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From

Master's Desk

Capt Philip Mathew

The Company of Mader Mariners of India has i
hands fraly full with numerous gefivifies coming ifs
way There is huge polenficl awaliing us and we
hereby declare fhaf we are ready. With fhe
fremendous support of our members we will face all
challengesasihey come.

Since the lasfissue, Thadfhe proud privilege fo visf
cur vibrant Chennal and Eochi Chapfers recently. T
visited the Chennai Chapter af their kind fnvifafion
and affended the Ammual day funcion on 22nd
August 2013 The Kochi Chapfer held a sucessful
Conference on Marifime Educafion and Training in
ling with the theme of fthe World Maritime Day
celebrafions, on 2 G Sepfember 2013 Jf was @ greaf
pleasere o meef all our members fhere and fo
inferact with them. I was verp imprezsed by fhe
enthusiosm of the pounger members of both fhe
chapfers. Twould ke all our Chapters fo follw their
example. We have recehwed gueries from Maskr
Mariners af o few places expresang inferest in
esdablishing chapfers.

e have succesgully launched the Training Record
Books for B S (Newfical  Sdence/Technology)
Ciadefs. We are also preparing fhe Training Record
Eook for rafings as requived under The STCW
Manifa Amendmenis Code Secfion A- I and 1110,
The Disfribution and fracking of the TREshaw been
assigned fo fhe Boad of Examinafion of Seafarers
Trusf, We expect owr Facilifafion Cenfres #o be
assigned the fask of verifping fhe documents and
assisfing the Marifime Adminisfrafion in fhe
izsuance of ABS Cerfification as reguired under
the Manile Amendments.

e are exfremely proud that despite the long wait
we finally managed fo open q Chapler af Kollata T
fake fhis opporfunily fo congrafulafe all hose who
worked frelesshy fowards fhis success. Todap Tam
Pleased fo stafe that Eolkaia s our fasfest growing
chapfer. As @ maffer of fack it is also confribufing
largely fo our Membership Drive fhatf we fook up
Srom the month of September 2013, The months of
Sep and Ocf have added more than 120 members fo
cur frafernity. Alof more hasdo be done fo ncrease
cur membership. I'would ke all chapfers whichare
nof qefihve fo engage themsehve s more and repori fo
us. We shall provide fhe necessary supporf as
reguired.

Oy Maritime Pofpourriheldon 238h Julp 201 Jwas
@ resounding suwccess. CMMI feliciiafed
Capf LE Panda af the Semingr on hiz being
elevafed fo posifion of the Naufical Advizer fo fhe
Govl of ndia. Capé. Panda has been @ greaf pillar
of mpporé fo CMMIL

CMMI was acfively imvolved with fhe World
Marifime Dap celebrafions, with e Maskr
Mariners namely Capf N Manjeshwar £
Capf Shanfanu making e xeellent presentafions.

With the support of the Marifime Indusiry and the
Adminisfrafion, we are holding a Conference
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addressing the fssue of Confainer welghmeni "lafe
Containers — Sfeering Changes™ on fhe 10
Dacemeber 2015 af The Lalif Hofel, Mumbai, Thisis
the first fime that the CMMI is venfuuring info £his
ferrifory. Ivitafions have been seni fo the enfire
industry and we expect @ wide parficipafion. T
expect similar such evenis from all chapters.

Talso hawe on the drawing board fhe proposal of
working fowards qequiring of IS0 cerfification for
the ChMMI

e have also received a leffer from DES regarding
the Mapping of HNE cargo being handled af Indian
ports and quaniificafion of response measures. We
have made some sfedy in the matter and experts
Srom our membership as well as external personnel
and are inthe process of submiHing ourresponse.

All of the above achivifies are rather difficuli fo
perform clong with our own job profifes and
bearing i mind thaf the work fowards CMMTis all
honorary. Inview of this, the Couri fooka decidion
fo emplop @ CEQ fo conduct the daily acfivifies of
CMMIand alsofo deer usio preafer heights. Weare
looldngfo emplop q suifable Masier Mariner willing
#o fakee om Hhizfob.

Tamexiremelp pleased fo informpou fhaf CMMTIhas
received the 124 exempfion from fhe Icome Tax
Authorifies and we are also hopeful of receiving fhe
SOF approval, before the end of this calender pear
CMMI recognizes fhe efforts of
Ciapf N Hiranandani in $his endeavour and has puf
the same cnrecord.

He are also locking for @ new and larger qffice
space since fhe current areq s definifely nof
sufficient. We have q commifiee looking info fhis
aspect I iz our desive that we have a new office by
the end of fhis fiseal without any farfher delay. T
solictf the full support from our membership in fhis
endeavour

Last buf not least, Twish o bring you the pood news
chouf the grect achievement of our Fellow Member
Capf Ashok Mzhapatfra, who has made everp
Indign Seafarer proud by his lofy achievemeni of
being appoinfed the Divector of the Marifime Safeip
Division af MO This is a firsi by an Indian. Thave
personally congrafulafed Capf Mahapafra on
behalf of all our members. Do read fhe profile of
thiz preat personaliyy and fhe small comersafion
that Command had with Capté. Ashok Mahapaira.

I shall once again end with a recent quofe from
Ratan Tt

"WE are peopls, nof programmed devices..!
"Don | be serious, Exjop Life as ifcomes”
Seasons Greefings and wishing pou all @ wery
Happyp and Prosperous 2016

Linfif the next issue,

Capt Philip Mathews
Maser




Editorial Board i

Gapk. 5. Limaye

Capt. & hok Raghavan

Capt. Kamal Chadha

From The Editor

-'ri' L >

Capt Tescelin Almeida

Movewber is thefestiveseason and I trast that
Hou Bave il exjoved & Faggy Diwals, May
the Twe Light of Diwak be with vou
throH Aot ey ear

This imwe cowies as the fove rwwmer of thres
R OF CHRNAE Bt are 10 comie RBowE iR the
reawlations of owr imdwstry. The moajor
snipact will Be frows the SOLAS amendmients
o Comtamer Weighweots.  Besde that
there will be amendments to the
Intermational Regwlasions for Prevention of
Collisions ar Sen (COLREGS) amd dhe
smtrodwciion of & wew Polar Code, TR bave
short articles to sntvodvice the repders to each
of BhEsE chamaes.

I mer provd 10 miesiion that We are reoeiving
guste g v aricles from owr wembers and the
gfforts of owr teans are pavingy off Ow shat
wove I need o apolgyee w0 thow whose articles
Ry BOE AFHER 197 Bhis dsvvee, however I agwre
o Wk they are sl in owr archive and will
be published later so plense kegp the papers
Jlowsngy in, BRbave very provinent menibers
ko L e swere, Bare i ot to cosaribute and
sharewith the wienbers.,

Capk. G. M. Srivastava

Gapt. H. Subrarraniam Capt. Milind Paranjpe

Anather prowd moment fir Comnsand wias
the Conversation and QA sesion that we
bad with Capr. Ashok Mahapatra,
(Directon Marstine Safery Division, IMO),
winch have shayed with owr regiers.,

Wl respece to the SOQLAS amendments, the
CMMT & condwcting & wajor Natonsl
Swwamast om Itk Dec'l5. This seminar
entitled "Safe Compainers — Sheering
Changes" will be beld ar The Lakt, Mumbas
and we look firward 1o g grand arendance
and participation. The devask nre abready
Fosted on o website,

Looking forward to secing vow on the 1088
Dezcensber at The Lalt,

I also take this opportsmsty o Wb A¥ owr
readers o Very Hagpy Chritias and Bright
and Prosperows New Tear 2016 which seemis
te Beloownng wp on ws st dowbl speed.,

God Speed vl the naxtisswe,
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THE COMPANY OF MASTER MARINERS OF INDIA

27/B, MAKER ARCADE, (_2UFFE PARADE, MUMBAI 400 I]I]ﬁ_. Tel.: 221_5 304_9_. E - Mail: cmmigavsnl.net
Website: www.mastermariners-india.com

List of elected office bearers & wardens for the
term 2015-2017 w. e. f. 7* April 2015 is as under.

Capt Philip ﬂ.ﬁuﬂmws Capt BK Jha Capt K¥ Pradhan Ca pt5Y Limaye
Master Deputy Masier Secrefary General Treqsurer

No NAME POSITION No NAME POSITION

Capt Philp Mathews Master 13 Capt Ashok Raghavan Warden
Capt BK Jha Ceputy Master 14 Capt KG Ramakrishnan Warden
Capt KY Pradhan aecretary General 19 Capt MK Patankar Warden
Capt 5% Limaye Treasurer 18 Capt CM Srivastava Warden
Capt 5M Divekar Warden 17 Capt KD Bahl Warden
Capt MA Paranjpe Warden Capt Mukund Kurmar Warden
Capt HJ Treasuryvala Warden Capt KN Deboo Warden
Capt Navin Passey Warden Capt TA Almeida Warden
89 Capt Ajay Achuthan Warden Capt 5¥ Subhedar Warden
10 Capt YN Aindley Warden Capt MP Bhasin Warden
11 Capt NA Hiranandani Warden Capt Pankaj Kurmar Warden
12 Capt 5 Halbe Warden Capt Parbhat Nigam Warden

The following are the co-opted wardens to the Court

13 Capt. M. M. Ramchandani - Chennai Chapter 4y Capt. Ravi Mundayur - Kochi Chapter
2§ Capt. Harish Khatri - Nawi Mumbai Chapter 5) Capt. G. 5. Ghuman - Chandigarh Chapter
3} Capt. Pankaj Sarin - Delhi Chapter 6) Capt RakeshJhang - Salling Master

Lo B I T 4 B i N L
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Committees formed are as follows

a) Training committee. e] Membership Committee
Capt. K. M. Deboo Capt. K. D. Bahl
Capt. ¥ Sharma Capt. Pankaj Kumar
Capt. 5. Bhardwa Capt. Prabhat Nigam
Capt. Ajay Achuthan Capt. Tescelin Almeida
Capt. Krishnamurthy lyer Capt. Dheeraj Kumar
Capt. M. C. Yadav Capt M. P Bhasin

Capt. Dheeraj Kumar f) Compliance / Legal Advisory Committes
Capt. Prabhat Nigarn Capt. &, K Bansal
b) Business / Project D evelopment committee. Capt % N Aindley
Capt. K. % Pradhan Capt. % k. Gupta
Capt. M. K. Patankar Capt. Mukund Kumar

Capt. M. P. Bhasin g) ‘Lifetime Achievement Award’ And
Capt. Prabhat Nigarn ‘Sailing Master With Exemplary
Capt. K. D. Bahl Service Record Award’
Capt. Tescelin Almeida Capt. % M. Aindley
c] Property Acquisition committee. Capt. K. N Deboo
Capt. M. A Hiranandani Capt. 5. M. Halbe
Capt. % M Aindley Capt. M. K. Patankar
Capt. 5. M. Halbhe Capt. M. P Bhasin
Capt. B. K. Jha Capt. C. M. Srivastava
M.
Fa

d) Consultancy Cell. Capt M. M. Ramchandani
Capt. 3. % Subhedar Capt. Pankaj Sarin
Capt. 5. 5. Maphade
Capt. K. 5. 5. Ramakrishnan
Capt. K. D. Bahl
Capt. RavibMundayur

The CMMI representation on various Technical Committees / organisations are reconsidered as follows
Capt. ©. M. Srivastava Bureau of Indian Standards

Capt. Capt. P. Sarin or Capt. YogeshPuri Central Advisory Committee for Light Houses

Capt. M. K. Patankar Technical committee of IRS.

Other committees / Boards Dufferin Maritime Mus eum Committee
Capt. Philip Mathews
Capt. B. K. Jdha

Command Editorial Board:

Capt. Tescelin Almeida Capt. 5. Y Limaye
Capt. Kamal Chadha Capt. Milind Paranjpe
Capt. Ashok Haghavan Capt. C. M. Srivastava
Capt. H. Subramaniam

Screening Committee for Elevation of a Member to "Fellow'-amended as follows:
Capt. % M. Aindley - Chairman { Past Master )

Capt. K. % Pradhan - Mlember [ Secretary General )

Capt. 5. B. Kundargi- - Member [ Fellow )

Capt. M. M. Ramchandani - Member [ Fellow )

Capt. 5. M. Divekar - Member { VWarden )

Capt. M. K. Patankar - hember { VWarden )

Change in nominations to the BES Trust:
New nominees of CMMI as Trustees on Board wee f. Fth April, 2015
. Capt Philip Mathews (hMaster)
. Capt B K Jha iDeputy Master)
. Capt K. % Pradhan (Secretary General)
. Capt 5 Y Limaye iTreasurer)
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A

ctivities of CMMI all over the count

include {as applicable)

Publish Command Journal with Professional
Articles every 4 months

Assist DGS in operating Facilitation Centres
at Mumbai, Chennai, Kochi & Kolkata (lssuing
of DCE & WKC for Suppart level)

Assist DG5S with External Examiners for
Masters & Mates’s oral exams

Assist DGS5 in various advisory committass
Interactive Monthly lecture meetings on
professional subjects, to gain knowledge and
experience

Organise family gathering once a year
Organise Seminars at least twice a year
Conduct Exit Exams through Board of
Examination of Seafarers {BES}

lssug Training and Records Books for B.Sc
Mautical Science candidates

Froposed: Prepare & Distribute ORB part I
for Indian Flag vessals,

Proposed: Farticipate in committes at IMO
Froposed: Prepare TAR book for Able
Seafarer Deck

Froposed to assist growth of the Inland
Waterways Sector, Ports, Risk Assessment,
Cargo prafiling ete.

The Company of
Master Mariners of India

What do | get by being a member of
CMMI?

Receive Command Journals free

Get nominated in various commitiees

Chance to increase horizons in Maritime
specirum

Free to attend lecture meetings

Free to attend seminars

Subsidised rates for entry in social gathering
Feel proud to be part of a professional
organization

Have a platfarm to woice wour opinion on
professional Issues, including announcement of
achievements, changes in the exam systzms,
address issues with the administration etc.

We need to create a wvibrant body of
prafessionals who will then have a say in the
development of Competence & Skills in the
Mautical side

We will become the backbona on which
Governmant should rely for professional inputs

The Company of Master Mariners of India
27 1 B, Maker Arcade, Cuffe Parade, Mumbai 400 005.
Tel: 91 22 2215 3049
Web Site: www.cmmi.co.in  E-mail: office@cmmi.co.in
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GCMMI Opens A New Chapter
In The City of Joy - Kolkata

The formation of a Chapter in Kolkata
haz heen a wery important
achievement for The Company of
baster bariners of India (ChakAl.
This august company was formed by
54 Maeter Mariners serving Indian
Ports, the Covernment, Shipping
Companies and ships at seain 1956
The Compary was registered under
the Company's Act 1356 on 23rd
Augst 1957 CMMI ha its Head
office & Muombai and had 12
chapters at in the following cities in
India, namely Chandigarh, Mew
Delhi, Dehradun, Patna, Mawvi
Mumbai, Pune, “isakhapatnam,
Chennai, CSoa, Mangalore,
Bangaore and Kochi. After marny
vears of trying, C MR finally opened
its 13thchapter, inkolkata,

The difficulty was that a local
Azzociation of Master Mariners
already pre-existed in Kolkata and in
spite of ChMI's best efforts to enjoin
therm , theywere reluctant to part with

-
]

their local idertity. ChBIL though,
was determined to be established at
Folkata for the overall bernefit of all
Mautical Marire Cfficers at Kolkata,
After Capt. B. K. |ha, Dy Master and
Capt. Philip Mathews, Master, Chikdl
weren't able to comvinge the local
association to merge with MBI
they wiorked toweards the formation
of the new Chapter. Capt. bukund
Fumar, Ceneral banager, Shipping
Corporation of India (3C1) and an
glected ‘Warden of the Court of
ChbAl happered tobetrarsferredto
Folkata by 5210 He used all his
dynamism and adong with a few
others, mustered ower 30 Master
bartiners to join a3 members. All this
happered in a guick period of
around two months. As, the
minimum criteria to establish a
chapter was to hawe 15 members, the
newe Kolkata chapter was formed.
The first Management Team is asix
member team with Capt Mukund

Fumar & its Chairman and Capt
Faustubh Dutta as its Secretary.

