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the standby propulsionis not vulner-
able in the event of damage to a single
part of the ship. The power source can
either be electrical (GenSets), press-
urised steam or pumped water.

An additional benefit is that the water
pump jets installed can function as
bow and stern thrusters and thus make
the installation of such thrusters super-
fluous.

With alternatives 2 and 4, it should be
noted that the standby propulsion sys-
tem must provide adequate power for
controlling the ship in bad weather. This
means that drifting of the ship with the
wind and waves must be prevented
in emergency situations. Typically, this
will require some 1,000 to 3,000 kW,
depending on the ship type.

Risk assessment

Typically, redundancy is advocated by
certain medium speed engine designers
to promote their products in the name
of increased safety. It is obviously ne-
cessary in this context to try to quantify
the risk by using different types of prime
movers. Such quantification is difficuit,
but the figures published by insurance
companies may prove helpful. In an
article written by the Swedish Club
(“Main engine damage - what can we
learn for costs of USD 55,745,8387"),
Ref. [2], the conclusion is clear. Vessels
powered by medium speed engines
account for the majority of costs due
to main engine failure.

For easy reference, the essence of the
article is shown in Fig. 23.

Representation in Insurance
insured ships costs
Two-stroke 67.1% 34.4%
Four-stroke 25.9% 56.2%

Fig. 23: Insurance expenses as published
by Swedish Cfub 1995 (Ref. [2])

Considering the figures, medium speed
engines account for insurance expenses
that are approximately 4.3 times those
of low speeds to rectify engine failure
when corrected for the number of en-
gines insured.

We are led to believe that the medium
speed engines designed today are bet-
ter than those designed 15 years ago.
At least the makers say so; but then,
so are low speed engines. Even so,
with these figures in mind, redundancy
may very well be needed in certain me-
dium speed installations!

We believe in simplicity and reliability
and try to observe these basic require-
ments. Low speed engines are the sim-
plest, the safest and the best choice
for containerships, tankers, bulkers,
etc. on the high seas, whereas multi-
engined medium speed installations
are suitable for passenger ships, ferries
and very specialised short-sea tonnage.
Challenging that by referring to redun-
dancy is basically misleading.

Emission Control

As is well known by now, MC engines
can be delivered to comply with the
IMO speed-dependent NO, limit, meas-
ured according to the ISO 8178 test
cycles E2/E3 for Heavy Duty Diesel
Engines.

This is, in general, achieved by means
of primary methods. Depending on the
engine in question, modifications to in-
jection equipment and/or water emulsi-
fication may be applied.

As has been described in other papers,
we already have engines in service
with NO, emission levels far below that
of IMO, for instance plants with cata-
lysts, both in ships and on land.
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Conclusion

The MC programme, now in its 15th
year, is stronger than ever, thus being
a fully matured engine programme.

Thanks to the upgradings and upra-
tings introduced over the years, as well
as the features now available, the MC
programme is more attractive than ever.

This can also be attributed to the com-
prehensiveness of today’s programme
in terms of different models. The relia-
bility and built-in redundancy leaves
nothing to be desired. The “redun-
dancy” advocated by makers who dis-
guise their attempts as a safety crusade
to gain market share, is a superfluous
cost-adder and of no real interest.
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