JAPAN P& 1 CLUB

215201111 H Vol.21 November 2011

PRIORX- 77U~ g7 H14 K
> P&l Loss Prevention Bulletin

JAPAN

Bt © A R AR By M 22 - 7YXV Y 3 VR

IZ LMD I eeeeveesserocnenanneniroanacsssesvansssteronne 1
TUT 29U TF VY L heerereceeenencnnenincnnn 2
ﬂfi?ﬁ%f@i ................................................ 3
AR Ny B P 8
F I 12
S PN 17
Fo ) eerececcosiuniuiiiiiiiiiiiiiiiin. 19

The Japan Ship Owners’ Mutual Protection & Indemnity Association
Claims Department/Loss Prevention and Ship Inspection Department

Introduction .......................................... 1
Professionalisme s seseseseserererececccccccccccccccces 2
Passage Planning .................................... 3
Teamworl ccccecececerecesesecercrcccccccscscccccccnces 9
Tankers ................................................ 1 3
An Example .......................................... 17
Summary ............................................. 1()

FU&HIC

Introduction

TNy VF =LA =V AN (BT
Ny I V—AT 3 =T A M) &, MM
VOETOBRANEFEL TBLR&a 7T
Fo STCW 22— F® “fitifE 45 OMEFRHICE T 5 F
FIE" TlX, TV 9PV IV—=AA =TV AV MIZ
DWTC, MEHILEY 2 MEEB O FIHICE T %
HA T VAR T RELABRTET, 2O X
ABRHA Y v ADIERIZH 72> Tk, LLTFTOF5]
XEZBELIHEIHNT LI RN E 2o
WET,

- Bridge Procedures Guide (International Chamber
of Shipping)

« Bridge Team Management - A Practical Guide
(Nautical Institute)
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Bridge Team Management or Bridge Resource
Management as it is now often described, should be a
concept known and understood by all officers who keep
a navigational watch. The STCW Code makes specific
reference to bridge resource management in its “Guidance
on keeping a navigational watch” and how companies
should issue guidance on proper bridge procedures. It
is usual for such guidance to be based upon or directly

referred to:

Bridge Procedures Guide (International Chamber of

Shipping).

Bridge Team Management - A Practical Guide

(Nautical Institute).

The purpose of this article is to encourage navigators to
implement their Bridge Team Management training and
to look at how this training should be applied to tanker
specific navigational situations. Why focus on tankers?

Because a tanker accident that spills oil, will attract
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considerably more press coverage than most other types
of maritime incident. It is accepted that all human beings
make mistakes; this is part of how we learn. However, the
modern world will not so easily forgive even an honest
mistake, if there is pollution. It would appear that in such
cases society needs someone to blame and punish; if you
do not work in an effective team that person could well be
you. You may think your personal skill will protect you
but quite often even an outstanding person will eventually
make a mistake. The best people are supported by a team
who will identify a mistake before it becomes a problem.

The tanker industry needs the best people.

Professionalism

The author was recently (2010) on the bridge of a tanker
transferring berth at a major port. The distance was
approximately 5 miles. The Pilot boarded and there was
little discussion about the intended operation, save for the

order in which the ropes were to be let go.

Once letting go commenced the Master politely asked
the Pilot “So Pilot, where is the next berth?”” The author
then examined the working chart and noted there was no
passage plan, thus the navigation was solely dependent
upon the Pilot’s skill. The officer of the watch (OOW)
remained by the telegraph and was not talked to by the
Master. The Pilot made no mistakes and the vessel did
arrive safely at her next berth. It was no surprise that the
vessel’s P&I club had serious concerns about the operation
of this tanker and that Port State Control detained her.

If you can relate to this standard of operation,
how long will it be before you have an accident?

Fortunately, most tankers are operated at a higher standard
than the one described above. However, if you do relax
your standards and do not work as a team supporting each

other, you become an accident waiting to happen.

Some Masters tell stories where only their individual
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actions achieved an objective or prevented dangerous
occurrences. The best Captains do not have these stories

because the team is the source of their success.

What stories do you have?

Passage Planning

For a team to be effective it needs to have a common
goal and to understand how this will be achieved. For the
bridge team the objective is getting to the next destination
in a safe and efficient manner. How this is done will
be communicated by way of the passage plan. Without
a passage plan the person conducting the navigation
(“the con”), be he the Master or Pilot, cannot be assisted
or monitored by the rest of the bridge team. It is for
this reason that the passage plan is fundamental when

considering Bridge Team Management.

