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TRegister (LR) was the highest performing 
Recognised Organisation (RO) in the 

European port state control (PSC) area for the 
rolling three-year period 2011-2013. 
During this period 11,405 inspections were 
carried out on LR classed ships and 10 ships were 

Schiferli, Paris MOU secretary general, said: 
“The best performing Recognised Organisation is 

director Tom Boardley said: “This is a 

is encouraging all ROs to continuously improve 
their performance. In 2009 LR was in 8th position 
and we realised this was unsatisfactory, not just 
for our own reputation but particularly for our 
clients who had put their faith in our ability to 
keep their vessels trading without the disruption 
of detentions. We set out to improve our position 
with the initial aim of attaining a top three position 

“We began a concentrated effort to improve 

aligns with our mission to promote safety and to 

There were a number of key activities reinforced 
and initiatives undertaken by LR. These included:
-Additional training of LR surveyors, promoting 
awareness of the need to communicate what needs 
to be done by ships not just to pass surveys but to 
stay at the right level to pass port state control 
inspections for the whole year after a class visit.
-The publication of the series of convenient Pocket 

safety and PSC requirements – these have been 
highly popular and not just on LR classed ships.

ILO/MLC compliance, followed closely by an 
ISM/ISPS app, which were both well received by 
the industry and helped promote awareness.
-The creation of a Fleet Quality Programme (FQP) 
in 2009 to help owners who were in danger of 
slipping below required safety standards between 

allow LR surveyors to inspect ships between 
scheduled surveys where there was cause for 
concern in any classed ships.

through Class News to owners and managers to 
raise awareness of PSC requirements.
Source: Tanker Operator newsletter - June 20, 2014 

LR wins 
Paris MOU 

gong
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IACS continues work on CSR

updated its forward strategy and work plan for the upcoming year 
at its 69th Council meeting held in Santa Margherita, Italy. 
It was chaired by Roberto Cazzulo, chairman of RINA Services and 
outgoing IACS chairman.
During the three days, high-level meetings were held with the IMO 
secretary general and industry representatives, who participated at 
relevant sessions of the Council meeting.
The secretary general set out a number of current IMO initiatives 
including the effective implementation of IMO instruments on 
which IACS is advising.
Among the key topics discussed and agreed at council were - the 
continued work programme in order to meet the schedule for 
the entry into force of the IACS Common Structural Rules for 
oil tankers and bulk carriers on 1st July, 2015 and relevant IMO 

Philippe Donche-Gay, executive vice president and head of the 
marine and offshore division, Bureau Veritas, was elected as 
chairman of IACS with effect from 1st July, 2014.

focusing on the technical detail which helps keep shipping and 

resources in the form of 350 engineers who work on IACS work 
groups. The detailed plans show the very wide scope of the work of 
IACS and just how vital it is to shipping.

Source: Tanker Operator newsletter – July 04, 2014 
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As part of the 150th anniversary 

society has published ‘Building Trust: 

“Celebrating the 150th anniversary of Det 
Norske Veritas provides an opportunity both to 
understand and acknowledge our history better 
and to use a deeper grasp of the past as knowledge 

said Henrik Madsen, president & CEO of the 
DNV GL Group.
The book describes how the organisation has 

kind with the formation of DNV GL in 2013.
It was written by Norwegian historians Gard 
Paulsen, Håkon With Andersen, John Peter 
Collett and Iver Tangen Stensrud. It is one result 
of a four-year research project in the department 
of historical studies at the Norwegian University 
of Science and Technology (NTNU).
Since 1864, DNV has been a participant in a 
major social development in Norway through key 
roles as inspector, consultant and prime mover in 
the internationalisation of Norwegian shipping. 
It later acquired a similar role in the evolution 

eventually in a number of other industries both 
nationally and internationally.
In a broader perspective, DNV claimed that it 

had contributed to creating trust between players 
in shipping and industry, between suppliers and 
customers and in technology and systems.

of areas, the society has facilitated trade and 
transport, made agreements possible between 

aspects of maritime technology.
However, DNV has contributed particularly to 
strengthening quality and safety in the shipping 
industry and subsequently in the far more 
demanding oil and offshore sector. The history 
of DNV is also the story of risk management as 
a speciality and a precondition for technological 
development in society, the class society said.

is devoted to the immediate past and the merger 

history, which maps out developments from the 

in 1865 to its many different assignments and 
services today.
Building Trust is published in English by 

copies have been printed by TBB in Slovakia. In 
addition to being used as a gift, the book will be 
available through libraries and book sellers.

DNV book 
celebrates 150th 

anniversary

 English News
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ClassNK is to participate in a joint project with Mitsui 
Engineering & Shipbuilding (MES) and MES 
Technoservice to support research into the development of 

condition-based engine monitoring systems for Mitsui MAN B&W 
engines. 
The developed systems will assist in the early detection of 
abnormalities in electronically-controlled diesel engines in ships.  

electronically-controlled engines, allowing ship operators to obtain 
large amounts of sensor data in comparison with conventional 
mechanical engines.
However, this means it becomes the responsibility of the ship 
operators to monitor and assess the data, requiring seafarers 
experienced in analysing sensor data to be allocated to the roles. 
Subsequently, this leads to an increase of shipping company 
workloads. 
The aim of this joint project is to discover ways to eliminate 
workloads by creating a system that automatically analyses the 

diagnoses, to prevent system failures and to extend the frequency of 
overhaul intervals. With this system, both safe operation of the ship 
and a reduction in lifecycle costs can be realised, ClassNK said.
In 2004, MES introduced an online marine engine support system 
called e-GICS, or electronic global internet customer support, 
which provides a variety of functions for performing diagnoses and 
maintaining equipment. As at the end of June 2014, the number of 
registered vessels on the system had grown to 3,000. 
ClassNK has also teamed up with its subsidiary, ClassNK Consulting 
Service to provide ClassNK CMAXS, an engine condition-based 
monitoring system that uses sophisticated technology to analyse a 
large amount of data.
MES will incorporate the data analysis functions of the ClassNK 
CMAXS system into its own e-GICS system as part of this 
joint project into the development of e-GICSX, a preventative 
maintenance system capable of monitoring engine abnormalities 
and equipment performance. This project is scheduled to continue 
until March 2016. 