ChAbAL has planned a lot of activities
at Kolkata to ensure its rapid growth
& astrong and vibrant chapter and is
corgidering holding  professional
seminars at Kolkata, 1t weould like to
hawve all itz brethren in the loca
Association at Kolkata to he its
members soon. CMMI erwvisages
huge potential in Kolkata to
contribute to the growth of warious
sectors of the Maritime fratermity.

ChAbAL iz growing from strength to
strength every passing day. It offers
career guidance to all those who sesk
to enter the marine profession as well
as those with entrepreneurial
amhiticrs through its wvat pool of
subject matter experts.

It is matter of pride for a Matical
Officer to be a member of the
Comparty of Master Mariners of India
& it's avibrant professional body
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IMT

Setting gfobal training standards vwith its
range of professiona! development Courses.

Simulator training at its best...

RSEE

Twa integrated Ship's Bridges with state-of<the-art Kongsberg "Polaris’ Bridge simulataors !
Kongsberg ‘Neptune’ Engine-Hoom simulator integrated with Bridge simulator !
Above all, highly professional and experienced simulator Instructors !

-.g‘:'."rl‘f.-'u -.\Irir&.'rg'i:rfw :-:Jr.'.-':-:':r

*5Ship Manceuvring Simulator & Bridge Teamwork (SM5)
* Elecrronic Chart Display & Info System (ECDIS)
Specialized Ship Handling (5HS)

Bridge Team Management (ETH)

Crew Resource Management (CRM)

o W )
Cagine Sonm Smvardinfor Cogeses

Engine Room Team Management (ETH)
Crew Resource Management (CRM)
*Engline Reom Simulator - Operational level (ERSCY)
*Engine Room Simulator - Management level (ERSM)

# Approved by D.G, Shipping

For bookings please contact: Ms. Pradnya Vadke {Course Co-ordinator),
Tel: 022-2570 5570 e-mail: pradnya vadke@wilhelmsen.com

=Mamter e

(i F‘i’

ot

International Maritime Training Centr

ettty o &y

L ] @/ E_{_g[,;%

DY 3L

PRI PR e

201, SIGMA, Hiranandani Gardens, Powai, Mumbai = 400 076, INDI&, Tel: +31 22 25705570 Fax: +91 22 2570 5547 Email: imtc.mumbaifiwilhelmsen.com
For course detaills please visit our website: www.imtcmumbai.org

with a PAM India Presence. The
Board of Examination of Seafarers
Trust is a joint wenture between
ChAbAL and the IMEL tis functioning
well, conducting exit examinations
for fresh GP ratings. Representatives
from ChMI said, "The proposed
Federation of IMEI, Maval Architects
of India and TR has not taken off
due to lack of necessity. If and when
the need arises ChMI will nct be
foundwanting. "

Activities of CMMI all over the
Country include (as applicable):

Publishes a Journd ‘'Command'
every 4 months.

Aasists OGS in operating Fadilitation
Centre at Mumbai, Chennai, kochi &
Folkata {Issuing of DCE & WHIC for
Support level).
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Azzists DO with external examiners
for b ates & haster's oral exam

Assists OGS in warios  adwvisory
committee; Participates in
committes at [k

rzanises a family gathering once a
vear, Organises Monthly  lecture
meetings

Organises seminars at least twice a
wear; Advises BES onvarious matters

Prepares & distributes TAR bookfor 3
vears B.Sc. Mautical Cadets

Proposed to Prepare & Distribute
ORE partll for Indian Flagwessels.

Proposed to Prepare TAR book for
AhleSeafarer Deck

Proposed to assist growth of the
Inland Waterways Sector, Ports, Risk

Assessment, Cargo Profilingete.

How does the MNautical Oificer
benefit after joning CMMI?
Receiwes free '"“ommand' Journals
imowarious

Zets nominated

aommmittess

A chance to increxe horizon in
kA aritime spectrum

Can attend lecture meetings
Can attendseminars

Subsidised rate for entry in social
gatherings

Aosense of pride to he part of
professional body

(Kind courtesy Sea & jobs)




Trends In Shipping - 2015

By Ashok Khanna

Shipping iz a unigue business and
ha practically nothing in commen
with other modes of trare portation,
It has its cwvn unigue risks to manage
technically, commerdially, safety
wise and its business is oyclic, It's a
truly global business that is often at
the mercy of economic oycles,
political upheavals, subject to
currency risk and interest rate risks
that irvade the businesses from
remote regions, owver which the
imestor Ghip owner) has  little
control. The indstry ha other
peculiar risks such as civil &
criminal il polldtion liability and
the public perception of corporate
irresporeikility. Further there are
inconsistencies among local,
national and internaticnal
regulatory regimes leading to
compliance concerns for investors
and risk peroeptionis high.

In my 40+ wears of work
experience, | have witnessed
downturns, recessions and
hlowouts afewtimes. The first in ey
experience was the recession of
1980¢81 pericd which lasted till
1985/86. Inthe mid 1970 | was too
woung to understand the sea-saw of
thizs hisiress. Of coure the oil
shock of 1973 was aneye opener for
me when the US. had imposed
sanctiors onthe lrag Sil. This had
raised oil prices from about § 14 a
barrel to & 22 or more, which
dipped tanker freight rates and fuel
prices climbed high. This wa the
cold war era and only Russia and
India were willing to pick up Iragi
ail indefiance to 1S sanctions. A list
of oil tankers had piled up by idling
in the Persian Gulf, locking for
hieiress.

There were other recessions that
followwed from 1990 right into the
turn of the century. But none, in my
memory were as deep, as vast & the
current crises. The recovery, | think
is going to be slow and painful cver

the rext year or two, o even longer,
effective for ower & years. Presently
the dry bulkers are bearing the brunt
of the economic slewdown in China
and commodity prices are today at
their all4ime lowe (though Brent
prices have picked up recently and
dsoironore).,

This recession since 2009 haxs
"orecipitated" huge risks for all
stake holders such as the banks,
lenders, owners, charterers,
imvestors inpons, service provdders,
investors in shipyard capacity,
underwtriters and even the ordinary
searman.

Crnvniers are unahle to servioe dehts
& cahis rare due to poor freights,
they hawve been unable to maintain
and repair ships making conditiors
unsafe for crew and the
ervironment, undenswriters hawe
difficulty underwriting the risk of
some ships; crew ha not been
getting paid fully or timely in some
caes; hanks have repossessed
etz in order to auction them;
imvoices of service prowviders go
unpaid; hanks haes hilliors of
dollars of debt under a cloud
charterers, owrers, lenders are
engulfed in litigation and the
lavwyers have had a feast. Sewveral
bhanks engaged in shipping
FINAMCE hawe exited the business
due to large non-performing assets
ithere were some 100 hanks
engaged inshipfinancing duringthe
boom but only a handful are active
riowd; companies have been unable
to raise cash forworking capital.

There are companies of standing
and well known shipping houses
that hawve come under extreme
stress, A number, listed in the LSA,
have filed for Chapter 11 in LS.
Courts to seek protection agairst
banks and creditors. Several have
foldedor been acquired by PEfunck
o Finvals,

Let's examine as to HOW and WHY
this happened; howe didthe industry
come to this state. Analysts have
been writing aboutit. 1 would lke
to ghve youmy views.

Wiz must recosnize that POLITICS s
ECOMORICS and BECOMORICS is

EOLITICS,

The world weoke up on the 11th
Septermber 2001 to a horrific attack
on the World Trade Center in Mewe
York, The shock brought down
husinesses, aitlines were grounded,
capita markets went into turmeoil,
lending rates scared, oil and
insurance rates climbed, business
sentiments collapsed, underariters
hiad huge liahilities staring at them.
There was gloom inthe LS. and the
economytripped.

It weas thenthat AlanGreenspan, the
head of the LIS Federa Bank,
pumpedincwver atrillion doll ars into
the LS economy to revive
sentiments, revive lending to
husinesses, rewvive and support
insurance markets and the Banking
circles. (Remember atrillion dollars
was a3 much the ertire Indian
economy at the time).

Federal Bank rates were hrought
down from 2.5% to 1.5% to 1%
orvier a period (today the Fed rate is
0. 25%). This brought huge liguidity
to capital markets. Banks had easy,
cheap moneyts lend and they (over
a petiod) began to lend recklessly:
This fueled consumption and

inflation and lending rates went up
gradually.

A ot of money also went into ship
financing on easy terms. Chwiers
could raise 0% debt with little risk
to build ships prior to 2008,

Plerty of rasy money helped global
trade of commodities however
commaodity prices went up. Thermal
coal eedto be $46 PMT in 2004/05
period, whichwentup F140PMT in
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2008 and beyond, driven by
demand and liguidity. Similar has
heenthescenewith iron ore pricing,

This was also the time that China
wa making huge investments in
infrastructure and preparing for the
2008 Olym pics. Theywere building
airports, expanding seaports,
building stadiums, hotels, and
highwvays —thewholeworks.

Shipping markets boomed from
2005 and witnessed unprecedented
rates & revenues. The indistry
poppedchampagre bottles. China's
appetite to import steel, coal, iron
ote kept climbing.

The industry witressed one of best
hoomsewver.

Cwweners rushed back to
shipyards with fresh orders.

Banks happily opened their
purse tosupport the order book

The KIS FIMNAMNCE market in
Sermany went on an over-drive
to imvest in neveships sometimes
even without a buyer, with the
intention to sell off the aset well
before the delivery, as prices
kept going up.

"KIZ" Financing in Cermany - a
mutual fund, sold to small
imvestors, students, holsewives,
shopkeepers, lawyers,
teachers, Doctors — for equity in
OME ship or ships.  Germary
does not tax the returns on
shipping imestment, and the
investor was assured a 9%
returm.

In the aftermath, most KIS funds
went bankrupt .

China was mushrooming with
wards, some 5000 of them, building
ships with LIBOR climbing. There
was a bubble seen in every "asset
class" and so also financial
instruments.

Bankers camouflaged bad dehbt with
bonds and sold down the chain to
other banks, financial institutions
with fancy names. Slowly
realization dawned that the
institutions were seated on a
mountain of bad debts and failed

maortgages,
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bid Sept 2008, Lehman Brothers
became insolvent.

ColdmanSacks and | P Morgan had
to be recapitalized by the Federal
Bank.

JP borgan, abank that has a balance
sheet of more than a trillion s
dollar, had to be bailed out
ftemporarilythough). .

Wall Street was onfire!

Suddenly Banks were afraidto lend,
traders could not open letters of
credit; bhanks would not honor L s
of other banks, unless itwas an AAA
rated bank.

Commodity trading suffered
pulling out cargo from ships
bottoms. The industry saw freights
collapse by end 2008, early 2009
Shipping wa saddled by a massive
capital market crisis and an
crersupply of tonnage by then. This
had adverse effect on shipyards =
orders dried up. Smaller Yards went
bhankrupt. Chinese wards
consolidating and imvesting insuch
huge capacity came under threat,
requiring restructuring with
Ciovernment  assistance. Korean
varck like STA suffered immensely
andsmaller ores became insolvert.

Shipscrapingcameto limelight. The
only segment of shipping that fared
well until 2014 wae O & Soffshore
sector until the oil prices stumbled
and the gas hbusiness (LPG,
Ammonia, LMNG with warying
fortunes).

There are signs of green shocts of
revival but unable to predict its
seriously. The Baltic Dry Index
gainedfrom alow of 560 in the past
to peak at 1256 . WLCCS have
gained whilst ME market has held
steachy.

Eco-Friendly or Green Ships, with
imptoved hull and engine desien
that could save upto 12 — 15 % of
fuel atsea are reviving,

FE funds like the Oaktree Capital,
Mewye York Capital, WL Ross & Co,
Blackstone Croup, Apolle Global
and others which hawve been
suppotting owrers since the past
wear of more, These funds will take
the exit route if recovery eludes and

does not accelerate and leave a
FUinoUs wake for the industry.

his ownworstenemy. When he has
money he does not jmvest 03

industry  but heads back to a
shipyard.

The ecoships will soon create a 2
tier market, ore of 'ereen ships' that
command a premium and the other
of the older hull and engine design,
especialy for pericd business. This
might delay the market revdival and
depress rates over a long hadl for
ships of older design but relatively
woungships.

IMO's Focus on Pollution
regulatiors, Ballast Management
Systems are adding costs for plying
inspecial areas with low sulfur fuel,
or costs to awitch to LNG as fuel
The president of the IC5 has rightly
said that regulations reed to be
studied and debated further before
beingthrist onthe industry.

Allinall & | see, revdval inshipping
may take up to ancther 2-3 year or
longer with the given state of
economic stress inthe EL region, a
credit crunch and a slewwdown in
China, the Rouble sinking, Greece
on the verge of EU exit, ete. Market
revival seams el usive,

Az the Fed decides to raise the
interest rate the Libor will mowve up
causingmore painto cwrers,

il prices may stahilize to a level of
£ 60 and mayhe lower in the future
giventhe rise of cheap Shale g2 and
oil and the competition from OPEC
for market share, provided political
stahility in achieved in the ‘West
Azia region (Syria, Yemen, Libya,
Irag, lran). The Iran - West nuclear
accord is eagerly awaited, which
will help the industry immersely.
Perhaps the guantitative easing (2E)
by ELL, japan and Chinaweould help.

| conclude that shippingis stillonto
a treacherous path in the near-
medium term.




THE COMPANY OF
MASTER MARINERS OF INDIA

CMMI is the most prominent professional maritime body. It represents the Master
Marinersin India. We are engaged amongst others in conducting seminars, consultancy,
maritime training, research, developing training books to meet the needs of the Industry
and Administration. Our activities are rapidly growing. To meet our growing needs, we
are looking for a suitable professional with the determination and capability to
confribute in increasing our expanding portfolio of activities.

1 Qualifications & Experience:
Master Mariner (FG)

2 Other Desirahle Aspects

A Excellent in conumunication, Business Development skills and human relations
E Experience in Training

C Towaork passionately for causes of seafarers

D Proficiency in computer - MS Office, internet, database management

Fermuneration: In line with that prevalent in Indian Maritime industry.
Flease send your detailed application along with CV by 15 December 2015 to:-

Chairman/Master

The Compuny of Muster Muariners of Indin

27 B, Muker Arcade, Ciffe Parade, Mbtnbai - 400 005
Enuil: office(dcmn.co.in
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Amendments to “The CGonvention on the
International Regulations for Preventing
Collisions At Sea, 1972, As Amended"

Compiled and explained by Capt. Yashwant Chhabra

IMOFs 'HI" SCHEME KICKS 1N
FROM JANMUARY 2016, and so do

the new am endmentsto the IRPCS.