Passage planning is taught throughout an officer’s
certificate of competence theoretical training and
assessment up to the level of Master. However, it is
always good to revise this subject to reassure ourselves

that what we are doing is correct.

With regard to tanker operations it is well known that the
passage plan will be scrutinised during the regular SIRE
and CDI inspections that are a feature of the modern tanker
industry. Even so, the passage plan should not be prepared
as something to keep an inspector happy but a tool that

will bring the bridge team together in its common purpose.

The structure of passage planning is appraisal, planning,
execution and monitoring. These subjects are explained
in detail in the book “Bridge Team Management — A
Practical Guide” and in the following sections we will

briefly remind ourselves as to what these four areas cover.

The appraisal can be the most often overlooked part of the

passage planning process. This can be especially true on
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a regular route or where a previous “passage plan” already

exists and is blindly copied.

Appraisal

The appraisal is the initial assessment of the best route
to follow, from berth to berth, after gathering all the
necessary publications and information available for the
voyage. Many safety management systems reduce this to a
tick list of nautical publications. A professional navigator
will spend time digesting the information in these sources

before actually writing a passage plan.

How many publications do you really use
when appraising a passage?

If the appraisal is done properly, embarrassing situations
such as not having the correct chart on board or having to
quickly rearrange a route due to a navigation warning that
had not been considered, can be avoided. The appraisal
should be more than just a document check. Useful
information may be learned from bridge team members

who have performed the route in the past.

Planning

After completing the appraisal the navigator should
be in a position to prepare the plan as per the Master’s
instructions. This planning of the route will consist of
highlighting hazards and no-go areas before marking
the intended route on the working charts. The passage
plan is an opportunity for the navigator to demonstrate
his chart work skills. The plan should also include a
communications plan identifying VTS reporting and pre-

arrival message points.

While this article will not set out everything that is
required in a passage plan, as these are described in “Bridge
Team Management — A Practical Guide”, it does highlight

a number of helpful practices.

Parallel indexing is a very effective real time method of
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BRIDGE TEAM
MANAGEMENT

Second Edition

A practi

cal guide
by

Bridge Team Management (2nd Edition. the Nautical Institute
(WEB : www.nautinst.org)) NDZFif

Front cover of Bridge Team Management (2nd Ed.) with
permission of the Nautical Institute.
www.nautinst.org

monitoring a vessel’s position along the intended track
during coastal parts of the voyage. Parallel indexes should
be marked on the chart at the planning stage so as to ensure
that the vessel’s position relative to the intended track
can be monitored at all times. A significant proportion of
tankers are fitted with some form of electronic charting
system usually to supplement the paper chart navigation.
While electronic charts are also good for monitoring a
vessel’s track there are still a number of places in the
world where satellite derived positions when referred to
land are not reliable or times when the electronic chart has
not been correctly set up; hence, parallel indexing should

always be included in a passage plan.
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If the satellite navigation stopped would you be
able to quickly monitor whether the vessel is on
track?

Position fixing frequency should be stated for each section
of a voyage. This is important because a frequent cause of
grounding is a loss of situational awareness. If the OOW
is obliged to fix his position regularly he should therefore
remain fully aware of the vessel’s overall navigational

situation.

Where the route involves a coastal passage or confined

waters, contingency anchorages and abort points will be
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needed as well. Abort points are good for highlighting
to navigators that once the position is passed they will be
locked into a particular course of action. For example,
a type of situation that can be avoided by good passage
planning is when the Pilot boarding position is beyond the
abort point. When identified during planning, the Master
could communicate with the pilot service at an early stage
and avoid a scenario in which the Pilot does not appear
at the pilot station when the vessel arrives, causing the
Master to decide whether to continue beyond the boarding
point or attempt to hold the vessel’s position in confined

waters to await a Pilot.

For the Master checking a passage plan it is fundamental
that he inspects every chart by preferably running his
finger along the course line to make sure the intended route
does not accidently run over or close to a navigational
hazard. As well as preparing a paper plan, the modern
navigator also has to prepare an electronic passage plan
for the electronic chart and GPS units used. A similar
checking methodology should also be applied to checking
the electronic chart passage plan to ensure that there is

consistency between paper and electronic charts.