Source: Tanker Operator newsletter – August 01, 2014

ClassNK 
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distractions from the bridge.  
The analysis also showed there was also a need 
to consider protection of propulsion and electrical 
production compartments; the functional integrity 
of essential systems; improvement and redundancy 
of emergency power generation; detection and 
monitoring system interfacing with onboard 
stability computer; inclusion of inclinometer 
measurements within the voyage data recorder 
(VDR) data; more detailed assessment criteria 
for recognizing manning agencies; and to assign 
appropriately trained crew to emergency duties.

action plan on passenger ship safety.  
Casualty analysis “lessons learned” approved
The Sub-Committee approved the Lessons 
Learned for Presentation to Seafarers, prepared by 
the correspondence group on casualty analysis. 
Meanwhile, the correspondence group on casualty 
analysis was re-established to continue its regular 
work, including reviewing casualty reports referred 
to the group, as well as to prepare a draft in-the-

relevant IMO instruments and the Marine Accident 

investigation manual.
Third IMO/FAO IUU meeting to be held in 2015 
The third Joint IMO/Food and Agriculture 
Organization (FAO) Ad Hoc Working Group 
on Illegal, Unreported and Unregulated (IUU) 
Fishing and Related Matters will be held at IMO 
Headquarters in 2015 (subject to agreement by the 
MSC and the MEPC).  
The Working Group would be expected to discuss 

State control and implementation of IMO standards 

held in 2007.  
Meanwhile, the Sub-Committee urged Member 
States to deposit an instrument in respect of the Cape 
Town Agreement of 2012 on the Implementation 
of the Provisions of the 1993 Protocol relating to 
the Torremolinos International Convention for the 
Safety of Fishing Vessels, 1977, at their earliest 
convenience.

Analysis of consolidated audit summary reports 
completed
The Sub-Committee reviewed the analysis of 
consolidated audit summary reports (CASRs), 
based on the outcome of 59 audits under the IMO 
voluntary Member State Audit Scheme. The Audit 
Scheme will become mandatory from 1 January 
2016, following the adoption of amendments to the 
relevant IMO treaties. 

conformities and 349 observations) with references 

356 root causes reported by the audited Member 
States. The information presented covers audits of 
52 Member States, (about 31% of the membership 
of the Organization), two Associate Members and 

The analysis of 33 audits containing root causes 
revealed that the main underlying causes, as 
reported by the audited Member States, were related 
to absence/lack of procedure/process/mechanism, 

resources, lack of coordination among various 
entities, and absence/lack of training programmes.
The outcome from this review will be brought to 
the attention of the Committees. 
Guidelines on unmanned non-self-propelled 

The Sub-Committee agreed draft Guidelines 

requirements under MARPOL Convention 
for unmanned non-self-propelled barges for 
submission to the MEPC. 
Interpretation on keel laying date for FRP craft 
agreed
The Sub-Committee agreed a draft MSC-MEPC.5 

to MEPC 67 and MSC 94 for approval, to clarify that 
the term “the keels of which are laid or which are at a 

the complete thickness of the approved hull laminate 
schedule is laid either in or on the mould.

 Articles
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Guidelines for port State control under the 
BWM Convention agreed
Draft Guidelines for port State control under 
the International Convention for the Control 

Sediments, 2004 (BWM Convention) were agreed 
by the Sub-Committee on Implementation of IMO 
Instruments (III), when it met for its 1st session.
The draft guidelines will be submitted to the 
Marine Environment Protection committee 
(MEPC 67), in October 2014, for adoption. The 
MEPC was invited to decide on how to address 
matters related to sampling and whether indicative 
analysis could be used for verifying compliance or 
non-compliance with the convention standards.
PSCO guidelines on ISM code, rest hours and 
manning agreed
The Sub-Committee agreed draft Guidelines 

Code, for consideration by the Maritime Safety 
Committee (MSC) and the MEPC, and as they 

deem necessary, the Sub-Committee on Human 
Element, Training and Watchkeeping (HTW), 
prior to approval. 
Also agreed were draft Guidelines for port State 

hours based on the relevant provisions to the 1978 
STCW Convention, as amended, and manning 

HTW Sub-Committee for review and the MSC for 
approval. 
Casualty analysis – Costa Concordia 
recommendations considered
The Sub-Committee reviewed the analysis of 
the marine safety investigation report into the 
grounding and loss of the passenger ship Costa 
Concordia, carried out by the correspondence group 
on casualty analysis and reviewed by a working 
group during the session, and agreed that there was 
a need for comprehensive risk assessment, passage 
planning and position monitoring; effective 
bridge resource management; and the removal of 

rt State control under the deem necessary the Sub-Co

Sub-Committee on Implementation 
of IMO Instruments (III),

1st session, 14-18 July 2014 
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China, Japan and the United Kingdom as well as the 

and comprehensive IMO strategy for implementing 
sustainable maritime security measures in west and 
central Africa had been developed and was being 
implemented.
The MSC expressed its support, in principle, for draft 
interim guidelines on measures to support seafarers 
and their families affected by piracy incidents off the 
coast of Somalia, developed by Working Group 3 
(WG3) of the Contact Group on Piracy off the Coast 
of Somalia (CGPCS), and agreed to forward them 
to the International Labour Organization (ILO), 

being complementary to the 2006 Maritime Labour 
Convention (MLC).
Lifeboat safety: amendments to SOLAS chapter 
III
The MSC, noting a number of inconsistencies 
between the requirements of the draft amendments 
to SOLAS regulations III/3 and 20 and the draft 
MSC resolution on Requirements for periodic 
servicing and maintenance of lifeboats and rescue 
boats, launching appliances and release gear, 
agreed to refer these draft amendments to the Sub-
Committee on Ship Systems and Equipment (SSE) 
for further consideration.
Other issues
In connection with other issues arising from the 
reports of IMO sub-committees and other bodies, 
the MSC:
• approved, for future adoption, a new draft SOLAS 
regulation XI-1/7 on Atmosphere testing instrument 
for enclosed spaces, to require ships to carry an 
appropriate portable atmosphere testing instrument 
or instruments, capable of measuring concentrations 

sulphide and carbon monoxide, prior to entry into 
enclosed spaces; also approved, in principle, a draft 
MSC circular on Early implementation of the new 
regulation; 

