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Vienna Convention on the Law of Treaties 

. ' 

Vienna Convention on the Law of Treaties 

D Parties 

D Signatories 

Non-parties 
The Vienna Convention on the Law of Treaties (VCLT) is a treaty concerning the international law 

on treaties between states. It was adopted on 22 May 1969 and opened for signature on 23 May 1969. 

The Convention entered into force on 27 January 1980. The VCLT has been ratified by 114 states as 

of April 2014. Some countries that have not ratified the Convention recognize it as a restatement 

of customary law and binding upon them as such. 

1. Adoption vote of two thirds of the states present 

"Adoption" is the formal act by 

which the form and content of a 

proposed treaty text are established. As 

a general rule, the adoption of the text 

of a treaty takes place through the 

expression of the consent of the states 

participating in the treaty-making 

process. Treaties that are negotiated 

within an international organization will 

usually be adopted by a resolution of a 

representative organ of the organization 

whose membership more or less 

corresponds to the potential participation 

in the treaty in question. A treaty can 

also be adopted by an international 

conference which has specifically been 

convened for setting up the treaty, by a 

and voting, unless, by the same majority, 

they have decided to apply a different 

rule. 

[Art. 9, Vienna Convention 

of the Law of Treaties 1969] 

2. Acceptance and Approval 

The instruments of "acceptance" or 

"approval" of a treaty have the same 

legal effect as ratification and 

consequently express the consent of a 

state to be bou- nd by a treaty. In the 

practice of certain states accept- ance 

and approval have been used instead of 

ratification when, at a national level, 

constitutional law does not require the 

treaty to be ratified by the head of state. 

[Arts.2 {1) (b) and 14 (2), Vienna 
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Convention on the Law of Treaties satisfied for amendments to be adopted. 

3. Accession 

1969] In the absence of such provisions, 

amendments require the consent of all 

the parties. 

"Accession" is the act whereby a 

state accepts the offer or the opportunity 

to become a party to a treaty already 

negotiated and signed by other states. It 

has the same legal effect as ratification. 

Accession usually occurs after the treaty 

has entered into force. The Secretary

General of the United Nations, in his 

function as depositary, has also accepted 

accessions to some conventions before 

their entry into force. The conditions 

under which accession may occur and 

the procedure involved depend on the 

provisions of the treaty. A treaty might 

provide for the accession of all other 

states or for a limited and defined 

number of states. In the absence of such 

a provision, accession can only occur 

where the negotiating states were 

agreed or subsequently agree on it in 

the case of the state in question. 

[Arts.2 (1) (b) and 15, Vienna 

Convention on the Law of Treaties 

1969} 

4. Act of Formal Confirmation 

"Act of formal confirmation" is used 

as an equivalent for the term "ratification" 

when an international organization 

expresses its consent to be bound to a 

treaty. 

[Arts.2 (1) (b bis) and 14, Vienna 

Convention on the Law of Treaties 

between States and International 

Organizations or between International 

Organizations 1986] 

5. Amendment 

The term "amendment" refers to 

the formal alteration of treaty provisions 

affecting all the parties to the particular 

agreement. Such alterations must be 

effected with the same formalities that 

attended the original formation of the 

treaty. Many multilateral treaties lay 

down specific requirements to be 

ASSOCIATION 

[Art.40, Vienna Convention of the Law 

of Treaties 1969} 

6. Authentication 

The term "authentication" refers to 

the procedure whereby the text of a 

treaty is established as authentic and 

definitive. Once a treaty has been 

authenticated, states cannot unilaterally 

change its provisions. If states which 

negotiated a given treaty do not agree 

on specific procedures for authentication, 

a treaty will usually be authenticated by 

signature, signature ad referendum or 

the initialling by the representatives of 

those states. 

[Art.10, Vienna Convention on the Law 

of Treaties 1969} · 

7. Correction of Errors 

If, after the authentication of a 

text, the signatory and contracting states 

are agreed that it contains an error, it 

can be corrected by initialling the 

corrected treaty text, by executing or 

exchanging an instrument containing the 

correction or by executing the corrected 

text of the whole treaty by the same 

procedure as in the case of the original 

text. If there is a depositary, the 

depositary must communicate the 

proposed corrections to all signatory and 

contracting states. In the UN practice, 

the Secretary-General, in his function as 

depositary, informs all parties to a treaty 

of the errors and the proposal to correct 

it. If, on the expiry of an appropriate 

time-limit, no objections are raised by 

the signatory and contracting states, the 

depositary circulates a proces-verbal of 

rectification and causes the corrections 

to be effected in the authentic text(s). 

[Art.79, Vienna Convention on the Law 

of Treaties 1969} 

8. Declarations 

Sometimes states make 



"declarations" as to their understanding of some matter 

or as to the interpretation of a particular provision. 

Unlike reservations, declar- ations merely clarify the 

state's position and do not pur- port to exclude or 

modify the legal effect of a treaty. Usually, declarations 

are made at the time of the deposit of the corresponding 

instrument or at the time of signature. 

9. Definitive Signature 

When the treaty is not subject to ratification, 

acceptance or approval, "definitive signature" 

establishes the consent of the state to be bound by the 

treaty. Most bilateral treaties dealing with more routine 

and less politicized matters are brought into force by 

definitive signature, without recourse to the procedure 

of ratification. 

[Art.12, Vienna Convention on the Law of Treaties 

1969] 

10. Deposit 

After a treaty has been concluded, the written 

instruments, which provide formal evidence of consent 

to be bound, and also reservations and declarations, 

are placed in the custody of a depositary. Unless the 

treaty provides otherwise, the deposit of the instruments 

of ratification, acceptance, approval or accession 

establishes the consent of a state to be bound by the 

treaty. For treaties with a small number of parties, the 

depositary will usually be the government of the state 

on whose territory the treaty was signed. Sometimes 

various states are chosen as depositaries. Multilateral 

treaties usually designate an international organization 

or the Secretary-General of the United Nations as 

depositaries. The depositary must accept all notifications 

and documents related to the treaty, examine whether 

all formal requirements are met, deposit them, register 

the treaty and notify all relevant acts to the parties 

concerned. 

[Arts.16, 76 and 77, Vienna Convention on the Law of 

Treaties 1969] 

11. Entry into Force 

Typically, the provisions of the treaty determine 

the date on which the treaty enters into force. Where 

the treaty does not specify a date, there is a presumption 

that the treaty is intended to come into force as soon as 

all the negotiating states have consented to be bound 

by the treaty. Bilateral treaties may provide for their 

entry into force on a particular date, upon the day of 

their last signature, upon exchange of the instruments 

of ratification or upon the exchange of notifications. In 

cases where multilateral treaties are involved, it is 

common to provide for a fixed number of states to 

express their consent for entry into force. Some treaties 

provide for additional conditions to be satisfied, e.g., by 

specifying that a certain category of states must be 

among the consenters. The treaty may also provide for 

an additional time period to elapse after the required 

number of countries have expressed their consent or 

the conditions have been satisfied. A treaty enters into 

force for those states which gave the required consent. 

A treaty may also provide that, upon certain conditions 

having been met, it shall come into force provisionally. 

[Art.24, Vienna Convention on the Law of Treaties 

1969} 

12. Exchange of Letters/ Notes 

States may express their consent to be bound by 

an "exchange of letters/note?"· The basic characteristic 

of this procedure is that the signatures do appear not 

on one letter or note but on two separate letters or 

notes. The agreement therefore lies in the exchange of 

both letters or notes, each of the parties having in their 

possession one letter or note signed by the 

representative of the other party. In practice, the 

second letter or note, usually the letter or note in 

response, will typically reproduce the text of the first. In 

a bilateral treaty, letters or notes may also be exchanged 

to indicate that all necessary domestic procedures have 

been completed. 

[Art.13, Vienna Convention on the Law of Treaties 

1969] 

13. Full Powers 

"Full powers" means a document emanating from 

the competent authority of a state designating a person 

or persons to represent the state for negotiating, 

adopting, authenticating the text of a treaty, expressing 

the consent of a state to be bound by a treaty, or for 

accomplishing any other act with respect to that treaty. 

Heads of State, Heads of Government and Ministers for 

Foreign Affairs are considered as representing their 

state for the purpose of all acts relating to the conclusion 

of a treaty and do not need to present full powers. 

Heads of diplomatic missions do not need to present full 

powers for the purpose of adopting the text of a treaty 

between the accrediting state and the state to which 

they are accredited. Likewise, representatives accredit

ed by states to an international conference or to an inter 

national organization or one of its organs do not need 

to present full powers for the purpose of adopting the 

text of a treaty in that conference, organization or organ. 
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[Art.2 (1) (c) and ArtJ Vienna Convention on the Law domestic legal framework. 

of Treaties 1969] Provisional application of a treaty that has entered 

14. Modification 

The term "modification" refers to the variation of 

certain treaty provisions only as between particular 

parties of a treaty, while in their relation to the other 

parties the original treaty provisions remain applicable. 

If the treaty is silent on modifications, they are allowed 

only if the modifications do not affect the rights or 

obligations of the other parties to the treaty and do not 

contravene the object and the purpose of the treaty. 

[Art.41, Vienna Convention on the Law of Treaties 

1996] 

15. Notification 

The term "notification" refers to a formality 

through which a state or an international organization 

communicates certain facts or events of legal 

importance. Notification is increasingly resorted to as a 

means of expressing final consent. Instead of opting for 

the exchange of documents or deposit, states may be 

content to notify their consent to the other party or to 

the depositary. However, all other acts and instruments 

relating to the life of a treaty may also call for 

notifications. 

[Arts.16 (c), 78 etc,. Vienna Convention on the Law of 

Treaties 1969] 

16. Objection 

Any signatory or contracting state has the option 

of objecting to a reservation, inter alia, if, in its opinion, 

the reservation is incompatible with the object and 

purpose of the treaty. The objecting state may further 

declare that its objection has the effect of precluding 

the entry into force of the treaty as between objecting 

and reserving states. 

[Art.20-23, Vienna Convention on the Law of Treaties 

1969] 

17. Provisional Application and Provisional Entry 

into Force of Treaties 

1. Provisional Application 

The growing use of provisional application clauses 

in treaties is a consequence of the need felt to give 

into force 

The provisional application of a treaty that has 

entered into force may occur when a state undertakes 

to give effect to the treaty obligations provisionally 

although its domestic procedures for ratification/ 

accession have not yet been completed. The intention 

of the state would be to ratify/ accede to the treaty 

once its domestic legal requirements have been met. 

Provisional application may be terminated at any time. 

In contrast, a state which has consented to be bound 

by a treaty through ratification/ accession or definitive 

signature, is governed by the rules on withdrawal 

specified in the treaty concerned 

(Arts. 54, 56, Vienna Convention on the Law of 

Treaties 1969). 

[Art. 25, Vienna Convention on the Law of Treaties 

1969] 

Provisional application of a treaty that has not entered 

into force 

Provisional application of a treaty that has not 

entered into force may occur when a state notifies that 

it would give effect to the legal obligations specified in 

that treaty provisionally. These legal obligations are 

undertaken by a conscious voluntary act of the state 

consistent with its domestic legal framework. Provisional 

application may be terminated at any time. In contrast, 

a state which has consented to be bound by a treaty 

through ratification/ accession or definitive signature, is 

governed by the rules on withdrawal specified in the 

treaty concerned. 

(Arts. 54, 56, Vienna Convention on the Law of 

Treaties 1969). 

Provisional application may continue even after 

the entry into force of the treaty in relation to a state 

applying the treaty provisionally until that state has 

ratified it. Provisional application terminates if a state 

notifies the other states among which the treaty is 

being applied provisionally of its intention of not 

becoming a party to the treaty. 

[Art. 25 (2), Vienna Convention on the Law of Treaties 

1969] 

2. Provisional Entry into Force 

There are also an increasing number of treaties 

effect to treaty obligations prior to a state's formal which include provisions for provisional entry into 

ratification of/accession to a treaty. The obligations force. Such treaties provide mechanisms for entry into 

relating to provisional application are undertaken by a force provisionally, should the formal criteria for entry 

conscious voluntary act of the state consistent with its into force not be met within a given period. Provisional 
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entry into force of a treaty may also occur when a 

number of parties to a treaty which has not yet entered 

into force, decide to apply the treaty as if it had entered 

into force. Once a Treaty has entered into force 

provisionally, it is binding on the parties w h i c h 

agreed to bring it into force provisionally. 

The nature of the legal obligations resulting from 

provisional entry into force would appear to be the 

same as the legal obligations in a treaty that has 

entered into force, as any other result would create an 

uncertain legal situation. It is the criteria for formal 

entry into force that have not been met but the legal 

standard of the obligations remains. 

[Art. 25 {1), Vienna Convention on the Law of Treaties 

1969] 

18. Ratification 

Ratification defines the international act whereby 

a state indicates its consent to be bound to a treaty if 

1969] 

20. Reservation 

A reservation is a declaration made by a state by 

which it purports to exclude or alter the legal effect of 

certain provisions of the treaty in their application to 

that state. A reservation enables a state to accept a 

multilateral treaty as a whole by giving it the possibility 

not to apply certain provisions with which it does not 

want to comply. Reservations can be made when the 

treaty is signed, ratified, accepted, approved or acceded 

to. Reservations must not be incompatible with the 

object and the purpose of the treaty. Furthermore, a 

treaty might prohibit reservations or only allow for 

certain reservations to be made. 

[Arts.2 (1) (d) and 19-23, Vienna Convention of the 

Law of Treaties 1969] 

the parties intended to show their consent by such an 21. Revision 

act. In the case of bilateral treaties, ratification is usually Revision has basically the same meaning as 

accomplished by exchanging the requisite instruments, amendment. However, some treaties provide for .a 

while in the case of multilateral treaties the usual revision additional to an amendment (i.e., Article 109 of 

procedure is for the depositary to collect the ratifications the Charter of the United Nations). In that case, the 

of all states, keeping all parties informed of the situation. term "revision" refers to an overriding adoption of the 

The institution of ratification grants states the necessary treaty to changed circumstances, whereas the term 

time-frame to seek the required approval for the treaty "amendment" refers only to a change of singular 

on the domestic level and to enact the necessary provisions. 

legislation to give domestic effect to that treaty. 

[Arts.2 {1) (b), 14 (1) and 16, Vienna Convention on 22. Signature ad referendum 

the Law of Treaties 1969] A representative may sign a treaty "ad 

referendum", i.e., under the condition that the signature 

19. Registration and Publication is confirmed by his state. In this case, the signature 

Article 102 of the Charter of the United Nations becomes definitive once it is confirmed by the 

provides that "every treaty and every international responsible organ. 

agreement entered into by any Member of the United [Art.12 (2) (bJ Vienna Convention on the Law of 

Nations after the present Charter comes into force shall Treaties 1969] 

as soon as possible be registered with the Secretariat 

and published by it". Treaties or agreements that are 

not registered cannot be invoked before any organ of 

the United Nations. Reg istration promotes transparency 

and the availability of texts of treaties to the public. 

Article 102 of the Charter and its predecessor, Article 18 

of the Pact of the League of Nations, have their origin 

in one of Woodrow Wilson's Fourteen Points in which he 

outlined his idea of the League of Nations: "Open 

covenants of peace, openly arrived at, after which there 

shall be no private international understandings of any 

kind but diplomacy shall proceed always openly and in 

the public view". 

[Art.BO, Vienna Convention on the Law of Treaties 

23. Signature Subject to Ratification, Acceptance 

or Approval 

Where the signature is subject to ratification, 

acceptance or approval, the signature does not establish 

the consent to be bound. However, it is a means of 

authentication and expresses the willingness of the 

signatory state to continue the treaty-making process. 

The signature qualifies the signatory state to proceed to 

ratification, acceptance or approval. It also creates an 

obligation to refrain, in good faith, from acts that would 

defeat the object and the purpose of the treaty. 

[Arts.10 and 18, Vienna Convention on the Law of 

Treaties 1969] 
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MARITIME 
DAY2014 

CONVENTIONS 
EFFECTIVE IMPLEMENTATION 

endments 
(§E;;oE§~~o)~o)QJ1g) 

to a Convention 
Capt. Ko Ko Naing (M. Sc., MMNP) 

~· 11 Resolution MEPC.51(32) - Amendments to 

Annex of theProtocol of 1978 relating to the 

T emational Convention for the Prevention of Pollution 

by Ships, 1973 (Discharge criteria of Annex I of MARPOL 

73/78). 
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MYANMAR NAUTICAL ASSOCIATION 

Amendments to SOLAS Convention 

SOLAS Article ( ~gq~) Chapter I cr.'): §t;;nt§~ 
C C ~ CO'l 

~m~m~p:t1l~o<y.lm -
' ... deemed to have been accepted on the date on 

which it is accepted by two thirds of the Contracting 

Governments.' 
C 0 r,::c ' C OCoG <:; • • Co 

0( ast:;;,yCX)'):::Dt)9 O.~.OC <j>CCe:G~~I ::l-(!<(1'0<(m 
:DG::J)')Q')g::D') ~8;;n8£8G~ro:-tS:I SOLAS Convention 

IL .J l:j L C.:. 

c:li Technical Annexes ~= §t;;nt §~~~QJ~g.r->:§l~8 
c 

Ef>o;?C 
'... unless the amend

ment is objected to by 

more than one third of 

Contracting Govern

ments, or Contracting 

Governments owning not 

less than 50 per cent of 

the world's gross mer

chant tonnage ... ' 

0::D~§9 G~§o1~::D§9 
"Article VIII - Amendments" 

O.Q m~o8:Q8:c:li Articles &t 
~l 0 T Jl J " 

Chapter I ~cg~a:;J~:D~ Gt')~ 
c , ( ) ~c c ;nmo;5 annex g[->:~: t1c;;nc 

G: C C C ' C'OC' o 

tj~~m~t cr.~.OC<j>CC ::l.(:<( 
c. c c 0'1 (0 

000<(~ m~"6mO)')gy,om ~g 

q~) World Gross Tonnage cl 
OC' C' C' Q ' C' 

Jo Ef>yC*t:1'9 ~'jiG:))') cr.~.oc 
oc. c cr:::c 0 'l c c c 
<j>CCg[->:~ m~"6mt::lc:g~oKD ::Dro~ro::De;: cr.~tm')CD 

roSyGEf>~~olm cr.a?a?cr.ro~§lB: §S~:Gro:D~II 
cr.~~m')ro::D~~~~~~ Maritime Safety Committee 

(MSC) ~ ::D~~~[9:cr.t~:~:roS1'S~:D~u 



'tch~aS(,l.p: (technical safety standards) (,l.p:'(l tacit 

d t d 0 (' (' C'(R (' r. (' 
amen men proce ure G<lO(c: G=c§lmt:::J: G<lm~ ti<D 

C\Y.JG<D§8:'(> C\(8~:0(802 §SG~CD~: GqG§8::::Dchci28 

~ o?B[Gq:ci28~8<l06a'; ISPS Code 8'll: G<l~~~8§~~ 
C'h h C' OC''f:::.C' h-, C' 0 0 C' 

G<lm~t:::Jl t:::J~P'?:~c;:tjc:'P cx;r:tjJ:or::D~u ~C\(::D~'(l 

tacit amendment procedure 8'll: IMO m ororoo !3<l~:~ 
~ c ~ c c o r:.. a c c c c 

~:tjc:ti<D::D~II C\(tj[Gq:m~qo8'll: G:::D:G<l&~w mc:~c: 
0 c SO LAS C t. c c c h c 0 c c Gq: ~c~ onven 10n o.5cro~~c: t:::JS'J'?:~cq<? 