MO Resolution A 1085281 was
adopted on 4th December 2013 and
adds afull rewe Part 'F' to the abowve
conwvention on prewventing
collisiors, comprising of 3 rew
Fules numbered 39, 40 and 41, it
reads & follows:

PARTF

Ver ification of compliance with the
prowvisions of the Cormvention

Rule 39

Definitions

(@ Audit means a systematic,
independent and documented
process for obtaining audit evidence
and evaluating it ohjectively to
determine the extent to which audit
criteria are fulfilled.

ik Audit Scheme mears the MO
Mermber State Audit Scheme
established by the Crganization and
taking into account the guidelines
developed by the Organization ®.

() Code for Implementation means
the MO Instruments
Implementation Code (Il Code)
adopted by the Crganization by
resolution A TO7 (28

il Audit Standard means the Code
forlmplementation.

Rule 40

Application

Contracting Parties shall e the
provisions of the Code for
Implementation in the execution of
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theirchligatiors and resporsihbilities
contained in the present
Comaention.

Rule 41

Verification of compliance

{a) Every Contracting Party shall be
subject to pericdic audits by the
Crganization in accordance with
the audit standard to werify
compliance with and
implementation of the present
Comention.

) The Secretary-Ceneral of the
Creanization shall hawve
responsibility for administering the
Audit Scheme, based on the
guidelines developed by the
Crganization®.

i) Bvery Contracting Party shall
have responsibility for fadilitating
the conduct of the audit and
implementation of a programme of
actions to address the findings,
hased on the guidelines developed
by the Orzanization®.

() Audit of all Contracting Parties
shall be:

i1 bhased on an owerall schedule
developed by the Secretary-Ceneral
of the Organization, taking into
account the guidelines developed
by the Orzanization®; and

(i) conducted at periodic intervals,
taking into account the guidelines
developed by the Crganization®.

* Refer to the Framework and
Procedures for the WO Member
State Audit Scheme, adopted by the

Organization by resolution
AT06F (28"

Az far as the Rules in existing Parts
AU to B oare concerned, or the
Annexes | to I'Vwhich are attheend,
there is no change and the addition
of this rew Part 'F' does not hawe
any effect on them. Their
applicationshall continue as before,
thiz is important for al navigators
andoperators to keepinmind.

Part 'F', is to give effect to the (MO
Instruments Implementation Code
(Ml Code) adopted by Resoldtion
A T0F0028) on dth December 2013,
N Code' inshort The framewotk
and procedures of the 'l Code’ are
expanded in MO Resolution
ADET(28) ako adopted on dth
December 2013, and is referred to
atthe end of Rule 41, gucted abowe,
The term 'IWMO Instruments' covers
all Conwventions, Codes,
Resolutions, Circulars and ary other




guidance adopted hy and
promul gated by IWO,

bMember staes of MO hawe a
responsibility to establish  and
maintain an adequate and effective
system to exercise control over ships
flying their flag with respect to
international conwventions. A
voluntary  audit scheme was
initiated by IMO in 2006 wherein
member states wolunteered to be
audited on the effective
implementation of their obligations
and responsibilities  under  the
instruments to which they are party.
Analysis of feedback to this
woluntary scheme showed that it
had a positive impact in the effective
implementation of the prosvisions of
the mandatory MO irstruments,
These covered areas of maritime
safety, security and protectionof the
marine ervironment. The voluntary
audit scheme was to @sist Member
Governments to improve  their
capahilities and owerall
performance in complying with the
W instruments to which they
e 3 party.

N Code' iz a continuation of the
aborve and is the audit standard that
tmakes the audit scheme mandatory,
hut & astart the scheme shall cover

6 maor of important cornentions
(ot MO Instruments), namely:

1) Safetyoflife atsea (SCOLAS);

21 Prevention of polldtion from
ships (MARPOL);

F Standards of training,
certification and watchkeeping
for seafarers (STCW);

41 Loadlines;

51 Tonnage measurement of ships;
and

Al Regulations for Prewventing
Collizsions atsea(IRPCS).

Each of these cormentions hawe
been amended to allow the

application of the Il Code', Part 'F
iz the amendment to the corvention
listed as number & ahove. The 3 new
Fules 39, 40 and 41 constituting
Part 'F' are self-explanatory and link
this Conventionto the Il Code' and
reed no further explanation.

With the Il Code' MO shall
directly audit the level of
compliance hy maritime
administrations. In natural
progression it can this be expected
that MO member state audits of
companies and ships should also
become stricter; and seafarers may
alse be audited for their
competency  with and  levels of
compliance with the [WO
instruments requirements.

The system audits in the shipping
indistry started with the advent of
the 15K Code and later also by the
15 family of management systems.
Thete havwe been arguments for and
against the wery management
systems set up as well as the number
of audits and inspections forced
upohn the seafarers or Companies,
both sides being correct in many
respects. Howewer, audits hawve
added to the burden of both
seafarers and shore staff, many
having mastered the art of showing
compliance on paper —which is the
ke to the weay audits are performed.

ILINAI statistics showe an owverall and
gradual decrease in hull losses,
though a slight increase in
frequency is reported in the later
partof 2015 Sothe SMCodeis said
to have worked. Similarly tanker
and oil pollution inciderts hawve
reduced substantially, the debate
that it is because of the ISk Code or
due to il major inspections through
the SIRE, DI or the OCIMEF's TRSA,
mechanisms , continues.

2n the other hand, analysing the
P&l Club loss statistics and ol aims
for collisions, stranding's {or

groundings), cargo losses and
personal injuries to seafarers, does
not seem to show ary substantial
reduction. IMC repons indicate that
across the |t 3 decades going back
from 2012 showy, asteady 30% loss
due to navigational inc dents.

Will  another system of  audits
actually help the seafarer a the
ground level? A recent report by
bAIE stated that an OOV left the
navigational watch to attend to
some work in the cargo corntrol
room; result - a collision with a
fishing wessel. A tired deck rating
assisted by afresh cadet misses tying
the gangway lires and a person
hoarding at an inner anchorage in
calm weather sets foot on the lower
platform, heolds the rope, loses
balance and falls, survives doe to
sheer good luck. Risk management,
even after all the efforts, does not
appear to reach the last line of
defence again and again as prowed
by the mary WMARS reports.

Let us hope the |1l scheme will push
safety management systems down
tothe base working levels and make
wiorking at sea actually s afer for all.

{this paper wa also submitted by
the author to M for printing in
e aways)

Capt. Yashwart Chhabra (FCWBI S
AR

{Inputs from Captain Andrew
Winhowe, Assistant Secretary-
General & Director Maritime Safety
Division at MO are  gratefully
acknowdedeed he retired from the
position on 30th September 201 5)

W are proud to mention that Capt
Yashwant Chhabra recently
received the "Oustanding Asian
Educator & Trainer Awvard" at the
ChAD Asia's - Gth Asia, Education
Excellence Awvards.
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TAMEERS ddA A GEMEMT T LTD

WE OFFER |

= Bxellent Promotion Prospeck

MAacom

Tankers Management PvtLitd.

REQUIRES FOR ITS MODERN TANKER FLEET

CHIEF OFFICER
SECOND OFACER
THIRD OFFICER

CHIEF ENGINEER
SECOND ENGINEER
ELECTRICAL OFFICER

RANK EXPERIENCE ON CRUDE AND / OR PRODUCT TANKER

Forthair Eri nsipals

=SEL TRADERS s..

REQUIRES FOR NEW BULK CARRIERS

Master
Chief Officer
2nd Officer
3rd Officer
Chief Engineer
2nd Engineer
3rd Engineer

All ranks with suitahle experience may apply with imme diate
effe d excellernt wages, terms & conditions - best in the ind ustry

Attuctive Remuneration, best in the inclustry Urgently Requires For their principals

Re-joining Bonvs for all Oficers
Stundby woges forall Ranls
Oil major incentives forall Rinks

DYNAGAS LTD.
Chief Engineer / 2nd Engineer

[with DFDE S Steam certifica te)

Chief Officer

Dwmogos Lid

Chokce of ferms of d uty with full henefits 2nd Officer

CONTACT LS

MU BA] OF FICE DELHI OFFICE CHENNA] OFFICE KIOL KCATA, OF He

ETO

Gas Engineer
R ankex perience in ING is manda ory)

CAP. M.V, HAIK MR SURESH KUWAR MR HARISH CHADHA MR 5 500 HYAH ARAYAN AN PIC : M B AN W DA BHATTACHARYTA

A-42  dth Floor, Busines Square, 250 A MNARALL COMFLEY, FO&, FTH FLOCR, CHALLS MALL

1 E, Annapurna Apartments,

A-Wing, Sir Mathurad & Yisanjikdag, JHAMDEWALAM EXTH M1, THEVASARSYA ROAD &3, Ballvgunge Ciraular Road,
Chokala, Andher [Bost], MEW CELHI -110 055 T-WAGAR, CHENMA - 800017, MearLabiartiniers Schodl,
Mumbai - 400053 Td: 0112351181 /&2, TH: Qdd - 4352 A 36 24361 279 Kdkaa 700019

Tel: 022283 47349 F 2834 7204 RO -238 1609 P 0dd - 4352 3137 Te A 234003 807 SR ST2

Emal: resume dvnacomindia.com Emdl : harishchadha@yahoocan  Email : sathva@ drnacomindia. com Email : kolkataf denacomindia. mm
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Gonversation with
Capt. Ashok Mahapatra

The baster of ChAbAl, Capt. Philip bathews came up to me
after our ASKM and said to me "Tescelin, for our MNovember
issue of Command, we must get an interview with Capt.
hahapatra”. The air was abuzz with the news that Capt.
Ashok Mahapatra was to take ower as the Director of the
PAaritime Safety Division at IMO. [t was with tre pidation that |
accepted the task since the lafty position had me quite
intimidated Capt. Mathews assured me that he would dao the
preliminary intraduction and | could take it on fram there. |
had a quick word about this with my friend and batch mate,
Capt. Raj Chittur who promised to assist me and he quickly
allayedall my concerns.

A little reading revealed aglorious career path shawing how
Capt. Ashok Mahapatra joinedScindia Steam Mavigation as a
Cacdet in 1973 and gradually climbed the ladder to take his
first command in 1982, with South India Shipping
Corporation andcontinue decammanding various vessels until
1986, Thereafter, he joined the Directorate Ceneral of
Shipping, Cowvernment of India as a Mautical Surveyar and
tose to the rank of Deputy Mautical Adviser to the
Covernmentof India.

Capt. Mahapatra joined the IMO's STCW and Human
ElermentSectionas aTechnical Officerin 19%8andin 2003 he
took ower as the Head of Maritime Training and Human
Elerment Section in the Maritime Safety Division. In January
2012, he took aver as Senior Deputy Director, Sub-Division

for Operational Safety and Human Element in the Maritime
Safety Division and finally fram 1st October 2015, he took
ower as the Directar, hMaritime Safety Division at IMOD.

Hawing now surmmarize d the career path, let e enlighte nthe
reader with Capt. s hok hMahapatra's answers to the questions
that we putforward.

Q. Sir, what dre wyou to the shipping industey?

A lcame inta the industry by chance. Actually, after passing
an entrance examination, | was on the verge of joining a
bedical Callege anly to be told that | could nat join as |
was uncerage. In this case, | hadto be 17 years of age on
31st Octoberwhe reas my birthday was on 7th Movember.
This definitely left me wery frustrated As | was

-
[

conternplating my future career options, | saw an
advertisernent for Direct Entry Cadet issued by Scindia
Steam Mavigation Campany. | applied and was accepted
bythem.

. 5, how would you describe your passage in India, from

1973 to 19952

. Itwas, indeedavery fulfilling journey. It gave me the basic

foundation, which enabled me to achieve my present
position. Starting fram my time as a cadet till the time |
joined as a Mautical Surveyor, | learnt a lat from all my
seniars an board ship, who helped me to discharge my
functions effectively. Inthis context, | need to express my
sincere appreciation to ry first sailing Master Captain F. P
Sodrej for providing re the strang foundation for a
successful career at sea. Oin joining the Directorate
Seneral of Shipping, | learnt the regulatory aspects of
shipping, in particular the palicy aspects. To thisend, | am
particularly grateful to Captain P.5. Barve [Mautical
Adlviser to GO -Retd.) for being my mentor, philosopher
andguide. Finally, | must say that if | am given the choice
once more to relive my life, | would, without batting an

eyelid,choose the same path again.
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Q. Sir, should the IMO be given uniform enforcement
authority, example: the reduced sulfur mandate of 0.1%:
took effect and & being left to ndividual countries for
implementation. ¥hat would your views be on this please

A IMD does not have any policing autharity. This is a
privilege and responsibility of the Countries that are
sighatory to the Conventions adopted by MO hember
States.

. This wyear, the Secretary-Ceneral of MO, Mr. Koji
Sekimizu proposed, to adopt "Maritime Education and
Training" as the World haritime Day Theme for 2015
What is the emphasis that you lay on this with respect to
India's pefformance onthe subject?

. while India has been a major manpower supplying
cauntry and in particular for officers and engineers, it is
essential that the standards are maintained. At the same
time, it is also essential that they remain competitive from
an ecanomic angle. [n this context, it has to be borne in
mind that seafaring as a profession is basically vocational
and hence the education and training should ensure that
officers, engineers and ratings serving on board are
campetent for the duties that they are expected to
discharge an board Once this has been achiewed,
attention should also be given to requirements in the
ancillary industries as well as those shore-based positions
which requiresea-goingexperience.

. Sir, what are your views on maritime fraiming and

qualification of the presentday, Indian Seafarer

. whilst the present standarck of competence of the Indian
Seafarerare high, one shauldnot lose sight of the fact, that
seafaring profession is wvocational. All that the industry
requires is far officers, engineers and ratings to be
campetent to discharge their duties on board Hence it is
essential to ensure that training, assessment and
certification is covered by rabust quality standards and
systemns to ensure that the principles and standardks laid
down inthe STCW Convention andCode are met.

. Sir, it iz perceived that IMO brings about regulations yet
unahle to implement the changes, however changes are
happening now! How would you propose to implement

such reforms?

. As|have mentione dbefare, IMO does not have a policing
tole. Howewver, through the be mber State Audit Scheme,
WD wiould help in icentifying the areas where a Member
State may be having difficulty in implementation. In such
cases IMO does have provisions within the Technical Co-

operation programme to provide tec hnical assistance.

. Self-aszessment by Audit of flag State performance, this
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becomes Mandatory in 2016, what advice would you

conveytothe Indian Administration in this respect?

. India has undergone the audit under the valuntary sche me
and should implement the plan of action to address the
observations icentified by the Audit Team. Furthermare,
the Administration must also ensure thatthe provisions of
the Conwentions acceced and accepted by India are

transposed into the natio nal legislation.

. 5, what is your general advice to the Indian Seafarer
with respect to enhancement of our ndustry in the
country.

.| think that this question does not just pertain to the
seafarer anly. It is a field that requires the effart of all
concerned to enhance the image of the industry. Efforts
have to be made all aroundto educate everyone that the
wotld econormy requires shipping to mowe goock both
raw and finished, aroundthe world Without shipping ane
halfof the worl dwouldstarve andthe other half freeze.

Whilst speaking to the Captain, | found him to be soft spoken
and polite and rather humble despite the international
portfolia that he held This encouraged me to ask him about
his habbies. He seemed quite amused but answered all the
same. He disclosed that he was an avid reader and had a
particular passian history andphilosophy.

Capt Mahapatraended with same good advice to the madern
seafarer. He invokes the young to put in their entire effort in
whatewer they do be it bigorsmall. He believes that success
comes fram doing well whatewver you set out to do, in small

MEasUres.