Convention on Tonnage Measurement of Ships, 
1969, intended to clarify the application of the 
Convention; 

the application of the Performance standard for 
alternative means of corrosion protection for cargo oil 
tanks of crude oil tankers (resolution MSC.289(87)); 
and the application of the Performance standard for 
protective coatings for cargo oil tanks of crude oil 
tankers (PSPC-COT) (resolution MSC.288(87)); 
• approved the IMO/ILO/UNECE Code of Practice 
for Packing of Cargo Transport Units (CTU Code);

amendments to existing systems;  
• adopted performance standards for the shipborne 

equipment;
• agreed to instruct the NCSR sub-Committee to 
consider the recognition of the global navigation 

Galileo programme as a component of the World 
Wide Radio Navigation System (WWRNS);
• approved guidance on the bridge navigational 
watch alarm system (BNWAS) auto function;
• approved guidelines for the reactivation of the 

operational interruption of the SMS due to lay-up 
over a certain period;
• approved guidance on safety when transferring 
persons at sea;

countries whose independent evaluations have been 
completed since the previous MSC meeting and 

and complete effect to the provisions of the STCW 
Convention;
• established a correspondence group tasked 

on Development of National Maritime Security 
Legislation; and
• agreed to instruct the Sub-Committee 
on Ship Design and Construction (SDC) to 
develop amendments to SOLAS and the Fire 
Safety Systems Code to make evacuation analysis 
mandatory for new passenger ships and to review 
the recommendation on evacuation analysis for new 
and existing passenger ships.

Source: IMO website
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ships with vehicle and ro-ro spaces intended for 
the carriage of motor vehicles with compressed 
hydrogen or compressed natural gas in their tanks 
as fuel.
The above SOLAS amendments are expected to 
enter into force on 1 January 2016.
The MSC also adopted:
• amendment 37-14 to the International Maritime 
Dangerous Goods (IMDG) Code, together with the 
approval of relevant supplements (entry into force 
date of 1 January 2016);
• amendments to the International Life-Saving 
Appliance  (LSA) Code related to the testing of 
lifejackets (entry into force date 1 January 2016). 
Passenger ships safety: revised action plan agreed
The MSC agreed a revised long-term action plan 
on passenger ship safety, following extensive 
discussion in a working group on passenger ship 
safety.
A number of matters relating to damage stability and 
survivability of passenger ships were referred to the 
Sub-Committee on Ship Design and Construction 
(SDC) for further work, including those related to 
the operation of watertight doors and consideration 
of double hull requirements in way of engine rooms.  
The SDC was also instructed to consider the need 
to develop new SOLAS amendments to require 
damage control drills for passenger ships.
The Sub-Committee on Human Element and 
Training (HTW) was instructed to include enhanced 
damage stability training in its planned outputs.
Meanwhile, the Committee instructed the Sub-
Committee on Implementation of IMO Instruments 
(III) to complete its consideration of the report on 
the grounding, in 2012, of the Costa Concordia, as 

System (GISIS) and to bring to the attention of MSC 
94 the contributing factors, issues raised/lessons 
learnt and observations on the human element 
factors involved.
Revised IGC Code adopted
The revised International Code for the Construction 

in Bulk (the IGC Code) was adopted by the MSC.  
The completely revised and updated Code has been 

review and is intended to take into account the latest 
advances in science and technology. It will enter into 
force on 1 January 2016, with an implementation/
application date of 1 July 2016.

an international standard for the safe carriage by 

in the Code) in bulk, by prescribing the design 
and construction standards of ships carrying such 
cargoes, and the equipment they should carry. The 
IGC Code was made mandatory under the SOLAS 
convention for new ships built after 1986.  Various 
amendments have been adopted since then, but the 

IGC Code.

amendments approved
The MSC approved, for adoption at MSC 94 in 
November, draft amendments to SOLAS chapter 

mass of containers, either by weighing the packed 
container or by weighing all packages and cargo 
items and adding the tare mass. The Committee 
also approved related draft guidelines regarding the 

be issued as an MSC circular. 
Piracy and armed robbery against ships reviewed 
The MSC reviewed the latest statistics on piracy and 
armed robbery against ships and discussed current 
initiatives to suppress piracy and armed robbery, 
noting that the number of worldwide piracy attacks 
had decreased and that no SOLAS ship had been 
hijacked in the western Indian Ocean area since 
May 2012, as a welcome result of the robust actions 
taken by the international naval forces in the region, 
the shipboard measures implemented by shipping 
companies, masters and their crews as well as the 
deployment of professional security teams. 
However, the Committee noted with concern 
the situation in the Gulf of Guinea which had not 
substantially improved. Nine ships were reported 
hijacked in 2012 and another nine ships were reported 
hijacked in 2013. The MSC expressed appreciation 
for the contributions received for the IMO West and 
Central Africa Maritime Security Trust Fund from 
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• the International Convention on Standards of 