SOLAS Ch t I C' G C' C' h C' C' C' C' 
ap er o.5c e:~CDe-f~C: t:::JS'J'?:::DyG:).)')CD~: 

Chapter I m8m::J.S::D8:"'£(,)')(,) tacit acceptance s::J.S: 
0 ~ 0 -lT J IL TC::. 

c o c r,:coc r::c c ~ c oc 
CD(,l:!3d'J: G<l::J.(:~q'? (,lti<D~C::DtJ9 G;:D'J~C~ t:::JS'J'?:~cGq: 

G<lmch Article VIII(b) (vi)(2)(bb) of the SOLAS 
0 

C t . C' o ~ C' '1 0 C' O(R onven 10n 8<)'):019~:~ GG<l'JmOI<D')::D'):O( a?'?:~t:::J: 

(' h (' ''1 (' 
<r>mc t:::JS'J'?:;g>oi::D~II 

" ... ...... ... the aforementioned amendments shall 

be deemed to have been accepted on 1 January 

2004, unless, prior to that date, more than one 

third of the Contracting Governments to the 

Convention or Contracting Governments the 

combined merchant fleets of which constitute not 

less than 50% of the gross tonnage of the world's 

merchant fleet, have notified their objections to 

the amendments" 

q(\)')~8'lJ:§9 SOLAS Chapter XI 8'll: ro8~0~ 
"XI-1: Special measures to enhance maritime 

safety" Oi(~CD~:Gm'J8:1 
"XI-2 Special measures to enhance maritime 

8'll: CD 8o'S: c:8a';IR: 
L L tJ 

OC E C' 0 C' C' 
~C~ ::DG:::Y)')(,l[-l:~y ;:DOO)(,l:<~p: 

o?f3tGq:ci28~eoGs (Internati 
onal Code for the Security of 

Ships and of Port Facilities -

ISPS Code) ::D~ joo9 y~S 
~c:88CD (o) QaSGsm8 <r>m8 
ll L -l To 0 

(' (' ' '1 (' 
G<l::DmOCC\Y.l;g>OI::D~II 

Amendments to MARPOL Convention 

MARPOL 73/78 Article 16- Amendments o.58Gt0§ 
'10 (' 
o1~~m8<lq-

f(i) - Article (' §(' ('§ (' (' 0 '1 m<r>;;>;;>8'll: c;:nc :::D<Dm CDOim 
L l C1.0 L 

' (' 0 (' 0 G c: 0 0 (' 0 (' w ld G li c: G<lU>oc &cc::J:G<'lc:"ll ::D:o&<r>o&c or ross onnage c:11 
(}> L C -l L L J L J o 

Amendments to STCW Convention 

STCW Convention o.58 
c Art" I o he c o CD~: ICe (,1[-l!O( t:::JCOOCC\( 

'1 ' C'O C' o G c_ o o C' 010) G<lU> OC&CC8:GQc:11 ::D:O&<D 
Q 0 L C -l l L .J 

o co cr,:c c 
y_m CDm ;;> 't 8<l m ~ tJ 0 G :).)') 

CD~: Annex o7:).)') §8;:n8c\?o1 
' CDC o G <;. o o m G<lU> OC&CC ::J:G<'lc:"ll ::D:O 
0° L C -l L l 

mSo (85(,lmch) World Gross 
L L0 L 

Tonnage ~ 
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Q c co c c Q c c 
OY.J:CD:Gq:06c OY.lO<f~GO::D~Il jOO j-y~0 G~2:06cmJC:O 

~C' ' C' C C E C G:)J') m,w.GqGe_jJC:~~.QJ[O ~0~:~G0:3 ::DG:JY.lO)~ 

GQY)~Gq: ~q~~G~:~cn9~mt: (the quality of the 

construction of the ship) o3t::BS:Gq:o;?8 Classification 

S . t" ~IP. c 0 c c c 1:::. • c 
OCie leS Y.f-l:<:'lltf[C~C~ OGo.pmGq:~o;?m ~Gt:JQ0*'f: 

Y.p: (Initial Standards) ::Dch~chGq:ci3$?o? :J"J())'):Y':J: 

( h ) c o (G ) o c. o g c ~ cr,; , Ba ama ~c;: oq reece ~CCO(,~ e:GQY)C9J mctf;;: 
c ' coc 0 c Q~ ~(' 

::D~Il ~~oc~ccy.p:mro~: ::DG:JY.lo;f~e_j::Dljc;: m,w.Gq 
~(' ' ('~ c c C' c .... C' 

Ge_jJC:~~.~[Oe_j:~ ;;QO)(\)O)GQY)C§.O)'i'::D~Il 

q~~t:;;,J~ ot:J28 (Goal) a? ~G§~OY.J:f§: ::DG-:f:n 
c c c o c c • c c (G I 

O)~GQY)mGq:o;?C c.\(0)'f')€1Y~ 0*'f:~::D0Y.p: Oa -

Based New Ship Construction Standards) d3 :nchYch 
l j 

Gq:~~§8:§9 g)\GBS GoT Go1~(\)')q§8: §S::D~Il <.\(Oct: 
h\l. cr,;c ~c c ::D :J")')Q e_j: Y':l: mJ Wtf t C\j> G :).)') G e_j J 9 G (\)')GO)') ;;oW~'): 

§9 Bulk Carriers & Oil Tankers ::DG-:f:n J-~[:ndo;?~:)J') 

Gq::;g~8G::D:[3: G<f')8mS~to;?8 ::DG-:f:n~~[:ndOO:nd'): 
~: (All Types of Ship) o1o8ro')Y~ §S:n~H 

GBS 3d;;o~;;o~ §ScUfcmy 
• c c MSC c r;::c c, c jOO j-y~0o;?C '2l5 tj9 00)C'i'::D~Il 

c r;::c c g , ~ • c + O~~cy.p:ljc;: GO)')YmY.p:~.9J 20G8Y.p:1 0*-f: 
c C' c '' c 

::DO)~O)~O)y.p: Gq:~'i'::D~Il 

• E • • c c c (Sh" D . & ::DG:JY.l<(0~9 m~GQY)m~ 1p es1gn 

Construction) o1o8::D~Il 

+ SOLAS Amendments ".r:o?ro~: co~~8:~ 
c 

::D~Il 

+ ::DG-:f:n mSabJ8:~o;?~ YC!(ch::;) ::DG-:f:n m~ 
C C '1C C C C C 

GQY)O)Gq:~c;: OIO)::DO)G:)J') 0~:YJ~:y.p:1 of~: 

eoG8Y.p: (Rules & Regulations) q:m~Gq:o? 

e:m~~::D~Il 
c Q c co B lk C . + ~~~ YOY.J-:)~o~c;:~com~G:)J') u arners 

& 0 "1.,., k 0 c c c c r;:: c c 1 .an ers ".P: c.\(m<f')GQY)c§.mqt tj0::D~II 
c c MSC 87 r;:: c r,; c o c, c + j0:)0-y~0o;?C tj9 tf~Pt:~c;;:::D~Il 

( ~-~S;;,~ Gq:~~q::D~Il) 
+ jO:) j-y~S e<ttolqro (:) )q~Gto;?8 0m8 

c c c c rr' c 
~::Dmoc ~GO)')C~CO~ G(J)I ': ::D~Il 

+ g)\ GBS a? Bulk Carriers & Oil Tankers Y.p: 
c c C' C' 'I 0 c C' • 

0)~ GQY)O)Gq:o;?C Gnd')0)018d0?C: 00)C~:ljl: 

Bl€1t §S:n~ll 
c c oc ( ) c c coc c 

JO:)~.:> - y~0 ~c.\(cro o qm~c;: G<f')myc:o;?c 

oo~[O;;,Jloa?§8: (Contract) 
c oc ( ) c c coc 

J00'2-y~0 ~c.\(CCD o qm~c;: G<f')myc: ~E>P 

0m8~§8: (Keel Lay) 
c oc ( ) c c coc c - jO j0-y~0 ~c.\(CCD 0 qm~c;: G<f')myc:o;?C 

:nG-:l:n~o+§8: (Delivery) 

Old & New SOLAS Regulations OJ1@1:~rfl~: 
+ SOLAS Reg. ~G=8: (Reg. II-1/3-1) 

MYANMAR NAUTICAL ASSOCIATION 

MSC 87 OJEUloEcJ.n:n:JJrfllolJl: 
+ International Goal-Based Ship Construction 

Standards for Bulk Carriers and Oil Tankers \ 
. I r;::c c 

e~rcu ar tj0::D~Il 

+ SOLAS Amendments Y.p: o1o8:n~H 
+ GBS • c o c o c c c o o c 

0*-f:".r=~orc: c.\(m<f')GQY)c§.m~111 "~ 00 

GCD:Gq:ndo;?~ roS:a;t~Y.p:o1o8:n~ll (Guide

line for Verification) 

• E c c 0 c ' (Sh" c t ct" ::DG:JY.l m~GQY)mGq:<('co;? 1p ons ru 10n 

File) 

SOLAS Reg. II-1/3-10 OJE UloEcJ.n 3d~rfl~: 
~~8 9-~8 ( 4 Paragraphs) o1o8:n~H 

8d~8 ( o) - ~*Bl'"~ q~~ (Paragraph 1 - App

lication Dates) 

~~8 (J) - q~~t:;;,J~ ot:J28y.p: (Paragraph 2 

-Goals) 

0SG;;o:*:no§8: (Paragraph 3 - Ver

ification) 
0 c ( ) E c c 0 c ' (P ~<(8 9 - ::DG:JY.l O)~GQY)O)Gq: <(>Co;? ara-

graph 4 - Ship Construction File) 

3dC]I j-CJPOfS (S-Tier System) 

GBS o?~w ~-Wi>tS(S-Tier System)§9 8dG0)')8 

~CO~G~~::D~Il 
~w (o) 
~w (J) -

q~~t=~~ot:J28Y.p: (Tier I- Goals) 

<.\(Oct: ~~O;;,J~Y.p: (Tier II- Func

tional Requirements) 



G<lS?J ( ") - c\2oS4"''J~ §1 <,~§ Q)SGd::l:§8: (Tier III 
-Verification of Compliance) 

€ C' C' C' C' • C' 
- :nG:JYJ<,~.r: !Jdo;smQ)~=~e=<,~.r:1'c;: Q)H: 

<,~p: (Tier IV - Rules and Standards 

for Ships) 
C' C' OC' • C' C' C' 

oroc4"': CJ::(Cq:>Q)*4"':<,~.r:1'9 G<lG(\l8dmJ9 
<,~p: (Tier V - Industrial Standards 

and Practices) 

Tie V 
Industrial tandards and practices 

3X]l ( ::>) - ~ti!~~:~cfiu~:~Etijl: (Tier I- Goals) 
c c c ·~ c c c cr;:c G<l&q:>W mC:1[C!O?l:':llG9_!1>9 ::D:JYJOOOJ04"'!mJCeJ9 

:nox•<Jm§SGq: (Safe and Environmentally Friendly) 
c o c c c r;:c c 

:n~ !JdG>m 9.~'t4"':~m<,~p: e~Q)::D~II 
c '1 c o c c c c oc r,;_c 

G8<l'Jmo1 !Jd~m<,~p:O( 9.~'t4"':~m o4"':orc<,~p:G<le~Q) 

an::n~u 
+ :n:JYJo ooSot:<Y.?J8 m>Jo;?oSGq:l (Protection of 

Environment) 

+ O(toil~: G<l&spoSm8: o?BlGq:1 (Safety of 

Cargo) 

+ ::DG:fn G<l&spoSm8: o?BlG9.:1 (Safety of Ship) 

+ ::.q:::D~<,~p: 8d&spoSm8: o?BlG9.:1 (Safety of 

Passengers) 

+ G<l~:!Jd~yp: G<l&spoSm8: o?BlGq:1 (Safety of 

Third Parties) 

+ ::DG:fn:)J'):<,~p: G<l&spoSm8: o?BlG9_:1 (Safety of 

Crew) 

3dC]1 (j) - O(OC~:C1}3d6~cfiCJJ1: (Tier II - Functional 

Requirements) 
c c c c o c (G I ) o ~ c • c 

9.~>t4"'=::.Jm o4"':orc<,~p: oa s 0( 1::1~?~ G<lGm>Jc 
c 'I' c C' c C' C' 0 C' c 

!JdCO~G~I O?OGd:)')CG9_:8<lo;sm oroc4"': 0?8d0;;lJm<,~p:';l'J 

c '1 oc r,;_c c G8<l'JmOIG<lO(C: i::jQ)::D~II 

• € OC' OC' C' C' (M b"l"ty) ::DG:JYJ co4"':::D<,~:G(,l')C:1>c~ aneuvera 1 1 
C' C' C' C' C' C' C'OC' (S K ocrowo;sc: qom~Gd:)')C§.m"i'c~ ea eep-

ing Performance) 

+ ::DG:fn())~::.loSiil8 GQGoT GoT Gsg8<,~ (Stability 
T 1.1 J • -l T L JL. 

& Floatability) 

+ G<lG9_:GoT G<lm>JG<lo;?oS (Emergency Protection) 

+ o8rooSo;s8:ci28sp !JdGO;>G<lco (Habitability) 

+ Q)tl:8<l'J: cooSro8<,~ (Power Generation) 
0 L L .JL + ~c c c c ·r~ 
G9.Ge.:J_,c:~:=~ !Jd&srw mc:11c:orl:':llG9.: 
(Safety of Navigation) 

+ ~:G::D:m>Jo;?oSGq: (Fire Protection) - (SOLAS 

Reg.II.2 o?!Jd~:§l::D~II) 
+ G9.o?~ G<lG§G<lG4"' (Watertight Integrity) 

+ G<l::DoSmoS mqo:Y:l oil~:<,~p: (Lifesaving 

Appliances)- (IMO DE52 G<lcJ28:) 
• c c c c c (C . t· ;;om::l6wGq: 8<,~:Gd:)')cq~ ommun1ca 1on 

Capability) 

+ ::DG:fn~.Q)~: OJ~Gd:)')oS~ (Ship Structure) 

+ m~owS: d58moS<,~ (Cargo Handling) 
L T !DC.:. L 0 JL 

+ ::DG:fn ::.oSG(,l')8:<,~ (Propulsion) 
L JL 

+ G<l~:04"'S<,~p: (Other Systems) 
c c 0 c c (F t· I R . t ) 0 0 c oroc4"': 0?8<lo~m<,~p: Un IOna eqUiremen S O(G<lyc: 

( )
OC' ' C' 9 yc: ~an:::D~II 

( ::>) yM~E: (Design) 

60~&8:~ ::DoSmtl: (Design Life) 
L L 

+ ::D:JYJo ooSot:<Y.?J8 8dG§G<lG4"' (Environmental 

Condition) 
£ c c , c • o c c (S + ::DG:JYJOJ~Gd:)')m~.Q)~:yd::(csp8~>:8<l'J: tru-

ctural Strength) 

+ :nG:ln~~8q~ :ndSmtl: (Fatigue Life) 

+ ::DG:fn~ rodSmJt8tl:8<l'J: (Residual Strength) 

+ d:>G~:moS§8:';l m>Jo;?oS§8: (Protection 

against Corrosion) 

• 
€ c c ' c • '1 r::: c (St 

::DG:JYJOJ~Gd:)')m~.Q)~:yGCDJ?G<-{111 ~l:':lc: r-
uctural Redundancy) 

+ GQcD<,llil8 =i3:->m~g8(,l (Watertight & Weath -l L JL J • -l- C L L JL 

ertight Integrity) 

• <Vc:)J')=ci28sr 628<)8~oS(,l.r= co~::l68=Q)e=Q)')=§8: 
(Human Element Considerations) 

~0~~8: co8:).)')§8:).)')§§8: (Design Transpar

ency) 
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(Construction Quality Procedures) 

0SGeo:§8: (Survey) 

( x) 3d~:§[Gto:J2 CD~Jdt:o:J2:m:9+3d~cfi~g (In-service 

Considerations) 
c r;:: c c ~ ~ c o c o c r;:: c (S & 

Q)Q)Goo:~c:~c;: t::Jbccooj>:::D~:~c: urvey 

Maintenance) 
E C C' C • OC • COC 

:DG::rrJa:J~G::rr:>m~.0~:<(~C!f>::l?::DO~Cj'[ 

(Structural Accessibility) 