The preparation of the plan should be flexible for it is
common for Pilots to recommend a suitable alternative
route which may, with his local knowledge, be more
appropriate. A regular occurrence in the tanker trade is
charterers changing the orders and re-routing the vessel
to a new port during the voyage. It is instinctive to act
immediately but the passage should be planned before

action is taken.

Execution

From planning we move onto execution. This is simply
following the prepared plan. It is essential that before a
voyage is started that all equipment that could be used
during the passage is tested to ascertain its true condition.

This is covered by a pre-departure checklist.

It is also good practice to brief relevant personnel on the
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passage plan and the expectations required of them during
the voyage. This will include the engineers and crew so
that people are properly rested and equipment is available
at the appropriate times. It is good practice to have senior
officers meetings on a daily basis where the plan can be

discussed and personnel prepared.

For a plan to be executed properly it must be clear who
has the con at all times be this the Pilot, Master or officer
of the watch. Everyone else in the bridge team is there to
ensure that person gives the correct orders at the correct
time and that those orders are followed. This can only be
done through effective monitoring of the passage by the

bridge team.

When you have a Pilot aboard can you anticipate
his next order?

Monitoring

Monitoring is perhaps, the most important part of bridge
team management. It is through monitoring and feedback
of information that the person who conducts the navigation
maintains situational awareness. All the navigators on
duty and specifically the person with the con should at
all times be aware of the vessel’s position in relation to
navigational hazards both, be they above or below the
water. From this he can then choose a route and speed that

will enable the vessel to follow the prepared passage plan.

Where the bridge team consists of the Master, OOW,
lookout and helmsman it is the OOW and lookout who
have to provide the Master with useful information about
the vessel’s position and traffic situation. Additionally, the
OOW has to ensure that any orders given by the Master
are consistent with the passage plan. Where the vessel
diverges from the passage plan the OOW needs to draw

the Master’s attention to this.

When the bridge team is supplemented by a Pilot every
effort should be made to include the Pilot within the bridge

team. This will involve finding out what information
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he wants from the bridge team and again drawing his
attention to any orders he gives that takes the vessel away

from the agreed passage plan.

Teamwork

Teamwork is fundamental to achieving consistently safe
navigation. As noted earlier we all make mistakes. With
an effective team these mistakes should be identified and
corrected before they lead to an accident. The publication
“The Human Element - A Guide to human behaviour
in the shipping industry” written by Dik Gregory and
Paul Shanahan, and published by The Stationery Office
(TSO) www.tso.co.uk in 2010, identifies five skills that
are required in a team, namely; team leadership, mutual
monitoring, back-up behaviour, adaptability and team

orientation. These are described as follows:

“Team leadership - This includes motivating, directing
and coordinating team member activities, and assessing
and developing team members’ knowledge and skills.
Good team leaders clarify team roles and performance
expectations and engage team members in planning and
feedback sessions. They also spend time synchronising
individual contributions and secking information that

affects overall team performance.

Mutual monitoring - This is concerned with the ability
of team members to monitor each other’s performance
within a common understanding of the constraints and
opportunities of the environment in which they must
work. Team members who are good at mutual monitoring
identify mistakes in their colleagues’ actions and provide

feedback that helps them to correct themselves.

Back-up behaviour - This refers to the ability of
team members to understand each other’s tasks and
responsibilities sufficiently well that they can anticipate
problems (eg unacceptably high workload) in each other’s

tasks and even take over if necessary. Team members who
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are skilled in back-up behaviour, work continually to avoid
problems for their colleagues or take some of the load,
since they know that failure to do so will lead to problems

for the whole team.

Adaptability - This refers to the ability of team members
to respond to continuous changes in the environment that
affect their plans. Adaptable teams can identify external
changes, understand their implications and develop new
plans accordingly. They can also create new and better
ways to accomplish routine tasks while remaining vigilant
about the impact of such procedural changes on their

safety.

Team orientation - This refers to the degree to which
team members are able to see themselves as team
members with a common goal, rather than individuals
with independent goals. Team members who are highly
team oriented are very receptive to the suggestions of their
colleagues. They also involve each other in setting goals,
and then choosing strategies and sharing the information

needed to achieve them.”

Do the members of your bridge team have
the above listed team skills?

In addition to the above skills the same publication makes
reference to “team glue” which is required to bring a team
together and “assure success”. There are three types of

team glue and these are described as follows:

“Similar mental models — so that team members have
an agreed understanding of each other’s situations and
responsibilities, and how they each contribute to team

goals and strategies.