• the Protocol of 1988 relating to the International 
Convention on Load Lines, 1966 (1988 Load Lines 
Protocol), as amended. 
This follows the adoption, by the IMO Assembly at 
its twenty-eighth session, of similar amendments to:
• the Convention on the International Regulations 
for Preventing Collisions at Sea, 1972, as amended 
(COLREG 1972), the International Convention on 
Load Lines, 1966 (LL 1966);
• the International Convention on Tonnage 
Measurement of Ships, 1969 (TONNAGE 
1969), (following the procedures for adoption of 
amendments for the COLREG 1972, LL 1966 and 
Tonnage 1969 conventions).
The Marine Environment Protection Committee 
(MEPC), at its 66th session, in April 2014, adopted 
similar amendments to MARPOL Annexes I 
through to VI. The amendments will make the 

auditing of Member States mandatory, once they 
enter into force in 2016.
Adoption of other amendments
The MSC also adopted the following amendments 
to SOLAS:
• amendments to SOLAS regulation II-1/29 on 
steering gear, to update the requirements relating to 
sea trials;
• amendments to SOLAS regulations II-2/4, II-2/3, 
II-2/9.7 and II-2/16.3.3, to introduce mandatory 
requirements for inert gas systems on board new oil 
and chemical tankers of 8,000 dwt and above, and 
for ventilation systems on board new ships; related 
amendments to the International Code for Fire 
Safety Systems (FSS Code) on inert gas systems 
were also adopted;
• amendments to SOLAS regulation II-2/10, 

ships designed to carry containers on or above the 
weather deck;
• amendments to SOLAS regulation II-2/13.4, 
mandating additional means of escape from 
machinery spaces;
• new SOLAS regulation II-2/20-1 Requirement 
for vehicle carriers carrying motor vehicles with 
compressed hydrogen or natural gas for their own 
propulsion, which sets additional requirements for 

 Articles
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Polar Code and SOLAS amendments 
approved
The MSC approved, for consideration with a 

view to adoption at its November 2014 session (MSC 
94), the draft new SOLAS chapter XIV “Safety 

would make mandatory the Introduction and part 
I-A of the International Code for Ships Operating in 
Polar Waters (the Polar Code).
The MSC also approved, in principle, the draft Polar 
Code, with a view to adoption in conjunction with 
the adoption of the associated draft new SOLAS 
chapter XIV.
Matters related to the safety of navigation and 
communication were referred to the Sub-Committee 
on Navigation, Communications and Search and 

of the relevant chapters. 

The draft Polar Code covers the full range of design, 
construction, equipment, operational, training, 
search and rescue and environmental protection 
matters relevant to ships operating in the inhospitable 
waters surrounding the two poles.
The Marine Environment Protection Committee 
(MEPC) is expected to further consider the 
environmental chapter at its next session in October 
(MEPC 67).
Mandatory audit scheme amendments adopted
The MSC completed the legal framework for 
the implementation of the mandatory IMO audit 
scheme, with the adoption of amendments to the 
following treaties to make mandatory the use of the 
IMO Instruments Implementation Code (III Code) 
and auditing of Parties to those treaties:
• SOLAS, 1974, as amended (adding a new chapter 
XIII);

Maritime Safety Committee 
(MSC), 93rd session, 14 to 23 

May 2014
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considered to have accepted the amendment. In 
adopting the new procedure, the Assembly hat noted 
that it was “more in keeping with the development of 

has been used successively to adopt and bring into 
effect major amendments to several important 
conventions within a time frame that would have been 
unimaginable under the traditional procedure. For 
example, the amendments to Annex 1 of MARPOL, 
introducing a new global time-table for phasing 
out single-hull oil tankers, was adopted on 27 April 
2001 and entered into force on 1 September 2002, 
i.e. less than eighteen months after the adoption of 
the amendment. Similarly, the 1993 amendments to 
the London Dumping Convention that were adopted 
in November 1993 entered into force on 20 February 
1994. These amendments banned the dumping into 
the sea of industrial wastes by 31 December 1995 
and prohibited the incineration at sea of industrial 
wastes. In this connection, it is pertinent to note 

used outside IMO. It was used, in part, to bring 
into force the 1994 Agreement Relating to the 
Implementation of Part XI of the United Nations 
Convention on the Law of the Sea 1982. Under 
Article 5 of the Agreement, a State or entity which 
had [previously expressed its consent to be bound by 
the original 1982 Convention] shall be considered 
to have established its consent to be bound by this 
Agreement 12 months after the date of its adoption, 

writing before that date that it is not availing itself 

corpus of general international law. 

development of international environmental law has 
been the use of liability and compensation as one of 
the tools for the prevention of pollution. It is now 
generally accepted that imposing strict liability on 
the owner of a ship to pay compensation for pollution 
arising from the operation of his ship can contribute 
to the prevention of pollution incidents because it 
concentrates the minds of operators on the need to 
take necessary measures to avoid accidents to their 

ships. Based on this principle, some provisions in 
the IMO conventions on liability and compensation 
provide powerful incentives to owners of ships to 
take appropriate measures to prevent pollution, even 
after an accident has occurred. For instance, some 
provisions of IMO conventions on civil liability 
and compensation for pollution damage encourage 
owners of ships involved in accidents to take 
preventive measures to avoid or reduce pollution 
damage from the accident. Thus, Article 1. Paragraph 
6 of the 1992 Civil Liability Convention states that 
pollution damage includes “further loss or damage 

paragraph 1, of the 1992 Fund Convention expressly 
states that the “expenses reasonably made by the 
owner voluntarily to prevent or minimize pollution 
damage shall be treated as pollution damage for the 

adopted in the 1989 Salvage Convention which states 
that a salvor should be entitled to compensation for 
preventing pollution of the sea, even if the salvage 
operation does not succeed in saving the ship or the 
cargoes on board. Under the traditional principle 

entitled to no reward if the salvage operation does 
not succeed in saving the ship or its cargo, even if it 
actually prevents or reduces marine pollution from 
the incident. 
Summary 
In the discharge of the responsibilities and functions 
entrusted to it by its Constitution and under other 
international treaties, IMO has made important 
contributions to the international efforts to protect 
and preserve the marine environment, particularly 
from pollution arising from the operation of ships. In 
addition to providing a forum for the consideration 
and adoption of technical, legal and administrative 
regulations and standards for the prevention and 
control of marine pollution from ships, IMO has 
also played a valuable role in the implementation 
of the provisions of the United Nations Convention 
on the Law of the Sea and, it has contributed in 
various ways to the elucidation and development of 
international environmental law. 