ChAM is highly grateful to Capt. Mahapatra for kindly giving
us his valuable time, for interacting with us andfor honauring

the Command hagazine by giving us this interview to be

published.

Allis well that ends well. Let me end with abig thank youta
Capt. Ashok Mahapatra. | am sure all our readers are pleased
to hawe his views andare even mare proudto have him as the
first Indian seafarer to occupy the hanourable seat as Director
ofthe Maritime Safety Divisionat|bO.

Capt. Tescelin Almeida
Editor




Second Line Of Defence

The term "Second Line of Defence”
was coined for the Merchant Mawy
during World War-l, when power
driven merchant ships, for the first
time, assisted movement of wartime
effort all over the world, WiorldWar |l
saw evien more of the same. Today,
berchant Shipping is the first, the
most extensive and the most
important line of modern Werld
Trade. World trade is highly
dependent on the shipping industry.
Trade between different nations has
increased exporentialy and brought
diverse economies and  cultures
closer to each other. Merchant
shipping is the catalyst that brought
the three synergetic factors namely,
economy, technology and
communication together, to wirtually
eree geographica distances  and
blur physical differences and can be
credited with making the world a
glohal wvillage. Merchant shipping is
the "behind the scenes" reson for
the reacyy, easy and affordable
availahility of food, raw materials,
fuel, finished goods... youname it
and the merchant marine mowes it!
Sadly, wery few people know
arything about the profession,
except the wery romartic ideas
perpetuated by those onshore. . that
sailors are forever drunk, have a girl
in every pott and earn good tax free
moneyl The truthis that, Ifitwere not
for shipping and the seamen who
24x7 hatle the force of nature to
safely mowe globa freight guite
silently, half the world wwould starve
and cther half freeze. From nappies

-
]

ot |

by
Capt. S.V.Subhedar

to nuclear armament goods mose
ftom ore place to ancther by ship.
The ship is the tool. Behind its
running is aCaptain along with his
brawve officers, engineers andseamen
who face adwverse weather
conditions, lead lorely lives away
ftom home and hearth, missing all
important milestones infamilylife, in
the most unnatural and  difficult
conditiors that pecple on land
cannct even beginto fathom.

The ship is the first known mode of
transport, andwas in use even before
the discovery and irvention of the
wheel and steam engine. The
discovery of the Americas, Coa,
Australia happered only because of
bercantile Marine activity. Indiatoo
ha had its share of rencwred great
sailors like Angre, Rajendra Chola
and the legendary Chanakya. Indiais
also home to the earliest knowen ship
building ward near Surat — The
excavation a LOTHAL shows the
remains of ashipyard and port atleast
3000 years old.

| started rmy tryst with the bMerchant
Mawy after completing the 12thclass
inscience and then joining Training
Ship Dufferinin Mumbai. This was a
World War-Ttroop ship,
commissionad as a training ship in
1927, long before MDA, & IMA were
even thought of | Sailors trained on
this ship have been plyingthe cceans
for more than three quarters of a
centuryll

Here in Pune lived the inspiration to

the merchant marine. The longest
living Indian M aritime Officer. Capt
T. Rozario, 94 vears voung, whao is a
SecondWorldWar weteran, who was
torpedoed  and marconed on an
island off Malaysia. To join the
berchant Mawy, ore has to clear an
All Indiaentrance test. To be eligible
to appear for this test, one needs to
have cleared X + 2 with 85 + %, with
Pheysics, Chemistry and Math This
puts ohe on a training ship for two
vears. Thereafter two more years of
training atsea & a cadet qualifies ore
for the First Certificate of
Competency issued hy the
Directorate Ceneral of Shipping
Gowt. of India (OC Shipping) as per
Internationally agreed Standards.
Dufferin produced great mariners
both for England, ouwr nawy and
international shipping generally.
Admiras Kataria, Soman, Krishnan,
Karmarkar, Aweati, Madkarni, Samson
and Sandhi, were al ex Dufferin
Cadets. Dufferin has been now
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replaced by aconcrete establishment
caled TS Chanakya in Merul. Since
due importance was not £ is not
atached to the merchant marine,
hecause it works so silently, the first
training ship of India was not
considered important encugh to be
preserved & a museum of marine
history  and sadly went to the
graveyard.

We can be proud of the fact that
Indian Merchant Marine officers
areat the helm of almost all shipping
companies in the world It takes
about12 vears to become a Captain
it aster). His engineering
counterpart is a Chief Engineer who
also comes from a paralel training
institution in Kolkata, the ORET, oris
adirect BE Mech graduate.

Seamen hegin their careers after the
Ath standard, in a preseatraining
institution.  Unforunately,  private
training institutions for seamen,
navigating officers and marine
engineers have mushroomed
everywhere, with promises of a rosy
and ackventurcus future, and people
are getting taken in They are ahle to
satisfy rneither the standards of
guality of training, nor the hasic
reqguisites like on board training,
since the number of on board
training berths is limited, becase the
nurmber of ships is limited. Just & one
cannct become a cerified pilot
without completing the required air
time before appearing for gualifying
examinations conducted by the
DA (Directorate Gerneral of Civil
Aviation, Sovt. of India), one cannot
hecome a seafarer without
completing internationally  agreed
minimum seatime on ship for every
rank examination conductedin India
beythe DS of Shipping

Command - 74 * November 2015

| arm an approved external examiner
for aspiting Masters. Pasing marks
and result % is predetermined by the
government like it is for the CA
examination. Captains, officers,
engineers and seamen are freely
accepted in all courtries that are
members of the International
baritime Crganization, a UM body
in London dealing with maritime
affairz, like civil ad ationor health are
represented by [CAD, WHO
respectively. | hawe been privileged
to serve with the MO, and did so
from 1989-93.

Life at sea is becoming better with
technological advances, bt in the
wastress of the ccean, ashipis like a
little cork, being thrown arcund in
the water, at the mercy of wawes ; It
rolls and pitches, sometimes tilting
up to 45 degrees from the wertical;
For days on end, no land can he
sighted, and sometimes huge waves
almost engulf the spec of metal.
Often, because of the rolling and
fickle weather condition: ewen
cooking becomes a challenge;
Sailors have to stand a all times with
their feet wide apart, and rock gently
with the ships undulations just to
stand upright And then again there
are times whenthe seais & calmas a
swimming pocl and life is a dream,
almost like going on a cruise. The
experience of seeing the sun rise in
clear skies andseeing itset through a
hundred shades of red, or the moon
rise in midnight blue skies, and
suddenly play hide and seek behind
clouds that appear out of nowhere,
being ahle to identify Wenus rise and
set (the morning and evening star),
being ahle to point out all the
constellations, breathing completely
pollution free air, with only the deep
hlue waters belowe and the limitless

hlue sky abowve, more than makes up
for the time spent hbraving rough
weatherl But it does make every
seafarer respect the might of nature,
and cne begins to appreciae the
great glory of the almighty.

While sailing across the different
ooeans, ho two days are identical;
sometimes, there's no sun shine for
days, and sometimes, we s ail through
crystal clear waters flanked on either
side with picture post card perfect
landscapes like in the restricted
waters of Canada and Scandinavia,
and sometimes, we encounter
storms, typhoors, oyclones (all mean
the same in different parts of the
weot| d), wdthwaves that almaostengulf
the ship, battle with fire, deal with
lack of potable water, engine
hreakdown, or grave medical
emergency without medical
assistance (no doctor is reguired on a
shipwith less than 100 passengers).

Mercantile Law as known today,
evoled owver the years, when the
merchant marine brought hack,
along with trade, different business
practices and terms from  across
horders. Business terms like General
Average, concept of insurance,
principles of mutual  indemnity,
planned maintenance, hill of lading,
charter party, Sundays and Holidays
accepted, force majeure, became the
commaon accepted terms of general
businesses all ower the world,
because ships which plied all the
seas without discrimination, needed
commaon terms that were understood
and accepted all owver, regardless of
political or religious inclinations.

Thoughts on progress, path breaking
ideas of imvention and discovery,
socialy relevant civil codes etc were
exchanged as aresultof ships and




their crew touching foreign shores.
Cred importance was  given to
creation of pollution  prevention
measures, distillation of water at sea,
incineration of ship board waste and
for garbage disposal, disaster
controland  rendering help in
calamities through radic
communication  resulting in the
writing of the Morse code, which
helped put ot the BAY DAY and
525 (.. - -- .1 signas from the
middle of the ccean.

With trade flourishing during the silk
route days, sailors often came back
with wery interesting and amazing
experiences of their wovages, and
spoke about them inacoffee shopin
the river port of London The owner
of the coffee shop, Mr. Lloyd was so
enthralled by these taes that he
rmade the seafarers write down their
experiences in a register. Today,
these are the Lloyd's registers of
Shipping, with a wealth of
information.

Thizs information was instrumental in
insurance husinesses being set up,
and they took his name & amark of
recognition. Today, Lleyd's is a hig
name inthe city of London, infact the
wiot|d cover, for financing, Insurance
and certifying ships for
seaworthiness.

Eefore science helped map the seas,
ships sailed maosthy either in the
Morthetly or Southerly directions
urtil they hit land. Then they turned
around after either refilling supplies,
discharging husiness if they found
co-operative hosts, exchanging crew
etc., or then discovering new land
and people, braving it if they were
hicstile, happy if they were friendly.

Celestial bodies and description of

waather, currents, tides mentioned in
the scriptures were the only guides of
navigation. Mewton for the first time
forwarded the theory that the
Latituce of the clkserser wa equal to
the altitude of the pole star and
introduced the relaticnship of time,
longitude and astronomical
navigation on whichis haeed todays
GFS. In spite of all the strides that
technology ha made, MO is not
willingto allow ships to sail without
tools like the magretic compass, the
sextant to pin position, the hand held
depth finder line or the ship's speed
determination line, which are not
dependent on external power
sources. They are uneasy about
leaving the ship dependent only on
electronic gadegets! The Mawy still
uses colored linen flags to denote
letters of the English aphabet and
numbers 0 to 9 for coded
communication!

berchant shipping and seafarers are
also the inspiration behind some of
the weorld's best known fiction and
non-fiction nowels, mowvies,
imaginative descriptiors of the silk
and spice routes, stories of the gold
rush, poetry and Ballads like
Casahlanca — from which came the
phrase “women and children first",
tales of Capt. Morgan, and of course
Cfficer's Choice and Grand Mariner!
India ha little choice but to increase
its present shipping strength by

at least fi we times by 2020 so that
Indian shipping can play it due role
inthe national economy. It needs to
enhance its fleet to carry its booming
ExlM trade and enahble and ensure
the modal shiftof movement of cargs
and pecple from road and rail to
water ways —the oldest and cheapest
form of transportation, whichwill not

only reduce inflation, but also unclog
the cver-croveded roads and railways
and reduce pollution.

Ctherwise we are in grave danger of
choking on our own congestion and
ZO 2 emission. India has jst taken a
few tentative baby steps in the right
direction by starting to indigenously
build ships, but it needs to pull upits
socks, becase we are a hig country
with a huge coastline, and are not
wsing Cod given natural resources to
our achvantage.

Sailingin anaval ship or asubmarine
underwater is a totally different ball
game, and best left to today's first line
of defensze.. the [ndian Mawy!

Suffice it to say that the world over,
everyone is looking for more trade
than wars. Do join India and the
barine Community in celebrating
the Mational Maritime Day on 5th
April, when Indias first “cwned®
ship, the 55 Lovalty sailed from®
Bombay" to London, 60years ago.

CAPT. 5. V. SUBHEDAR
President of ICC5A

Extra haster, B.Sc. marine Tech.
London
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Chennai Chapter Celebrates
the 58th Annual Day

he Company of

kaster kariners

o f Imdia
completed 53 years of
service on 23rd August
2015, To celebrate this
occasion, CRMI
Zhennai Chapter,
hosted the “"Annual Day
Celebrations" at the
plush  REain Tree Hotel,
hdount Road,  he nnai.

Zapt.Philip  kathews —
hdaster of ChakAl,  was
the Special invitee and
the Chief Cuest at this
galaevent.

The evening started off
with a welcome speech
by Capt Ramchandani,
Chairman, Ckik4l
Zhennai Chapter.

Zapt.Philip mathews

later addressed the

gathering and appraissed

the attendees about the

countrywide activities of

the ChAkAl. He announced with great
pride the ope ning of the Kolkata Chapter
ofthe ChakAl

A5 in the past, this year too, the event
witnessed the gathering of  kdaster
hdariners, along with their spouses. A
"Kiddies Korner" was s=t up to keep the
children engaged and enterained.
About two hundred guests attended the
Annual Day Dinner Party.

The highlightof the ewve ni ng was the acts
performed by the illusionist — Shankar
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Bakshi. He gelled with the croved rather
easily and performed some close up
tricks which had the guests mesm erise d.

kAr. Ashok Bajaj, the ‘kdosic D)
magnetised the croved 1o the dance floor
withsome his earth shattering m usic.

It was by all standards, a memorable
evening. Fun and frolic, lovely
amhbience, fine cocktails and high
spirits, all culminating with a
assumptions spread of the most
delicious cuisine. The evening wound
up with a lot of bonding and

camaraderie for all the mariners and
families.

A big thank you to the ChikAl for
organising the event and to all the
shipping com panies and establishm ents
that came forward and generously
contribute d to defray the expenses for
the evening.




CONTAINER WEIGHMENT

In Nov 2014, IMO adopted mandatory amendments to the International Convention for the
Safety of life at Sea (SOLAS) Chapter V|, Part A, Regulation 2- Cargo information.

This convention is an applicahle
GLOBAL LAW for packed
containers received forshipment
(gate-in or off rail) and becomes
mandatory on 07 July 2016,

While the whole industry is setting
about to understand and facilitae
this, little is comeyved to the trade as
to why this iz made mandatory,
whose responsibility is it to ensure
correct weighment is done, howy it
ha to be certified, what role does
flag state and the state of shipment
country play in following up the
right procedure, role of the Ship's
haster, terminas and resolution of
discrepancies, associated charges as
penalty and at what stage does this
certification of weight take place.

While the procedures are heing
discissed, little is dso apparent to
the shipping trade that this purpose
is largely for safety of life at sea and
in turn safety of wessels, creve and
cargo while in sea transit.
Agsociated with it comes the safe
handling of containers ashore at
terminals, during road/rail
transportation and this attaches the
safety of workers involved in this
whole process.

It appears that a lot of parties are
taking the onus of responsikility of
the process of weighment, knowing
wery little that IMO clearly describes
this in detail and the flag states and
the state where this activity takes
place iz largely to understand
SOLAS requirement and create
procedures to adhere to & near
complianoe with SOLAS euidelines.

S0 what are the guide lines and how
are these going to be followed
internationally and will there be
some common international
procedures, keeping in mind the

limitations which could exist i a
particular country and the local
rules in force.

This is averywide topic and it is the
right time to get traders to
understand their resporsibility, the
chligatiore of shipper and how
terminals fit in to facilitate this and
finally the role of the Master and the
guidelines which he will hawe to
adhere for hister flag state.

The abowve input was given to us by
Capt | 5 Gill (MD of Feeder
Express) & he rightly expressed his
concerns regarding the
implementation of the ahowe
amendments.

A online aticle in the Loadstar
commented  about the industry's
frars on the law on contairer
weights and have expressed that,
Shippers, forwarders, shipping lines
and container terminals "urgently”
reed to begin discussions owver the
practicalities of implementing the
International Maritime
Creanization's (IMO) new
regul aticn oncontainer weights,

Thiery state that the new | aw requires
shippers to werify the weight
declared on the hill of lading. This
will prose to be difficult to erforce,
and & such marty sea freight buyers
are completely unaware of the
legislation.

