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BEST PRACTICE

Life-Saving Appliances (LSA) Code gives the instruccions for markings on 
the liferafts, for inflatable and rigid liferafts. The inflatable liferafts and the 
containers shall be marked with some compulsory items. The containers for 
inflatable liferafts shall be marked with:

• - Marker’s name or trademark

• - Serial number

• - Name of approving authority and the number of persons it is permitted to 
carry

• - SOLAS

• - Type of emergency pack enclosed

• - Date when last serviced

• - Length of painter

• - Mass of the packed liferaft, if greater than 185 kg

• - Maximum permitted height of stowage above waterline

• - Launching instructions

This best practice suggest to add one more mark in this containers for the 
better identification of the vessel who belongs, based on markings of the 
rigid liferafts. This additional mark it is the call sign and port of registry of the 
ship to which it belongs.

Before

Life-Saving Appliances LSA



After

Regular routine inspection to be carried out on.

• Securing mechanism ( cradle must be in good condition )

• Position of painter

• HRU Expiration must be clearly marked and always be in good order.

Familiarization for operation must be known to everyone. Regular training must be

done

• Cleanliness of the inflatable raft cover ( ensure without grease and paint )

Launching procedure must be legible and in the well illuminated area and keep clean,

if the poster is faded change with new and proper poster.

D/C Judith Martínez

“M/T MARKOS I”



- THE GENERAL ALARM FOLLOWED BY A MESSAGE FROM THE CAPTAIN INFORMING THAT THERE
IS A FIRE CAN BE A STRESFULL SITUATION.

-MANTAINING THE CALMNESS IS REQUIRED BUT NOT ALWAYS POSIBLE OR CONTROLABLE.

-THIS IS WHY ALL EMERGENCY EQUIPMENT MUST BE READY TO USE AND IN THE MOST EASY WAY
TO OPERATE. A NEAR MISS LIKE THE ONE FOUND CAN CREATE STRESS IN THE FIREFIGHTERS THAT
HAVE TO BE CALM AND READY FOR THEIR DUTIES.

-THIS NERVOUSNESS CAN RESULT IN BAD DECISIONS OR MISSUNDERSTANDINGS BETWEEN
OFFICERS AND CREW IN A TIME WHERE ORDERS MUST BE FOLLOWED WITHOUT HESITATION.

-THE IDEA OF THIS BEST PRACTICE IS TO, IN ANY WAY POSSIBLE, PREVENT THIS FROM
HAPPENING.

THE PICTURE SHOWN TO THE RIGHT IS THE COMPARISON BETWEEN A GOOD WORKING JACK
AND THE FAULTY ONE, PLACED IN THE AFT FIRE LOCKER, THE ONE MOST EXPOSED TO
WEATHER FACTORS.
THE LEFT PICTURE IS THE FAULTY JACK AFTER CLEANING AND FULLY OPERATIONAL.



A SILICONE AND PLASTIC AND PLASTIC WATERTIGHT CAP WAS MADE 
FOR THE JACKS, WITH A SIGN NOTING “REMOVE BEFORE USE”.

SO IN CASE OF REAL EMERGENCY OR EVEN DRILLS, THIS CAP CAN BE 
REMOVED EASILY.

IN STORAGE OR AFTER DRILL, THE FIREFIGHTING OFFICER SHOULD 
CHECK THAT ALL CAPS ARE SECURED IN PLACE.

TAPE WITH THREAD SEAL TAPE THE JACK, SO SILICONE WILL BE 
REMOVED EASILY AND THE FINAL PRODUCT WILL HOLD ON TIGHT TO 
THE JACK. COVER WITH SOME TYPE OF GREASE, PREFERABLE A WATER 
RESISTANT ONE LIKE VASELINE.

-FILL UP A CAP THE HEIGHT OF THE JACK WITH SILICONE, INSERT THE 
JACK AND MOVE SO IT RELEASES ALL THE AIR REMAINING INSIDE. 
SECURE IN A WAY THAT THE JACK NOR THE CAP WILL MOVE.