Mutual trust — so that each team member feels that their

actions, misgivings and mistakes will be responded to
efficiently and constructively with due regard to overall

team goals.

Effective communication — so that messages between
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team members are delivered with as much completeness

and certainty as possible within the prevailing conditions.”

When we apply the above skills and glue to a bridge team
it becomes apparent that the qualities of the individuals
within the team are fundamental to its success. Onboard a
vessel, bridge team leadership is practiced by the Master.
From the above it can be seen that there are a number
of qualities required for a team leader, most need to be
implemented before the team goes into action. You
cannot place a group of competent people together and
immediately say they will be a great team. Time needs
to be spent by the Master getting to know his team,
communicating what is required of them and learning what

they need from him.

For the Master of a merchant vessel, the composition
of the bridge team is constantly changing with different
OOW’s (depending upon the watch and crew rotations)
and a new Pilot at every port. Even so, the Master must
ensure that the roles of team members on the bridge are
clearly understood to ensure pertinent information is made
available to the Master and Pilot (if on board). With
regards to the OOW, the Master should spend time with
each individual officer to ensure they know how they fit
into the team. It is important that the Master understands
each person’s skill level. An officer whose skills are not
appreciated or utilised could feel undervalued and could
lose commitment to the team goals. Conversely, an officer
who is placed in a situation beyond his skill level will
make mistakes and quickly lose confidence in the skills

that he does have.

With the Pilot, this learning process is heavily compressed
with only a short period from his boarding to the con being
delegated to him. This time must be used firstly to clarify
the navigational situation, the vessel’s characteristics and
then the passage plan. As noted earlier, it is the passage
plan that provides the team with its common goal of
safely and efficiently reaching the next berth or mooring.
During these discussions the Master should be making an

assessment of the Pilot’s technical and team work skills.
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On the assumption that the Master believes the Pilot has
the technical skill to do his job, he must then quickly
integrate the Pilot into the team. This can be done by
sharing the Pilot’s information with the OOW and ensuring
there is good communication between all persons on the
bridge. This will mean the Pilot receives the information
he needs and enable the rest of the team to effectively

monitor the navigation of the vessel.

How do you ensure the Pilot is integrated
into the bridge team?

Trust is very important for teamwork. A junior officer
needs to know that when he perceives there to be a mistake
by the Master or Pilot he can draw this to their attention
without suffering negative consequences if he is wrong.
Trust is based on our previous interactions with a person.
Where a Master has not reacted positively to feedback

from a junior team member that person is less likely to

give feedback again.

COMDEDICKEBEDBDIE, TSIFIETEER A,
Something this big will not stop quickly:
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There is a lot of published information on creating
effective teams. However, getting the basics right as
described above will go a long way in making a bridge

team highly effective.

Tankers

Many years ago tankers were the biggest ships on the
seas. This uniqueness has disappeared with the growth of
bulk carriers, container ships and cruise ships. However, a
loaded large tanker moving at speed will have a significant
amount of momentum, and as such, actions taken to
control the vessel will usually not have an immediate
response and need to be planned well in advance. As in
all forms of ship handling, proper adjustment of a vessel’s
speed is fundamental to effective control in close quarters
situations. Excessive speed combined with the influence
of interaction between seabed (squat), banks and other

vessels is a common cause of accidents.

There are a number of navigational situations that are
particular to tankers namely; sea islands, CBMs, SBMs/
SPMs, tandem moorings and ship to ship operations. Each
one requiring the bridge team set up to be specifically

arranged and all involving navigation with a Pilot.

F22H—FOEEE. ChETOADFEEREENTI AOHFFHEIHKEVET,
Tanker jetties often have less of a margin for error than a traditional stone quay:
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Sea Islands & CBMs

Sea islands and CBM berths by their nature are located
offshore and are not protected like a traditional harbour.
This can mean that they are potentially exposed to stronger
offshore winds and are likely to have pipe lines on the sea
bed which can prevent the use of anchors in an emergency.
The limited number of visual references on the approach to

a sea island can make speed estimation more difficult.

With this in mind the OOW is often requested by the Pilot
to provide a speed over the ground from a GPS unit. As
the Pilot is positioned on the bridge wing he is reliant on
this information being provided by the OOW. At the same
time the OOW is instigating the Pilot’s telegraph orders,
ensuring the helmsman correctly follows the shouted or
radioed helm orders and records events in the bridge bell
book. The Master at the same time is communicating with
the mooring parties and ensuring the Pilot’s approach is

going as planned.