Mowe Shippers will have to prove the
weight of their containers through
one of two methods, weighing the
loaded container or weighing the
cargs within the contairer and
adding the tare weight of the
container.

[t will remain up to local
government to decide which
method they will accept or pethaps
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gither one or both methodk for
weighment.

What will happen if from Tstjuly
next year, containers show up at the
terminals without proper
weighment documents?

The Maritime & Coasteuard Agency
(WA A), will i all probakility, adopt
the second method, and has begun
developing an accreditationscheme
for UK shippers.

WA A hazardows cargs advisor Keith
Bradley zaid, "It is essential that we
make the adding method work! . He
believes that withthe right process it
could be much more efficient.

The amendment to the Safety of Life
at Sea Convention (SOLAS) adopted
in Mowvember 2014 states packed
contairers met have a werified
groes mas before being loadedon a
ship

Containers without a verified gross
mass may incur delays, resulting in
missing their designated ship, and
additional coets

Shippers who fail to comply may be
bz atvi Iy fi ned

LK P&l Club, one of the leading
shipping protection and indemnity
mutual irsurers have welcomed the
amendment to the Safety of Life a
Sea Cormention (SCOLAS) from the
Internaticonal Maritime
Organization (M) on the
reguirement that containers have a
werified gross mass before heing
loaded orto aship.

The resporsibility lies with the
shipper, to obtain the verified gross
mas of a packed container and to
communicate the same to  the
Carrier,

From Tstluly 2016, itwill be a



breach of SOLAS if a packed
container is loaded on board a ship
without the proper documentation
regarding the werified container
EFCSS M &S,

LK P&l Club together with the TT
Club have published a joint
achvisory briefing for ship operators.
Thiz outlines the key issues for ship
operating Members to consider in
adwvance of the 1 July 2014
enforcement date:

There is complexity in the
internationa trade and logistics
supply chain, which can make it
difficultto identify 'the shipper'. The
different parties involed in any
given supply chain will need to
determine howe verified gross mass
of containers will be ohtaired, and
howe  this  information can be
prov ded by the shipper to the ocean
carrier in atimely manner.

Ship operators will reed to ensune
that the werified gross mass s
recorded and used in ship stow
planning. Itis important to consider

the impact of this on existing data
capture and control processes, in
order to ensure that a container

cannct be loaded on board a ship
without this werified gross mass.
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This will affect procedures from the
poirt of initial booking of the cargs
through to loading, including
communications between  partner
lines andthe terminal cperator.

SOLAS requires that the werified
gross mass should be obtained by
Eing weighing equipment that
meets the relewvant accuracy
standards and requirements in the
State in which the packing of the
containeris completed.

Failure to ahide by the SOLAS
amendment may resultin fines and
other penalties, imposed by
Competent Authorities or Port States
in accordance with relewvant
naticnal legislation. Howewer,
additional costs and charges will be
incurred due to the need to re-pack
cargo, administration fees for
amending decuments and container
demurrage charges. Such containers
are likely to be delaved, thus
resulting in additional commercial
of contractual exposures for cargo
interests,

Inwiewof all the above complexities
the Company of Master Mariners
has taken the grave responsihility of
bringingthe industry together under
one roof and on one platform, to

deliberate on the requirements and
its implications on our country's
shipping industry  and  business,
includingits ports and terminals.

On 10th December 2015, all those
concerned, namely ship owners,
shippersand charterers. agentsand
cargo Iinterests, weighment
companfes. ports and terminal
operators, ship regisiries and
clasdfication societies and of
course the administration, shall all
meet at the Grand Summit being
held at the lLalit International
Hotel. AMdumbai,

I say. "Come One - Come All" and
wilness and Jeamn from the great
speakers and from the panel

discussions that will be held on this
landmark day.

Capt. Tescelin Almeida
Editor




Green Shipping & the Marine Environment
Dr. (Capt.) Suresh Bhardwaj, FCMMI, FNI, FICS

Introduction

The shipping sector faces
unprecedented challenges  from
reculatory regimes to meet
amhitious and zealous

ervironmental ohjectives, Given its
glohal scale, there iz aneed tohring
in avoice of reson on what is
achievahle and howe to g0 about it
ftom those that will eventually be
tesked to actualy implement these
gods. The challenge is therefore to
lonowate to hring in hetter
efficiency. Suchinncwvation promise
much needed reduction in
industry's catbonfoctprints creating
a comergence of environmenta
goals with commercial incentives.

The guestion is whether the
irmestment in such innowvation will
be worth the combired savings in
fuel and ervircnmental costs How
will the industry manage these
glohal diversity of expectations and
contradictions?

Points to ponder over:

Innovation - technology -
regulatory regime - green
shippingGlobal diversity of
expectations - how can {trade
manage the contradictions?

Innovation and technology
advancement:

Technology stems from the
acquisition of new knowdedge and
is as a result of scientific enguiry.
Technological change today s

among the most prominent of all
things that can change the rules of
competition. The companies that
apply competitive strategies like
differentiation through technology
LEage, matket focus and competitor
analysis are more likely to be high
performers(Porter, 2004 Panayides
2003

rssen (2003) affirms that in the
face of ageressive competition from
lowe-cost economies in Asia, it s
imperative for highcost countries
like Morwvay, to build their
competitiveness in maost industries,
including shipping, on innowation
and knowledge-intensive products
o create distinctive competitive
adhvantages that are difficult to
imitate.

Lorange (2001) when speaking of
strategic re-thinking in shipping
companiessites mary examples of
Mordic owred tonnage companies
that embark on technological
inncwvations  as they mowve  from
picheering a concept to rapid
exparsion and theredy become
wiorld leaders,

The MARSIKT (20000 is a research
and development project funded by
the Morwegian Ship Owhers
Association Its main ohjective is
"To improve the competitiveness of
the Morwegian maritime sector by
developing rew technology  and
rewy forms of organisation, focusing
on shipping companies!

commercial and technical
oper ations. "

Innovationbence, iz an effort to
create something rew, in order to
create  differentiation through
technology, and is thus an
‘economic ohjective' The slow and
selective diffision of technological
innovations then becomes asource
of competitive advantage owver a
strategically significant time span.
The ackvantage ohtained by being an
early adopter is cumul ative because
gartly adopters add to their
advantage by making  additional
adoptions before many com petitors
have made their first adoptionof the
new technology.

Technology advancement, safety
and erwvironment protection:
Shipping is a high asset walue
industry. Failure of either a
technological or a human kind,
causing a single marine accident,
carties the risk to cause damage to
property, loss of life and pollution of
the environmert on a scale that is
unlikely to be equalled in arny other
sector of industry and almost
certainly in no other mode of cargo
transpot.

In artitime transport, there has
heen an increasing concern with
safety and the protection of the
ernvitonment Following a number
of well publicized dizasters, this
economic approach has heen
extended to maritime safety and
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ernvironment protection in general,
which has to be factored in beyond
the loweest cost principle and as
walue-added services.

Adfirm creates value for its customers
and returns for itself by offering
better perceived guality in any
differentiated feature for which
cistomers are willing to pay a
premium (Hamhbrick and
Fredrickson, 20013, Value creation
is the raison d'@tre for firms
MWoiceshyn and Falkenherg, 2008);
and whenever technology can be
shown to give greatly improved
safety and erwvironmental protection
at an affordable cost there will he
inevitable pressure for its
introduction.

While acknowledging the
inevitahility of technological
achvancements, its uptake in
shipping is seen to he driven
predominantly by new regulations
in the aid of enhancement of safety
and erwvircnment protection and by
the need to he competitive. The
economic logic of low costs
underpins every technology change
decizsion, he it a reactive
compliance ideclogy or a mone
proactive stance of walue creation in
enabling wessel operation to he
more efficient

At the same time there are
expectations that the industry will
be ever greener, ever s afer and ever
more efficient and it is the role of

inncwvative shipping company to
satisfy them all and at the s ame time
to remain economically wviahle, As
Peter Drucker (2007 the famous
management gura puts it, "The first
duty of husiness is to survive and the
guiding principle of business
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economics is not the maximisation
of profits, itis the avoidanoe of loss .

Indus tr v apprehensiorns

There are serious apprehensiors
within the indstryl Let me share
some examples that | have gleaned
from discussions  with industry
stalwearts.

Progress gets hampered by the
guestion of “who should pay' for
these irwestments and there wae a
need to provide ewidence of
payhack from innowvations. Perhaps,
those offering dewices or
imptovements to efficiency might
consider financing these on a 'no
cure, no pay' hasis. (A) Regalatory
changes were still not always clear
and industry generally is arxiows
riot to be taken down 'a blind aley
on a range of regulation hased
technical changes that owners have
to be taking on-board. Forexample,
where iz there ary proper impact
assessment data to justify the
regulation demand? (BiWwhat
seemed to emerge from research
findings wa that while the ship's
staff to an extent welcomed the
considered increase in safety and
erwircnment protection, probably
becanze it concemed their own
selves more, the companies were
seen to be reticent about its need
and cost implications, ewen
apprehending safety tsed as ployto
push in maore technology.

The interviews therefore indicaed
that technology integration was
largely because of a reactive stance
to regulatory or customers' directive
compliance rather than a proactive
initi ative that often gets marred in
the myopic sew on cost-benefit
analysis bythe decision makers.

There was thus a need for a
responsible compliance regime that
wiould assess all risks and its cost
effectiveness prior mandating
requirements.

Regulation driven compliance
culture — Regulation of technology
There iz an established leading
theory of regulatory politics, that
concertrated industry eroups could
capture regulation and bend it to
sepve their own interests (Wiener,
2004) These suppliers put up a
harrage of promirent eyve-catching
graphics extolling the wirues of
technology and it takes a while to
scratch bereath the surface to
discover aslightly less enthusiastic
take on the matterwith selfserving
ohijectives.

In a globhal scenaric like that of
shipping, one fallout is that if the
technology mowve s costly, the
economicaly advanced countries
that regulate first, take the lead in
selling new technologies to
countries that followe It iz often
reported that it is this oub of
economicaly advanced countries
and the hody of technology
suppliers through  their country
representatives at the MO,
dominate the proceedings in
pushing the technology agenda
Often this is done behind the shield
of safety enhancement and green
shipping thatfinck appeal and ready
biy-in,

In the global context, the policy
making is seen to get politicised
with a selfserving agenda of the
constituent  members of policy
making bodies belaying the notions
of any common good for the
industry. The issue, particul arlyin




safety-critical industry like shipping
hecomes that the dividing line
hetween social regulation on
hiealth, safety, enwircnment and
economic regulation of technology
gets blurred when technology is
pased off as enhancing safety. The
regul ation of technology follows the
leading theory of interests lohlbying
toshield business profits. Thetheory
that it iz the subgroups of the
industry that drive technologyin the
garh of social regulation on safety,
hedth and ervironment, do so to
serve their oven parochi al advantage
by raising riveal firms' cost, endures
Miener, 2006,

Stiglitz (2008) has argued that the
developed world has  carefully
crafted laws which give innowvators
the exclusive right to their
inncwvatiors and the profits that flow
from therm.

Managing contradictions

Having clarified the nexus of
Innow ation-Technology-Regul atory
regime-Creen shipping, ome can
nicwy monve to the issue of managing
the contradictions.

Since this industry is driven by
regulatory regimes, it thus calls for
exercising care and caution in
framing regulations. Indeed there
can be more imaginative ways of
rulemaking. Thereis aneed to maowve

from Begulaion of Technology to

Technolosyof Reeulation,

Different regul atory mechanisms do
exist, like performance standards,
management system reguirements,
taxes and incentives, tradahle
allowwances, information disclosure
etc. that can effect differently and
influence corsequences, Thus for
example, atechnology requirement

approach may turn ot to be less
effective at stimulating technology
change than a performance
standard or tradahle allowanoe azin
carbon emissions. If say scrubbers
were mandated for wahing off the
sulphur-di-oxide emissiors prior to
its release to atmosphere, firms
would hawe lesser incentives to
irwent better methods, The Geal
Based Standards (GES) approach
nove being adopted by the MO s
one such example where the [
would state what has to be
achieved, leaving classification
societies and ship designers the
freedom to decide how hest to
employ their professiconal skills to
meet the requirements,

Another major development is the
regulatory impact ssessments to
forecast the impacts of new
regul aicre before their enactment
through Formal Safety Assessment
FSA) this encouraging regulatory
innowation in testing  alternate
dezigns of technology and
regulation and selecting the hest.
The IMC is seen to be adopting this
of late that promises enahling
halance between wariow technical
and cperation issues, including the
human element and between s aety
and costs. However, & wet there are
feww empirical investigations of
actual impacts sighted.

Acstratesy much eed particularly in
the area of environment protection
iz technology forcing, where the
regul ator specifies a standard that
cannot he met with existing
technology, or at least not at an
acceptable cost (Cerard and Lave,
20081, The intent is to elicit
achvances in technology and force
firms to invest in B&D, wheres

firms want regulators to delay or
relax standards. The outcome of
such conflicts then determines the
rate of technological inncevation and
its diffusion. This cption may enjoy
more political support than others
like gaoling taxes. The IMO in its
efforts towarcs mandatory energy
efficiency measures for
international shipping is seen to
emhbrace this approach with its
Energy  Efficiency Design Index
(EEDI for new ships along with its
set of guidelines. A more tempered
approach iz with the Ship Energy
Efficiency Management Plan
(SEEMF) that uses the management
system approach and prowides a
mechanism for operators to improwve
their energy efficiency of ships owver
time.

Social rules, practices and standards
of accourtahility characterise an
industry at any given time and have
as significant an impact on safety
and erwircnmental protection as
traditional command-and-cantrol
regul ations by the State that rest on
tacit assumption that gcwvernment
regulations are the only source of
accountahility. Self-reeulation iz in
fact a notable trait of professional
organisations.

In the maritime industry it wa the
insurance sector that created the
clasification societies & a way to
reduce uncertainty and to manage
marine risk  Mary  classification
societies have now assumed
statutory functiors on behalf of flag
states thus hlurring the distinction
between  intermediary  irstitution
and a system of self-gcvernance.
barire insurers being irstitutional
counterparts to classification
societies, couldforoe ship owners to
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bhe registered with reputahle
classification societies to ohtain
adeguate insurance and a
superimpeosed  system  of self-
governance in 1ACS came to he
exercised (Furger, 1997 1ACZS
adopted dewveloping Common
Structural Rules (CSRE) to remowe
wariations and achiewve consistency,
and further to be incompliance with
IbC's Coal Baed Standards. This
changes the century-long practice of
independent classification rule
making and also marks asignificant
step taken by MO, & it has never
been imvclved in the past in the
detailed comvention requirements
for the structures of the ships §im,
2005) The |AZS press release of 2nd
Juby 2012 confirms the placing of
draft 1ACS harmonizsed CSKE on its
wehbsite and states that the
harmonisation project is also set out
to achiewve full compliance with the
IbACr's GBS which comes into foroe
in the middle of 2016
(ACS, 2012)

The regulatory framewsork in the
shipping industry in practice
extends much beyvond the MO and
flag states. The fragmentation of the
industry and the range of
organisations and decision -
making structures involved can be
illstrated by the typical example of
a Cerman owned ship flying a
Panama flag, manned by Indian
officers and Filiping crewe carrying
Saudi crude oil to Japan. The ship
may be clased with the Morwegian
classification society, have her hull
and machirery irsurance placed in
London and her cargo insurance in
Faris.

