Vessel was about 30 miles from the North
bar and was steaming at about 5 knots
due to the strong adverse current, from
the high water. With the stream (high
water) coming from the vessel’s stem
and the nautical bottom of the river being
high density mud the Master reported
the vessel to have initially wobbled.
Subsequent to which the vessel’s course
keeping ability started to get severely
affected and the bows started to swerve.
All this started to happen suddenly and in
tandem with the reduction in the speed.
Before the Master could realize his folly
and attempt to recover from the same
by increasing the rpm the vessel had
already lost her momentum and reached
to a gradual halt about 25nm from the
North Bars’ edge and was fast to the
nautical bottom, the vessel stopped due
to the river sand accumulating around
the slow moving vessel’s hull.
Subsequently, the vessel broke from
the Nautical bottom with a change in
the stream from High water to low water
(receding oceanward) taking advantage
of the momentum provided by the
slithering tons of silt which started to
move with a falling tide, thereafter vessel
continued drifting in deeper and safer
waters, awaiting suitable tide. Vessel
then crossed the bar at the next change
of tide during the end of high water.
As this may be one of the regular incidents
in the area surrounding the North Bar, as
a practical navigation practice, the area
has to be transited about 30 minutes
prior to the high water, so that the strong
tidal current is favourable when the water
starts to recede (low water) towards the
sea across the North Bar. The vessel is
also to sum up all the manoeuvring rpm
that the engine room can provide and
sometimes in case of uncharted shoal,
has to plough through soft clay and sand
on her outbound route.
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Complacency in the Cargo Control Room
Several accidents in the maritime industry
have been attributed to the human factor.
Overreliance on automation and a general
lack of situational awareness have been
instrumental in many collisions and
groundings at sea.
The human element has a large presence
in cargo operations as well. Many incidents
go unreported as there is only a commercial
aspect to the loss. However sometimes these
can result in loss of life, property and damage
to the environment. The recent explosion of a
chemical tanker while alongside in Korea, is a
prime example of this.
A few years ago, I came across one such
case which caused damage not only to the
environment but also to the reputation of the
company I was working with at the time.
A VLCC was alongside in a middle eastern
port loading her cargo of crude oil at a very
high loading rate which was normal for a
VLCC in that port. The ship had been on this
route for some time now. Calling the same port
several times does have its benefits in bringing
a high level of comfort and preparedness
for the task at hand. The interaction with the
pilots and loading masters is also smoother.
For example – even the chief cook knew
the favourite dishes of the pilots and would
prepare them automatically.
The negative side of calling the same port
several times is the complacency and
overconfidence it brings among the vessel’s
crew. The same old passage plan meeting,
cargo briefing, ship-shore safety checklist, are
just some of the hazardous thoughts that bring
a change in attitude of the personnel on board.
The vessel was also dealing with a faulty
pressure sensor alarm that was going off
repeatedly during the loading and this was
reported to the Electrical officer. He had
planned to check it out during the lunch
break.
The loading was about mid-way
and around noon, the 2nd mate
took over the watch after an
inadequate handover by the
3rd officer. The presence of
the chief officer in the CCR
at the time led the 2nd officer
to believe that everything was
being controlled by the C/O.

No questions were asked.
A few minutes later the C/O instructed the
2nd mate that he was going for a quick lunch.
The ullage in the Slop tank at the time was
about 3.50m. The Chief officer instructed the
2nd mate to shut off the Slop tank valve when
the ullage reaches 3m. This verbal instruction
went against the cargo plan which required
the Slop tank to be stopped at 4m ullage.
2nd mate did not challenge this as he had not
looked at the plan.
No instructions were given to deck and no UTI
was mounted on the slop tank to compare the
ullages.
Soon after the C/O left the CCR the Electrical
officer entered to check the status of the faulty
pressure sensor alarm. The alarm went off a
few times while his investigation was going on.
The conversation between the 2nd officer and
the Electrical officer distracted the 2nd officer
from monitoring the cargo operations and the
slop tank ullage. The slop tank high level alarm
had activated and this was acknowledged
assuming it was from the faulty pressure
sensor alarm.
With a high loading rate and with most of the
cargo going into the slop tank, the slop tank
began to overflow.
The deck crew reported immediately and the
2nd mate must have seen the cargo gushing
out from the PV valve. In his state of panic,
he neither stopped the loading, not raised any
alarm. Instead he ran to the mess room where
the C/O and the Master were still having lunch.
All ran to the CCR to stop the loading and the
emergency procedures began. The damage
was already done. Over 1000bbls of crude
oil
had
spilled overboard. Fortunately,