-LET DRY AND REMOVE THE PLASTIC CAP & THE EXCESS SEALING TAPE. 
CUT OFF ALSO THE EXCESS SILICONE.

- PAINT (LATEX OR OIL BASED PAINT) SO IT IS RECOGNISABLE AND EASY 
TO SEE OR COVER WITH SOLAS APROOVED TAPE.

-MAKE AN STENCIL OF “REMOVE BEFORE USE”



NOTHING ABNORMAL WAS FOUND IN FURTHER INSPECTIONS AND 
ALL EQUIPMENT WAS IN GOOD WORKING CONDITION.

THE DEVICE COMPLYS WITH ALL REGULATIONS ABOUT FIRE 
FIGHTING RADIO EQUIPMENT (F.E: SOLAS II-2, R.10.4)

THIS DEVICE CAN BE USED SEVERAL TIMES WITHOUT BREAKING, 
AND IT’S QUICK RELEASE MAKES IT EASY AND INTUITIVE TO USE

THIS DEVICE SHOULD BE ON AT ALL TIMES WHEN THE RADIOS OR 
HELMET ARE NOT IN USE BUT MAKE SURE TO DRY THE JACK BEFORE 
PUTTING THE DEVICE AND STORING IT IN THE FF LOCKER

15/01/2022

A CONTRIBUTION FROM PANAGIA THALASSINI
DECK CADET- FERNANDO SUPERVIELLE BERGES

DECK CADET – RAFAEL FERRANDO GARCIA





BEST PRACTICES

During  cargo operation is very important to know the state of the IG valves, because depending 
the cargo you need open or close the IG valve.

I have created this best practice which is a diagram of the vessel , where i place the ig valve of all 
the tanks. The idea is that you can put in the board the IG valves are opened or closed at that 
moment , depending on how the IG valve is on deck. You use the green color to represent that 
the valve is open and the red color to represent that the valve is close .

This is you be used in cargo operation. It is easy and practical, because you avoid forgetting if it 
is open or closed. Only checking the board, you can know the answer.

MT/LOUKAS I

D/C Borja Jesús 
Velazquez Pérez 



Best Practices 

This Best Practices consist in the arranging of ropes on deck, taken by
example the guiding rope of the crane’s hook. This is a crutial practice
due the fact that permits the safely transit of the crew members on
deck, and provides a fast response for using the ropes.

This activity must be supported by deck rounds for checking if any
heaving line or rope is not properly secured.

Before After

D/C Eric Albert Falcon Saldanha

M/T Loukas I



PROPER OPERATION AND CARE OF HERMETIC UTI

HERMETIC UTI IS ONE OF THE MOST IMPORTANT EQUIPMENT IS CARGO
OPERATION ON TANKER VESSEL. IT IS USED IN MEASURING THE LEVEL OF
LIQUID AND TEMPERATURE OF CARGO SPECIALLY WHEN SOUNDING IN A
CLOSED LOADING OPERATION

This equipment is very expensive and sensitive so outmost care should be followed during its operation.

1.- Ensure that it have enough battery power before the operation.

2.- Make sure that the battery compartment is fully tight and sealed after replacement of battery to prevent 
water on other liquid to battery compartment

3.- Power only the Hermetic UTI to the designated sounding location for the unit.

4.- Ensure that the Hermetic UTI is properly secured to the sounding pipe to avoid falling that can cause 
damage to the unit. And avoid escape of vapor in the tanks

6.- Before Lowering ensure that the valve of the sounding pipe is open.



7.- Ensure that the probe is completely wind up before closing the vale of the sounding pipe ( most of the
damage in the Hermetic UTI tape is cause when the user close the sounding pipe glove valve with the
tape still not fully wind up. ) UTI tape have wiring on each sides of the tape that is connected to the probe.
Once the wiring cover is expose/open the equipment is considered as damage and the tape must be
replace with new one.