(y) §+ru~ 3d~:§t9+ CD~JdEm2:m:~cfi~: (Recycling 

Considerations) §+ru~::n~:§t§E: (Recycling) 

o:Jk:o: ~:JJ6§E: ru6:~+~cti~: (Verification Guidelines) 
c 0 c r::: c c c C' c 0 (' ( )0 c Q)Q)Goo: ::l?:::Do~c: ru~:es'l'~m~p:C{?c m<(c: J <(C: 

'1 c c 
OIOC:D~II 

o c ( ) c • cr,::: c c c c + m<(c: m : Q)Q)Geo: ::l?:::Do~c: 0(0Coj>:0e 

(Part A: Verification Process) 
oc ( ) 0 c c c c • Gd<(C: :::l : C\(G'dOG:D? ::Da:JC: G'd:::lJ('f)G'd(\)('f) II 

c c c ' G: c c 
I!D§.mmm~:~c;: mmt:jmb'['l''£~?: 

(Part B: Information/ Documentation and 

Evaluation Criteria) 

o:Jk:o:~:JJ6§E: cy6c+:o:J2 (Verification Process) 

+ m:iSG'd'JloS§lm~. m0~: (RO) ( ~) Gn=~t 
m<:o (Administration) ~ SSGQ:a:'>(l)'):G:D? o• J -L o 

c c c • c IMO o 
Q)~:~e:eoGo~p:Gn: G'dQ)Q)Geo::::Jq'f ~ 

m8§q::D~II 
+ IMO m G§f~J)(l)'):G:D? 0SGeo:G9_=8'd~. (Audit 

Team) 'Jl 0SGeo::D~II 
+ 0SGoo:Gm 8::D:l~ Report cfJ MSC (Maritime 

oO:Jl L.i. L 

Safety Committee) ~ mt§::D~u 

+ MSC 'Jl ~:§oS:::lJ~:::lJ~ mm~§lGo:::D~II 

JJGYn01~Gmcfic;9:~EoJ (Ship Construction File) 

GBS c:'il co:r;::,.,::::Jt~~ :DG::b:lGoT m8 W:::Jtm~8~ 
IL Lj_,~ '..1 J 0 }l• 

E c c 0 c ' (Sh. c t ct• G:D? ::DG::rrJm~G::rr:>mGq:<fCC{? tp ons ru ton 

File) (l)'):~C\Y.l§t: §S::D~II 
+ New SOLAS Regulation 11-1/3-10, 

Paragraph-4 G'db'[(l)'):~§8: §S:D~u 
C OC ' C € • • QOC C C C 

• CiC:<fCC{?C{?C ::DG::JYJ<(00~C:~c;: a:J~G::rr:>mGq: 
oc 0 c c c 
~C!fl mmJG:D?::Dmc: m~mG'drum~p: 

(Specific Informations) o1~:D~u 

MYANMAR NAUTICAL ASSOCIATION 

+ o1o8q~~ :Dmt:m~~G'dCD~"if:l=o? (MSC 1/ 

Circ. 1343) 068 ruS:es~(l)')::D~u 
::nc;anE::ncn~c;c)lQ~ ::n~+oon: 
(Implementation Timetable) 

+ m'l'e: 0SGeo:§8: (Initial Verification) c:'il 
c • c~ c c c G c 

Goj>')m~: a:JCt::Jb[~~ qm'f"J jOO?-y~00C\C::rrJ 

(?o)q~ §S::D~II 
+ J009-:::J&Sm8 GBS Implementation mm~ 

LJ 0 0 

MSC Reviews §l<.\(8~~~~ 
• c c c c~ c R 1 

j001.:7-y~0 G~CDC{?C a:JCt::J(l)')::D~ U eS 

Gn:c:\J:o? G'd~:~:§oS:::lJ~Go:~~~~ 



~· St~e.L~ 
Master Mariner (Yangon), M Sc (WMU-Sweden) 

In our industry there are many types of surveys, 

Nhich are required, enabling merchant ships for trading 

such as: 

1. Safety and environmental compliance surveys 

carried out by flag States or their recognized 

organizations for issue of Statutory certificates 

2. Classification Societies surveys for issuance of 

class certificates, this is purely commercial 

requirements such as insurance and cargo/ 

passenger attraction 

3. P & I surveys for cargo damage, hull damage 

etc. 

In tl'\is paper I will only discuss about statutory 

surveys for issuance of safety and environmental 

rotection certificates that Merchants ships are required 

o carry onboard for trading. Issue of certificate is not 

only one time job, so flag Administrations are responsible 

issuing and monitoring the effectiveness of the 

·ssued certificates. In this case, flag Administrations 

amed the surveys for issuance, maintenance and 

enewal of the certificates. 

All safety certificate surveys are initiated by 

assification Societies at the beginning and name of 

e surveys are set by them. After the birth of 

Tn ernational Maritime Organization (formally known as 

Organization) in SOlAS 1960 the type of surveys are 

briefly named. As the safety especially construction and 

stability of the ships are main concern not only for the 

seafarers working onboard, but also for the commercial 

sectors such as shipper and insurance the role of 

Classification Societies plays a major role in surveying 

and monitoring of the effectiveness of the maintaining 

the safety. Classification Societies are the delegated for 

issuance of the International Load Line Certificates. 

International Maritime Organization as an 

international body and their approach to the construction 

of ships is only on the stability aspect and for fire 

prevention, for strength it is the responsibility of the 

flag Administration. Flag Administrations are the one 

representing the Governments and only few numbers 

of ships are registered with them and they do not have 

enough fund· to carry out research works, whereas 

Classification Societies representing a large number of 

ships and enough fund for carrying out research works, 

such as categorizing the ships ice-class, bulk carriers, 

tankers etc., and having different construction rules not 

only for stability, fire prevention but also for trading 

patterns and ship types. Classification Societies require 

their ships to be carried out special surveys at every five 

years which mean Class Certificate is valid for five 

- er-Governmental Maritime Consultative years. This type of certification system in bring into the 
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IMO's SOLAS 1974 by naming Cargo Ship Safety 

Construction. 

In 1974 SOLAS Convention, IMO has given the 

guide for certification and survey of ships in safety 

aspect as: 

1. Construction 

2. Equipment, and 

3. Communication 

Based on the above surveys the cargo ships are 

issued with (1) Cargo Ship Safety Construction (2) 

Cargo Ship Safety Equipment and (3) Cargo Ship Safety 

Radio certificates. 

At the beginning the validity of the issued 

certificates had different durations until SOLAS 1988 

Protocol by adopting Harmonized system of survey and 

certification. (This will be discussing separately). 

As main objective of this paper is to discuss the 

types/ names of surveys, Chapter 1 of SOLAS 1974 

states as: Survey Types 

1. Initial Survey; 

2. Renewal Survey; 

3. Periodical Survey; 

4. Intermediate Survey; 

5. Annual Survey; 

6. Inspection of the Outside of the Ships Bottom; 

· 7. Add itional Survey. 

TYPES OF SURVEYS 

Survey and inspections 

Ships to which SOLAS applies, shall comply with 

the technical standards, contained in the annex. In 

order to ensure that at all times a ship meets these 

standards, the ship is subjected to various surveys and 

inspections, these are carried out by duly authorized 

officers of the maritime administration of the Flag State 

or by the surveyors or organizations nominated or 

recognized by the Flag State Administration. In all 

cases, the relevant maritime administration guarantees 

the completeness and efficiency of the surveys and 

inspections. Surveys and inspections shall include:-

1. Initial Survey 

It is a complete inspection before a ship is put into 

service of all the items relating to a particular certificate 

to ensure that the relevant requirements are complied 

with and that these items are satisfactory for the service 

for which the ship is intended. 
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2. An Annual Survey 

It is a general inspection of the items relating to 

the particular certificate to ensure that they have been 

maintained and remain satisfactory for the service for 

which the ship is intended. An annual survey should 

enable the Administration to verify that the condition of 

the ship, its machinery and equipment is being 

maintained in accordance with the relevant 

requirements. 

3. An Intermediate Survey 

It is an inspection of specified items relevant to 

the particular certificate to ensure that they are in a 

satisfactory condition and fit for the service for which 

the ship is intended. 

4. A Periodical Survey 

It is an inspection of the items relating to the 

particular certificate to ensure that they are in a 

satisfactory condition and fit for the service for which 

the ship is intended. The periodical survey should 

consist of an inspection, with tests when necessary, of 

the equipment to ensure that requirements relevant to 

the particular certificate are complied with and that 

they are in a satisfactory condition and are fit for the 

service for which the ship is intended. 

5. Renewal Survey 

It is an inspection same as a periodical survey but 

also leads to the issue of a new certificate. The renewal 

survey should consist of an inspection, with tests when 

necessary, machinery and equipment to ensure that the 

requirements relevant to the particular certificate are 

complied with and that they are in a satisfactory 

condition and are fit for the service for which the ship is 

intended. The renewal survey should also consist of a 

check that all the certificates, record books, operating 

manuals and other instructions and documentation 

specified in the requirements relevant to the particular 

certificate are on board the ship. 

6. Inspection of the outside of the ship's bottom 

of cargo ships 
It is an inspection of the underwater part of the 

ship and related items to ensure that they are in a 

satisfactory condition and fit for the service for which 

the ship is intended. There should be a minimum of two 

inspections of the outside of the ship's bottom during 

any five year period. Any five year period is the period 

starting from the completion of the inspection of the 

outside of the ship's bottom and it is not linked to the 

five year period of validity of the Cargo Ship Safety 

Construction Certificate. As the maximum interval then 

the next inspection must be held not more than 24 

months after the first inspection, except where SOLAS 

74/78, Chapter I, regulation 14(e) or (f) is applicable. 

Where the Cargo Ship Safety Construction Certificate 

has been extended under SOLAS 74/78, Chapter I, 

regulation 14(e) or (f), this five year may be extended 

to coincide with the extended period of validity of the 

certificate. In all cases the interval between any two 

such inspections should not exceed 36 months. The 

inspection of the outside of the ship's bottom and the 

survey of related items should include an inspection to 

ensure that they are in a satisfactory condition and fit 

for the service for which the ship is intended. Inspection 

of the outside of the ship's bottom should normally be 

carried out with the ship in a dry dock. However, 

consideration may be given to alternate inspections 

being carried out with the ship afloat. Special 

consideration should be given before ships of 15 years 

of age and over are permitted to have such surveys 

afloat. Inspections with the ship afloat should only be 

carried out when the conditions are satisfactory and the 

proper equipment and suitably trained staff are 

available. 

7. Additional Survey 

It is an inspection, either general or partial 

according to the circumstances, to be made after a 

repair resulting from investigations or whenever any 

important repairs or renewals are made. Whenever an 

accident occurs to a ship or a defect is discovered with 

affects the safety or integrity of the ship or the efficiency 

or completeness of its equipment, the master or the 

owner should make a report at the earliest opportunity 

to the Administration, the nominated surveyor or 

recognized organization responsible for issuing the 

relevant certificate. The Administration, the nominated 

surveyor or recognized organization responsible for 

issuing the relevant certificate should then initiate an 

investigation to determine whether a survey, as required 

by the regulations applicable to the particular certificate, 

is necessary. This additional survey, which may be 

general or partial according to the circumstances, 

should be such to ensure that the repairs and any 

renewals have been effectively made and that the ship 

and its equipment continue to be fit for the service for 

which the ship is intended. 

MNA JOURNAL - P-23 



BERNHARD SCHULTE 
SHIP MANAGEMENT 

BSM Crew Service Centre (Myanmar) Ltd 
Formerly Hanseatic Shipping Co. ltd (Yangon Branc~) 

We have a place for you in our Team! 
LPG, OIL, CHEMICAL, CONTAINER, BULK CARRIERS, OFFSHORE and BUNKER SUPPLY VESSELS 
The Bernhard Schulte Shipmanagement 
Group 

• MASTERS • CHIEF ENGINEERS 

• CHIEF OFFICERS • SECOND ENGINEERS 

• SECOND OFFICERS • THIRD ENGINEERS 

• THIRD OFFICERS • ELECTRICIANS 

• BOSUNS • OILER/MOTORMEN 

• ABLE- BODIED SEAMEN • WIPERS 

• ORDINARY SEAMEN • FITTERS 

• CHIEF COOKS • PUMPMEN 
• nus! 

ipmanagement.co 



HULL INSPECTION -
PREVENTION, DETECTION OF 

DEFECTS AND DAMAGES 
Captain Edwin Aye Tut 
Astro Ocean Group of Companies 
Bangkok, Thailand. 
Mercantile Marine Cadet 1/63 

My aim is to bring to your understanding that ship Structure, Constructions has to lead to one objective: 

"The Continuation of Strength". I had taught for 9 months at the Institute of Marine Technology, Simalaike 

Yangon as an assigned Lecturer in 1976. I became a Marine and Engineer Surveyor for a Panama Recognised 

Organisation from 1988 until today. Through attending Lloyd's Register Marine Training Services, I bring this 

valuable learning to you serving Nautical officers. Class Surveyors like us, come once a year on board your ships 

for occasional surveys. 

It is rather, you, who should know what we search 

or on your ships. You should be the ones who must 

nderstand, a crack, a deformity, you observed of your 

ship(s) is the "Beginning of the end", unless preventive 

easures are taken seriously. 

DAMAGES AND DEFECTS FOUND DURING HULL 

SPECTIONS CAN BE FROM ONE OF THESE FACTORS 

(1) Overload 

a) Grounding; b) Collisions; c) Contacts; d) 

Operational failure (mishandling) -load

ing-cranes, etc., ballasting and heavy weather. 

(2) Inappropriate design 

a) Non-compliance with standards, b) Igno

rance of actual loads c) Inadequate initial 

design. 

(3) Workmanship 

(And the Solution is the Initial problem to be 

resolved) 

a) Materials sub-standard b) Poor alignment c) 

Stress corrosion d) Lack of access e) Local pit

ting 

(1) The damages due to overload are to be 

repaired in accordance with the original 

plans, except in the case of bad weather, 

which severity must be investigate to decide if 

it is appropriate to reinforce the structure. 

(2) The damages produced by an inadequate 

design must be dealt with by investigating the 

structure through the plan approval offices un

less is a well known defect. 

(3) The damages due to workmanship shall be 

repaired by correcting the initial failures. 

( 4) The damages produced by vibration will be 

dealt with by reinforcing the structure or mod

ifying the inadequate design. 

(5) The damages caused by wear and tear are 

to be dealt with by -

1) Renewing the structure as necessary. 2) 

Coating, renewing or reinforcing the corroded 

area. 

Poor welding d) Poor finish I omissions e) Ini- WEAR and TEAR 

tial deformations Attention must be paid to the possibility to find 

accelerated wear and tear or corrosion in the 

4} Fatigue due to vibrations ballast tanks of the following ships types, 

a) Hydrodynamic source b) Mechanical 

source c) Inadequate design 

5) Wear and Tear 

a) General corrosion b) Local corrosion c) 

when the tanks are not of permanent ballast 

or when the tanks are not adequately coated. 

A) General cargo ships. 

Peaks, deep, side and tween deck tanks. 

B) RO-RO ships 
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As in A) but also in the side double hull struc

ture when used as ballast tanks. 

C) Container ships (As in B) 

D) Bulk carriers and OBO's (Oil-Bulk-Oil) 

Peaks, deep, double side hull, transverse bulk

heads and particularly the top side tanks. 

CONSIDERATIONS TO BE TAKEN INTO ACCOUNT 
WHEN LOOKING FOR AND DEALING WITH DAM

AGE 
(1) Fatigue; (2) Stress corrosion; (3) Corrosion 

progress; ( 4) Humidity plus heat; (5) ship's 

age (6) Stress concentration places 

6.1 Hard points or hard areas, 6.2 Toe of 

brackets, 6.3 Change in section, 6.4 Change in 

thickness, 6.5 Openings. 6.6. Misalignments. 

(7) Eliminating the causes 

FATIGUE 
1. Existence of alternating or cyclic loads (with

out this cyclic loads there is no fatigue) 

2. Loads lesser than breaking load 

3. Fatigue stages: crack initiation, propagation of 

the crack, fracture 

4. The fracture aspect is no - ductile (brittle), 

with no elongation . Here, the Fatigue process 

is in progress 

5. Fatigue definition : 

The fatigue can be defined as a failure under al

ternated or cyclic loads or the crack propaga

tion through a component due to a system of 

loads of cyclic nature. 

6. Fatigue curve 

7. Among the factors that affect the fatigue 

strength are: 

7.1 The applied loads. 

7.2 The merits in the design of the structure 

details. 

7.3 The quality of the workmanship during the 

ship's construction, e.g . Misalignment, 

welding defects, deformations, etc. 

7.4 Corrosion levels. 

7.5 Used materials, e.g. 

- high tensile steel 

- A - D - E quality steel 

7.6 In all types of fatigue fractures, the start of 

the crack heavily depends, of the pres

ence, of elements that produce a local 

stress concentration in the structure com

ponents. 

7.7 Fatigue curves. Loads versus cycles. 

The fatigue strength of a material is normally pre

sented by the curve load versus number of cycles, ob

tained by testing pieces free of defects. 

SOLUTION 

Less than the fatigue limit, the material will last 

forever. 

The fatigue strength is the maximum stress under 

which the material will fail after a specified number of 

cycles. The fatigue limit is the fatigue strength for an 

infinite number of cycles 

For design purposes it is considered the maximum 

stress under which the material will only fail after (10)7 

cycles 

SOLUTIONS 
The solution to deal with damages caused by fa

tigue is to decrease the stresses in the area. 

For instance: - increasing the thickness, closing 

openings, modifying the existing details or to reinforce 

• I , 
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the structure to stand better the existing loads. And, To ing and longitudinal. The deflection of plating and ion-

pay attention details is the more important option to gitudinal due to reverse, cyclic loading from cargo oil 

avoid fatigue problems in the future. and water ballast plus the corrosion rate. 