Capt. Sunil Bhadsavle
Nautical Faculty
SIMS, Mumbai

it didn’t catch fire and result in a greater loss.
You may have already noticed several things
that were not done correctly. Let’s look at what
the ship should do to ensure such a lapse
does not take place on their vessel.
1) Complacency can be a killer! There should
be a little bit of nervousness and chronic
unease when entering a port. This is
normally always felt when entering a new
port! The absence of such nervousness
should raise alarm bells and prompt you to
be more careful.
2) Loading in a slop tank must be closely
monitored. An overflow from the slop tank
takes the dump valve out of service. Its
presence near the accommodation also
make it a fire risk.
3) Any deviations in the cargo plan must
be discussed with the officers and key
personnel on deck. Same should be also
written on the CCR notice board as a
reminder.
4) Any faults in automation or alarms during
the cargo operation must be assessed
for the risks associated. If possible, delay
its rectification after completion of cargo
operations.
5) If required to attend to an issue, have
more officers present to monitor the cargo
operation and if required lower the loading
rate. Remember, reducing speed during
navigation and loading rate during cargo
operation will always give you more time
to assess the situation.
6) Do not allow distractions to take away your
focus from the task at hand.
7) A watch take-over must be done using the
checklist and all parameters covered in
depth.
8) In the above case the Chief officer could
have completed the change over and
then gone for lunch. Having a new
officer on watch and not giving
him time to familiarise can be
dangerous.
Complacency
can
lead
to
negligence and this can end
in disaster! Stay alert and stay
safe.
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Promotions Onboard ESM-Managed Fleet During
Fourth Quarter

JE AJAY SINGH RAWAT
B Tech 002

JE JAGROOP SINGH
B Tech 003

JE RAHUL K. PARAMBIL
GME 19

JE PONNANNA A.
VASANTHA
GME 20

JE AANGAD OBEROI
GME 20

JE ANUSH BHAGAWATH JE HIMANSHU SINGH
GME 20
B.TECH 04

JO VATSAL B. PATEL
DNS 17

JO JOYEL NINAN
DNS 15

JO RAHUL TEJNARAYAN JO NIKHIL NICHOLAS
PRASAD
DNS 17
DNS 17

JE DEVANSHU
NAUTIYAL
GME 20

JE LOVEPREET SINGH JE AMIT KUMAR SINGH
GME 20
B Tech 003

JE BALAJI MURUGAN
B.TECH 03

JE SATHISHKUMAR
SARAVANAN
B.TECH 03

JO KEVAL PRAFULBHAI
KAKKAD
DNS 17

JO KAPIL KANT
SHUKLA
DNS 14

JO NISHIT TAYAL
DNS 17

JO RAJAT GANDHI
DNS 018

JO JOYEL NINAN
DNS 15

4E GANESH RAVI
KRISHNAN
GME 16

4E NATHER BASHA
NATHER MOHIDEEN
B Tech 003

4E AKSHAY KUMAR
SHARMA
GME 20

3O MOHIT RANA
DNS 17

3O VEDANT KUMAR
DNS 17
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Mooring Incident on a Bulk Carrier at Port
* 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.
We all are aware a lot of mooring incidents
(many of them Fatal) which have happened
on ships very often due to inadequate
equipment, Faulty machinery, use of Old
mooring ropes, Complacency, casual
approach and negligence of the crew
members.
Here is one interesting case study which will
prove the above statement.
Most of the mooring incidents have resulted
in either serious or Fatal injuries. While this
incident didn’t result in any injury, it caused a
heavy financial loss for the company.
Vessel was at Ravenna (Italy), which is a River
port with a very congested passage. Pilots
were aware of this situation and vessel used
to pass with engines stopped and pulled by the
tugs to avoid bow cushion and stern suction.
Our vessel (L- 241m, B-32.9m, D – 13. 54 m)

was starboard side alongside on one of the
berth, loading cargo of grain with 4 + 4 + 4
mooring composition forward and aft. Since
ship was 15 years old, there were only 2
winches with 2 warping drums forward and
aft. All the ropes were sent from the forecastle
deck and poop deck, hence except 4 which
were on drums, the rest of the ropes were tied
up on Bits. They were not of equal strength.
One fine morning at around 1000 hrs, a large
bulk carrier passed by with propeller running
(as mentioned above while passing the ship
the pilot should stop the engine) as a result
our vessel came off the berth because of
suction effect and all the ropes came under
tremendous tension, stern lines in the aft (3
nos.) parted and their broken ends impacted
heavily onto the cars standing by on the jetty.
Impact was so heavy that eight cars in a row
were caused unrepairable damage (even
though crew ran to the mooring stations, but
due to restriction of heaving drums, could not
help).