8.- Be familiar with the depth of the tank…and lower slowly avoiding the probe to have a strong 
impact on the tank bottom specially if the tank have less cargo ( to avoid damage to the probe )

HERMETIC UTI PROBE

9.- After use of hermetic UTI, it is advisable to wash is with warm water to remove residue of the 
cargo. Wipe dry the tape with clean rugs before stowing. ( ensure to have another person assistance 
when doing the manual cleaning)



10.- Avoid having the tape get twisted during winding up.

11.- Store in original case.

12.- Hermetic UTI must be sent ashore every year for maintenance check and Calibration. Or 
after replacement of new tape.

SUBMITTED BY 

AB KARL RIENER L. LUMANGLAS
MT MARKOS I



14

Depression, anxiety, and psychoses are mental illnesses
that affect a lot of people. However, according to Skuld
Club, their impacts could be more severe to seafarers
due to the nature of their work. For this reason, a timely
diagnosis is needed, as well as the appropriate
treatment of the person during and after presenting
signs of a mental illness.

Many people are affected by mental illnesses, which
they can control before taking up a job at sea.
However, these symptoms may increase at sea, as
seafarers experience many difficult situations during
their work. As April Goh, Skuld’s Claims Executive,
notice, some of the factors that could contribute to
this are:
•No set schedule;
•Lack of social interaction;
•Crew members who are unfamiliar with each other;
•Limitations on physical movements;
•Loneliness from separation of family/social life.

Preventing mental health emergencies

A company should regularly check and support open
dialogue regarding seafarers’ personal lives and
stressors while on board. This will be able to
mitigate isolation and make it easier to
communicate problems in a timely manner.

Dealing with mental illness on board

https://safety4sea.com/cm-seasense-07/


Signs of mental illnesses
First symptoms of anxiety may include:
•Panic attacks;
•Thoughts of being threatened;
•Extreme worry.
As for depression, its symptoms may not be as easy to 
notice. However, some of the initial signs may include:
•Loss of interest in activities;
•Sleeping too much;
•Continuous fatigue or low energy;
•difficulty concentrating;
•Thoughts of worthlessness.
Regarding psychosis, its signs are obvious and include:
•Delusions;
•Hallucinations;
•Extreme agitation.

How to deal with mental disorder
At first noting the crew member’s feelings, listening to 
his or her wishes, and trying to come to a reasonable 
agreement may be helpful, especially for depression.
As for psychotic events, these may be considered a 
medical emergency. In this case, Skuld suggests that 
radio medical advice should be used for assistance.
In addition, people with mental health problems have 
increased risk of suicide. To mitigate this, a safety plan 
must be in place, such as having an attendant with the 
crew member. Another important fact is that physical 
restraints should be avoided until the individual can be 
removed from the ship.



Treatment and return to work

Crew members with mental illness symptoms 
have to be evaluated by a qualified mental health 
professional. Medications for anxiety and 
depression may be started, but usually a four to 
six weeks trial is needed to determine the 
effectiveness of the medication, the Club notes.
Once the medication is regulated, then it may be 
possible for the seafarer to return on duty, but 
after a qualified medical professional had 
determined so.



EEXI – Energy Efficiency Existing Ship Index

The Energy Efficiency eXisting ship Index (EEXI) is a measure introduced by the IMO to reduce
the greenhouse gas emissions of ships. The EEXI is a measure related to the technical design
of a ship. Ships have to attain EEXI approval once in a lifetime, by the first periodical survey in
2023 at the latest.

The required EEXI value is determined by the ship type, the ship’s capacity and principle of
propulsion and is the maximum acceptable attained EEXI value.

The attained EEXI must be calculated for the individual ship, which falls under the regulation.