In the uncoated water ballast tank, the longitudi-

2. CORROSION UNDER STRESSES nal are the most affected. In the coated water ballast 

This effect consists in the acceleration of the cor- tanks, the plating is the principally affected area, due to 

rosion in areas subject to higher stresses than on the local corrosion in way of coating failure. 

surrounding area. (This basically occurs when the cor-

roding agent is almost continuously present as in un

protected ballast tanks). 

This is a reiterative phenomenon because the cor

rosion caused by the stress leads to a wastage that in

creases the stress. The decrease of the thickness due to 

corrosion causes, in turn., increase the stresses, that is: 

more corrosion, more stress. 

The decrease of the thickness due to corrosion 

causes, in turn, increase the stresses, that is: more cor

rosion, more stress and more stress, more corrosion. 

Very often this produces fracture lines that show 

the lines of higher initial stresses. 

In other occasions, it produces areas locally cor

roded, depending on the initial stresses in those areas. 

SOLUTIONS 

Among the solutions to prevent or to repair dam

ages due to this cause are, for example: 

Adequate re-coating, Modify the structure - in

crease thickness, increase radius, increase face bars of 

openings edge reinforcement, as appropriate in each 

case. 

3. CORROSION PROGRESS 

The progress of the corrosion depends on many 

factors as such: - condition of the coating, - load con

centration, humidity, heat. 

In the beginning it may be a slow process but it 

can accelerate because some of those factors are reit

erative: more corrosion, more stress and more stress, 

more corrosion. From this theory, one will know that, as 

the ship ages, no matter, the crew maintain corrosion 

controls, and still the corrosion progresses, one must 

understand the other three factors: - load concentra

t ion, humidity, heat are causing the corrosion progress. 

TANKERS. 

SEGREGATED (WATER) BALLAST TANK SPACES 

1) Necking effect 

Necking occurs in the longitudinal bulkhead plat-

2) Age effect 

Corrosion reduces not only the strength capability 

but also the stiffness (to resist the deflection) of the 

structural components as corrosion progresses during 

tanker ageing. The deflection tends to crack the hard 

scale formation on the steel surface and to expose the 

fresh steel to the water. Since the loading on corroded 

structural components remains unchanged, as the 

structure becomes weaker, the deflection becomes larg

er and the corrosion accelerates. 

3) The longitudinal bulkhead vertical transverses and 

the horizontal cross ties in the web frames are subject

ed to higher shear stress and have a higher corrosion 

rate in the uncoated water ballast tank. 

4) The anodes in the uncoated water ballast tank only 

provide cathodic protection during the ballast voyage. 

However, the adverse effect is that the anode deposit 

tends to softeri the scale and accelerates the corrosion. 

5) High humidity air causes atmospheric corrosion on 

prolonged cargo loaded voyages accelerate the corro

sion rate. 

CARGO CLEAN BALLAST TANK SPACES 

1) Except for the steel that is cleaned by water washing 

(directly) structural elements submerged within the 

tank are protected by the adhering cargo oil. However, 

residual ballast water causes pits, grooves and lake

type patches on the top surfaces of horizontal structur

al components. 

2) Pits are found in the vertical surface of directly water 

impinged area. These are gradually formed into grooves 

by the running water. 

3) The increase drainage velocity at the free edge of 

structural members causes the "knife edge" type corro

sion i.e. At the free edge of the access holes, stiffener 

cut-outs, flat bar stiffeners and brackets. 

4) Sacrificial anodes can provide a very effective ca

thodic protection system in the cargo I clean ballast 

tanks and decelerate the corrosion rate substantially 

provided, that the system is installed and maintained at 

an adequate current density. 

MNA JOURNAL - P-27 



CARGO/DIRTY BALLAST TANK SPACES the ratio (SCF) between the maximum stress and t "-

Residual ballast water causes pitting and grooving nominal stress in surrounding structure. 

corrosion on horizontal surfaces of structural compo- SCF = Maxi/ Nominal 

nents particularly in areas of poor drainage, where cor- The stress concentration, generally occurs 

rosion protection has been inadequate. due to geometrical discontinuity 

CARGO ONLY TANK SPACES 

Residual water settling out from cargo oil can 

cause the pitting and grooving corrosion in the upper 

surface of horizontal structural components particularly 

on the bottom shell plating at the aft end of tanks 

where water accumulates due to the ship's normal trim

ming by the stern. In cases where the bottom shell plat

ing has been protected with an epoxy coating local 

breakdown of this barrier coating can lead to accelerat

ed pitting corrosion where residual water has been ly

ing. The corrosion rate is almost negligible in most oth-

er structural components. 

4. HUMIDITY AND HEAT 

Separately or jointly, (and jointly they increase 

each other effect) these factors contribute for an accel

eration of the corrosion. 

For this reason, in tanks or areas where those factors 

exist, there will be a greater possibility to find acceler

ated corrosion . 

In general, affects more on the tanks above the floating 

line: 

(Humidity and Heat are in effect, in the following tanks) 

- Fore peak,Deep Tanks, Side Tanks, Tween Deck Tanks, 

Topside tanks 

- Tanks adjacent to Fuel Oil heated tanks ( Also Ballast 

tanks adjacent to heated cargo tanks ) 

Change in thickness, change in section, toe 

brackets, openings, 

Although it can also be produced by surfaCE 

roughness. 

pores, cuts, overheating, grinding 

The intensity of the stress concentration ·c 

mainly, a function of the abruptness of the dis· 

continuity. 

6.1. HARD SPOT (or HARD AREAS) 

The hard spot (or hard area) can be defined as: 

a point (or area) locally rigid in a flexible 

less rigid structural element. 

or, also as a point (or area) where the deflec

tion curve of a plate is abruptly interrupted 

the effect of a very rigid member supported 

the plate. 

or, as a point (or area) where there is a 

abrupt change in rigidity. 

These abrupt changes in the deflection lines induce 

high local stresses. In those points (or areas) there is a 

great possibility to find cracks. 

SOLUTIONS 

The solution, although it may sound trivial, is to avo· 

or eliminate the hard points. 

If we refer to the previous example we can: 

1) To place a small doubler under the bracket toe. 

2) To extend the bracket to the next support. 

SOLUTIONS 3) To place a longitudinal support underneath the 

The solution to prevent damages caused by this factor bracket. 

is the adequate maintenance of the coating. 4) To place a transverse support underneath the brack-

et toe. 

5. SHIP'S AGE In other cases we have to make the change of rigidi 

This is one of the most important factors to be consid- more gradual. 

ered, both in the search and in the decision for the Among the many possible solutions we have to elea 

more economical repair (function of the ship's expected the best under the quality 1 cost criteria. 

life, which is at least 5 more years). 

The same defect may have different treatment depend- 6.2 ENDS OF BRACKETS AND OF STIFFENERS 

ing on the ship's age. The ends of brackets and of stiffeners are prone to frac-

Solution: "The Ship's Age give us information about the tures and therefore, should be examined carefully. 

actual level of Stress " We can consider four types of the more frequent fai l

ures: 

6. STRESS CONCENTRATION 1) In this case the welding connection of bracket or 

The stress concentration in a given area is measured by stiffener with the plating is fractured. 
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2) In this case the bracket or stiffener breaks the sup- Openings can be compensated by restoring the original 

port element. section modulus by one or more of the following: 

1. Face bar (spigot ring) 

SOLUTIONS 2. Double at the web 

In general the solution is to modify the shape of the 3. Double at the flange 

bracket (or to add a new one), although, sometimes, it 

is necessary to increase the size of the bracket. Restoring the original section modulus by: 
1. A thicker insert in the web 

6.3 CHANGE OF SECTION 2. A thicker and wider face bar. No more than 1.5 

The change of section causes a bigger problem, x original. 

1) Where the difference is greater between the sec- 6.6 MISALIGNMENTS 

tions. Misalignment, in addition to the shear effect, also caus-

2) As the transition is more abrupt (or less "soft'')or es a stress increase. 

there is a small radius in the critical area. 

SOLUTIONS 

The solution is to make the section change more grad

ual. 

(The size of the bracket will greatly depend on the time 

SOLUTIONS 

The solution is to repair the misalignment and in case 

of the new buildings, to prevent it by giving to this de

fect the required attention. · 

it took for the damage to appear and the size of the 7. ELIMINATE THE CAUSES 

crack). Once a damage and its cause are identified they 

6.4 THICKNESS CHANGE 

Change of thickness also causes big problems, 

1) The greater is the difference in thickness. 

2) As the transition is more abrupt (or less soft). 

SOLUTIONS: 

The solution is to diminish the thickness difference and 

make the transition as gradual as possible, of the order 

of 3:1. 

are to be eliminated in such a way that the damage will 

not re-occur or if it does, it will take a long time to hap

pen. 

If the causes are not eliminated, the damage will 

re-occur within a period of time equal or shorter than it 

took to appear in the first time. 

There are, in general, two ways that sometimes can be 

combined, to eliminate the causes. 

1) To reduce the stresses 2)To improve the ability of the 

structure to send the stresses 

This could be compared to attack and defensive weap-

6.5 OPENINGS ons: 

The opening in a structure increases the stresses in two To improve the chances of survival the power of the 

different ways: offensive weapon is diminished or the capacity to with-

1) Reducing the amount of material to take the load stand of the defensive weapon is increased. 

2) Causing stress concentration. In a conclusion note, and ending my first part feature 

here, there will be a following part and the next pres-

SOLUTIONS: entation is on REPAIR METHODS. 

The compensation for the area lost by the opening can I share my knowledge for the improvements of the My-

be achieved by: anmar Nautical Institute and its members. May you 

1) By an insert of greater thickness. have smooth seas and quiet sea watches. 

2) By a doubler 

3) By a collar welded flat around the opening. 

4) By a frame work of stiffeners around the opening. 

5) Some time it is possible to change the shape of the 

opening and avoid the proximity between openings. 

6) Whenever possible the opening (scallop) shall be 

closed by a lug. 
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Port State Control (PSC) and 
Guidance to Mariners 

What is Port State Control? 0 Conducting a mutually agreed upon, annual 

minimum number of vessel inspections; Port State Cofjtrol (PSC) is the inspection of 

foreign ships in other National ports by PSC officers 

(inspectors) for the purpose of verifying that the 

competency of the master and officers on board, and 

the condition of the ship and its equipments comply 

with the requirements of international conventions (e.g. 

SOLAS, MARPOL, STCW, MLC etc.) and that the vessel 

is manned and operated in compliance with applicable 

international law. 

0 Applying a targeting system when selecting 

vessels for inspection; 

0 Strengthening and harmonizing, to the 

greatest extent possible, port state control procedures 

across borders; and, 

0 Providing technical assistance and training as 

needed. 

History 

Key Element of PSC In 1978, a number of European countries agreed 

in The Hague on a memorandum that agreed to audit 

0 Ensuring compliance with international rules whether the labour conditions on board vessels were in 

for safety, marine pollution and the working accordance with the rules of the ILO. After the Amoco 

environment; Cadiz sank that year, it was decided to also audit on 

0 Detaining substandard vessels until safety and pollution. 

deficiencies are rectified; 

Regional Agreements 

Name of Agreement 

Tokyo MOU 
(Asia Pacificregion) 

Paris MOU 
(Europe & N. Atlantic 
region) 

Acuerdo de Vina 
del Mar Agreement 
(Latin American 
region) 

Caribbean MOU 
(Caribbean region) 

Mediterranean MOU 
(Mediterranean Sea 
region) 

Member States* 

Australia, Canada, Chile, China, Fiji, Hong Kong, Indonesia, Japan, Republic of Korea, 
Malaysia, New Zealand, Papua New Guinea, Philippines, Russian Federation,· Singapore, 
Solomon Islands, Thailand, Vanuatu, Viet Nam 

Belgium, Bulgaria, Canada, Croatia, Cyprus, Denmark, Finland, France, Estonia, 
Germany, Greece, Iceland, Ireland, Italy, Latvia, Lithuania, Malta, Netherlands, Norway, 
Poland, Portugal, Romania, Russian Federation, Slovenia, Spain, Sweden, United 
Kingdom, European Commission** 

Argentina, Bolivia, Brazil, Chile, Colombia, Cuba, Ecuador, Honduras, Mexico, Panama, 
Peru, Uruguay, Venezuela 

Anguilla, Antigua and Barbuda, Aruba, Bahamas, Barbados, Bermuda, British Virgin 
Islands, Cayman Islands, Cuba, Dominica, Dominican Republic, Grenada, Guyana, Haiti, 
Jamaica, Montserrat, Netherlands Antilles, Saint Kitts & Nevis, Saint Lucia, St. Vincent 
and the Grenadines, Suriname, Trinidad & Tobago, Turks and Caicos Islands 

Algeria, Cyprus, Egypt, Israel, Jordan, Lebanon, Malta, Morocco, Palestinian Authority, 
Tunisia, Turkey 
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Name of Agreement Member States* 

Indian Ocean MOU Australia, Bangladesh, Djibouti, Eritrea, Ethiopia, India, Iran, Kenya, Maldives, Mauritius, 
(Indian Ocean region) Mozambique, Myanmar, Oman, Seychelles, South Africa, Sri Lanka, Sudan, Tanzania, 

Yemen 

Abuja MOU 
(West & Central Africa 
region) 

Black Sea MOU 
(Black Sea region) 

Riyadh MOU 
(Arab Gulf region) 

Angola, Benin, Cameroon, Cape Verde, Congo, Cote d'Ivoire, Equatorial Guinea, Gabon, 
Gambia, Ghana, Guinea, Liberia, Mauritania, Namibia, Nigeria, Senegal, Sierra Leone, 
South Africa, Togo 

Bulgaria, Georgia, Romania, Russian Federation, Turkey, Ukraine 

Bahrain, Kuwait, Oman, Qatar, Saudi Arabia, United Arab Emirates 

*Includes states that have yet to finalize their acceptance or accession of the relevant MOU. 
** Member of PSC Committee 

Concentrated Inspection Campaigns (CIC) Upcoming CIC 

Regional PSC MOU members will agree to carry The Maritime Authorities of the Paris and the 

out special inspection campaigns from time to time for Tokyo (MoU) will launch a joint Concentrated Inspection 

periods of usually three or four months. These Campaign (CIC) with the purpose to establish that 

campaigns are often announced beforehand through watchkeeping personnel are meeting the requirements 

press releases and other means and generally focus on regarding hours of rest as per STCW 78 as amended 

certain aspects of ship safety. Past inspection campaigns (including the Manila amendments). 

have focused on such areas as: structural safety of bulk This inspection campaign will be held for three 

carrier cargo holds, structural safety of tankers, working months, commencing from 1 September 2014 and 

and living conditions onboard, GMDSS equipment and ending on 30 November 2014. 

their operation, conformance with the ISM Code, control The deck and engine room watch keepers' hours 

of operation requirements, MARPOL Annex I, Safety of of rest will be verified in more detail for compliance with 

Navigation, Lifeboat Launching Arrangement, Tanker the mentioned scope of the CIC during a regular Port 

Damage Stability and Harmful Substances carried in State Control inspection conducted under the regional 

Packaged Form. ship selection criteria within the Paris and Tokyo MoU 

PSC UPDATE 02-2014/ JULY 

CON CENTRA TEO INSPECTION 
CAMPAIGN ON HOURS OF REST (STCW) 
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regions. 

PSC Codes for action taken 

Each deficiency is commonly given a in a codified 



form in the inspection report, called " action code". The 

descript ions of all codes for "action taken" can be found 

on the reverse side of Form B of the inspection report. 

The action codes most frequently used are: 

• 10 - deficiency rectified 

• 15 - to be rectified at the next port of call; 

• 16- to be rectified within 14 days; 

• 17 - master i cted to rectify deficiency 

before depa re; 

• or deten ·o ; 

• 
• ed; 

• 70 - classifica ·o socie informed 

General Rules 

1. Be mindful of PSC risk in trad ing areas. 

2. Know your ship a d prepare well to be 

confident. 

3. Alert company of PSC inspection if any. 

4. Be courteous to PSCO but don't give into 

threads and traps. 

CODES FOR ACTION TAKEN 

10 

1$ 

17 .. I. 

,..,....,. , -
....... -

5. Senior officers accompanied the PSCO in the 

area of responsibilities. 

6. Log down sequence of events during PSC 

inspection . 

7. Master/ C/ E check PSC report before signing : 

(a) Deficiency statement clear and valid. 

(b) Deficiency with code 30- Ground for detention. 

(c) Detention is indicated in form A and detention 

order. 

(d) Clarify requirement with PSCO, class or Flag 

state administration. 

If Ship is detained 

1) Inform company class and flag state as soon 

as possible. 

2) Collect objective/photographic evidence of 

deficiencies before taking remedial actions. 

3) Provide accurate description, circumstances, 

and cause of PSC deficiencies, sequence of 

events that took place to company . 

4) Raised non-conformity report if necessary. 

5) Company to analyze cause of deficiencies and 

cause of proposed action plan. 

6) Take preventive action for fleet- share lessons 

7) Meet flag administration and class for detailed 

discussion. 

8) If undue detention, ship owners have right of 
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appeal. 

9) Administration may 

appeal on behalf of 

the owners. 

10) Administration has to 

submit comments on 

PSC deficiency report 

to IMO. 

Dealing with PSC 

deficiencies. 

Many companies tend to 

fix the deficiencies (Immediate 

cause), not the root ca!Jse. They 

invariably learn the hard way 

later on. 

Conclusion 

Manage PSC risk before it becomes an operational 

or commercial crisis. 

Make ISM works for you, NOT ISM makes you 

busy with paperworks. 

Implement risk control measures. 

Collective efforts and cooperation among ship, 

owners, managers and flag state to improve 

performance in PSC. 

Calm Sea, Fair Wind and Safe Arrival. ..... 