SBMs/SPMs/Tandem Mooring

Mooring to a single buoy mooring (SBM), single point
mooring (SPM) or tandem mooring requires stopping
the bow of the tanker a small distance from either a large
buoy or the stern of floating storage off-loading (FSO)
vessel. If the vessel over runs the SBM there is a risk
of contact damage to either the ship or expensive SBM
buoy. Alternatively, if the tanker gains stern way while
the mooring line is being hauled in and secured there is
a real risk it will part and potentially injure crew on the

forecastle.

For SBM mooring operations the bridge team is extended
to the other officers and, quite often, an assistant mooring
master positioned on the forecastle. During the final part
of the approach it is only the forecastle personnel who can
see the buoy. The Pilot and Master are therefore reliant
on personnel on the forecastle to provide distances off the
buoy, approach speed and relative positions of the buoy.

Again, good communications are the basis of this trust.
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Two tankers coming together for STS operations:

Ship to Ship Operations (STS)
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The author was once on a VLCC in the process of
departing from a SBM when the cable compressor chain
stopper with one of the two mooring ropes secured to
it came under tension as the vessel moved astern. The
compressor failed throwing the heavy steel tongue up in
the air, overboard and into the sea followed by the rapid
paying out of the mooring chain. Fortunately, no-one
was hurt in this incident but the potential for someone
being injured was high. Had the vessel’s position over
the ground been monitored more closely then preventative
action, of going ahead on the engine, could have been

taken by the bridge team.
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A further example of STS collision damage. Photograph of side
shell taken from within a ballast tank.
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Ship to Ship Operations (STS)

STS mooring is the reverse of our normal behaviour, in
that two tankers are navigated in close quarters of each
other, with the larger tanker either anchored or underway.
The “Ship to ship Transfer Guide — Petroleum” published
by OCIMF provides good guidance on how these
operations should be undertaken. However, there is still a
regular occurrence of tankers suffering structural damage

during STS mooring operations.

One area of concern is when vessels approach tankers
swinging at anchor. While the STS Guide recommends
the anchored vessel’s swing be controlled by a tug if
necessary, unfortunately this is often not done. Therefore,
the berthing Pilot has to judge when the best moment to
make the approach and, more importantly, be prepared
to abandon his approach if the anchored vessel swings.
The Master should, at the same time, be assessing the
Pilot’s judgement and the speed of approach, which if too
high can result in overshooting and contacting part of the

anchored vessel which is not protected with fenders.

A STS while underway is usually more controlled.
However, it does require two bridge teams to work
together and is probably the ultimate bridge team
management challenge for a Pilot, who is reliant on the
information provided by both bridge teams with regards
to speed and heading. The supervision of the helmsmen
is also fundamental as a wrongly executed helm order
could cause a serious incident. Again, the Pilot will be
moving from the wheelhouse to the bridge wing during the
operation and cannot monitor all the navigation himself

and therefore needs the support of the bridge team.

An Example

A loaded Aframax tanker is about to enter port to
discharge. Previously, the second officer prepared the
passage plan to the nominated berth in accordance with

industry best practice and the Master had checked the plan.
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On the bridge is the Master, third officer, helmsman and
lookout. Hand steering is engaged and a couple of helm

orders are given to ensure all is working well.

Prior to arrival at the pilot station the Master takes the con
from the third officer. The Master briefs the third officer
as to how he intends to slow down and avoid the traffic
towards the pilot station. He tasks the third officer with
monitoring the vessel’s position on the chart and setting
up the parallel indexes on the radar. The lookout is given
guidance as to what to report (vessels nearby and those
changing heading). Speed is reduced and the engine tested
astern. The pre-arrival checklist is completed. The third
officer provides the Master with distances to go, ETA and

recommended courses during the approach.

Upon arrival at the pilot station, the chief officer meets
the Pilot who is then escorted to the bridge. The Master
instructs the third officer to monitor the situation while the
Master/Pilot exchange meeting takes place. The Master
gives the completed pilot card to the Pilot and highlights
key information such as the draughts. The Master shows
the Pilot the prepared passage plan. The Pilot recommends
a few changes and, after consideration, the plan is
amended accordingly. The Pilot informs the Master of the
scheduled traffic movements. The Master familiarises the
Pilot with the location of relevant bridge equipment and

the operation of the radar.