Source: IMO News, Issue 2, 2014
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prevention of vessel source pollution. In particular, 

the protection of the environment. Indeed, in some 

while, in other cases, the principles have been given 
practical application in instruments developed in 
IMO. Among these the following may be mentioned: 

to take measures of intervention to protect itself in 
cases of serious maritime accidents. This principle 

Convention Relating to Intervention on the High 
Seas in Cases of Oil Pollution Casualties, adopted 
in IMO following the Torrey Canyon accident. As 
indicated earlier, this principle is now enshrined as 
a general rule of international law of the sea (Article 
221 of the 1982 United Nations Convention on the 
Law of the Sea). 
The second is the legal principle that a port State is 
entitled to take measures in respect of a ship in its port 
or off-shore terminal, either to ascertain compliance 
with applicable international and national laws rules 
and regulations or to take enforcement action in 

utilised in the in the 1969 Civil Liability Convention, 

to enforce national and international law against 
foreign vessels was formally promulgated as a 
general principle in the Convention on the Law of 
the Sea.. The principle states in effect that a State has 
the right (and duty) to apply the requirement of an 
international treaty to which it is a party to foreign 
ships in its ports, even if the State of registry of the 
ship concerned is not a party to the particular treaty. 
Article VIII of the 1969 Civil Liability Convention 
provides that “each Contracting State shall ensure 
that insurance or other security to the extent required 
under the Convention is in force in respect of any 
ship, wherever registered, entering or leaving its 
ports or off-shore terminals in its territory. The same 
principle is applied in Article 5, paragraph 4, of the 
1973/78 MARPOL Convention which imposes 
on Parties to MARPOL the obligation to apply the 
requirements of MARPOL to ships of non-Parties 

(to MARPOL) “as may be necessary to ensure that 

This principle has provided the principal legal basis 
for various Memoranda on Port State Control now in 
operation in many areas of the world 
As a legal principle, this is now accepted as part 
of the mainstream of international environmental 
law, although it was strongly resisted by many 

governments contended that such a provision would 
be incompatible with the general international 
law rule that a treaty cannot impose obligations 
or adversely affect the rights States which had not 
consented to be bound by the treaty. 
Third, IMO pioneered, or advocated, the use of the 

environmental agreements. The procedure was 
introduced by IMO because revision and up-
dating of international regulations were seriously 
constrained by the traditional principle according 
to which States could not be bound by international 
commitments except through the explicit expression 
of their consent to be bound by such commitments. 

procedure, amendments to international conventions 
could not be brought into force in time or at all. The 

by a stipulated proportion (usually two-thirds) of the 
States Parties to the relevant convention; and further 
that an amendment which entered into force could 
only bind States Parties which had accepted that 
amendment. This meant that, even if an amendment 
came into force, it would not be applicable to any 
parties which had not expressly agreed to be bound 
by the amendment. Thus, as the number of parties to 
the treaty increased, so did the number of acceptances 
required to bring an amendment into force. In effect 
“it was like trying to climb a mountain that was 

Under the tacit acceptance procedure, the body which 

within which parties have the opportunity to notify 
their acceptance or rejection of the amendment, or 
to remain silent. If they remain silent they will be 
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provisions of the United Nations Convention on the 
Law of the Sea. The following are some of the areas:
1. Evaluation of coastal States’ laws and 
regulations 
The Convention on the Law of the Sea provides that 
States shall establish national laws and regulations 
for the prevention, reduction and control of pollution 
of the marine environment from vessels. However, 
the Convention states that the laws and regulations 
adopted by States should be compatible with the 
Convention and other rules of international law,
and also that State laws should “at least have the 

rules and standards established through the 

generally recognized as the “competent international 

effect of these provisions is that, in the relevant 
cases, the benchmark by reference to which laws 
and regulations adopted by a State may be evaluated 
is whether they are compatible with, or have the 
same effect as, the relevant regulations and standards 
established from time to time by IMO. Thus, the 
regulations and standards developed by IMO are 
useful not only for the practical implementation of 
provisions of the Convention, but also for evaluating 
the laws and standards enacted by States to implement 
particular provisions and rules of the Convention on 
the Law of the Sea. 
According to Article 21, paragraph 2, of the Convention 
national laws and regulations for the regulation of 
shipping in their territorial seas shall not apply to 
the design, construction, manning or equipment of 
foreign ships “unless (such laws and regulations) 
are giving effect to generally accepted international 

rules and standards on “the design, construction, 

and adopted in IMO, as contained in the SOLAS 
Convention, the International Convention on the 
International Regulations for Preventing Collisions 
at Sea, 1972; the 1973/1978 MARPOL Convention, 
the STCW Convention and in the numerous Codes, 
Recommendations and Guidelines related to these 
treaty instruments. Hence any evaluation of coastal 
State laws and regulations for this purpose must be 

by reference to the work of IMO. 

schemes 
Pursuant to Articles 22, 41 and 47 of the Convention, 

separation schemes in territorial seas, archipelagic 
waters or in straits used for international navigation 
shall take into account, inter alia, the recommendations 

3. Documents to be carried by nuclear powered 
ships and ships carrying nuclear or other 
inherently dangerous substances 
Article 23 of the Convention provides that foreign 
nuclear powered ships and ships carrying nuclear 
or other inherently dangerous substances, when 
exercising the right of innocent passage through the 
territorial sea, must carry documents and observe 
special precautionary measures established for 
such ships in international agreements. Many of the 
internationally accepted regulations and standards 
for the maritime carriage of noxious and dangerous 
substances are contained in the International 
Dangerous Goods Code (IMDG Code). The 
provisions of the IMDG Code on the carriage of 
nuclear substances have been developed largely 
in IMO but with the cooperation of other United 
Nations bodies, including the International Atomic 
Energy Agency (IAEA). 
4. Establishment of international rules and 
regulations 
Pursuant to Article 210 of the Convention (on 
prevention of pollution by dumping) and Article 
221 (on prevention of pollution from vessels), 
international rules and regulations for the prevention 
of pollution shall be established through “the 

The articles also provide that national laws 
adopted for the same purpose should at least “have 

standards established through IMO (“the competent 

IMO’s contribution to the progressive 
development of the law 
IMO has also made important contributions to 

environmental law, especially the law for the 

11
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EInternational Maritime Prize is invited to 
submit a paper on a subject of his or her 

choice for publication in IMO News. Here, 2013 
winner Thomas A. Mensah, former President of the 
International Tribunal for the Law of the Sea and 
Assistant Secretary-General of IMO, shares his views 