With such a multitude of
stakeholders of different
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nationalities, the regulation of the
shipping industry iz inewvitably
complex. There are then intra- and
inter-organisational rel ationships
within and among the wariow
members of the gobha maritime
community. These intermediary
organisations also interact to form
both systems of self-governance and
private systems of eowvernance.
Examples are the International
Association of Classification
Societies (IACS), International
Association of Independent Tanker
Crweners (IMNTERTAMNEOD),
International  Association of Dry
Cargo Ship Owners
(MNTERCZARCT, etc. Porter (1995)
poirts out that INTERTAMKD is a
good example of self-sovernance
where membership is subject to a
numhber of reguirements, and
members found not in compliance
may be expelled from the
asociation. Clasification Societies,
barine Insurance companies and
Protection  and  Indemnity (P&l
Clubs, who are concerred with
safety of crew and integrity of
cargs), dso hawe the ahility to set
standards of accountahility among
ship owrers and ship operators

iFusger, 1997

In summary, in a global shipping
environment with fragmented
structures of organisation and split
incentives for numhber of
stakeholders in a wenture, if
regulation, as it strongly emerges, is
to be the basic means of driving
technology uptake, thenitis calls for
far more caution and imagination in
its making and its implementation.

Policyrecommendations
A responsible and  risk-ssessed
regime of regulatory and customer

requirements is thus seen to be the
key driver in enhanced technology
integration in modern ship
management practices. If the
potentias are there as seen to be,
then it needs the attention of the
policy  makers' like the MO,
b aritime Administrations,
Classification societies and industry
organisations like Oil Companies
International Marine Farum
(OCIMF) and Society of
Internaticnal Cas Tankers  and
Terminal Operators (SICTTO)
What iz fundamentally lacking is
policy entrepreneurship that will
encourage policy innovators who
will develop and test neveforms and
approaches to regul ation for greater
effectiveness, less caustic side-
effects, even less cost and promote
other desirable attributes.
Fegulatory design should be about
coreequences — what works, how
much, with what costs and side
effects compared to the available
alternatives. The influence of
regulation on technology s
complex and as Wiener (2004) puts
it, depenck on the "technology of
regulation” that aids governance -
the actual design of instruments of
enforcement

There is thus a need for the rules to
hecome more performance haed
with defined outcomes, rather than
set technological solutions in a
prescriptive  format. Prescriptive
regulations tend to be a distill aicon
of past experience and as such
hecome less and less relevant cover
time. It is the inncwator that is best
placedto ersure the s afety of design
rather than the regulator. Care
should also be taken to see that the
additional regul atiors do not add o




the administrative burdens on the
ships' crewe and calls for a wser
certric approach in even designing
of regulation in as much as the
design and implementation of
technology  integrated practices.
The usercentric approach puts
employvess inthe centre where they
play an active role in idertifying
potentials for rethinking of business
regulation and howe burdensome
experiences can be reduced (DA,
2017

Lastly, all of the gaps stem from a
lazk of synergy between research
and practice that results in the
practitioners insufficiently aware of
relevant research and at the zame
time research tenck to he not
sufficiently informed by the body of
knowledse gaired from practices.
Inthe shipping domain particol arly,
there is a need to develop methods
and tools to more effectively
leverage the knowledge and insights
gained from practice and improve

the cross-dialogue between
research and practice
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Use or Misuse of Title "CAPTAIN"
in Merchant Shipping

| choose this topic & not many
people pay much  attention to
respecting the dignity of this title as
there are no clear guidelines
regarding its ee, thus leading to its
ErCss misuse.

Inthe Merchant Mawy the person in
charge and having ultimate
responsibility for the command of
the wessel is the SHIPMASTER and
his rank is that of a WMASTER or
CAPTAIN. This RANK is accorded
to SHIPMASTERS who are in
possession  of an Internationally
recoghnised Certificate of
Competency issued by the
Government of an established
maritime nation and who are or
hawve heen in command of a
seagoing Merchant Ship.

The title of "Captain® is righthy to be
used by those Mater Mariners who
hawe served in Command The
nearest we come to an officid
recognition of the title is in
Gowvernment Departments such as
the Marire Directorate Ceneral of
Shipping where MNautical Surveyors
MUST have served at least one year
incommandcf aforeign goingship.

This rather demoretrates that the
title "Captain" must be recognized
by the Mautical Profession as an
accolade to be earned by a
Shipmaster having achieved a
standard of excellence and
demoretrated a level of expertise in
maritime matters which would nct
normally be avalable to a lower
ranking Cfficer due to inadeguate or
insufficient sea service and due to
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lack of control and decision making
inaCommand Ervironment.

The ChMI comprises of members
who possess Masters COC and
those that are fully gualified
shipmasters and have held
Command of Seagcing Merchant
Ships and are addressed as
"Captain”.

Inorey wiewe the title "Captain®
should be restricted to those who
are properly gualified Ohwvicusly
they must hold a Master's (RS COC
and hawe held Command of a
Merchant Vessel for atleastone year
particularly on Foreign Goingships.

When a person fulfils both of the
ahowe criteria, only then should he
ot she be entitled to 1ee the title of
Captain, when working ashore in
the b arine Sactor.

During my interaction with many of
my mariner friendk £ colleagues, it
was notioed that some of the Pilots
of marirers doing shore jobs even
when not holding Master FG COC
were using the Title “Captain®
prefixed to their name. | understand
that thiz is also a crime under 1PC
"False use of Title" as it gives afalse
perception to society at large.

Further it reflects the image of the
entire b ater b arirer fraternity.

Some of my friends might not attach
too much importance to the correct
usage of the title Captainllll May |
ask if an |AS officer would approve a
non-lAS person to use such
credentials, albeit as asuffix,

Pilot is a Rank which can be wsed
when one holds Pilot Ueence but
Captain is a Title to be wed only
when the abowe two criteria are met
(Of course this isonly my opinion)

ChMI as a professional body could
perhaps consider issuing an
adwisory circular regarding it use
and also reguest the administration
to issue an MSfachvizsory circular in
this regard so that by it we can
preserve the dignity of the title
"Captain” & arespect to those who
have earned it rightfully.

The above article contains only my
personnel view point and does not
reflect the views of any organis aticon
withwhich | may be attached.

Capt. A. B. Solanki
Extra hdaster bBA Pilot
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by John Weale

Taken at face walue, this is like asking
why a church needs o be insured
against Act of Sod. But it does raise
some imteresting issues in relation to the
ship owner's responsibility for the safe
cartiage and delive ryofcargo.

An early source for international

maritime law is a book entitled

"Consolato del which was

publishe din Barce lona towards the end

mare",

of the fifteenth century. At one point,
this states: "Ifgoods on board ashipshall
be damaged by rats, and there be no cat
in the ship, the managing owner is
boundto make com pensation. But if the
ship has had cats on board in the place
wehere she was loaded, and after she has
sailed away the said cats have died, and
the rats have damaged the goods, if the
managing owner of the ship shall buy
cats and put them on board as soon as
they arrive at a place where they can
findthem, he is notbound to make good
the said losses, for they hawve not
happened through his default.” In other
wiords, the complement of every well-
found mediaswval ship carrding grain
should include at leastone able-bodied
felire forthe propercare of its cargo.

This ancient rule actually tells you all
you really need o know about the
concept of ssaworthiness. First, it is not
just about the ship itself: it alsoincludes
the concept of "cargo-wiorthiness" — that
iz, the ability of the ship to carry the
cargo safely and in good conditiontoits
destination. Secondly, it s not an
absolute concept, but depends on the
standards of the time and the nature of
the intended wowage. Third, the
shipowner, as the carrier, will be liable
o pay for any damage caused by
unseaworthiness. Fourth, the Consolato
neatly the
seaworthiness as to causation — which
iz, that unseavworthiness is anly relevant

illuminates idea of
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to the extent that it cawses or
contributes to the loss or
damage claimed. And fifth,
the ohligation as to
sz aveorthiness usually "hbites"
only at the comme nce ment of
the woyage: after that, the
question is whether the
carrier has acted properly in
caring forthe cango.

The modern definition of
BoEs
aomething like this: "The ship

seaworthiness

must have that degree of
fitness wehich an ordinary
careful owner would require
o have at the
COMmMmMenNCement
voyage having regard to all the probable

his wessel
of her

circumstances of it." In other words,
wiould a prudent shipowner, knowing
evirything about the ship, have required
the defect to be rectified before allowing
the wvessel 1o proceed to sea? VWas she
reasonably fit to e ncounter the ardinary
perils that might be expected on that
vyoyage at that time of year?

If the answer tothat question is: ¥es, and
the wessel is then owverwhelmed by a
freak eve nt, the cwner will be entitlied to
the benefit of the exception of "perils of
the s=a;" but itwill come as no surprise
o learn that this defense is not ore
which is usually pleaded with much
success, just becauss of the inherent
contradiction with the concept of
s=aworthiness,

It is, however, important o remember
that errors of navigation on the part of
those on board the ship have no
the
unseaworthiness — unless, of course,
they stem from incom petence,
sometimes referred to
unseaworthiness " The crucial question
iz always this: what was the state of the

relevance to issue of

"human

ship at the commencement of the
woyage? If she was well-found and fit 1o
receive and carry the cargo in gquestion,
and manned with an adequate and
competent
seaveorthy .

crew, then she was

It is ofte n said that the ship owner's right
to rely on the exceptions and
immunities contained in the contract of
cartiage are conditional upon the vessel
being s=aworthy. But in the end, this
really boils down toa sim ple question:
weas the loss or damage caused, inwhole
or in part, directly or not, by the ship's
unseaworthiness? If the answer is: Ves,
then the ship owener will be liable and
thatis the end of the matter. If the answer
is: Mo, then the
immunities cancome ino play.

defenses and

But if it all seems too complicated, just
thinkof the cat from Catalonia.

John Weale
Senior Wice President
[Risk kanagement) Fednav Limited
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By Capt. A.K.Bansal

LLE (Hons) London, Master
bariner, Bar-atLawe, Fellow Indian
Council of Arbitrators.

In old days, a marine craft was a
SHIF only if she was square rigged
anminimum three mats and had a
bowesprit Today, laws that define a
SHIP wary from country to country.
Art. 21 of United Mations
Comention on Law of the Sea,
LIMNCLOS 1982, requires everystate
to grantits nationality and right to fly
its flag to SHIPS registered in THAT
state. Therefore a marire craft is a
SHIF under UINCLDS registered in
that country under its rules.

Ship's register evidences her
Mationality, Port of registry and
mortgages if arny. Onoe registered,
she acquires a lega personality in
Femie The Rem, 'aship & athing
of Walue' and adso in Personam, ie.
aship as apersonlike us. She can
do wrong and  incur liahilities.
Collision is atypical example wherne
shie herself is notonly resporsible in
Lawe but is also to make reparations.
She can also be held liakle for
causing pollution, in addition to
other remedies available to those
who suffer from it. A Ship can have
contractual ohligations
incependent of her owners. For
example asupplier or repairer has a
right directly agairstthe ship if he is
it paid for supply of essentials such

& stores and bunkers or for carrving
out necessary repairs to her,

Salver has a right, directly agairst
the ship, for salvage services
rencered to her. Cwwners sually
discharge such lighilities, but if
these are notdischarged, she can he
made to meet her ohligatiors and
liakilities, limited to her own wal ue.
But a ship has no eyes, ears, hands
of brain Therefore she functicrs
through her Master whao is her Alter
Eco. As agualifiedseafarer, with his
name onthe certificate of Registry of
ablerchant SHIP, he is accountahle
for the safety of ship, crew and
passengers. His orders commit HER
te acollizion forwhich SHEis lidhle.
His signatures on HER  hehalf,
commit her to a debt which SHE
must pay if owrers don't. The
Master's signature on a Bill of
Lading make Her lidhle if she does
rot deliver cargs to the port of
destination. The Master can also
exercise lien on cargo she carried,
for unpaid freight earmed by HER.
He is also ohliged to do every thing
in his power for safety of his ship
withoutendangering lives on board,
of course when choices hase to be
made, the Master can legally throw
cargs overboard {jettison) or order
to 'abandon ship' to save lives
which take pricrity & against his
ship and cargo. Mext comes his duty

to zawve life at Sea without
endangering his own ship or life on
board. These duties may be towards
saving lives on a distressed ship, a
man adrift at sea, or refugees in
boas. Master may he carrying
perishahle cargo, OR rshing to
make a C/P canceling datel Apart
from delay at sea to pick up
personis) indistress, he may getinto
problems with immigration
authorities at his next port. This may
tempt him toturn alelson'seyve and
sal byl But Article 58 of LIMCLOS
does not alow him and Chapter W
rule 104 of SOLAS, does not allow
aryy interference in this duty by
commercia corsideraiors.

Under rules of UM High
Commission for Refugees (ILMNHCE)
1983, if a master rescued Vietham
refugees, Cowvernments of LN
member countries co-operated to
disembark them at his port of
destination, with as little loss of time
tothe ship as possible. UNHCR may
reimburse cwvners some amounts o
that financial considerations do not
influence Master's decision to
rescoe. But if it was a different port
than the ore his shipwas originally
bound for, THAT country was not
chliged to take on this
responsihility. Therefore  under
these rules master could not devi ate
tothe rearest port unless s afety of
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life on board, forcedhim to do so.

Ina 1987 case, charterers argued in
arhitration thatvessel was OFF HIRE
during the time port authorities
refused to allowe her into port with
290 refugees on board, and for time
taken to disembark them!
Arhitrators found that the ship was
"efficient in herself and capahle to
perform the services required of
hier." Therefore she was not off hire.
Appeal courts also held that
charterer takes awvessel with all her
ohligations under her national and
Imternational Laws, andthis is one of
hier legal ohligations corsistent with
charterer's use of the ship, given
Master's over riding dutyto save life
at sea under Maritime corventions
Act 19717, and Art 98 of UINCLOS,

In some countries the law demands
that only nationals of that country
can commandtheir ships. Till 1995,
when British Merchart Shipping Act
was amended, b aster, Chief Cfficer
and Chief Enginesr of British ships
had to be British. Today numerous
basters szail the high seas in
command of foreign flag wessels,
Articles 971, 92 and 94 of UNCLOS
stipulate that ships shall sail under
flag of one State only and be subject
to it exclusive jurisdiction and
control on the HICGH SEAS.
Therefore Master commanck a ship
in accordance with Laws of the Flag
State, regardless of his own
nationality of the nationalities of his
officers, crew and passengers. He
mist ensure compliance of safety,
manning ple Maritime, civil and
ctiminal matters on the HIGH SEAS
inaccordance withsuch Laws.

In a recent case, two Philipping
seamen killed the 2nd officer on a
Panama flag WLCC on their way to
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Japan. Bven though the 2nd officer
was Japarese, the ship was in fact
cwvned by a Japanese Compary and
she arrived in Japan immediately
ater the crime, the Philliping
seamen were deported to Panama,
for crimina prosecution becase
the rmurder wa committed in
International waters and only Flag
State had jurisdiction owver such a
crime.

Under Arts, 2 and 3 of LRCLDS,
Scvereignty of a Coastal State
extends to a 12 miles belt of the sea
dong her coast, known as territorial
waters, This all ships within its
territorial waters are subject to
jurisdiction and laws of the coastal
state. A merchant ship flies its flag
on her foremast when in its
territorial waters not onby to show
courtesy, but also to proclaim that
she and al on board her, submit to
itz Laws. In a recent cae a seaman
was caught fishing from the stern of
his ship anchored in S territorial
waters. Ewven though the seaman
was a foreign national and was
fishing from deck of his foreign Flag
wegsel, hoth Master & the seaman
were arrested for contravening 1S
Lawwhich requires a personto have
a license to fish. It is wual for
seamen to throwy their fishing lines
crer side in their leisure time in all
waters, all cwver the world But LS
Law applied and it was the Master's
duty & manager toensure that crewy
working under him do not break
lavws of foreign countries.