Capt. Than Naing Tun, MMNP 



APPORTIONMENT 
Of 

COLLISION LIABILilY 
~.~ ~~ 
(MMNP, Jf.Sc) 

1.1 Scope 

as negligence 

what the plai 

the Court. 0 

to such clai 

the situation 

even up to exce 

from blame. 

the apporti 

concern is 

there have been 

Convention and the Maritime Convention 

Act are discussed in this article. In 

Act conclusion, it is pointed out that some 

confl icting decisions are detrimental to 

mariners and there are dilemmas, 

especially, where the views of nautical 

assessors or expert witnesses are 

• ether inconsistent. Practices and modus 

operandi with regard to liability in the 

domain of maritime collisions vary vis-a

vis different jurisdictions. To be fair and 

square to ship owners, cargo owners and 

the entire maritime community as a whole, 

been harmonization of international liability 

ed, regimes is highly desirable. 

1.2 The Concept of Liability 

-e "eSSels are "Liability is essentially a qualitative 

concept. It is best suited to describe 

as the quality or standard of conduct 

or behaviour that makes an action or 

involved, co · · 

determining 

apportionm 

the degree o 

vessels. In 

correspondi 

liability are 

that what a 

collision but 

. thus playing i 

the fact. It is, 

practical appr .. 

Blame 

on the judg 

Collision lia T 

cases, 

e 

omission wrongful and repugnant in 

the eyes of the law and for which the 

law provides a sanction. In some 

j urisdictions, by virtue of linguistic 

nuance, it may appear that the term 

responsibility is used as a synonym 

for liability. In terms of English law 

s and the English language, the 

""""'='"· ng 
·ability 

its 

seen 

subtlety is, perhaps, best expressed 

by the statement that liability 

connotes legal responsibility; i.e., 

responsibility the exaction of which 

is legally enforceable and failure of 

which attracts legal sanction." 

In the context of a crime, the word 

ers. "guilt" is commonly used to connote 

criminal liability. - Yet, liability can stem 

from public as well as private law. In the 

ssels domain of private law, the term "fault" in 

1. Convention for the 
Unification of Certain 
Rules of Law with 
respect to Collisions 

between Vessels 
(Brussels 
Convenaon). (1910 

September 23) 

2. The British 
Maritime Conventions 

Act, 1911 
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3. [ 1871] 14 
Wallace 170 at 188; 

Starke, p.154 

4. [1877] 3 PD 18; 
Marsden, p. 89, 

§.5-22; the trawler 
not carrying 

sidelights, so, was 
not seen by the other 

colliding ship which 
.. was held alone to 

blame on the ground 
of no look-out, but 

not to trawler. 

5. Hopkins, 
pp.319-323 

conjunction with the term "liability" or circumstances, Scotia-Berkshirt! collision 

"civil liability" is exclusively used. occurred and the Berkshire, which had not 

carried the lights required by the new 

1.3History of collision liability regulations, sank in mid-ocean - the fault 

regimes lay with her. Similarly in the case of the 

Centuries before any legislation 

emerged for preventing collisions at sea 

there had existed customary rules of good 

seamanship which were evolved and 

observed by seafarers in different parts of 

the world. From then on these rules that 

might be called a common law of 

seamanship have been applied by the 

Admiralty Court as the basic foundation of 

the rules in force today. 

From the time of London Trinity 

House in 1840, the crossing rule and the 

narrow channel rule in either situation 

required each vessel to alter to port so as 

to pass on the starboard side of the other. 

In early stages the Trinity House rules 

were not made statutory but later they 

were enacted by the Steam Navigation Act 

in 1846 and ship's master who violated the 

rules had penalties for non-observance 

imposed on him. The Merchant Shipping 

Act (MSA) 1854 replaced the former rules 

and authorised power to regulate 

pertaining to sailing and steam ships in 

regard to navigation lights and signals. 

Contrary to the old admiralty rule of 

division of loss, by these Acts, no divisions 

of loss contributed to the damage suffered 

by owner of the ship that infringed any 

regulations- it was solely borne by himself 

even though the other ship was also at a 

certain degree of fault. The old admiralty 

rule of division of damages (both ships to 

be blame) was restored by the Merchant 

Shipping Amendment Act 1862. The 

perception of i presumption of faulti 
became statutory, if it was found that the 

collision was caused by non-observance of 

relevant navigation rules, unless 

reasonable departure from the rules. 

In 1863 the British Government 

adopted a series of regulations for 

preventing collision at sea. By the same 

Eng/ishman4
, such a rule of presumption 

of fault was held by reason of mere breach 

of a collision regulation without any proof 

of negligence. 

During the very first decade of 20th 

Century, the International Convention for 

the Unification of Certain Rules of Law 

with Respect to Collisions between Vessels 

was signed in Brussels in 1910 (the 1910 

Brussels Convention) and incorporated 

into English law by the Maritime 

Conventions Act of 1911. Many major 

countries have also ratified the Convention, 

notably excluding in the United States. 

Thus far, by and large it is now in force in 

many counties of the world. 

1.4 Salient features of the Brussels 
Convention (1910) and the Maritime 

Conventions Act (1911) 
This Convention applies to all 

seagoing and/or inland vessels in whatever 

waters the collision takes place except 

ships of war or to Government ships 

appropriated exclusively to a public 

service. If the collision is caused by 

accident or by force majeure, or left in 

doubt, the damages are borne by those 

who have suffered them. 

The Maritime Conventions Act 

brought about two very important changes 

from the Brussels Convention into the law 

relating to collision liability regime. 5 

6. Brussels token the American Congress did as well 

(i) Once this Act was introduced, the 

"presumption of fault" rule was 

abolished. 6 Before that, if one of 

two vessels involved in a collision 

had infringed a regulation which 

was applicable at the material 

time prior to the coll ision, the 

collision was deemed in the 

absence of proof to the contrary 

to have been caused by the 

wrongful act, neglect, or default 

of the master or person in charge Convention, Article 6 as other maritime countries. Under these 
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of that vessel. Such statutory b) Both vessels were found at some 

presumption no longer exists. degree of fault so that the blame is 

Moreove~ an injured vessel must apportioned; 

prove the breach of regulation by c) Both vessels were to blame, but it is 

other vessel no matter the breach 

was partial or the sole cause of 

the collision and no matter how 

much the damage it is. 

(ii) Previously, whenever a collision 

occurred, both vessels were 

equally to blame and each was 

liable for half the damages 

resulting from the collision. Under 

this law, the apportionment of 

liability to make good the suffered 

damages or loss (cargoes or 

freight, or to any property) must 

be in proportion to the degree of 

fault of vessel(s). For example, if 

ship A and ship B collide and both 

are held to blame, A may be, say 

75% to blame and B 25%. In 

such a case B's, liability would be 

limited to 25% of the damages, 

accordingly. 

Among all stipulations, it is notable 

that Article 4 of the 1910 Convention deals 

with the collision cases in which two or 

impossible to determine the degrees 

of fault; or 

d) Neither vessel is to blame. (i.e. the 

collision occurred as a result of 

inevitable accident) 

1.4.2 Burden of proof 

In determining to manifest liability 

resulting from a collision, upon the 

claimant the burden of proof is to 

substantiate the evidence that has given 

rise to liability incurred due to negligence 

or want of good seamanship. Contravention 

of the navigation rules may be a whole or 

partial evidence .to be cited by the plaintiff 

for the court in order to make an 

assessment of the blameworthyness and 

to gauge the causation of the fault. 

Furthermore, the plaintiff must set up that 

there was a duty of care. The duty was 

breached by the defendant so that such 

br~ach caused the collision and the 

damage claimed was subject to the 

remoteness rule. 8 

more vessels were at fault. In certain 1.5 Negligence and the standard of 

circumstances of the case, if it is not care 

possible to establish different degrees of As early as 1823, in the principles of 

fault, the liability would be apportioned the tort of negligence in collision cases, 

equally. Statutory or contractual rights to Lord Stowell in The Dundee? said that: 

limit liabil ity are not affected by the "Want of that attention and vigilance 

provisions of the Maritime Conventions 

7. ibid Act. Another provision of the Maritime 

Conventions Act is that no further action 

which is due to the security of other 

vessels that are navigating the same 

sea, and which, if so far neglected as 

to become, however unintentionally, 

the cause of damage of any extent to 

such other vessels, the maritime law 

considers as a dereliction of bounden 

duty, entitling the suffered to 

reparation in damages'~ 

8. In negligence, the 
test of causation not 

only requires that the 
defendant was the 

cause in fact, but also 
requires that the loss 
or damage sustained 
by the claimant was 

not too remote. 

9. [1823] 1 Hagg Ad 
109, p.120; Marsden, 

p.65 (4-09) 

10. [1932] A.C. 562 

can be maintained for the recovery of 

damages unless it is brought within two 

years of the date when the damage or loss 

or injury occurred, or the salvage services 

were rendered, unless the Court assumes 

that the reasonable period of time requires 

to be extended. 

1.4.1 Collision liability 

Following a collision between two 

vessels, one of the following findings may 

be judged by the Court. 7 

a) One of the vessels was held solely to 

blame; 

The ingredients of the tort of 

negligence were established in Donoghue 

v. Stevenson case.10 

a) Defendant must owe plaintiff a duty 

of care. 

b) Defendant must be in breach of that 

duty. 
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11. Mukherjee, p.17 

12. Woodrop Sims: 
(1815) 2 Dodson 83, 

84, 85; Marsden, 
p.461, §.14-01 

·:13. It is comparable 
with Article 2 of 

Brussels Convention 

14. The Heranger 
(1937) 58 Ll. L. Rep. 

377; [1939] AC 94 
(HL), per Lord Wright 

15. Mukherjee, p.18 

c) Plaintiff must have suffered a loss or 

damage. 

d) The defendant's breach of the duty 

of care must be the proximate cause 

of the damage. 

three essential components of the burden 

in order to establish liability of the 

defendant, namely: (i) breach of duty of 

care; (ii) causation in fact; and (iii) 

causation in law. 

As mentioned above the standard of 1.5.1 Breach of the duty of care 

care to item (a) is an objective standard If a defendant conducted in 

which means the standard expected of a 

reasonable person in circumstances. In 

the domain of maritime law, particularly 

here in collision cases, the standard of 

good seamanship or the ordinary practice 

of seamen is the applicable standard of 

care. It needs to clarify that the law of 

negligence applies not only to negligent 

acts alike collision cases but also to 

careless statements or misinterpretations 

such as incorrect charted information, 

wrong depiction of underwater clearance, 

accordance with the standard that was 

expected to do so by a reasonable and 

careful person, it can be said that he has 

fulfilled the duty of care. It is measured by 

an objective standard, regardless of the 

defendant's opinion or relying on his 

expectation of possibility. In the case of 

Heranger- Diamoncf4 the Court of Appeal 

(Scott LJ dissenting) held that not only 

Diamond was at major fault, but also 

Heranger failed to . take early action to 

reduce her speed so as to be liable one-

etc. 11 third apportionment. In fact, the Diamond 

Since 1815 Lord Stowell while did not comply with the Port of London 

presiding in the Admiralty Court classified 

the collision cases as four types of group 

based on the different inferences by: 12 

a) without the blame being imputable to 

any party to it, e.g. by a storm or 

without human error (in such a case 

the loss is borne by the party upon 

whom it happens to fall); 13 

b) both parties are to blame for want of 

due diligence and skill, whereupon 

the loss will be apportioned in 

accordance with the proportion of 

fault; 

c) misconduct of the injured party only, 

who must bear his own loss; 

d) fault of one ship which ran the other 

down (the innocent party is entitled 

to recover compensation). 

On the one hand, a breach of the 

COLREGS is only one yardstick to measure 

the degree of fault. On the other hand, a 

mere breach of navigation rules would not 

fall within the civil liability unless the 

infringement was causative to the collision. 

Whatsoever, either the direct or indirect 

factors resulting the collision or some 

other intervention abruptly leading to the 

incident should be determined. For 

alleging negligence to discharge, there are 

river bylaws. The Heranger, counting on 

sighting the red light of the Diamond 

around the bend, did not see this as 

expected and was confused. Thus, the 

defendant claimed that the Diamond was 

solely to blame. However, at last, the court 

held that the Heranger left it too late to 

take all way off and, therefore, she was 

partly liable for the collision. 

Ordinarily the burden of proof lies on 

the plaintiff, but in certain circumstances 

such claimant may not have difficulty in 

discharging the burden of proof because it 

may be obvious from the facts that there 

was a breach - so called the doctrine of 

res ipsa loquitur applies if there is an 

apparent reversal of onus. This means 

that there is an inference of fault on the 

defendant without a shift in the burden of 

proof. There are also the notions of 

nonfeasance and misfeasance applicable 

in maritime law in the common law system. 

In contrast, there is no such a distinction 

in civil law system. The first notion would 

not give rise to liability but the latter 

would. 15 

1.5.2 Causation in fact 

While proving breach of duty of care 

by the defendant, the claimant must also 
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16. Cahill, P.47; 
[1968] 1 Lloyd's Rep. 
429; [1970] 2 Lloyd's 

Rep. 151; 

17. [1971] 2 Uo a's 
Rep. 277, - L 

[1971] 2 Lloyd's Reo 
282 

18. Marsee, 
pp.458-459, §.13-3_: 
In Andulo - Sta.. e or 

Liberty case, u 

the plea of a f 

Lord Simon sa· 
" ......... ... 'Yo re 

phase' had arfser 
the Andulo canna~ ::>e 

absolved from a 
bla e. 

19. M-Sheppard, 
p.576 

20. Marsden, 
pp.442-443, §.13-03: 

The Haversham 
Grange [1905] P.307 

21. http:jjdefinitions. 
uslegal.com/ 

22. 46 U.S. Code§§ 
741-752 

23. 28 U.S. Code§ 
1346 

24. Mary A. Wha e 
[1 975] 2 Lloyd's Rep. 

286 

demonstrate such a breach caused the was patched-up) and resumed the voyage, 

collision. In other words, it can be on the way she encountered heavy 

concluded that the collision would not weather and thereby suffered further 

have happened but for the defendant's damage and required immediate repair for 

breach. That is the reason why assessors seaworthiness. 20 If so, it could not be 

from nautical profession assist in the held that the owner of the ship at fault in 

judgements of navigation affairs and the collision was liable for such further 

provide explanation on technical damages since the heavy weather damage 

evidences. was not a consequence of the collision. 

In the case of Andulo - Statue of 1.5.3.1 Causa causans and causa sine qua 

Liberty 16 in 1965, the House of Lords held non 

that the inaccurate observation of Andulo The Latin term causa causans 

at e earlier stage when sighted some (immediate or effective cause) literally 

miles away from Statue of Liberty means 

causative effect for the assessment of 

e degree of blameworthiness. However, 

no means was it exonerated as a stand

a essel altering course to port. Not only 

Lord Reid confessed such difficulty in 

assessing causative potency in terms of 

:Jereentages, but also Brandon J concluded 

a · · ·al causative fault by Statue of 

·Jerry failed to keep out of the way at 

ea . scage as well as the most causative 

~ ... - 0" · er side at last. 17 

·'a of off-base factual causes are 

c ~ - · ed under the 'but for' test. This 

teSi: a plicable in several consecutive 

a· a · ents, but other rules may apply. 

• os;: collision cases might have been 

ec by either the plaintiff himself or a 

oa . On the other hand an 

i Le ening cause might have broken the 

chain of causation 18 of the defendant's 

negligence. In those cases, the courts 

o ally view the most probable cause 

e· er solely or in collaboration with other 

causes. 19 

1.5.3 Causation in law 

er omission of irrelevant factual 

C2 ses, which causes had actually 

·ggered the collision have to be assessed 

on legal basis. In other words, it has to 

determine if the defendant is legally liable. 

As a rule, in this stage the assessors 

ally use various multiple questions to 

ca ·ora e the reasonable foreseeability, 

oa T and responsibility. An example 

case, after a collision incident the ship was 

porarily repaired (i .e. the hull plate 

means the primary cause or the originator 

of an action. It is the foundation of all the 

causes. It refers to the immediate cause 

that resulted in the damage. To get the 

damages the claimant must prove that the 

defendant's breach of duty caused the 

harm. But the defendant need not prove 

the original cause of the harm. However, 

while determining the question of harm, 

the court will consider if the defendant has 

given explanation as to the original cause 

or the harm. Another Latin term, causa 

sine qua non (ineffective cause), means 

that an intervening cause of loss even 

though not direct, may however; contribute 

to the loss. 21 

In the milestone of Reliable Transfer 

case, Owners of Whalen sued the United 

States Government under the Suits in 

Admiralty Act22 and the Federal Tort Claims 

Act.23 On a clear December night in 1968 

but under gale force wind and heavy seas, 

the coastal tanker Mary A. Whaleif4
, 

owned by the respondent Reliable Transfer 

Co., embarked from Constable Hook, N.J., 

bound for Island Park, N.Y., with a load of 

fuel oil. The voyage terminated, instead, 

with the vessel stranded on a sand bank 

off Rockaway Point outside New York 

Harbor and sustaining damages because 

of 18QO turning the ship to pass astern of 

a tug and tow since the master relied on 

the breakwater light, which was in fact 

unlit at that time maintained by the United 

States Coast Guard. 