Part 1 of this article appeared in IMO News Issue 
no.1 2014. The views expressed are those of the 
author and do not represent IMO position or policy
IMO and the implementation of the Convention 
on the Law of the Sea

implementation of the 1982 United Nations 
Convention on the Law of the Sea, and thus to the 
development of general environmental law, at both 
the national and international levels. In many cases 
the results of the work of IMO are considered as 
necessary for the practical implementation of some 

IMO and the 
protection 

of the marine 
environment – part 

two 
10

Thomas A. Mensah
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What can we learn? 
To ensure that seafarers can work in a safe 
environment, it is imperative that companies 

assessment and that proper control measures are 
put into place. 
Work instructions and standards operating 

and control measures, should be developed and 
that seafarers are properly familiarized with 
their use. 
Before commencing the task, it is important to 
make sure that safety issues are communicated 

Emergency stops should be placed so that they 
are immediately in reach of the seafarer at his 
working location. 

Seafarers, cargo owners, ship-owners and 
operators. 

9  CONTACT 
Serious casualty: Contact with a quay along 
a river 
What happened? 
A containership of about 18,000 gross tonnage 
left a berth on a river with a tug and was heading 

unexpectedly paid off to starboard after the pilot 
ordered the helm to port. The pilot then ordered 
the helm to hard-a-port but the bow continued 
to pay off to starboard. The master and the pilot 
agreed to abort the manoeuvre and set the engine 
to full astern. The pilot also ordered the tug to 
return immediately to assist the ship, but the ship 
made contact with a quay on the opposite side of 

bow with her forepeak tank punctured. There 
was no pollution and no one was hurt. 
Why did it happen? 

the turning effect of the applied port helm. 
The margin for error in achieving the intended 
manoeuvre was small and the pilot had 
unintentionally not applied port helm until after 

stopping distance exceeded the available space 
ahead. 

tug after clearing the berth and establishing 
steerage. In his experience, he did not feel the 
need to retain the tug for a ship of this size. 
The port authority relies on the judgment of the 
pilot to determine to what extent tug assistance 
is required. 
The pilot had conducted the same manoeuvre, 
under similar tidal conditions, on a number of 
occasions without incident. The Information 
exchanged between the master and the pilot was 
limited to the condition and readiness of the 
ship. Both the master and the pilot considered 
the departure to be a routine operation which did 
not require any further discussion or elaboration. 
Similar accidents had happened before, but 
the port authority had no means for ensuring 

promulgated to its pilots. 
What can we learn? 
It is essential that the masters and the pilots 
should exchange information regarding hazards 
they may encounter and its control measures to 
be taken before commencing the navigation. 

regarding the effect of tidal stream on ships 
manoeuvre should be carried out appropriately. 
Procedures for ships to use a tug when a strong 

An effective way to disseminate lessons learnt to 
the pilots should be developed. 
Communication among the pilots and the bridge 
team should be encouraged for the pilots to be 
able to draw the best decision-making. 

Seafarers, pilots, and port authorities. 

Source: IMO website
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was allowed to work outside the accommodation 
without permission from the master or chief 
mate was still in force. 
At a watch change, the bosun told both the 
relieving rating and the relieved rating to follow 
him onto the foredeck in order to secure the pilot 
transfer ladders. The relieving rating, unaware 

no handover by the relieved rating, followed the 
bosun outside of the accommodations. Although 
aware of the standing order/work permit, the 

order. 
After securing the starboard side ladder they 
crossed over to the port side, the windward 
side, to secure the port side ladder. While the 
two ratings were working on it, the bosun was 
walking toward the accommodation on the port 
side, when he was washed overboard. 
Immediately after the accident, rescue efforts 
by the ship, passing ships and the Rescue 
Coordinating Centre were initiated, but the 
bosun was not found. 
Why did it happen? 

instructions that prohibited working outside the 
accommodation. The bosun did not consult with 
the master or the chief mate about a work permit 
prior to the work on foredeck. 
The relieved rating did not hand over the chief 

had no concerns about working on the foredeck, 

order. 
The bosun went to the foredeck due to concerns 
about whether the pilot transfer ladders had been 
properly secured. 
What can we learn? 

work under the conditions of heavy weather 
should be followed, and standing orders/work 
permits should be signed by the master or the 
chief mate before commencing the work. 
The crew should be encouraged to discuss the 
decisions made by their superiors when having 

doubts or concerns about safety. 
Safety notices should be posted on the 
accommodation doors leading to outside 
alleyways when work on deck is prohibited 
When heavy weather is anticipated, the pilot 
transfer ladders and other movable objects on 
deck should be secured prior to the departure. 

Seafarers, ship-owners and operators. 

8  FATALITY 
Very serious casualty: Worker trapped in 
unloading equipment 
What happened? 
A 20,000 gross tonnage bulk carrier was berthed 
alongside and discharging cargo. Around 

conveyor belt tunnel to monitor the conveyor. 
He was equipped with a walkie-talkie to 
communicate. 
On a routine round of the cargo system, the 
chief mate found the wiper trapped between 
the running conveyor belt and roller. The chief 
mate immediately activated the emergency stop 
button for the conveyor belt, sounded the alarm 
and called for assistance. The wiper had already 
died from his injuries. 
Why did it happen? 
Although safety meetings were conducted 
monthly, the chief mate and watchkeeping 
mates did not confer with the wiper about the 
risks he would encounter before commencing 
the task in the tunnel. Furthermore, there was 

on the conveyor belt tunnels. The wiper neither 
might have become aware of the hazard nor 
have known how to react when he spotted the 
irregularities in the tunnel. 
Since no risk assessment of workplace was 
conducted after the installation of guard rails by 
the company, measures taken were inadequate 
to prevent the wiper from getting trapped in 
the running conveyor belt and to alleviate the 
damages caused by it. As the result, the wiper 
was trapped and could not stop the operation of 
the conveyor belt. 
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Regulations for Preventing Collisions at Sea on 
both ships: no early and clear alteration by both 
ships; and, there was a failure to assess the risk 
of collision. 
An inappropriate alteration of course by the 
chemical carrier when it was too close to another 
ship. 
Both ships were still at full ahead at the time of 
the collision. 
The chemical ship pulled out of the holed cargo 

There were indications of fatigue on the part 
of both OOWs, who were near the end of their 
6-hour watches. 
What can we learn? 
The importance of: 
• keeping a good lookout, maintaining vigilance 
and complying with Collision Regulations; 
• ensuring OOWs are well rested and alert; 
• taking remedial action once a collision is 
unavoidable (stopping the engine, going astern); 
and 
• not pulling out of a ship once a collision has 
occurred. 