Quite ohviowly, amerchantshipis
cperated by owners for profit.
baster iz their agent and Chief
Executive on hoard and is
answerable to them for her
successful  commercial operation

subject to laws applicable to him
and his ship. In the past, ship
masters sailed their ships under an
auraof authority, social respect and
economic  professionalism.  But
today coastal states apply their laws
to ships in port more stringently.
With owner's office having shifted
to his bedside electronically, Master
has become more of afloating office
manager. Thistends to take away his
authority without exonerating him
of his responsihility. Master s
cistodian & bailes of cargo, subject
to Bills of Lading issued by his ship
under his signatures or under his
authority. Increasing complexity of
Management and handling of ships
and cargo, coupled with rapid
developments in Mational and
International Laws make ewver
increasing demandson him.

He must understand the techno
legal issues inwclved in specific
situations and knowe howe to awoid
pitfalls to make her a good
commerciad unit for owners, He
must learn how to sift out pulls and
pushes of commercial interests to
ensure that no untoward
commercial or legal liahility
attaches to his ship. He must know
the WHY, H2WY and consequences
of his orders & actions. He can
always seek expert advice from
cwwrers and his P & | club, readily
avalahble to him through modern
communication systems.

In some countries, only those who
hold their o state certificates, can
command their ships even if they
are non nationals. Laws of Panama
reguire Fanama flag ships to he
commanded by holders of Panama
Certificate of Competency

regardless of their nationality. In
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suchcases Master may hold ancther
baster's Cedificate issued in his
owhn  country, Bven so, he s
accountable to that State which
issued the certificate by which he
commanded aship at that time. On
12.8.86, aPanama Flag vessel sank
232 nautica miles off Indian coast.
Under Indian Merchant Shipping
Act Indian Gowt can grant a
cerificate of competency, but only
courts can cancel it Mercantile
Marine Department filed a
complaintin court under Sec 363 of
Indian berchant Shipping Act
1858, charging the Indian Mater
with incompetence and
misconduct, and calling for
cancellation of his Indian Certific ate
under part Al of the Act Master
countered that Indian Courts had no
jurisdiction. Fact that he wa an
Indian Mational AND aszo held an
Indian Masters Certificate had no
relevance. He commanded a
Panama flag ship hby wirtue of
holding an Independent Master's
certificate issued by Panama Gost.
The ship sank in Intermational
waters. Therefore Indian Merchant
Shipping Act 1958 did not apply.

Supreme Court of India accepted
that Ceowt of India had no
jurisdiction and that since Master of
this ship commanded her by wirtue
of holding a Panama Certifficate of
competency, only Panama Gost
could hold an enguiry as o his
competency to hold that certificate.
Thiz judgment of the Highest Court
in India, endorses accepted Indian
and International Laws. Since then,
STCW convertion has made certain

changes. In time it may be no morne
possible for a seafarer to hold twe
independent certificates of

Competency. Panama  authorities
are already endorsing their
Certificates with a staterment that itis
issued hecause the holder ha an
Indian Master's Certificate. But all
this maychange further,

Master may delegate his authority
but not his  responsibility  or
accountahility. Under most
jurisdictions, a mater is exposed to
civil, disciplinary, and criminal
sanctions of the flag state in
Internationa waters. He can he
guilty of an offence when his shipis
found in a dangerously unsafe
condition. He  may find himself
comvicted for something of which
be was totally unaeare. A baster
may aso he under a peronal
liahility to amvy person who has a
cause of action against him in
accordance with genera principles
of Law of Tort, under which, each
of 15 has a duty of care not to case
harm or injury to aryone through
cur actions and inactions. This
includes Master's duty of care to
aryore who is on hoard his ship
bonafide whichis not based on any
contract o agreement. For example
if a shore laborer is injured while
working on hoard,
manhole was left open in a dark
teeeen deck, unlit and unguarded,
those resporsible canbe heldliable,
for negligence. That includes the
baster & he iz in command and is
therefore resporsible for acts of all
those onboardwaorking under him.

becalke a

ADLER « DICKSOM, is a cardinal
case concerning duty of care and
baster's liahility. Decided in 1955
by Court of Appeal in England, this
was a cae of persconal injury
suffered by a lady passenger on the
P&D liner HIMALAYA in Cenoa,

whao got injured while climbing the
ship's gangway becase its |shings
hroke. She sued P&O and clamed
medical expenses and damages.
P& denied liahility because
clauses printed on her ticket
ahsohved them for amy harm or
injury she may suffer while on
hoard. She then sued the Captain
and Bosun of the ship in Tort and
claimedthat becaseshe had aright
to be on the ship by wvirtue of her
ticket, she was ertitled to safe access
to and from the ship. As
professionas resporsible for safe
running of the ship, Master & Bosun
owed her a duty of care to ensure
that the gangway was safe for her
use. |t wa further argued on her
behalf that the shipping Compary
could not contract out of THIS
personal ohbligation of Master and
Bosun through clauses on her ticket
as it was outside the cortract of
carriage. UK Court of Appea
upheld this argument and awarded
heasy damages agairet the kaster
and Bosun in person, for not
discharging their duty of care
Fortunately P& paid these fines on
their behalf.

Master is given authority by flag
state to maintain resonable safety
and pollition prevention standards,
increasingly influenced by UM and
MO Cornventiors. Costa states
prosecute masters for esven minor
infringements of local laws. With
most waried legislation in many
countries, consequences of errors,
omissions of negligence of crews,
causing  pollution, deficiency  in
seaworthiness and cargo-
wiorthiness of the ship may lead to
ship arrest and criminalization of the
baster as manager of the ship.
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Caviniers can rarely be made
accountable ewven for causing
pollution as they may be miles away
in different jurisdictions. Ship has
caused an offence or pollution,
hence SHE and hdaster are liahle,
notthe owerer.

Maximum owner can do is to pay a
fire imposed on her or abandon his
ship in hand of those who have
suffered loss or damage. But that
does not absolve the Master as HE is
accountable as her Alter Ego. Today,
if there is a pollution incidert,
Marine accident, breach of port
regul ations, a collision or stranding,
local authorities usually detain the
mater to start with, He may hase
lost his ship through no fadlt of his,
and may hawe been ore of the few
survivors from an appalling tragedy.
But he is thrown in jal and is
subjected to interrogation through
days and nights. Of late, there hawe
been marny caes of unjusttreatment
and detention of shipmasters
without tria even when they werne
generally innocent.

The 25vear old, 37238 DWT, Malta
flag, M.T Erica, enroute from
Dunkirk to Livorno, loaded with
FN1000tonnes of oil, broke into twe
andsankinBay of Biscay at 0820 hrs
on Sunday December 12, 13599, in
poot wisibility, gale foroe winds and
uptosix metersswell.

bedia and Internaional maritime

community dubbed the ship as an
WOLD RUST BUCKET, praised the
Master for his seamarship which
ensured rescue of all 26 crew
members by helicopters from the
sinking stern section and ship's life
rafts. Master was arrested in Franoe

and was not allowed to go home to
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India till February 2000 when he
was released under heawy
International pressure. ERICA had
passed her Annual Survey just 18
days hefore she sank. Her Safety
Construction, Load line, Safety
Equipment Certificates, 15k Code,
DO and SMAC were all walid urtil
August 2003 Since she was fully
certified and in CLASS, RIMA Italia,
& International  Association  of
Clasification Societies (|ACS) were
sevierely criticized by International
media for gross dereliction of duty
by their surveyors. But that did not
help allewiate Masters
responsibility, which made him a
scapegoat.

Sinking of the 1976 huilt tanker
Prestige on 19112002, hecase
shipside plates fell down in had
weather, is another cae. Master weas
jailed inSpain and released after 83
days on an exhotbitant bail of Eurs
three million even though be could
have dore nothing to prevent
shipside plates from faling and no
case could be made ot agairst him
warranting arrest. Yet hewas made a
scapegoat. Mo Mater is abowe the
lawe. He must be acoourtable. But
lawy must be fair to support good
practices, and impose penalties for
infringements.
liahility for pollution emanaing
from wessels must be egually
applied to ship owners, ship
builders, repairers, ship surveyors,
classification societies, and  port
State control inspectors, depending
on who is at fault. To held a person
criminaly liakle there has to he
criminal intent or criminal

Also Criminal

regligence and notjust ' Act of God.
of negligence of others.  But most
coastal states ignore International

Law, Corvertiors and traditions
when it suits them. Cenerally,
arwthing which gets the ship or
owrers into trouble, is attributed to
the Mater and credit for arwything
which the bMater does for benefit of
the ship or owrers, is attributed to
owners. This makes master a
scapegoat.

basters especialy those serving on
substandard ships of flags of
convenience, need support of
International Maritime |ndustry to
stand up to their owners and
managers, and protect their
legitim ate rights for maritime safety
and erwvironmental protection,
against unacceptable commercia
pressures which compromise their
professionalism.

Capt. A.K. Barsal,

L.L.B iHons) London,

R aster Mariner, Bar-at-Lawy,
Fellow Indian Coundil of
Arhitrators,




Implementation of the Polar Code

By Capt. Liston Pereira

RESOLUTION MEFC. 264 [(&8)
facopted on 15 May 2015 brought
about the INTERMATIONAL CODE
FOR SHIPS OPERATIMNG IMN POLAR
WATERS (POLARCODE)

The Polar cade will take effect on 15t
Jan 2017 upan entry into force of the

associated amendments to Marpol
Annexes] 2. 4&5

This shall adopt the enviranment-
related pravisions af the Intraduction,
and the whole of parts I-4 and II-B of
the Polar Code.

Introduction of the Polar Code
both

ervironmental protection and shall be

addresses safety and
adopted in consultation with the
Aaritime Safety Committee.

POLARCODE

The Arctic is a wast northern ocean
surrounded by the northern extremities
of five Arctic coastal states. lce-cavered
for much of the year, the region
supparts a wide variety of fragile plant
and animal ecosystems as well as a
number of people with their differing
traclitions, cultures, economies, and
political systems.

Climate change is being dramatically
felt in the Arctic, with temperatures
warming at roughly twice the glabal
average rate, resulting in changing

habitats far plants, wildlife and people.

Sea ice is disappearing so quickly that
soon summetrs may be ice-free. Amang
other previously unimagined changes,
a new frontier far shipping is opening
in the polar region. At the same time,
tising fuel costs and other global trenck
have increased cemand for new,
shorer sea rautes throughthe Marth.

As the prices far ail and other scance
but impartant resources increase, the
Arctic is seen as a new and wital source
of these valuable commaodities.

Increased shipping, resource
extraction andtourism will create new
econamic opporunities, alang with
environmental hazards.

Ay increase in development activity
brings with it the potential for
environmental impact, and the
shipping industry is no exception.
Safety is of course a key concern in
Arctic waters, where the conditions are
harsh and the suppart infrastructure is
telatively scarce, so that awoiding
accicents and spills s of crucial
importance. Environmental impacts of
shipping include disruption af marine
marmmals and other wildlife, discharge
of pollutants including greenhouse
gases, emission of particulate matter,
and introduction of invasive species
through ballast water. Motwithstan ding
these impacts, it remains the case that it
is hot a question of whether there'll be
increased Arctic shipping, but rather

how that shipping will be unde rtaken —
namely the measures, precautions,
tegulations and best practices that will
be implemented in order to minimize
the risks, avoid ar mitigate the impacts
and maximize the net benefits of
cevelopment to the northern residents
who rely on intact Arctic ecosystems.

The International Code for Ships
Dperating in Polar Waters has been
cevelopedto supplement existing [BAD
instruments in order to increase the
safety of ships operation and mitigate
the impact on the people and
environmentinthe remote, vulnerable
and potentially harsh polarwaters.

IMO Guide lines Key provisions :

&  Oinly those ships with a Polar Class
designation or a camparable
alternative standard of ice-
strengthening appropriate to the
anticipated ice conditions should
operate in polar ice-covered

waters,

The combination of hull structural
cesign, material quality,
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Median ice exter
at end of summer
197 2-1990

Projected extent)

in 2030

Greenland

Northerr
Sea rout

MNorth-west passage

subdivision and segregation measures
prescribed in the Suidelines and
supporting standards should be
adequate to reduce the risk af human
casualties, pallution incidents or ship
losses to acceptably low levels of
probability during prudent aperations
inpolarwaters.

¢ Mo pollutants should be carried
directly against the shell in holl
areas at significant risk of ice
impact. Operational pollution of
the enwvironment should be
minimized by equipment selection
andaoperational practice.

Key safety-related, survival and
pollution control equipment
should be rated for the
te mperatures and other conditions
which may be encountered in the
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service inte nced.

Mavigation and communications
equipment should be suitable to
provide adequate performance in
high latituces, areas with limited
infrastructure and unique

infarmation transferrequireme nts.

Sea suctionis) should be capable of
being cleared of accumulation of
slush ice.

Every ship to which the Palar Code
applies shall have on board a wvalid
Palar ShipCertificate.

Every ship to which the Palar Code
applies shall have 'The Polar ‘Water
Dperation hanual' PWOK) which
shall provice the owner, operator,
master and crew with sufficient

information regarding the ship's

operational capahilities andlimitations
in order to suppart their decision-
making process.

In arder to ensure that ships aperating
in polar waters are appropriately
manned by adequately qualified,
trained and experienced personnel,
campanies shall ensure that masters,
chief mates and officers in charge of a
navigational watch on board ships
operating in polar waters shall have
campleted training to attain the
ahilities that are appropriate to the
capacity to be filled and duties and
responsibilities to be taken up, taking
into account the provisions of the
STCW Conwention and the STCW
Code, asamended.

Every crew member shall be made
familiar with the procedures and
equipment contained or referenced in
the PWiOM relevant to their assigned

duties.

From what we see above it is obvious
that our work has just begun and that
several parties shall be invalved in the
implementation of this code.

Sl el

Anglo Eastern Maritime
Training Centre




Improvement required in
Maritime Training in India

- Capt. C. L. Dubey

baritime training has come a long
way in India. Through the ages
there was T.5.Cufferin, Rajendra,
Chanakya, COMET L.B.S Mautical
College, T.5 Rahman & MTl anda
fews others to start with. Then came
the STCOW'SE. b any courses were
made mandatory by IMO and the
Indian Administration thought it fit
to open up Maritime training to
Private sectorto cope up with the
hiuge requirem ent.

Thus came about 120 maritime
institutes all over India. Some of
them were fly-by-night operators
with the sole intention of making
some guick money while some
others were in it with serious
intentions for a long haul.
Therefore we have a cocktail of
maritime institutes running in
Indlia. IMotod ous acts of one e ating
away the credits of others were
and are still prevalent.

| myself happen to be one of those
serious ones and have heen into
baritime training from last 23
years, teaching warous grades of
candidates from MWK to Extra
masters and have visualized the
following  ways in which
maritime training in India can be
improved These are my personal
views only are open to wide
cebate.

(1) Modular Courses:
Pressea courses hawve external
examinations conducted by BES

or IKlgsor Wanous Universities
r

40

4,

under which the degree courses
are conducted. Modular courses
are the onesforwhichthere are no
external exams. Due to this
relaxation there are either
compromises with guality
teaching or issue of fake
certificates without ary training. |
suggest all modular course exams
he centrally conducted in major
cities like, Mumhbai, Delhi,
Chennai and Kolkata jointly by
M| & IME. Based on results, the
Institutes or ChAM FIME may issue
modularcourse certificates.