Although the fault of the vessel was 

more egregious than the fault of the Coast 
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28. Ibid., at 207 
The Virgil {1843) 2 

· w. Rob. 201 

29. The Marpesia 
{1872) LR 4 PC 212; 

Marsden, 

30. p.69, §.4-15 

Guard, from the standpoint of the Court of 

Appeals, it was at least a causa sine qua 

non, because "if the breakwater light had 

been operating the captain would not have 

stranded the vessel." 25 

1.5.3.2 Actus novus interveniens 

The term novus actus interveniens 

(new act intervening) is a Latin term, 

which means a new intervening act. It is 

an act or event that breaks the chain or 

the causal connection between a wrong or 

crime committed by the defendant and 

subsequent happenings. The new event 

relieves the defendant from responsibility 

for the happenings. Another Latin term 

nova causa interveniens (new intervening 

cause) means a new intervening cause, 

which is different from nova actus 

interveniens. 26 To understand the term 

actus novus interveniens, it would be good 

enough to look at this example of Fritz 

Thyssen case. 27 

The laden cargo vessel Mitera 

Marigo, collided with Fritz Thyssen off the 

coast of France, and suffered serious 

damage on hull and water ingress into the 

cargo hold. Although a salvage tug arrived, 

the master refused the assistance and 

accepted just as an escort. A few hours 

after arrival of Falmouth harbour, the ship 

began to sink. This time the master called 

for the tug assistance, but it was too late. 

Finally, Mitera Marigo sank in deep water. 

The loss of the ship was wholly due to the 

negligence of her own master 28
, alleged 

by the defendants and they proved that 

the sinking was due to a novus actus 

interveniens because Mitera Marigo failed 

to take necessary precaution as required 

by good seamanship. Otherwise, it could 

have been prevented. At the end, the 

Court held that the negligence of the 

master had broken the chain of causation 

and his refusal to accept salvage assistance 

put himself at risk and it was attributable 

to that negligence. 

1.6 Defences on Claims. 

While screening the scenarios and 

analysing the following case studies from 
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the vantage point of factual and legal 

causation, it is worthwhile noting that 

defences for defenders are also available. 

1.6.1 Inevitable accident 

Inevitable accident is an event of 

collision with which the damage could not 

be possibly prevented by the exercise of 

ordinary care, caution, and maritime skill 

(e.g. proceeding too fast). 29 To prove the 

onus of inevitable accident would be 

tremendously intractable in such a case if 

a prima facie case of negligence has been 

posted against her. It is a prerequisite that 

the claimant establish a prima facie case 

of negligence or of necessity of good 

seamanship and then the burden transfer 

to the defendant.30 The defendant 

pleading inevitable accident must be able 

to bear out that the proximate cause of 

the accident was some other external 

event and that was utterly unavoidable. In 

most cases, any negligence at any time 

outweighs the alibi of inevitable accident. 

The burden of proof for this defence incurs 

a heavy process and, that is why, in only 

very rare cases has it been successful. It 

would be conceivable if, but ironic, in a 

case of steering gear failure which might 

be a sole cause of the collision in 

circumstances. 

1. 6.2 Contributory negligence 

In admiralty cases, if two or more 

ships were involved in collisions at fault 

there was only equal division of loss 

regardless of degrees of culpability until 

1911. After the enactment of the Brussels 

Convention 1910 by the Maritime 

Conventions Act (MCA) 1911 such equal 

division rule transformed into a 

proportionate rule to blame according to 

the degree of fault. Nowadays, the 

proportionate fault rule, which is contained 

in the Merchant Shipping Act (MSA) 1995, 

has replaced the MCA 1911 and stipulates 

as: 

"Where, by the fault of two or more 

ships, damage or loss is caused to 

one or more of those ships, to their 

cargoes or freight, or to any property 

on board, the liability to make good 

5 

3. 
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Shipping Act 1995 (c. 
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32. Hopkin, p. 320 
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35. Farwell's, p.121 

the damage or loss shall be in 

proportion to the degree in which 

each vessel was in fault. d J 

The division of loss rule under the 

section s187 of the MSA 1995 is applicable 

to a situation when two or more ships 

involved in a collision are at fault. The 

proportionate fault rule applies not only to 

ose vessels at fault but also to their 

cargo on board. The ships at fault do not 

necessarily have to be physically colliding 

each other. Suppose, ship B and C 

collided due to the fau lt of A and B. The 

·nnocent third ship C can claim the whole 

o~ is damage from either or both joint 

ortfeasors A and/or B. This means, when 

C sued B for the sustained damage, B 

·g call A for proceedings as well. Upon 

final judgement, B cou ld recoup the 

adj dged proportion from A to recompense 

~or C as well as her own damage. 

1.6.3 Exceptions to the proportionate fault 

fe 

The rule of division of loss does not 

necessarily apply in al l cases of collision 

• en both vessels are at fault. There are 

certain exceptional circumstances. What 

eeds o be borne in mind is that a vessel 

is o perpetually to be held blameworthy 

of negligence, or as contributing to an ac

ddent, in case of immediate emergency 

ca sed by the default or negligence of an-

esse!. Hopkins, et al. (1989) high

at: 
e Admiralty Court will not find a 

ip liable if in the 'agony of the mo

e r different action could have 

been taken which, after reflection in 

e 'comfort of the Court' is consid

ered better than the action that was 

in fact taken, provided that the latter 

did not amount to negligence." 32 

The Bywell Castle v. Princess Alice in 

1878 33 is a good example of a case of 

exception. On sudden sighting the green 

light of Princess Alice, Bywell Castle 

wheeled over to port resulting star

board-to-starboard collision. It was obvi

ously not a correct avoiding action - but it 

had to be executed within a very short pe-

riod before the imminent danger. The 

Court of Appeal' held that Princess Alice 

was solely to blame for bringing another 

ship into a situation in extremis. 

1.7 Role of defence 

For more than a century the in ex

tremis doctrine has been recognised by 

the courts, remarkably, the Genesee Chief 

v. Fitzhugh (1851) 34 held by the U.S Su

preme Court was earlier than the Bywell 

Castle by English Court. A wrongful act of 

one vessel may not regard the adherence 

to the rules of other vessel. When such 

obedience to the rules without due regard 

to the realities of the situation lead to a 

danger of coll ision, this stubborn adher

ence to the Rules·may sometimes become 

a culpable fault. 35 Moreover, a ship irra

tionally following the rules even in certain 

circumstances when it could have been 

avoided by departure from the rules, may 

not be able to uphold the rules as a de

fence. 

· Therefore, as a final footnote to the 

discussion in this section, the defendant 

may be exonerated from blame in circum

stances by embracing the actionable neg

ligence which might have been justified 

because of due diligence to alleviate ef

fects rather than recklessness. The con

text of the Rule 2(b) tolerates the justifia

ble departure in cases of necessity. As 

shown in many cases above, even though 

the action was assumed to be wrong, ac

tionable negligence could have regarded 

as lesser degree of fault and might sub

stantially reduce the apportionment of lia

bility. 

1.8 Settlement of Claims 

Although the subject of the settle

ment of collision claims is marginally out

side of the scope in this context, the gen

eral perception of claim for contribution is 

directly related to the apportionment of li

ability. By supposing that ship A collides 

with B and both sustain damage, which 

also distributed to the cargoes carried by 

both vessels. To be brief, ship A is to be 
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solely to blame. 

Problems to be solved may be trig

gered by how to allocate the liabilities of 

the owners of A to (i) the owners of B, (ii) 

the owners of the damaged cargo in A, (iii) 

the owners of the damaged cargo in B. In 

most cases by two vessels involved, they 

conventionally compensate the damaged 

claim as follows: 

Ship A 

a) The owners of A will be liable for 

the cost of making good the dam

age to B. 

b) The owners of A will be liable for 

the damage to the cargo carried 

onboard ship B. 

c) The ship A owners will not be lia

ble for the damage of the cargo in 

A (i.e. cargo carried by own ves

sel), because of accounting on 

the negligence clause which is 

inserted in the contract of af

freightment (COA) or the analo

gous rule is incorporated into the 

legislation or in the Carriage of 

Goods by Sea Act (COGSA) . This 

means that the carrier will not be 

liable for loss or damage arising 

from negligence or faults of the 

carrier's servants in the naviga

tion or management of the ship. 36 

ShipB 

a) In case ship B was under charter, 

the B owners will be able to claim 

the loss of chartered freight and 

the loss incurred for repairing pe

riod. 

b) The ship B owners will be indem

nified by their insurer to put them 

back in the same position as they 

were before the collision under a 

contract of marine insurance, but 

not a simple matter of claim, viz. 

the refund of the direct and natu

ral expenses incurred by B own

ers. 

Cargo A 

a) In general, the cargo owners in A 

will be able to recover their loss 

from their underwriters. 
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b) Nonetheless, these underwriters, 

after indemnifying the cargo 

owners have no right to fetch a 

claim against the owners of A.31 

Cargo B 

a) In the same way as Cargo A, the 

cargo owners in B will also be 

able to recover their loss from 

their underwriters. 

b) In contrast, in this case, the car

go insurance underwriters may in 

return be able to recoup from the 

owners of ship A. In the virtue of 

marine insurance, there is a sali

ent feature of the doctrine of 

subrogation, which is the right 

of the insurer to step into the 

shoes of the insured when the in

surer has indemnified the insured 

claim.38 

1.9 Insurance and Liability 

Under normal circumstances, in H&M 

policy, the clause "3/4ths Collision Liabili

ty", is still often referred to as the Run

ning-Down Clause (RDC)39 attached to 

the insurance contract. According to RDC, 

they can recover from their hull underwrit

ers only three quarters of the damages 

they have had to pay in respect of ship B 

and her cargo. In fact, that was originally 

intended by underwriters to make ship

owners more careful with the navigation of 

their vessels, since they would be carrying 

a quarter of the risk themselves. The one 

fourth of liability not covered by the under

writers under the policy is usually insured 

under the shipowners' P&l club policy. 

What is more, if the total amount of 

claims exceeded their maximum liability 

under the current Limitation of Liability 

Convention 40 in respect of damaged prop

erty, the owners of A may bring an action 

to limit their liability. 

ck ow _ oernent: h1c; article 1s 

subtrar.fed from the final d1ssertat10n 

"Applicatit:..n of the COL.REGS and 

Jpportvmment of Ltab1flty" of the author's 

thesis whic/7 was awarded the Bec;t 

Research Paper for 2011 'at WMU .]' 
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GROUNDING IN RIVER TAMAR 
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M cess and Rescue at Sea 

MTM Ship Management owned vessel, MTM Princess, with the master of the ship, Captain Zaw 

Aung, his Officers a d Crews saved two British Couples from sinking Yacht Octagon on 9 June 

2010. 

in va'rious ne 

But the folio • · 

the intervie • a

that the rea 

event of su 

Barbara and a 

taking on wa 

•tas stated 

"We left Horta, on the island77ne, bound for 
Falmouth in our Moody 376, Octagon. With us 
were experienced sailing friends David and 
Angela Johnson. The sea state was confused to 
begin with but later became calmer, with 
northwesterly winds of 15-20 knots. We 
averaged 130 miles a day for the first four days 
on a northeasterly course." · 

The forecast for the next three days showed low 

pressure centered over northern France and northerly 

winds of 25-30 knots in our sea area. We were sailing 

e true with three reefs in the mainsail and 40% genoa. We 

the UK hove-to on Day Four, to check water leaking into the 

forepeak, which we traced to a blocked limber tube in a 

e, his wife 

a tanker 

began 

forward locker. 

With the tube cleared, we thought the problem 

was solved and continued sailing with three reefs and 

20% genoa, making 6-plus knots. There was 

considerable slamming in heavy, breaking seas but we 

were maintaining our course towards Falmouth. Angela 

had been feeling seasick for some time and Barbara 

was also seasick but maintaining her watches. Both 

were taking anti-seasickness pills. We rolled in more 

genoa and reduced speed to 5 knots, improving the 

yacht's motion. I noticed the automatic bilge pump, 

which can shift 2,000 liters an hour, was operating 

intermittently. 

We were not unduly concerned, since the foredeck 

was being swept by waves and water would be getting 

into the anchor locker, which drains into the bilge. The 

sea state was now 3-4 m high, with winds from 25-30 

knots. 
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Block, 

On Day Rve "e • ere using our Monitorwind vane 

self-steering whe 1 a 1400, o e of the steering cables 

snapped . We were u e ·o e repairs so I switched 

THE RESCUE 

Falmouth MRCC asked a tanker/ MTM Princess, 

to come to our aid . Soon/ a ship's officer on the tanker 

rad ioed to us on Channel 16. They hope to be with us 

in two hours. 

to the electronic a 

ram. The latest forecas:: 

change in wea er 

Leeway was 2 C2!.!Se -

forward progress c::.s cc 
continued like 

before turning 

Falmouth . 

250 miles so 

harbour entraoc.e ·-

pump was 

a MAYDAY. 

we were so e 

Spain? 

signals via our 

email to fami 

contact Falm 

assistance. 

"We hove-to 

sea with b-··lri--

ad its own steering 

, loaded showed no 

e miles of Falmouth MRCC choose MTM Princess as a 

Biscay in 

- course for 

a, some 

': :>ecause the 

- - a ::x>ssible 

suitable rescue ship for her low freeboard. 

Due to the heavy seas and 30-knot winds/ they 

could only make 9 knots. We spotted the lights of a 

tanker on the horizon and identified her as MTM 

Princess1 using AIS and radar. When she was five miles 

away/ we put on all the yacht's lights. 

As the tanker came closer/ we were relieved to see 

she was a small vessel with a low freeboard of about 3 

roach m1 since she was fully laden. But there was a lot of 

eering spray blowing over the decks. We also spotted an 

failure/ aeroplane circling around our position. 

The tanker's crew told us over the radio that they 

would attempt to motor slowly alongside US1 starboard

to-starboard. We were hove-to but fore-reaching and 

the helming of the tanker in heavy seas was excellent/ 

with a perfect line of approach.The dramatic scene was 

flooded by the tanker's powerful deck lights. 

We had a grab bag prepared1 with passports/ 

handheld VHF radio and other essentials/ but in view of 

the difficulty of getting aboard the tanker1 we left it 

behind1 taking just our passports and what we could 

directions at about 2 knots1 we were unable to secure 

it. 

When we realized the attempt had been aborted/ 

we started our engine and slid all the way to the tanker's 

stern. Fortunately/ there was no damage to our mast or 

rigging/ but the wind vane was crushed. 

We checked below to make sure the hull was not 

holed and deployed the emergency tiller to motor 

o successfully out of danger. We then received a VHF 

radio message from the aircraft/ advising us to abort 

istress the rescue until daylight1 as it was considered too 

dangerous. 

o The tanker's Captain1 however/ suggested we try 

one more attempt- this time we would try maneuvering 

ourselves alongside/ once again starboard to starboard. 

He stationed heaving lines at the ship's bOW1 

amidships and at her stern. 
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Second attempt 
With MTM Princess Stationary, David steered us 

close alongside using autopilot, which was not easy. A 

heaving line was thrown as we came amidships. 

We hauled in the heavy warp and secured it to the 

starboard genoa winch. However, there was not enough 

time to tie a bowline and get a loop over the winch and 

the line was slipping. A second heaving line caught in 

the first spreaders, but we retrieved it and put it on the 

same winch. 

Due to their size, the lines were slipping. A third 

line was thrown, which we put on the main halyard 

winch . 

We were then pulled alongside the tanker and her 

crew dropped a short ladder. 

The top of the ladder was level with us on the 

crests of the 2-3m swell. 

Barbara, realizing that David and I were having 

difficulty holding the lines, jumped for the ladder but 

was left hanging by her arms, in danger of being 

crushed between the ship and the yacht. The tanker's 

crew quickly pulled the ladder up and she was safely 

over the rail. 

Angela was told to wait, as the crew wanted to rig 

a small crane with a net. However, mindful that the 

lines securing us alongside were only being held on the 

winches by David and me, she jumped, timing her leap 

with the top of a wave crest and was pulled on board. 

Suddenly, the top of the genoa winch came off 

and the winch itself partially tore out of the deck. As 

skippe~ I ordered David to go next. He responded 

immediately and within seconds was safely on the deck. 

Then I let go of the lines on the winch and made a dash 

for it before the yacht drifted clear. 

The Crews leap aboard 

I timed my jump on the top of the next wave and 

as I cleared the rail a huge cheer went up from the 

crew. We were quickly escorted along gangways and 

taken to the officers' mess, where we were given water, 
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• BIOGRAPHY 
Mike Arnold 
Mike Arnold, 75, and his wife Barbara} 65, 
from Kingsbridge, Devon, left Salcombe 
12 years ago to cruise the Caribbean and 
America's eastern seaboard. They were on 
their way home when the storm struck; Mike 
has been sailing for 40 years, both in Europe 
and Australia. Octagon was the first yacht that 
the couple owned - they previously sailed 
with friends or on charter boats. Mike's 
background in electronics enabled him to 
install much of Octagon's electronic gear. 'This 
was especially useful after a lightning strike in 
Panama knocked out all our systems: he said. 

offered food and shown to vacant cabins. 

The crew, from Myanmar (previously Burma), 

were ecstatic at the success of their rescue 
mission. The next day the Captain Zaw Aung, 

told us some were so excited they had not been 
able to sleep. 

Lessons Learned 

(From the view of four rescuers) 
1. Easy to say in hindsight, but it might have 

been safer to attach a line from the ship to 

each person before attempting to jump on the 

ladder. We were all wearing lifejackets, but not 

harnesses. 

2. There was no strong point on Octagon to 

Class 



Relief and gratitude: Barbara and Angela 
hug MTM Princess's Captain 

attach eta er's ick lines (about 3cm) and 

given e sea s" ell, our lines were not long 

enough. esnective of length (and we had 

lines e'd usea in the Panama Canal) they 

would a.e been strong enough to hold us 

alongside the tanker - witness our genoa 

winch torn from the deck. 

3. Using the liferaft to transfer crew from Octagon 

to the ship would have been too dangerous. It 

would probably have fl ipped over in the 

prevailing sea conditions. 

4. The VHF radio communication with the tanker's 

Captain was excellent. It helped that I was 

able to use the yacht's radio from a fist-mike in 

the cockpit. 

5. Have you checked your steering cables lately? 

Even if we had carried a spare cable, we'd 

have had to remove the steering pedestal to 

replace the broken one. Given the sea state, it 

would have been dangerous. The emergency 

tiller proved less, than ideal. The person 

operating it torn the aft cabin had to steer 

'bind' and needed directions from someone on 

deck. This meant having the at hatch open, 

which is impossible, except in calm, dry 

conditions. 