This incident resulted in a heavy fine being
imposed on the vessel’s charterers and
owners, in spite of their protests regarding the
pilot’s error of the passing vessel.
Causes of the Damage and lesson learnt:
1. Insufficiency of mooring winches due to
which the ropes could not be maintained
on equal tension.
2. Watch keeping officer should be alert all
the time, especially when everyone on the
ship knows about the port condition.
3. Crew should be kept stand by at the
stations when warning is given of ship
passing by.
From the details provided please
provide answers to the following
regarding this case study:
1. What are the various measures to be
taken to handle the mooring when
calling river ports?
2. What mooring compositions will you
prefer forward and aft?
3. How will you ensure the passing ships
will adhere to the port regulations?
4. What plan B will you have to tackle
when the passing vessel is not
following the regulations?

Capt. Deepak Tamras,
Nautical Faculty, SIMS, Lonavala

Responses to Previous Issue Case Study, “Violation of Fuel
Sulphur Content Limits in ECA Area”: Issue 47 (October 2019)
Thank you readers for the large number of feedback and responses on the previous case study. Here’s a
compilation of the answers received:
1. Which is the MEPC guideline
approved in May 2019 regarding FO
samples?
MEPC.1/Circ.864/Rev.1 published on
21 May 2019
“2019 guidelines for on board sampling
for the verification of the sulphur content
of the fuel oil used on board ships”

2. What is the schedule and ECA’s
established as per Marpol annex VI
regulation 14?
Global sulphur cap of 0.5% on marine
fuels starting from 1 January 2020. This
represents a significant cut from the
3.5% m/m global limit currently in place
and falls in line with the mandatory 0.5%
sulphur cap for all EU waters (outside

the North Sea and Baltic Sea, which are
designated as Sulphur Emission Control
Areas (SECAs)) in accordance with the
EU Sulphur Directive adopted in 2012.
Emission Control Areas (ECAs) designated
under regulation 14 of MARPOL Annex
VI (SOx and particulate matter emission
control)
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6

3

17

4
16

Down
9

7

12
11
14

13

15

Across
1. Columbus navigated his ship across the
ocean using __________ navigation
3. First humans to invent ocean going
sailing technologies.
5. SOLAS came into existence after the
incident of?
7. Multihulled boat created by fishing
community ‘Paravas’ in Tamil Nadu in
the 17th century.
9. Country from which Columbus started
his journey to discover America.

a) The North American area
b) the sea areas located off the
Atlantic coasts of the United
States, Canada, and France
(Saint-Pierre-et-Miquelon)
and
the Gulf of Mexico coast of the
United States
c) the sea area located off the
coasts of the Hawaiian Islands
d) The Unites States Caribbean Sea
area
e) The Baltic Sea area
f) EU areas as mentioned in the
derivative
g) Other areas – Chinese water etc

11. In 1919, first ship solely owned by an
Indian company journeyed to United
Kingdom.
13. First ship that transported the English
pilgrims from England to America in 1620
15. World’s first tanker put into operation in
1878.
17. First English ship built in 1595, which
arrived in India and used by east India
company for nearly five voyages to east
indies.

Q3. What are the approved alternatives for
complying the regulatory requirements
of Low Sulphur emission?
a. Use of fuel oil with Low sulphur
content- 0.1 % (m/m)
b. Use of LNG as fuel
c. Exhaust Gas cleaning system:
‘Washwater resulting from exhaust
gas cleaning systems which make use
of chemicals, additives, preparations
and relevant chemicals created in
situ’, referred to in point 10.1.6.1 of
Resolution MEPC.184(59), shall not
be discharged into the sea, including

2. World’s first ocean going diesel vessel.
4. Largest Oil spill in the petroleum
industry due to a single incident till date.
6. 19th century steam propelled warships
protected by iron or steel armor plates.
8. The 1954 Convention modified and
established in 1973 after disastrous
accident of oil tanker ‘Torrey Canyon’.
10. Flagship used by Columbus to discover
America.
12. Country in which first compass was
used about 1000 years ago.
14. ________ Ship used in ancient times,
where it stays afloat but is incapable of
going to sea
16. Britain constructed sea defense during
the course of World War II.