Summary of latest actions about new legislation:

The amendments to MARPOL Annex VI (adopted in a consolidated revised Annex VI) are 
expected to enter into force on 1 November 2022, with the requirements for EEXI and CII 
certification coming into effect from 1 January 2023. This means that the first annual reporting will 
be completed in 2023, with the first rating given in 2024.

A review clause requires the IMO to review the effectiveness of the implementation of the CII and

EEXI requirements, by 1 January 2026 at the latest, and, if necessary, develop and adopt further

amendments.



Together with the BSH the EMSA is conducting a large-scale emissions
monitoring campaign using remotely piloted aircraft, scheduled to begin
later this month. Over a three-month period, a specially equipped drone
will measure the sulphur content in the exhaust plumes of ships transiting
the Baltic Sea in order to be able to detect violations of the applicable
limits. At the same time, image data will also be collected for hydrographic
surveying purposes.
The remotely piloted aircraft will take off from the German Armed
Forces' Staberhuk site on the east coast of Fehmarn and fly over
selected ships operating in the Fehmarn Belt and the
Kadetrinne/Kadetrenden in order to measure the sulphur content of
their exhaust plumes using specific sensors. In this way, it will be
possible to infer the sulphur content of the ship’s fuel, which must not
exceed a level of 0.10% in the Baltic Sea Emission Control Area (SECA).
The measurement results are made available in real time to
responsible authorities in all European ports via THETIS-EU, the Port
State Control information system operated by EMSA. In this way, ships
can be specifically selected for inspection at their next port of call and
samples of the fuel can be taken. If violations of the strict sulphur
limits can be proven, those responsible face heavy penalties.
In addition to ship exhaust gas measurements, multispectral aerial
imagery is acquired. For shallow waters, bathymetric values can be
extracted from images. Furthermore, imagery allows for three-
dimensional mapping of the shore zone. The drone survey campaign
will investigate whether aerial imagery can provide complementary
information for the German hydrographic surveying service.
The drone flights are operated by the Norwegian company Nordic
Unmanned on behalf of EMSA. The sensor technology and analysis
capabilities for the emission measurements is supplied by the Danish
company Explicit ApS.

Emmissions Monitoring Campaign Kicks
Off Over the Baltic Sea Using Speccially

Equipped Drones 



Industry Releasable Threat Bulletin (IRTB) 031 
Issued: 28 MAY 22 
(Current IRTA 01 Jun 22) 

1. Foreword. This IRTB has been written by Combined Maritime Forces 
(CMF) and 

European Union Naval Force (EU NAVFOR). It is intended to help shipping 
operators who are responsible for merchant and large commercial fishing 
vessels that pass through or operate in the Persian Gulf (in this specific 
incident), Red Sea and Gulf of Aden (GOA). 
2. Purpose. The purpose of an Industry Releasable Threat Bulletin 
(IRTB) is to bring a specific incident or threat to the attention of the shipping 
industry in advance of the publication of our next quarterly Industry 
Releasable Threat Assessment (IRTA). 

3. Incident. Maritime Security Event – Disruption of Commercial Shipping. 

4. Date/time. 271110Z MAY 2022 

5. Location. Persian Gulf: MV PRUDENT WARRIOR (In the vicinity of (ivo) 
Forur Island, Iran). MV DELTA POSEIDON enroute to the Straits of Hormuz 
approximately 22nm from Siraf, Iran. 

6. Incident Description. On 27 May 22 the Greek-Flagged Suezmax Oil 
Tanker, MV PRUDENT WARRIOR (IMO 9753545) was heading Eastbound 
from Ras Laffan in the Tumb Farar TSS (ivo Forur Island, Iran). The owner, 
confirmed that the company had lost communication with the vessel’s crew 
of 24 persons. A vessel in the vicinity reported that a helicopter had enabled 
boarding and the vessel then proceeded to anchor just to the north of where 
she was seized. 