Seafarers. 

6  FATALITY 
Very serious casualty: Crew member loss of 
life as a result of an infectious disease 
What happened? 
After leaving port, a crew member reported 
that he had a headache and chills to the Chief 

although the master was the designated medical 

given pain relievers from muscle aches. The 
crew member continued to work as usual for the 
next 3 days until, while working on deck during 
the morning, he was sent to his cabin to rest. 

Radio Medical Centre. Malaria tests were 
conducted and were positive for the malignant 
malaria type Plasmodium Falciparum. The crew 

member was given Malarone tablets, but he 
was vomiting repeatedly. The ship altered its 
course and increased its speed in order to reach 
a position where evacuation by helicopter would 
be possible. 
Throughout the day the ship provided 

and received instructions from the Radio 
Medical Centre. Early in that evening, however, 
the crew member died. 
Why did it happen? 
The crew member was most probably infected 
with the virus during the port stay. 
Medicine on board was not managed properly 

the ship did not ensure that only the designated 

crew members. 
Due to the port being situated in a “No or low risk 

management considered it unnecessary to prepare 
such a risk assessment, and no risk assessment 
was made considering local conditions. 
What can we learn? 
The importance of ensuring that all crew 
members are made aware of what diseases may 
be present at port, how to minimize contracting 
the diseases and their symptoms. 
The importance of notifying the designated 

by crew members as early as possible. 
Malaria medicine to be administered 
intravenously exists (which is available at 
hospitals) and could possibly have ensured 
that the medicine given was effective and not 
rejected. 

Seafarers, ship-owners and operators. 

7  FATALITY 
Very serious casualty: Man overboard while 
securing pilot transfer ladders 
What happened? 
While a 12,000 gross tonnage containership was 
at sea, the chief mate told the bosun and ratings 
that because of heavy weather, the previous 
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help save the ship. 
It is important for all ships to have contingency 

compartments and to drill the crew against these 
plans. 

engine-room by opening the appropriate valves 
and starting pumps immediately. 
The importance of securing watertight doors in 
emergency situation should be made clear to all 
personnel on board. 
Lifeboat engines require prolonged running on 
test and not just a weekly run of a few minutes. 
This is necessary in order to uncover problems 
such as debris in the fuel tanks and lines. 

Seafarers. 

5  COLLISION 
Very serious casualty: Collision between 
chemical tanker and cargo ship 
What happened? 

A northbound (course 322º) 11,100 gross tonnage 
chemical ship collided with a southbound 
(course 162º) 2,250 gross ton general cargo ship 
off the coast in good visibility. Initially the two 
ships were going to pass clear of each other with 
the chemical carrier passing ahead of the cargo 
ship, but when the ships were 0.8 miles apart, the 
chemical carrier made a late and bold alteration 
of course to starboard and towards the cargo 
ship. 
The cargo ship, loaded with scrap iron, then 
altered her course to port, away from the 

avoid collision. 
The chemical carrier struck the cargo ship 
almost amidships, holing her. The chemical 
carrier applied full astern and pulled away from 
the cargo ship. 
The cargo ship, with both holds holed, sank 
within a very few minutes. Five members of the 
10-man crew of the cargo ship perished. 
Why did it happen? 
There was a failure to comply with International 
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discovered in the main engine air supply. The 
ship was stopped to allow the faulty regulator to 
be changed for a spare. 
While the repair was taking place the two 
running diesel generators stopped. Attempts 
to restart them led to all the starting air being 
used up. An attempt was made to start one of 
the generators using oxygen from a welding set 
bottle connected to one of the engine cylinders. 
There was an explosion and the Chief Engineer 
and an Oiler received serious injuries. 
Why did it happen? 
The reason the engines stopped running was not 

them. In consequence, starting air was wasted. 
The energy released by the ignition of the 
injected fuel in an oxygen-rich atmosphere was 
much greater than the engine was designed for. 
Personnel present during the preparation to use 
oxygen to start the engine were aware of the 
dangers but did not challenge the decision to use 
oxygen. 
What can we learn? 
Never attempt to use pressurized oxygen to start 
a combustion engine. 
Diagnose the root cause of a machinery failure 
before attempting to restart the unit. 
Cultivate a culture within the Company–

challenges to unsafe decisions of superior ranks. 

Seafarers. 

4  FLOODING AND SINKING 
Very serious casualty: Flooding and sinking of 
general cargo/containership 
What happened? 
During the early hours of the morning while a 
small containership was sailing, the engine-
room bilge alarm sounded. The engine room 
was manned and the duty engineer noted a rising 
level of water below the bottom plates. The 
Master and Chief Engineer were called. By the 
time they both arrived in the engine-room, water 
had begun to cover the bottom plates. 
No pumps were started in order to pump out the 

water. No other actions were taken to reduce the 

The engine-room was abandoned half an hour 
after the ingress was discovered, however no 
efforts were made to ensure that watertight doors 
leading to the port and starboard passageways 
connected to the engine-room were fully and 
effectively closed and battened down. 
The Master ordered that the ship be abandoned 
around 45 minutes after discovery of the 

another 35 minutes later with all crew on board 
(at 0320hrs). Problems were encountered with 
the engine of the lifeboat, which failed after 5 

were all seasick in the lifeboat. 
The Master re-boarded the ship from the lifeboat 
around 0830hrs and communicated with head 

front of the accommodation, but the emergency 
generator was still running. 
The entire crew was rescued shortly before noon 

the ship eventually sank. 
Why did it happen? 
The engineer on duty took no immediate action 

the emergency bilge suction and starting the 
ballast pump. (It has been calculated that the rate 
of water ingress was approximately the same as 
the capacity of the ballast pump.) 
On arrival in the engine-room, neither the Master 
nor Chief Engineer ordered any action to reduce 