6. We were not insured and still do not know if 

Octagon sunk or is still floating . We have heard 

nothing of any salvage attempt. 
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alongside the tanker - witness our genoa 

winch torn from the deck. 

3. Using the liferaft to transfer crew from Octagon 

to the ship would have been too dangerous. It 

would probably have flipped over in the 

prevailing sea conditions. 

4. The VHF radio communication with the tanker's 

Captain was excellent. It helped that I was 

able to use the yacht's radio from a fist-mike in 

the cockpit. 

5. Have you checked your steering cables lately? 

Even if we had carried a spare cable, we'd 

have had to remove the steering pedestal to 

replace the broken one. Given the sea state, it 

would have been dangerous. The emergency 

t il ler proved less, than ideal. The person 

operating it torn the aft cabin had to steer 

'bind' and needed directions from someone on 

deck. This meant having the at hatch open, 

which is impossible, except in calm, dry 

conditions. 

6. We were not insured and still do not know if 

Octagon sunk or is still floating. We have heard 

nothing of any salvage attempt. 
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IMO STANDARD MARINE 
COMMUNICATION PHRASES (SMCP) 

Compiled and arranged by, Capt Min Naing (MMNP) 

According to IMO Resolution A.918 (22), the International Maritime Organization (IMO) adopted 

Standard Marine Communication Phrases {SMCP) marking the end of a stage which commenced as 

far back as 1973. At that time the IMCO (the former name of IMO) decided, through the Maritime 

Safety Committee at its 27 session, that the common language to be used in the maritime context 

was in English. It was necessary to establish the level of knowledge of this language and the 

vocabulary required to enable to navigate safely. 

In consequence the Standard Marine Navigational 

Vocabulary (SMNV) was developed, adopted in 1977 

and amended in 1985.. 

In 1992 the IMO Maritime Safety Committee at its 

sixtieth session instructed the IMO Sub-Committee on 

Safety of Navigation to develop a more comprehensive 

standardized safety language than the SMNV, 1985., 

taking into account the changing conditions in modern 

seafaring and covering all major safety-related verbal 

communications. 

At its sixty-eighth session in 1997 the IMO Mari

time Safety Committee adopted the Draft Standard Ma

rine Communication Phrases (SMCP) developed by the 

IMO Sub-Committee on Safety of Navigation. The Draft 

SMCP, following international trials, was amended at 

the forty-sixth session of this Sub-Committee and final 

consideration was given at the IMO Maritime Safety 

Committee at its 32nd session. 

The SMCP was adopted by the IMO Assembly in 

November 2001 as resolution A.918 (22). 

Under the International Convention on Standards 

of Training, Certification and Watchkeeping for Seafar

ers, 1978, as revised 1995, the ability to understand 

and use the SM~P is required for the certification of 

officers in charge of a navigational watch on ships of 

500 gross tonnage or more. 

Most of the accidents were happened due to lack 

of an adequate command of English i.e. the common 

language adopted by IMO. It was contributed to in

creasing the number of lives lost and the damage suf

fered. We do need to improve our seafarers to achieve 

adequate command of English to enable to avoid such 

a bad result. 

Two relatively catastrophes illustrate the key im

portance of certain training deficiencies among crews 

whose mother tongue is not English. 

The lack of an adequate level of competence in 

English among professionals on board these vessels be

comes dramatically important in situations of danger. 

The problems of weak in communication play a decisive 

role in proliferating the most negative consequences of 

the accidents. 

Based on Prof. Pietro del Rosso and Mr. Peter 

Trenkner, it is noted as described in this article. 

There are two specific maritime accidents which 

serve as a reference to highligh~ the importance of Mar

itime English i.e. SMCP. The first incident was the fire 

that broke out in the ferry, "Scandinavian Star", in which 

158 people died. 

The second incident was the grounding of the 

"Sea Empress" tanker, that suffered considerable dam

age to the marine and coastal environment around Mil

ford Haven in Wales, UK. 

In both cases, the lack of an adequate level of 

knowledge of general English, and especially techni

cal-maritime English, which were played a significant 

role in the development of the tragic events leading to 

large number of casualties in one case, and damage to 

the ecosystem in the other. 

The subsequent investigation concluded as the 

poor communication between the crew and the passen

gers, due to the crew's inadequate knowledge of Eng

lish. 

The IMO meetings held after the accident, the 

Subcommittee on Safety of Navigation agreed to be im

plemented to avoid recurrence revising the Standard 

Marine Navigational Vocabulary and the preparation of 

a corpus of English phrases specific for passenger ves

sels. 

These two initiatives resulted in the following doc

uments: 

"On board Communications for Passenger Care" 

which was issued by MSC/Circ. 673; 

"IMO Standard Marine Communication Phrases" 

which was issued by MSC/Circ. 794. 

These two circulars of the Maritime Safety Com

mittee (MSC) were accompanied with the correspond

ing Annexes containing the standard phrases. 
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The incident of "Scandinavian Star" resulted high seven metres". 

number of casualties may be considered as the origin of REQUEST: "I require two tugs." 

the Standard Marine Communication Phrases. The inci- INTENTION: "I will reduce my speed." 

dent triggered a positive reaction that led to the adop- Substantial changes are to be found in parts A, 

tion of reforms designed to improve maritime safety. External Communication Phrases, and B, On-board 

After the "Scandinavian Star" accident, the IMO 

envisaged a full revision of an extension to the Stand

ard Marine Navigational Vocabulary (SMNV) which had 

been adopted in 1977 and amended in 1985, taking 

into account the changing conditions in modern seafar

ing and covering all major safety-related verbal com

munications. 

The international convention, STCW and with the 

IMO resolutions A.857 (20) and A.918 (22), recom

mend the use of the SMCP not only for mariners, but 

also pilots and VTS operators, to maintain maximum 

levels of discipline and professional behaviour in VHF 

communication and to comply with the SMCP represent 

a significant advance on the Standard Marine Naviga

tional Vocabulary (SMNV). 

We need to find means and ways to improve our 

seafarers to meet the needs and standards. 

The SMCP comply 

with the guidelines laid 

down in the STCW Conven

tion and have been pub

lished as an independent 

document by IMO, after 

they were adopted by the 

22 Assembly, in November 

2001. This text has been 

taken as the key reference 

document for teaching 

technical-maritime English. 

The SMCP structure 

has not greatly changed 

from that of the SMNV. 

To facilitate communi

cations it is recommended 

to use the following "mark-

ers": 

INSTRUCTION: "Do not cross the fairway." 

ADVICE: "Stand by on VHF Channel six nine." 

WARNING: "Obstruction in the fairway." 

INFORMATION: "MV Aurora will overtake to 

the west of you." 

Communication Phrases, which have been considerably 

extended, with the main aim of complying with the re

quirements established in the International Convention 

on Standards of Training, Certification and Watch keep

ing for Seafarers, 1978, as amended, with regard to the 

knowledge of maritime English. 

The new Phrases are organized in a more com

plete and logical number of chapters than the SMNV. 

Part A1, External Communication Phrases, in-

cludes the following sections: 

1. Distress traffic 

2. Urgency traffic 

3. Safety Communications 

4. Pilotage 

5. Specials 

6. Vessel Traffic Services (VTS) Standard Phrases 

Another important contribution offered by the 

new phrases is the chapter dedicated to VTS communi

cations. The wide-spread implantation and continuous 

growth of Vessel Traffic Services all over the world high

lighted the lack of phrases for this type of communica

tions in the previous standard Vocabulary. 

Chapter A1/6, Vessel Traffic Services (VTS) Stand

ard Phrases, amply covers the needs of this emerging 

QUESTION: "What is your present maximum field in the maritime transport area. 

draft?" Another chapter that has undergone modification 

ANSWER: "My present maximum draft is zero and been considerably extended is the one dedicated to 
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aving only 23 phrases in the the issue of the MSC/Circ 673 circular: "On board Com-

prises 3 sections in the new 

document 

Finally, sig anges have also been made 

to part A2, On-Board Co 

In the SMNV, part IV included the following 10 

sections : 

1. Standard wheel orders 

2. Standard engine orders 

3. Pilotage 

4. Manoeuvring 

5. Propulsion Systems 

6. Anchoring; 

7. Berthing/unberthing; 

8. Radar; 

9. Tugs 

10 Draught and air draught 

munications for Passenger Care". 

The SMCP are divided into two main groups: Part 

A and Part B, "External Communications" and "On

board Communications", respectively. This division is 

not arbitrary but responds to the stipulations of the 

Convention on Training and SOLAS (STCW 95 /2010 Ta

ble A-II/I and Rule 14(4) in Chapter V, respectively). 

Use of the IMO SMCP should be made as often as 

possible in preference to other wording of similar mean

ing; as a minimum requirement, users should adhere as 

closely as possible to them in relevant situations. The 

lack of knowledge of SMCP is worrying. The intensity of 

the initial refusal by seafarers and other professional on 

the use of SMCP is usually directly proportional to their 

years of experience in the use of English and to the 

level of the language competence of the seafarers, VTS 

operator as well as pilot. 

There are three different levels in SMCP, for Sea

farers of Management, Operation and Support Levels. 

The Department of Marine Administration and 

training institutions should encourage our seafarers to 

convince their weakness in such a more and more de

manding and competitive labour market. It is also nota

ble that employment opportunity depends on their 

communication skills in Maritime English, in particular, 

the SMCP, by industrial needs as well as required by the 

current International regulations. 

We must endeavour to improve our seafarers to 

In the S.M.C.P., the structure of the part corre- achieve better employment in the global shipping mar-

spending to on-board communications has changed ket in such conditions in modern seafaring and covering 

completely, as 4 ne independent chapters have been all major safety-related verbal communications to meet 

introduced . the international needs and standards. 

Another aspect to be noted is the incorporation of 

the phrases required for passenger care, following the 

line initiated after the "Scandinavian Star" accident with 
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FORTHCOMING CHANGES 

IMoGCooE 
Sayar Paing (MES) 

The development of the IMDG 

Code 

The development of the IMDG 

Code dates back to the 1960 Safety 

of Life at Sea Conference, which 

recommended that Governments 

should adopt a uniform internation

al code for the transport of danger

ous goods by sea to supplement 

the regulations contained in the 

1960 

International Convention for 

the Safety of Life at Sea (SOLAS). 

The International Mari

time Dangerous Goods (IMDG) 

Code was first published by Inter

national Maritime Organization 

(IMO) in 1965 and is now updated 

every two years. Since January 

2004 the Code has been mandatory 

for SOLAS signatory states, effec

tively making it a global rulebook 

for the sea transport of dangerous 

goods. Although it is directed pri

marily at sea transport, the provi

sions of the Code may affect a 

whole range of industries and ser

vices, manufacturers, packers, 

shippers, feeder services such as 

road and rail and port authorities 

will find authoritative advice on 

classification, stowage, segrega

tion,packing, labelling, terminology 

and emergency response action. 

Is the IMDG Code mandatory? 

Amendments to SOLASchap-

ter VII (Carriage of Dangerous 

Goods) adopted in May 2002 make 

the IMDG Code mandatory from 151 

January 2004. 

Also in May 2002, IMO adopt

ed IMDG Code in a mandatory form 

- known as Amendment 31. 

However, the provisions of the 

following parts of the Code will re

main recommendatory: 

• chapter 1.3 (Training); 

• chapter 2.1 (Explosives, In

troductory Notes 1 to 4 

only); 

• chapter 2.3, section 2.3.3 

(Determination of flash

point only); 

• chapter 3.2 (columns 15 

and 17 of the Dangerous 

Goods List only); 

• chapter t3.5 (Transport 

schedule for Class 7 radio

active material only), 

• chapter 5.4, section 5.4.5 

(Multimodel dangerous 

goods form), in so far as 

layout of the form is con

cerned; 

• chapter 7.3 (Special re

quirements in the event of 

an incident and fire precau

tions involving dangerous 

goods only). 

In practice, from the legal 

point of view, the whole of the 

IMDG Code is made mandatory, but 

provisions ofrecommendatory na-
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ture are editorially expressed in the Code (e.g. using 

the word "should" instead of "shall") to clarify 

their status 

Marine pollutants and wastes 

Many of the substances assigned to classes 1 to 9 

are deemed as being marine pollutants. 

Transport of marine pollutants in package form is 

required under MARPOL Annex III: (Regulations for 

the Prevention of Pollution by Harmful Substances Car

ried by Sea in Packaged Form). 

Content of IMDG code 

I would like to express the content of the IMDG 

code in order to haye easy reference of the IMDG 

amendment. There are seven parts in IMDG code and 

which are divided into two volumes and the supple

ment. 

• Class 2.3: toxic gases 

Class 3: Flammable liquids 

Class 4: Flammable solids; substances liable to sponta

neous combustion; substances which, in contact with 

water, emit flammable gases 

• Class 4.1: flammable solids, self-reactive sub

stances and solid desensitized explosives 

• Class 4.2: substances liable to spontaneous 

combustion 

• Class 4.3: substances which, in contact with 

water, emit flammable gases 

Class 5: Oxidizing substances and organic peroxides 

• Class 5.1: oxidizing substances 

• Class 5.2: organic peroxides 

Class 6: Toxic and infectious Substances 

• Class 6.1: toxic substances 

VOLUME 1 VOLUME 2 SUPPLIMENT 

Part 1: General provision Part 3: Dangerous good list, Spe- Emergency schedule Ems 

cial provisions and exceptions 

Part 2: Classification 

Part 4: Packing and tank provi

sions 

Part 5: Consignment procedures 

Part 6: Construction and testing 

of packagings, Intermedi

ate bulk container(IBCs), 

Larger Packagings, porta

ble tanks, Multiple-Ele

ment gas container 

(MEGCs) and road Tank 

vehicles 

Part 7: Provision concerning Tran

sport operations 

Medical first aid guide (MFAG) 

Reporting procedure 

Pesticides 

International code for the safe car

riage of packaged irradiated Nucle

ar fuel, plutonium and high level 

radioactive wastes onboard ship. 

(INF code) 

Part 2. Classifications • Class 6.2: infectious substances 

.Substances and articles subject to the provisions Class 7: Radioactive material 

of this Code are assigned to one to nine classes accord- Class 8: Corrosive substances 

ing to the hazard or the most predominant of the haz- Class9: Miscellaneous dangerous substances and arti-

ards they present. Some of these classes are subdivid- cles 

ed into· divisions. These classes or divisions are as listed 

below: 

Class 1: Explosives (Division 1.1 to 1.6) 

Class 2: Gases 

• Class 2.1: flammable gases 

• Class 2.2: non-flammable, non-toxic gases 
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Amendment to IMDG Code 

IMDG code use to be amended every two year by 

Maritime safety committee. 

The cycle of IMDG code amendment can be eas

ily seen as follow. 



Before the new amendment publish IMO and au· 

thorized distributors such as International compliance 

center (ICC)use to publish the summaries of the chang

es which can be found on web (eg. www.thecompli

ancecenter.com). Amendment to IMDG code can be 

trace from IMO Maritime Safety Committee meetir)g 

minutes which use to adopt the draft amendment to 

IMDG code. New Edition of IMDG code normally publish 

near to the end to the year ( ie Nov Dec). 

Stowage Code :IMDG section 7.1.5 column 16 (a) 

specified meaning of each stowage code form SW 1 to 

SW 28 .Example SW 1 : 

Protected from sources of heat, SW 2 :Clear of 

living quarters etc. 

HandlingCode :IMDG section 7.1.6 specified 

meaning of each handling code form H 1 to H4 .Exam

ple H 1 mean Keep as dry as reasonably practicable, H 

2: Keep as cool as reasonably practicable. 

IMDG Code Amendment eyele-

2010 ! 201 1 2012 201 3 201 4 201 15 201 6 2017 2018 2019 
i -·\ 134 .. 08 

\Ill / I 

~~ ! 
~ ' 4 3 5 - 10 

'I'- \f"10 --:: / ,-
\ l< 36 ~ 1 2 

\..________ \111 / 
v. 37 · 14 ~ 
!\. \112 J 

I;.: 3 8 - 16 :_\ 
1'- V13 / 

i - I I 
'lliWiliiftii!ift~~ Y•--~-~ 

'~ ;t.ili&'i iDiidi iTi~Jir::lWtbi ......-.... oy ... 
w.:IML wiillkl.. 

Most of the IMDG code amendments are relating 

with the specifications of dangerous good such as prop

er shipping names, UN number or adding new items of 

Segregation Code :IMDG section 7.2.8 specified 

meaning of each segregation code form SG 1 to SG75 

cargo. That kind of amendments has less impact to For example 

mariner since mariner needs to comply as per the latest 

edit ion of IMDG code which has consolidated all the 

amendments. But mariner should have vigilant if there 

is any amendment affecting the onboard stowage, seg

regation, documentation, reporting, ofDangerous goods 

which has direct impact to shipboard operation . 

93rd session of Maritime safety committee meet

ing adopted the draft amendment to IMDG code 37-

2014 edit ion. New edition of IMDG code will be availa

ble at Nov 2014.Eiectronic version will be available on 

(http:/ /www.imdgsupport.com/) ,(www.thecompli

ancecenter.com). And other authorized distributors. 

Amendment 37-2014 have survival changes and some 

of them wi ll have direct impact to shipboard operation. 

One of the important changes is in Volume 2 Dan

gerous goods list .(DGL) columns 16 is now split into 

columns 16a and 16b and stowage and segregation re

quirements are now coded, stowage and handling 

codes in 16a; segregation codes in 16b. 

SG 1: For packages carrying a subsidiary risk of 

class 1, segregation as for class 1, division 1.3. 

SG 2: Segregation as for Class 1.2G 

SG 3:Segregation as for Class 1.3G 

The IMDG Code, 2014 Edition comes into force 

on 1 January 2016 for two years and may be applied 

voluntarily as from 1 January 2015. 