7. On the same day at similar timings a parallel incident occurred on the 
Greek-Flagged Suezmax Oil tanker MV DELTA POSEIDON (IMO 9468671). 
Various reports in open sources have highlighted a similar operation of a 
helicopter landing armed personnel onboard the vessel, seizing the vessel 
and crew. The vessel was 22nm off the coast of Iran in the Arabian Gulf. 
Both vessels had recently been loaded with crude at Basrah, Iraq.



8. Various official Iranian news outlets reported the statement from 
the Islamic Revolutionary Guards Corps (IRGC) public relations 
office; stating that the IRGC Naval forces had detained the two Greek 
oil tankers 
2 of 3 

9. Comment. This IRTB is based on information from multiple 
sources. CMF and EU 
NAVFOR will continue to investigate this incident and will issue a 
further report if necessary. 
10. This incident whilst outside of routine IRTB reporting areas (Red 
Sea and Gulf of Aden) may impact merchant traffic in other areas 
under CMF and EU NAVFOR responsibility. 

11. The seizure of these vessels is a response by the Iranian 
Authorities to the detention by Hellenic Authorities, of the 
Russian/Iranian Flagged Aframax, MV LANA, formerly known as 
PEGAS (IMO 9256860). The vessel was reportedly carrying Iranian 
crude oil and was detained on 15 April 22 when at anchor off the port 
of Karystos on Evia, Greece. At the time, it was under a Russian flag 
with a crew of 19 Russians, being replaced by an Iranian flag 1 May 
22. The Hellenic Coast Guard stated it was detained due to 
suspicions it had breached EU sanctions imposed against Russia due 
to the war in Ukraine. It later became apparent that the MV LANA was 
transporting Iranian oil, sanctioned by the US and subsequently 
transferred to the former at its request. 

12. The seizure of the Greek vessels was a culmination of increasing 
protest by Iran over the MV LANA issue. Prior to the seizure of the 
Greek vessels on the 27 May 22, a press release by an Iranian media 
outlet close to Iran’s Supreme National Security Council (SNSC), 
spoke of “punitive measures” against Greece due to the detention of a 
ship, bearing the Iranian flag. Comment Ends. 

13. Assessment: Based on the current available information, the 
assessment is that the incident is an act of retribution pursuant to the 
detention of MV LANA. Currently there is no further indication of a 
threat to other shipping outside of specific interest by Iranian units. 
Assessment Ends. 

14. Recommendations. Vessels are requested to remain vigilant and 
to adhere to BMP51 when transiting the region. While these waters 
are routinely patrolled by CMF, EU NAVFOR and other warships, the 
timely and comprehensive reporting of incidents and suspicious 
activity remains crucial to allow for a rapid incident response. 



We request that, where possible, and without endangering the vessel 
or crew, vessels obtain and report as much factual detail as possible 
of incidents and suspicious activity, to include logs, photographs, 
video, and radar footage. CSOs and Master are strongly 
recommended to register their vessel with MSCHOA when entering 
the Voluntary Reporting Area (VRA) and to report any incidents to 
UKMTO in accordance with BMP5. This will enable a more rapid 
response to incident and allow CMF and EU NAVFOR Somalia to 
monitor activity, enabling the most effective allocation of resources. 
In particular, special attention is required for sailing boats to check the 
special instructions posted at www.mschoa.org and BMP5 when 
planning their route. 3 of 3 

15. Publication. 

a. Produced by CMF and EU NAVFOR. 
b. Published by MSCHOA. 
16. Feedback. 