Answers

Across: 1. CELESTIAL
3. AUSTRONESIANS 5. TITANIC
7. CATAMARAN 9. SPAIN
11. SSLOYALTY 13. MAYFLOWER
15. ZOROASTER 17. REDDRAGON.

10

Down: 2. SELANDIA
4. DEEPWATERHORIZON 6. IRONCLADS
8. MARPOL 10. SANTAMARIA 12. CHINA
14. HULK 16. SEAFORTS

8

enclosed ports, harbours and
estuaries, unless it is demonstrated
by the ship operator that such
washwater discharge has no
significant negative impacts on
and does not pose risks to human
health and the environment. If the
chemical used is caustic soda it is
sufficient that the washwater meets
the criteria set out in Resolution
MEPC.184(59) and its pH does not
exceed 8,0
d. Biofuels
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Cross Country Championship at SIMS Lonavala
In a lively display of physical and mental
strength, cadets and staff at SIMS
Lonavala participated in a cross country
championship, held on the 11th of October
2019. The championship witnessed zealous
participation from all for the 6 km race for
cadets, 1.5 km race for staff (below 40
years & above 40 years, separately) as well
as 1.5km walking competitions.
After an invigorating speech by Senior Warden
Mr. Chhoturam Jakhar, the event was flagged
off by Vice Principal Mr. Jims Andrews. Master
of Ceremonies, Lt. Col. Sharat Laskar (retd),
Officer in Charge Sports played a vital role in
inspiring the cadets and in ensuring that all
activities were coordinated seamlessly.
House Tapti clinches 6Km Cross Country
race
10 cadets from each of the four houses
participated in the event which tested their
stamina and willpower in completing the trail.
Whilst all the participating cadets completed
the 6 km trail successfully, Cadet Rajat
Gaikwad from House Tapti crossed the finish
line first in 23:38 mins. Godavari House Cadet
Eadwent T. Shajan finished close at 23:44
mins and Cadet Sahib Singh joined 5 mins
after, placing House Kaveri as Third.
1.5 Km mini races for staff
The energies and enthusiasm of the staff were
high for the short races as they competed
in various categories. Staff from various
departments came together to make this event
a resounding success.

Tapti House recieves Overall championship trophy from Vice Principal

Executive, Mr. Raymond Swamy clinched the
top position, while Mr. Ashish Pawar from the
Training Design followed Second and Faculty
member Mr. Azaruddin Momin finished Third.
A 1.5km walking
organized.

Cadet Rajat Gaikwad receives trophy
from Vice Principal

Amidst much cheering, Mr. Hira Singh Bora
(Ship-In-Campus Instructor) completed First in
the ‘above 40 years’ category, followed by Mr.
Ramraj (Seamanship instructor) and Mr. Rama
Krishna Pradhan (Ship-in-Campus Instructor)
in the Third position.
In the ‘below 40 years’ category, Marketing

competition

was

also

Results in Open category:
1. Mr. Kamlesh Kumar (Warden)
2. Mr. Mahesh Thatte (Ship-In-Campus
Instructor)
3. Mr. Krishna Kumar Pathak (Ship-InCampus Instructor)
Winners, Lady Staff:
1. Captain Anuradha Jha (Nautical Faculty)
2. Ms. Nutan Mishra (Lecturer, Chemistry)

Visitors’ Comments
Fourth Quarter, 2019
Good to visit the training campus. Infrastructure & facilities seem very
interesting & helpful for cadets develop skills.
Mr Nitin Bagri
Scorpio Marine Management
Nice hospitality provided by the institute. Very good campus with
facilities. Happy to visit SIMS.
Mr Ravi Kiran
Scorpio Marine Management
Happy to visit the campus. Well equipped with good facilities. SIMS is a
good maritime institute
Mr Khalil Al Balushi
Marine Director
Oman Ship Management
Company S.A.O.C
Very impressive training establishment. The facilities are among the best
I’ve ever seen in the industry. Wish all the best and God bless you all.
Mr Faisal Al Abri
Marine Training Manager, Company Security Officer
Oman Ship Management
Company S.A.O.C