From the meeting the Master has been sufficiently
reassured to delegate the con to the Pilot for taking the
vessel into port. The third officer is briefed on the passage
plan amendments and the Pilot asks the third officer to
monitor the speed over ground (GPS speed) as there is
a speed limit within the port. This is done and the Pilot
adjusts the speed as necessary. The Master briefs the
engine room advising them of the ETA at the berth. The
Master and Pilot during the inward passage discuss the
vessel’s progress and the movement of vessels that may
present close quarters situations. With this dialogue the
Master is never surprised by the Pilot’s orders. The third
officer continues to monitor the vessel’s position to ensure

the passage plan is being followed while at the same time

_'|8_



WX AEEAREZHRE LT, Sz FHILT
Wizt ay MITALET,

KRS HIZRBEICHEE T2 /8M 1y b &
MEEMEY A v BB L 3. Z5hEL
. BRI SEEL, TV T T e
fEL. MR & A ay MIE 2 m2 9,
PR R RBEICIE S, AR E NS &
Y SN E T,

ZOEEOM. ME. N1 ay b ZEE
LI EICY A —DIRP. & L TRITATANE &
LaEaE LAV, L TRVIAARTIRERZ H§
Iz ridRI) IeA. ZEHELIIAR
DHEATRI ZMEISHRE L, MRIBCED X
I R THEEDSHETL T2 L T
2b00, 2D FoRNE &S TIRL
TWbILEHERTLIENTEET,

PLEDS, F— A TAHBDZO DA Z MR
WATHOBITY, BELDIZ, 23224 —T 3
Y ORES. E —HOEEICEE MDA & T,
COBTIIMD IAPRIY FHATLREZD
[(Tu7zvy>at)XL] OBEBTHRAIALELD
oy EHRDVEBRICRZY U — OGSV
MBEERZ), BLIAPELTH, MEL
= LSRN IR T X A IRBIZHBH T L
ST,

SHHIC

Ty VF = A=Y A v M HAOHA
RE R, & HICE K F— 2 X N — % 8 L iR
TEAFNVDEH ST, EXTHIENTEET,
EDOAFNTHZH)TTH, &N, Jlff. €L T
HORHBikETUHET LI ENTEET T, ¥
H—IZBWTIE, B NN— 2RI X ) E
OEHL LOFEIH ) 5, ZOREE KT S

e JAPAN P& 1 CLUB

watching the rudder angle indicator as the helmsman

responds to each order.

As the tanker nears her berth the Pilot briefs the Master on
the mooring plan and how the tugs will be utilised. The
Master passes this information onto the forward and aft
mooring officers who brief their crews, test the winches

and report back to the bridge when they are ready.

The vessel approaches her berth and the tugs are secured
forward and aft. The helmsman reports loss of steering
as the engine is stopped and speed is reduced. The Pilot,

expecting this, acknowledges the helmsman.

The tanker closes the berth, the Pilot and Master move to
the bridge wing. The third officer relays the orders to the
helmsman, operates the telegraph and reports the ground
speed to the Master and Pilot. Lines are run ashore, the

vessel is secured and the tugs are released.

Throughout this operation the Master, Pilot and third
officer have been constantly discussing the tanker’s
situation and what will happen next. Assumption is never
made. The third officer provides feedback on the vessel’s
progress to the Master. While the Master is already aware
of how the operation is going he is reassured that the third

officer is also fully aware.

The above is an example of how an effective team will
bring a ship into port. The key element is efficient
communications and inclusion of everyone involved.
While no mistakes were made in the above scenario it can
be seen that the Master and third officer were likely to
have spotted them in a timely manner, unlike the personnel
on the bridge of the tanker visited by the author and

described earlier under the heading of “Professionalism”.

Summary

Bridge team management is a skill that is achieved
by being technically competent and having a good

understanding of the people you are working with. Like
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all skills, it can be improved by conscious effort, practice
and self appraisal. Tankers have specific navigational
challenges to do with the nature of the cargo and the
berths. These challenges make a competent bridge team

all the more important.

While preparing this article the author had a conversation
with a serving Pilot, for a large port, and asked him; what
percentage of the ships, he pilots, have what he considered

an effective bridge team. His answer was ten percent!

It is hoped that this article will encourage more navigators
to implement their training and increase the percentage of

vessels with effective bridge teams.
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