Enquiries about the content of this bulletin should be directed to CMF 
and EU NAVFOR. 
CMF: 
i. Tel: 00973 1785 9629. 
ii. Website: www.combinedmaritimeforces.com 

iii. Email: cmf_info@me.navy.mil 
EU NAVFOR: 
i. Tel: 0033 (0) 298 20 220 // 0033 (0) 298 220 170 
ii. Fax: 0033 (0) 298 220 171 
iii. Website: www.mschoa.org 
iv. Email: postmaster@mschoa.org 



ICC-IMB Annual report: 2021 World-Wide incidents 
of piracy and armed robbery against ships

(www.MaritimeCyprus.com) The International Chamber of Commerce’s
International Maritime Bureau (IMB)’s annual piracy report for 2021, revealed
that the maritime piracy and armed robbery attacks reached the lowest recorded
level since 1994.

IMB attributes the drop in incidents to vigorous action taken by authorities but
has called for continued coordination and vigilance to ensure the long-term
protection of seafarers.
IMB Director Michael Howlett said: “While the overall reduction in globally
reported incidents is welcomed the IMB Piracy Reporting Centre urges coastal
states to acknowledge the inherent risk from piracy and armed robbery and
robustly address this crime within the waters of their exclusive economic zone.
The IMB Piracy Reporting Centre remains committed to actively engage and
exchange information with coastal states to promote safety for seafarers and
trade.”



In 2021, the IMB Piracy Reporting Centre received 132 incidents of piracy and
armed robbery against ships. Incidents comprise 115 vessels boarded, 11
attempted attacks, five vessels fired upon and one vessel hijacked.

Location 2017 2018 2019 2020 2021 

S E ASIA Indonesia 43 36 25 26 9 

Malacca Straits 1 

Malaysia 7 11 11 4 2 

Philippines 22 10 5 8 9 

Singapore Straits 4 3 12 23 35 

Thailand 1 

EAST ASIA China 2 3 3 

Vietnam 2 4 2 4 1 

INDIAN SUB Bangladesh 11 12 4 

CONTINENT India 4 6 4 6 2 

SOUTH AMERICA Brazil 4 2 7 3 

Colombia 6 1 3 1 6 

Dominican Republic 1 

Ecuador 2 4 3 5 4 

Guyana 1 2 

Haiti 1 3 2 5 4 

Mexico 1 4 1 

Panama 1 

Peru 2 4 10 8 18 

Venezuela 12 11 6 

AFRICA Algeria 1 

Angola 1 6 4 

Benin 5 3 11 2 

Cameroon 7 6 1 

Dem. Republic of Congo 1 1 1 

Dem. Rep. of Sao Tome & Principe 1 1 2 5 

Equatorial Guinea 2 3 2 

Gabon 1 2 4 
Ghana 1 10 3 9 5 

Guinea 2 3 2 5 3 

Gulf of Aden* 3 1 1 

Ivory Coast 1 1 1 3 

Kenya 1 1 

Liberia 2 2 1 

Morocco 2 

Mozambique 2 2 3 4 1 

Nigeria 33 48 35 35 6 

Red Sea* 1 

Senegal 1 

Sierra Leone 4 1 

Somalia* 5 2 

The Congo 1 6 3 3 1 

Togo 1 3 3 

REST OF                                    Iraq 1 

WORLD Oman 1 

Yemen 3 

Total at year end 180 201 162 195 132 



The following eight locations contributed to 71% of the total of 132 
incidents reported in the period January – December 2021 

Perpetrators successful in 88% of incidents. January – December 2021 

Region specific type of incident in relation to the status of vessel 
movement  January – December 2021 



MAJOR CHPTR SIRE OBSERVATIONS

KOCH 4,8
The navigation light failure alarm was coming from the main 
system of the foremast.  Rectified during the inspection.

KOCH 8,24
Overfill alarm of residual oil tank was found active on alarm 
panel in CCR during the inspection. Requisition of overfill 
alarm sensor for residual Oil tank was sighted.

KOCH 11,4
COT 1 -9 P/S, Sop P/S, and ROT were provided with steam 
heating coils. The flanges nut bolts and U clamps of the steam 
lines under manifold noted over 30% rusted of the areas.

KOCH 11,14
The Ship’s laundry and dry room were untidy. Rectified 
during the inspection.