The watertight doors leading from the engine-
room to the port and starboard passageways were 

doors had been secured. 
What can we learn? 
In this case the decision to abandon ship proved 
to be premature. Although safety of life must be 
the highest priority, abandoning ship should be 
the last resort as it brings its own dangers and 
removes from the scene the people necessary to 
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smoke inhalation. 
Why did it happen? 
The crew were unable to start the vehicle deck 
drencher system. The inability to start the 
drencher system pump remotely from either the 
bridge or the engine control room was most likely 
because a selector switch, which was located 
adjacent to the drencher pump and controlled the 
discharge valve on the drencher pump, was left 

According to the voyage data recorder a self-

the vehicle deck remained open during the 

it was not possible to determine whether this 
mechanism was functioning correctly at the time 

When the accommodation sprinkler system 
activated, a pipe connection parted, resulting in 

room. The engineer-on-watch, concerned about 
the possibility of water damage to machinery 

moved rapidly to the sprinkler room, located 
some distance from the main machinery room, 
to stop the sprinkler pump. In so doing he was 
unable to address other pressing issues such as 
the failure of the vehicle deck drencher system 
to operate. For reasons unknown no attempt was 
made to open the cross-over valve which would 

drencher system. This valve was located in the 
sprinkler room. 
What can we learn? 
Possibly because of his pre-occupation with 
dealing rapidly with both the drencher and 
sprinkler system problems, the engineer-on-
watch did not inform the command centre about 
the leakage from the sprinkler system so an 
opportunity was lost for him to gain assistance to 

the need to maintain good communication at all 
times. 

varies between installations. It is essential that 
crew members responsible for the deployment of 
the systems are made familiar with all methods 
of their operation, including necessary valve 
settings and sequence of actions. This can be 
assisted by: 
• the provision of clear and simple schematic 
diagrams located at all operating positions, 
being mindful that operators may not all share a 
common native language; 
• the clear marking of valves and switches – 
perhaps assisted by standard colour schemes; 
• induction training for new crew members; and 
• regular and realistic drills. 
The limitations of drencher systems need to be 
recognized. The importance of early deployment 

needs to be stressed. 
With regard to the failed coupling in the sprinkler 

for these failures are not known, they emphasize 
the need to report any equipment malfunctions 
immediately, in order to allow for maintenance 
and repair work to be carried out. 

accommodation spaces good communication 
between the crew and the passengers is essential. 
This can be assisted by: 
• crew members wearing high visibility safety 
vests to make them readily recognizable as a 
point of contact to passengers; and 
• broadcasting emergency announcements 
in multiple languages to ensure that as 
many passengers as possible understand the 
information. 

Seafarers, passenger ship, ro-ro ferry operators 
and managers, and Administrations. 

3  FIRE 
Very serious casualty: Explosion in machinery 
space 
What happened? 
A 2,500 gross tonnage ship was propelled by a 
1470kw diesel engine. A few hours after the ship 
set sail, an air leak from a faulty air regulator was 
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onto the hatch coaming, walked along the top of 
it and grabbed hold of and pulled on the bucket 
trying to release the shackle from the davit head, 
but it did not come free. Then he pulled on the 
bucket again and, as he did so, the davit moved. 
As the davit moved, the bosun lost his balance 
and fell into the hold. He died of the injuries he 
sustained. 
Why did it happen? 
A working at height permit was not issued before 
the bosun climbed onto the hatch coaming and 
the risk controls that such a permit required were 

not implemented. 
On board safety culture had not be fully and 

who did not take the opportunity to improve 
the future safety by engineering a solution to 
a known problem (jamming of cargo runner of 
portable davit); and the bosun who disregarded 
the SMS requirements relating to working at 
height and climbed onto the hatch coaming of 
the open cargo hold. 
What can we learn? 
Take note of small problems and work out 
safe solutions. In this case, the cargo runner of 
portable davit became jammed in the head of 
the davit when the bucket was being hoisted too 
high. The situation could have been improved 
or avoided if a mark had been put on the cargo 
runner to indicate to the winch operator when to 

the cargo runner to prevent it from jamming in 
the head of the davit. Crews should never work 
at height without the proper safety procedures 
being implemented. 

Seafarers. 
2  FIRE 
Very serious casualty: Ro-ro passenger ship 

What happened? 
A 20,000 gross tonnage ro-ro passenger ferry, 
with 203 passengers, 32 crew members and 
a full load of cargo units on board, was on a 
voyage which normally takes about 20 hours. 
About two hours after departure and just a 

in one of the cargo units in the garage deck. 
The manually-operated drencher system was 
activated from the bridge but did not deliver 
any water. An attempt was then made to start the 
drencher system from the engine control room 

alarm the Master ordered the evacuation of the 
ship. While all passengers and crew were safely 
evacuated 23 people were injured, mostly from 
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2
1  FATALITY 
Very serious casualty: Fatal fall into cargo 
hold 
What happened? 

while the ship was underway at sea, the residual 
cargo of iron ore was removed from the bilge 
wells and placed in a pile in each hold before 
being lifted up by means of buckets and a portable 
davit to the deck for disposal. The quartermaster 
and the oiler climbed down to the bottom of a hold 

and the bosun worked the davit and directed the 
cadet. The bosun connected an empty bucket to 
the cargo runner and signaled the cadet to hoist 
it. Once the cadet had hoisted the bucket clear of 
the hatch coaming, he stopped hoisting but the 
winch ran on a little. The bosun swung the davit 
over the hatch coaming and then told the cadet 
to lower the bucket. But it did not move and the 
cargo runner went slack because the bulldog 
grips attaching a shackle to the wire were 
jammed at the head of the davit in between the 
sheave and the davit head. The bosun climbed 

Lessons Learned for 
Presentation to Seafarers

(FSI 21)
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