(2 Fake certificates:

Either outsiders/agents are issuing
fake certificates or Maritime
Institutes themselves are issuing it.
It is shaking Industry's confidence
inmaritime training. The initiative
of Maritime Administration
towards werification of these
certificates by shipping companies

is awelcome move provided all
shipping companies are wverifying
these certificates with respective
training institutes religiously. This
will minimize fake certification to
a great extent. | feel that if the
certification process is done by
CRWMIIME it will further reduce
fake certification.

(N An Association of Maritime
Training Institutes:

baritime Training Institutes in
India do not have any Association
of Pan India presence.
Consequently the woice of
baritime Training institutes s
never heard in amy forum . Private
baritime Training Institutes in
India conduct about £0% of the
entire training but it is wery
unfortunate that they are newver
consulted on any issues though
they are stake holders. There are
many benefits of having an
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association. It helps in improving
maritime training,

@) Faculty for Maritime training
Institutes:

Compared to all other shore johs
in the maritime industry, the
wages of faculties in maritime
training institutes is the least. bMay
be some of the Institutes owned by
shipping companies are paying
more but overall the faculty wages
are less. Sometimes | wonder
why? Let us take a Chief Mates
course and examination expenses
in India and LK. Total fee for the
course in India including
examination is approximately
Fs.1.25 lacs. For about 10months
bhoarding and lodging, the
expenses may be Bs 2.5 lacs. Thus
total is B2 3.75 lacs. In LLE. the
fees is about 2000 pounds and
boarding/lodging expenses  are
ahout 8500 pounds. Thus total
expense is about 17500 pounds or
Fs. 1&lacs Thus acandidategoing
for LK. certification of Chief ki ate
is spending about 12 lacs more.
What | m eanisthat the fee charged
for warious competency/modular
courses in India is too less s
peanuts. |t cannot he increased
hecause some institutes are
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charging less fees.  Vhat is the
result of charging too low feest
Less collection in the kitty and if
vou are not backed by some
shipping companies or
Covernment or shipping
amEanizations, you cannot afford
to pay good wages to the faculties.
And if wages are not good no
good teachers will come to you.
They will prefer other maritime
shore jobs. Soin nut shell, if you
want quality teachers vou have to
pay well andforthat the course fee
for all courses has to be increased
itnotequal to, at least 50% of L K.
fee. May be a Maritime Training
Institute 's association wall hel pful
in this respect and raise and
rationalize thecourse fee in India.

(5) Attitude problem in Indian
seafarers:

ltis ageneral complaint from most
of the shipping companies or
management companies that the
attitude of Indian seafarers is not
good. Due to which Ship owners
internationally are suffering and
therefore changing ower to other
nationalities. 5o in the long run
seafarers in particular and India as
a Mation suffer. Knowledge wise,
Indian seafarers are good hut

attitude wise they are not good.
There is good need of educating
these ceafarers at some level to
make them understand the fact
that it will harm them and our
Mationif they do not improve their
attitude. Attitudinal training
should be enhanced, either at the
presea level or as avalue addition
course by shipping companies. It
should be well elaborated and
highly stressed starting from
simple things like "VWhat is an
attitude, what is good' had
attitude what all forms an attitude,
achrantages /disadvantages of a
goodfhad attitude etc.

With this | shall rest my case and
leave it to the industry to add on to
these thoughts and bring about the
necessary changes required in our
maritime training at a national
lewvel.




‘MARITIME INDIA’ - A New Dawn

The Editor ls Proud To Present The
Feport Of The Momentos Seminar
Organized By The Company of
Master Marirers of India - Kochi
Chapter On 26th September 2015

AtThe T & Sateway, Kochi

Fegistration commenced as early as
1430 hrs. and each delegate was
presented with aweloome kit

Capt Ravi M Mundayur, Chairman -
ChMI Kochi Chapter presided ower
the functicn.

Shri. K. Babu, Shri. K5 Thomas, Shri.
Ajith Kumar Sukumaran, Shri. Hihi
Eden and Mr. Eobert MoCabe were
the Chief Invitees onthe dais.

Capt. Anish Joseph, Secretary -
Chkl Kochi Chapter delivered the

Wialcome Address,

Shri. K. Babu, Minister of Fisheries
and Ports, along with Shri. K.
Thomas, MP Inaugurated the
Seminar with the Lighting of the
Lamp and thereafter, Shri. K Babu
delivered the inaugural speech
whichwas followed by an address by
Shri. K.V, Thomas.

Capt. Ravi presented the Mementos
to Shri. K Babu &Shri. KV Thom as as
a token of appreciation for their
waluahle support.

Presidential address wa ghven by
Capt. Rawvi M Mundayur, followed
by the keynote address by Shri. Ajith
Fumar Sukumaran, Deputy DG5S
(Technical), Principal Cfficer - MWD
Kochi.

(In Pictire right to lefi ;- Capt. Anish
Joseph, Secretary - CMMI Kochi Chapier;
Capt. Robert Mc Cabe, President Hawical
Instinnte; Shri. K. Babu, Minister of
Fisheries and Ports; Shri. K.U. Thomas, MP
—Ernakulam & Chaimman of PAC, Capi. Raw
H Mundayur, Chairman - CHMMI Kochi
Chapter; Shi A jth Kumar Sukumaran,
Deputy DGS (Technical), Principal Officer -
MMD Kochi)

Felicitation speech wa delivered by
Capt. Robernt WMoZabe, President -
Mautical Iretitute, London

Shri. K Babu (lefi) delivered the inaugural speech followed by address by Shi. KU Thnmm
WU any vl maswer manners onmm

Kochi Chapt

g

e

Capt. Ravi pres esmted the Mementos to Shri. K Babu & Shi . K.U.Thomas as atoken of appreciati on for their
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Four technical papers were

presented as follows:

Paper 1- Opportunities in IWT and
Coastal Shipping presented by Capt.
Philip Mathew.

Paper 2 - Developing a Maritime
Mation presented by Capt. G K
Ceorge.

evn el

Paper 3- LNG Value Chain and Mew
Developments presented by Capt.

Paper 4 Commercial Operations
ptesented by Capt. Amar
tas carenhas.
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Capt. Sajan K Varghese was
the Moderator at the
Seminar. He steered the
event by summarizing all the
speeches and promoting an
interactive A sessions.
All speakers were awvarded a
bMemerts as a token of
appreciation.

Whilst the seminar session
was in progress in the main
Hall, the Ladies and
Children were engaged in
warious fun and
entertainment activities.
Thizs included a Backwater
Boat Cruise, a Street Magic
show by famous Magcian
Sreejith, and wariows party
games for kick.

Capt. Joseph Alapat,
Harbour Master - Cochin
Port Trust delivered the Wite
of Thanks

After the Seminar Session

Senior Master M ariners were
facilitated. Capt. Jacoch
George & apt. Gopal Krishnan were
honored by presentation of
Ponnadas by Captain Ravi Mundayur
on  hehalf of CWMMI for their
beritorious serdce and contribution
to the Shipping Fratermity.

The seminar merged with the
inaugur ation of the Maotical Iretitute,
Fochi which was carried out by Shri
Paul Antorey 145, Chairman - Cochin
Port Trust. This program was hosted
by the ChAk| Kochi Chapter.

Capt. Jose Kottty Thomas was
conferred  the fellowship of the
Mautical Institute by Capt. Robert
beCabe,
Iretitute.

President Mautical

The Seminar ended with distribution
of prizes for the winrers of warious
competitions conducted for kids.

The retworking and dinner that
followed was the culminaion of a
grand and successful seminar which
actualy saw abot 220 mariners
including their families all under ore
roof participating andenjoving in the
@msociated events. Lots of positive
feedback was received from the
attendees and the Shipping
Community. A hig thank you goes
out to the indwstry for their grand
suppott, goodwill andsponsorship.




Maritime Potpourri 2015

O 25th July, 2015, at the SCI's - MTI
Auditorium, Mumbai, The Chikdl
organised their annual seminar
caled Maritime Potpourri. Capt.
Kaustubh Pradhan, Secretary
Cereral, ChMI played a major role
in the planning of the seminar and
did a marelow job of hosting the
seminar as well. Capt. Philip
bathewes, Mater of Chabdl SrvP
(I5hISPS & IMS), SCI wwarm
heartedly welcomed all the
attendess and guest speakers of the
==l

Capt. Shailesh Karmarkar,
Sr5ureyor, RS, presented on the
Amendments to the IMSBC Code.
The code has been made mandatory
under the SOLAS corwention. He
educated mariners over dangerous
goods, toxic materials and
preventive measures to he
considered, while loading-unloading
bulk cargos.

Capt Om Veer Singh, Sr. Manager,
S5C1, shed light on Concentrated
Inspection Campaign (CIC) He ako
spoke ahout Port State Control (PSC)
and suggested new ideas and
innowvations

to owvercome sub-

-
[

4,

standard shipping. He also shared
cae studies showing how lack of
awareness and poor procedures lead
to detentions.

Capt. Ashok Raghavan, Faculty at
bAASA Training lretitute, spoke on
the impaortance of the Bills of lading,
He alzo mentioned about different
types of Bills of lading and how
mal practices with BLs could lead to
embezzlement

Commandant M. Y. RamaRao, from
MREZC BMumbai
informative presentation on Indian
SAR (Search and Rescue) and Coast
Guard Response. He illustrated on

delivered an

the measure and initiatives being
taken by Coast Guard for Maritime
safety and security.

Capt. Manoj Hirkane, from ThI,
spoke on Inland Water Trarsport
(IWWT). He educated participants on
hicwe VT will berefit movement of
load compared to rail and roachways,
cost efficient service, the short
comings of IWT and what
alternatives can be corsidered.

Later, a Parel Discussion was held.

The Maoderator to the discissionwas
Capt. Kapil Dev Bahl and the four
speakers Capt. Om Weer Singh,
Commandant. MW FamaRas, Capt
L.k Panda, Capt Manoj Hirkane and
Capt. Ashok Raghavan arswered all
the gueries of the attendees. On
behalf of ChMBAI, Capt. LK Panda
presented a memento to al the
panelists and the moder ator,

Capt LK Panda, The Mautical
Adviser to the Government of India
was felicitated by bestowing aplague
& a mark of respect to his position,
Capt. Philip M athewes also felicitated
Capt. Barve with a bouguet. Capt
L.k Panda appreciated Capt. Fhilip
bathewes and office bearars of ChMI
for their waluahle achievements.
Capt. LK. Pandasaid, "lweould like to
convey  sincere regards to my
mentors, Capt. Manjeshwar, Capt
Barve, Capt. Maphde, Capt. Sagg
and my well-wisher Mr. 5. Hajara,
my college teacher Capt.
Subramaniam Sir and my colleagues
& well, who supported me in
difficult times". He also stated, "l am
looking forward to the
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implementation, of the proposal to
MSE, on the modal shift of cargo.
Stressing on the amount spent on
logistics (18%) alore, despite having
marty thousand kilometers of inland
waterways, it iz still the most
neglected sector and we have taken
up the task, to increase the Inland
Vessel limit, to improwve the shipping
industry."

Capt Birendra |ha, Deputy Master,
ChMI, released a promotional
presentation on ChMIL He shared
facts and ohjectives of CHMMKIL
Encouraged wounger officers to
hecome members and take initiative
to build CMBIL, & a strong and
wibrant baritime organisation in the
Courtry.

Zapt Philip Mathews then presented
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amemento o Capt. LK Pandafor his
waluahle presence.

The seminar was hrought to a close
bey Capt. Shrikant Lim aye, Treasurer,
ChARL, who delivered the wote of
thanks and invited all present to
culminate the seminar with a
deliciows lunch,

of your choice
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A Seminar on

SAFE CONTAINERS
- STEERING CHANGES

Thursday 10™ December 2015

THE LALIT - Mumbsai, 9.00 am

The Company of
ﬁlazter iﬂllarmerz of India

A CMMI Initiative
Supported by

Maritime Industry

& Administration

«  The Internatinnal Maritima Organizafion (IMO}, London in Nov 2014 made
amendments 1o the International Convention for the safety of Lile at Sea (SOLAS)

= Amendmenis will come into force wel 15t July 2016,
Procedures being discussed are —

& Why this has been made mandatory?
* Al the Seminar Eminent Speakers will present

papers

4 Whoss rasponsiiliby s o anseea il Gorac weighenent is dana?

& How is 0 4o be aerlifind?

4 What rves do flag state & shipment coundry play? = These will include representatives from the

How will the changes alect business & relationships with counterparts? shippers, receivers, container terminals, shipping
= Which method of welighing is 10 be used? companies, ICOs and the Administration

= What will happen if from 15t July next year, conlainers show up al the terminals

b e st et *  The Administration will presenl their views and

e convey the requirements as planned by the
A SRR D.G.Shipping, Govt of India

Far Registrations & Sponsorships

CMMI Office A +81 022 2215 3049
Email : pffice@@cmmi.co.in

Capt Kaustubh Pradhan  :  +01 98676 70456

Capt Shiv Halbhe : +91 98210 80012
lﬂldﬂ‘ Cnnd dﬂfﬁ;ﬂﬂrtlﬂlpﬂtlﬂﬂ www.indigcontainersummit.com
__,....-.,.._. 1..a—;-.:,--u e S
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V.Ships India Pvt. Ltd.

Qur vision is to be internationally
recognized as the number one
independent provider of Global
Maritime Services. we operate across
a diverse range of markets, locations
and areas of expertise which provides
huge opportunities for our people, on
shore and at sea.

Our Values - safety, teamwork,
personalised services, creating value,
accountability and transparancy are at
the heart of everything we deo.

Join V ships and embark on a career

for life - 1747 of our officers were
promoted in 2014,

Performance Assured

RPSL - MUM - 082 / Valid till 28th December 2016

CONTACT US

Chandigarh
chandigarh@vships.com
TEL.: +91 172 4640340/1/2

Chennai
chennai@vships.com
TEL.; +91 44 42934000,/09

Delhi
delhif@vships.com
TEL.. +91 11 48043300

Keochi
kochi@wvships.com
TEL.: +91 4384 4164300/09

Kolkata
kolkata@vships.com
TEL.. +91 33 40423300

Mumbai
mumbai_recruitment@vships.com
mumbai. leisure{@vships.com
offshore.applicationsi@vships.com
TEL.: +91 22 4001 3300/3393
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for the real world
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TRUST, RELIABILITY, STABILITY & GROWTH

Far further detalis please call us on our toll frse number 1800 208 2555 or simply walk into

MSC CREWING SERVICES PVT. LTD.
Regd. Off: M5C House, 2nd & 3¢d Floor, Andheri-Kurla Road, Andheri (Easf), Mumbal- 460059, {INDIA)
Tol ; +81-22-6752 2555 | Fax: +81-22-8752 2525 | Website: www.msceg.com | Emall : jobsi@msccs.com
CIN No: U63080MH2005PTC 151320
Our Branches:
Naw Dalbh - Tol: +81 11 48017777/80 Emall ; deihk@msces.com Geehin - Tal: +91 484 4039010:0011 Emall: coching@mstes.com
Channal - Tel: +81 44 264026668/4656 Emall ; chennek@mstcs.com Kolkata - Tal: +91 33 40393402/03 Emal: knlata@msces.com
Pana - Tol: +81 612 2260211750 Emall : pana@msces.com
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