KOCH 4,21
Procedures for sending undesignated or designated distress 
alert using SAT-C, MF HF or VHF DSC were not segregated in 
their explanation.

KOCH 11,4
Spot rust and corrosion (around 25 to 30 %) observed on 06 
nos steam manifolds servicing individual cargo tanks. 
Maintenance on a few manifolds was noted in progress.

KOCH 11,9 3 nos. of deck light were noted as not working.

CDI AND SIRE RESULTS

CHPTR CDI OBSERVATIONS

5 1.3 (R) 
Terminal did not provide regulations despite request 
from the Master. 

8.2.18 (D)

A Iow oxygen alarm was not fitted. 
Four ventilation fans were operational however upon 
request when stopped or in case of ventilation failure no 
alarms were designed to alert personnel. 
Machinery space was operated unmanned.

13.1 (D)

Vessel was port side alongside berth, The visible sections 
of the side shell appeared with scattered spot rust 
increasing to small blisters and bleeding at some 
locations. 
Vessel dry-docking / first special survey is scheduled in 
Feb 2022.
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ACCIDENT INVESTIGATION IN 

OTHER FLEETS 

Mate’s Misjudgment Of Tow’s Speed Causes 
Accident With Bridge: NTSB

The National Transportation Safety Board issued 
Marine Accident Brief 21/23 Tuesday for its 

investigation of the Nov. 14, 2020, accident involving 
the towing vessel Island Lookout and the Centerville 

Turnpike Bridge near Chesapeake, Virginia.

The towing vessel Island Lookout was transiting eastbound with a crew of four on
the Albemarle and Chesapeake Canal, pushing ahead the 295-foot-long barge BH
2903, which was loaded with scrap steel. As the tow was attempting to pass through
the Centerville Turnpike Bridge, the barge struck the swing span of the bridge while
it was opening.

No pollution or injuries were reported. Estimated damages amounted to $34,000 for
the barge and $2.86 million for the bridge. The bridge was closed to vehicle traffic for
over 6 months after the accident for repairs.

The Island Lookout mate was at the helm at the time of the accident. The mate
told investigators that he called the bridge operator four times before he received
a response. According to the mate, he slowed the towing vessel’s engines after
each unanswered radio call. The bridge operator stated that after receiving the
call from the Island Lookout, he began the procedure for the bridge opening. The
total time required to open the bridge from the first operator action to fully opened
span was between 3 minutes 30 seconds and 4 minutes 30 seconds. By the time
the bow of the barge was about 175 feet from the bridge, the tow’s speed had
reduced to 2.8 knots. While it continued to slow, its momentum carried it into the
bridge, eventually hitting the bridge before it could fully open.
The NTSB determined the probable cause of the contact of the Island Lookout
tow with the Centerville Turnpike Bridge was the mate’s misjudgment of the tow’s
speed of approach relative to the status of the swing bridge opening, which
resulted in insufficient time to slow the tow and avoid striking the bridge before it
was fully open and safe to navigate.



Tanker sank in the Caribbean, 2 missing

USCG published a report on SAR operation on May 27,
involving USCG and Caribbean CG, to locate and rescue 16
crew of product tanker CETUS. Tanker issued distress signal,
reporting sinking after engine failure, crew abandoning the
ship. CETUS was 135 n.m. north of Aruba, Caribbean. Patrol
planes and nearby cargo ships were deployed, 14 crew were
rescued, 2 remained missing. Tanker was en route from
Barahona Dominican Republic, to Venezuela, laden status
unknown, probably in ballast. Oil sleek was spotted, but
whether it’s cargo or bunker fuel, or oil residues, is unknown.
Crew include Venezuelan, Dominican and Cuban
nationalities.

https://www.fleetmon.com/vessels/cetus_8108949_9368608/
https://www.fleetmon.com/vessels/cetus_8108949_9368608/
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