IMDG Code, 2012 Edition came into force on 1 

January 2014 for two years and may be applied volun

tarily as from 1 January 2013. 

Nowadays the world is changing so fast and type 

of cargo and nature of care to be applied also change 

time to time. Port authorities designate officers espe

cially for the inspection of IMDG handling . IMDG in

spectors are specialist in handling IMDG and they are 

trained for the specialized purpose. Ship officers are 

handling all other shipboard operation and formalities 
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in views of recent changes in international regulations. 

Ship officers need to be aware of all the changes in 

IMDG code in order to face the IMDG inspector and for 

the smooth cargo operation . 

(DGL) toltliDhs (16) 36- 2(112 
ammdll'lfnt 

Ref: IMDG code 

MSC 93 meeting minute 

MSC 294(87) 

www.IMO.DOC 

www.imdgsupport.com 

http :/ / www.thecompliancecenter.com 

Amendment 36 • 2012 

s d Segreg:ation 

(16) 

\ 

Amendment 37 -2014 
(DGL) (!i)lumns 16 is now splir into 

colttumt 161 and l<ib 

f'iow:age cneg~· may be categoty A 
toE 

$towage Code May be SW 1 to SW 18 ~.iiiiC=+o 
u, per IMDG code 7.1 S 

StOW3gt 
and 

Handling 

Handling code ·~ May be H t to H4 ~ 
as per 1MDG code 7.1.6 ~ ,; 

Segregation Code 1\:lay be SG l to SG 75 
as per IMDG (Ode 1.1~8· 

SG 3S 

Tbere are new elq)lma'tory no1e$ in 7.1.51 7.1.6 md 1.1.8 ~tively for the $Wl\r-age (SW) 
bandJing (H) and ~oaeodes {SG) now appemug in ool1.1iDJlj loa md 16b.The 
rtqtl.i.nme.at of srgregati011 tablf. under st«ion ?'.l..t at'f stiiJ rht samt~ 

l'he uew feJ1m: not'ioeablt ia the a.mmdmmt are "sto:wagt Code» ."Saadling Code"' and 
(<Sf"gr~galiou Cod~. 
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''S Journey to ,, uccess 

Accommodation "Well! You will tell when so that I can make my 

"The Hotel Green House" was established on the plan too." 

site from where you could find the Radar Station of the Before she was informed I decided to stay 

Fleetwood Nautii::ai .Campus. Standing alone near the three months in hostel. College accommodation room is 

light house, Fleetwood had a deserved privilege to see small but still is quite OK, as a small wardrobe and a set 

the sea although in I table took most percentage of the remaining space 

some place the view area. 

is obstructed by wall- "Bang!" I woke up in the middle of the first 

ing along the espla

nade. I came to know 

that esplanade is a 

good place for the lo

cal inhabitants for 

their leisure and retire 

to following a long 

week of time in their 

work place. River side 

is one of the natural 

gifts for the people 

who live and work in downtown area. I believe that 

they should not be treated as if a prison wall through

out the river bank. It was also the first time I knew that 

night after the loud banging of the door. Not knowing 

clearly what was going on, I stepped out and saw a 

young cadet (I knew him later) closed his door behind 

I was once being treated in such an inhuman way at in group of friends is very fashionable. Among young-

home. 

T h r e e 

Days after staying 

in "The Hotel Green 

House", I have got 

permission to move 

in to the college 

hostel. Most of the 

residents are from 

local country. 

College buster asked me "Hi, how long would 

you stay in hostel....love?" They use "love" as an ex

pression of local dialect. 

I replied "As long as I could not find outside 

accommodation madam". 

sters, like our home country, nowadays young or old, 

men or women spend time in the pub. Tea-shop-sitting 

habits are even not popular in these days, I think. We 

used to think that our old folks were under illusion that 

tea shops are full of sins in those old days even. But 

now young folks upgraded teashop to the beer pub. 

Habits are same. Things are changed. 

Christmas Party in the bed 

"Good morning to you", said the lady behind 

the desk of reception. 

"Good morning", I said to her and asked 

"Can I have breakfast now?" 

"Yes indeed. Is English breakfast suit for you?" 

"I will try it" 
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A few moments later, baked beans, sausages, 

bacons, toasts and eggs in full plate was placed in front 

of me. As per her it is the typical breakfast in northern 

England. Juice, tea and cereals were also available as 

you like. In fact I was tried to finish the plate with a cup 

of tea and no more room of my stomach to devour any 

more. 

On the second day in the guest house, I had a 

walk after breakfast. 

"The Hotel green house" is facing the beach, 

thinking myself that I could not have annoyed on the 

beach in the middle of winter as no one might possibly 

come out for sightseeing in this Wuthering place. The 

moment I stepped out of guest home, the strong gust 

wind thrust my face introducing with local weather in 

northwest England. My curiosity kept me to go forward 

even in this weather to go around for sightseeing. First 

thing I saw was about four furlong wide sand beaches 

on the Wyre River at low water time. This place might 

have been a good place for holiday makers during sum

mer. But for now the beach was lying lifelessly while I 

was trying to live in the adverse wind. Town Hall was 

sited near the river bank park (later I came to know 

that in this hall our graduation ceremonies were hold 

after the course). After standing on the river bank and 

taking fu ll amount of fresh air into the lungs, I walked 

toward the Mount. 

"The Mount" is the highest place in Fleetwood. 

I recalled what the taxi driver said when we came to 

here to find a guest house on the Esplanade. 

Then I walked toward "Lord Street" where I 

could buy some material and required stationery for the 

school. I collected also some toiletries from "the Boots". 

In this condition, I was thinking, I have to cele

brate the Christmas party alone in my flat only. As I 

could not stay outside for long in this weather, and 

made returning back to hotel before sun set. A single 

soft sound burst was hard in my bed waking me up and 

reminded that 1997 was ended and entered into the 

New Year. The sound could have been from the New 

Year party from somewhere that I did not participate in. 

In that way, Fleetwood celebrated the New Year party 

silently. 

SchoolDays 
"I apologize for any inconvenience you find in this 

very day of opening ceremony as the college's heating 

control system at this moment is in industrial action" 

said the principal at the opening day in the first week 

of January just after the winter solstice. I was thinking 

how thoughtful of me that I had bought a long-coat 

with fur collar from the car boot sale of mobile market 

WyreRiver 

merchandising each other unused second-hands. But 

the useful coat was only useful in the cold moment on 

the way to the college and on that very first day. The 

moment I stepped in the reception it started seemed to 

me a bit annoying to carry around the coat in the col

lege as the indoor heating system was back in normal 

condition next day. I stopped wearing this to school. A 

lighter short coat was finally found suit to me. 

No sooner had the school program started, 

than we had to undergo to complete the short courses. 

First course was ARPA/RADAR simulator course. Luckily 

the Radar station is just 200 meters from my flat. I was 

among the early arriving students in the class. When I 

stated my concept that "Englishmen are fond of punc

tuality", 

The Mount I was replied by one of them as "Not at all, in fact 
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punctuality is to sho e respect to the other rather winter day. He was seemed to me very much looked a 

than for own regard". Perhaps right! Myanmar. I wondered where he was going in the terri-

Accord ing to the history, the Radar Station on ble weather in the very early morning. I intended to 

the Wyre River was used to monitor the movements of wake up early to study; he should also have a similar 

vessels on the Wyre River in and out traffic of Fleet- idea, if he was a student. But I was not sure and never 

wood Port. It was also used as a training place for the saw him at college during past two month time. 

cadets and skippers of fishing vessels before simulators One day when I was in the college's Internet 

are taking place of the training platform. Room, I received a phone call and it was the first time 

"How many satellites are used in this machine to in UK to speak with my native country man. Wai Yan 

give the position of the vessel" asked Mr. Barrel pointing told me later how he found a contact number to me. He 

to the DECCA Set. It became a favorite question of him, saw a Myanmar calendar arrived for me at reception 

desk; it was sent from my home on the cover read my 

number and address. In this way I was not alone as Wai 

the MCA examiner; he asked same question to almost 

every candidate whenever he took the exam for the 

students. If you had said that DECCA Set needs Satel

lites for its operation by mistake, you might have failed 

in the first place. Mr. Barrel worked for the Fleetwood 

Nautical Campus at the same time he took examina

tions assigned by the Maritime and Coastguard Agency 

so that he could administer relevant MCA monitoring 

system closely regards to the activities of the college. 

"Open the windows behind you!" barked Mr. 

Piper during one section of meteorology. Intruding cold 

and fresh air woke up the class immediately. He added, 

"Now you can pay more attention to the lecture." 

Afternoon session after the lunch always tended 

to be deadly dull especially if you slept late in previous 

night for some reason . Later days, I had decided not to 

have lunch and it was replaced with an apple and a cup 

of coffee only. Obviously I became more attentive in 

afternoon lectures. 

My countryman in Fleetwood 

I could not believe my eyes when I saw a young 

man passing in front of my flat in early morning of a 

Yan and I made arrangements to meet regular basic, 

made visits to country sides and to Blackpool even in 

the holidays. 

"What make you get up so early and go where 

every morning?" curiously asked. He smiled, "I am 

working." 

"Well. It is good. Then where?" 

"Coral Island" he said which I never heard about. 

'1f you have time, we will go there and see your 

work place." I said "OK, I will try. But this weekend is 

not possible and I have to finish IT project, may be next 

week'; 

-
where Wai Yan works 

Doing projects as different learning style 

IT project is to prepare a spreadsheet in MS 

Excel application. It is a tabulated statistics of relevant 

information about chartering a ship. Profit and expend

iture are given and the students need to analyze them 

in way of comparison between different ships. The pro

ject is to be presented in statistical and graphical ways. 

Marking scheme is set to mark heavily on the presenta

tion skill in IT knowledge. 
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have never appreciated the important role of 

technical methodology in implementing a dream. I al

ways used to prepare and kept a strong will to do, and 

I considered it is hardworking sprit and wise thinking is 

only matters to complete an implementation of what I 

had decided to do. But I never think to find the most 

feasible and practicable way to approach. 

Using a wrong way could lead the whole process 

to detrimental stage. Sometime simple lesson and small 

task worked on a specified project could also result 

good outcome of train ing objectives in large area of 

learning. IT project was one of these which can per

suade a student to find as much required information as 

he needs. Students will also have chances to make 

themselves capable of doing collection of knowledge 

and skills in way of preparing and presenting of a sim

ple project. 

In Europe, the right to make and sell a new 

invention is paramount important. The Patent Office is 

to care about the copy right and privilege of the inven

tor and protect his/her invention. Invention becomes 

one of their customary habits, which has been practised 

on production, we can at least focus on two different 

productions that are production quality products and 

innovative or newly-invented products. The latter one is 

more effective to promote the figure for GDP provided 

there is a set or system of Rules and Regulations to 

exercise in the cases of plagiarism. In England and in 

other certain countries, Patent law (copy right law) is 

fully governing in every industry and encouraging in

vention. Laws are fully ruled. Not the junked laws 

dumped in the corner since they have been created. 

Laws protect and maintain the fairness of the judicial 

system. 

In literature and professional field, plagiarism is 

strongly condemned and, if one is found infringement 
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throughout the student life. National Education System of country's Copy-right law, he/she is definitely going to 

itself keeps on encouraging the young students to think be prosecuted. Having been sued, in some case he/she 

new idea so that subsequent thought could also esca- can be humiliated in the public in way of hearing the 

lating the desire to go ahead until the study in imple- case in the court trial. How embarrassing is it? 

mented in ways of inventing such a new things. These 

were also many inventors who did not follow the proper 

education system though they invented many new 

products. They are natural borne-inventors. We are not 

going to envy them as it could be a god-gifted talent. 

Couldn't it? 

Patent or Plagiarize? 

Calculating GDP of the whole country is prob

ably to include production and any service considering 
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Implementing GUIDE 
for Conditions of 

Employment 
eafarers working on 

board a ship must 

have a clear written 

legally enforceable 

agreement, as a Seafarers' Em

ployment, currently known as 

Seafarers' Employment Agree

ment (SEA), which must be 

signed by both the seafarer 

and the shipowner or a repre

sentative of the shipowner as 

required by Section 2.1 of the 

and 
ages 

entitlement 
Maritime Labour Convention MLINSPECTOR 
(MLC}, in the year 2006. 

Where the seafarers are not employees, there must be evidence of 

contractual or similar arrangements and must provide them with decent 

working and living conditions onboard the ship as required by MLC2006. 

Seafarers must be given an opportunity to examine and seek advice 

on the seafarers' employment agreement before signing, as well as such 

other facilities as are necessary to ensure that they have freely entered into 

an agreement with a sufficient understanding of their rights and 

responsibilities. 

It should be borne in mind that the shipowner and seafarer concerned 

must each have a signed original of the seafarers' employment agreement. 

Where a Collective Bargaining Agreement (CBA) forms all or 

part of a Seafarers' Employment Agreement (SEA), a copy of that 

agreement must be available on board. 

Where the language of the seafarers' employment agreement and any 

applicable collective bargaining agreement is not in English, the following 

must also be available in English except for ships engaged only in domestic 

voyages. 

(a) a copy of a standard form of the agreement; 

(b) the portions of the collective bargaining agreement that are 
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subject to a port State inspection under the 

Convention. 

Seafarers' employment agreements shall in all 

cases contain the following particulars: 

(a) the seafarer's full name, date of birth or age, 

and birthplace; 

(b) the shipowner's name and address; 

(c) the place where and date when the seafarers' 

employment agreement is entered into; 

(d) the capacity in which the seafarer is to be 

employed; 

(e) the amount of the seafarer's wages or the 

formula used for calculating them; 

(f) the amount of paid annual leave or the 

formula used for calculating it; 

(g) the termination of the agreement and the 

conditions thereof, including: 

i. if the agreement has been made for an 

indefinite perio~ the conditions entitling 

either party to terminate it, as well as the 

required notice period, which shall not be 

less for the shipowner than for the 

seafarer; 

ii. if the agreement has been made for a 

definite period, the date fixed for its 

expiry; and 

iii. if the agreement has been made for a 

voyage, the port of destination and the 

time which has to expire after arrival 

before the seafarer should be discharged; 

(h) the health and social security protection 

benefits to be provided to the seafarer by the 

shipowner, including information on any 

mandatory social security contributions; 

(i) the seafarer's entitlement to repatriation; 

(j) a reference to the collective bargaining 

agreement, if applicable; 

(k) any other particulars which the competent 

authority may, after consultation with the 

shipowners' and seafarers' organizations, 

require to be included. 

The minimum notice period to be given by the 

seafarers and shipowners for the early termination of a 

seafarers' employment agreement should be not less 

than seven days. 

A notice period shorter than the minimum may be 
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given by the seafarer, withou oe a::--. : • cc-::<Jss o a.:e 

or urgent reasons or i'l o er crcvnstances that are 

recognized under employment law or practices or in 

applicable collective bargaining agreements as justifying 

termination of the employment agreement at shorter 

notice or without notice. 

Seafarers must be given a document containing a 

record of their employment on board the ship. The 

document must not contain any statement as to the 

quality of the seafarers' work or as to their wages. The 

document must contain sufficient information, with a 

translation in English, to facilitate the acquisition of 

further work or to satisfy the sea-service requirements 

for upgrading or promotion. A seafarers' discharge book 

may satisfy this requ irement. 

It is to ensure that seafarers' wages are paid for 

their services accordingly. 

Regular and full payment of wages earned and 

accounting, in detail, to the seafarer is a major obligation 

upon the shipowner. This is a matter subject to flag 

State inspection on all ships and for some ships also 

certification, and is also, potentially, subject to 

inspection in port States . 

The MLC, 2006 does not specify the legal form for 

implementation of this requirement as it refers to 

"measures". However it must be in a form that would

be considered mandatory under the national legal 

system. The measures adopted must at a minimum 

require that: 

• all seafarers must be paid at no greater than 

monthly intervals and in full for their work in 

accordance with their employment agreements 

and any applicable collective agreement; 

• seafarers are entitled to an account each 

month indicating the payments due and paid, 

including wages, additional payments and the 

rate of exchange, if the currency differs from 

that agreed; 

• charges for remittances/allotment transmission 

services must be reasonable and exchange 

rates in accordance with national requirements. 

The MLC, 2006 does not require that provisions be 

adopted to address either the calculation or level of 

wages other than as set out above. However if a country 

has adopted laws or regulations to govern the level 

and/or calculation of the wages of seafarers then 

Guideline 62.2 must be given due consideration. 

As required by Section 2.2 of the Convention, 

regarding with Wages for seafarers, the following 

factors should be considered. 

1) Seafarers must be paid at no greater than 

monthly intervals and in accordance with their 

seafarers' employment agreement and any 

applicable collective agreement. 

2) Seafarers must be given a monthly account of 

the payments due and the amounts paid, 

including wages, additional payments and the 

rate of exchange used where payment has 

been made in a currency or at a rate different 

from the one agreed to. 

3) Shipowners must establish a system for 

enabling seafarers, at the time of their entering 

employment or during it, to allot, if they so 

desire, a proportion of their wages for 

remittance at regular intervals to their families 

by bank transfers or similar means. Allotments 

must be remitted in due time and directly to 

the person or person~ nominated by the 

seafarers. 

4) Any charge for the service under paragraph 3 

above shall be reasonable in amount, and the 

rate of currency exchange, unless otherwise 

provided, shall be at the prevailing market rate 

or the official published rate and not 

unfavourable to the seafarer and shall comply 

with any other relevant requirements that may 

be established by law. 

5) Any legal provisions in force at the time of the 

adoption of MLC2006 which relate to the 

amount of the wages to be paid and to the 

principles governing their calculation shall 

continue to apply to the extent that they are 

applicable to seafarers. 

We should take good care of "Hours of Work and 

Hours of Rest:" onboard ship to avoid FATIGUE causing 

accidents onboard ships. 

The MLC, 2006 provisions with respect to minimum 

hours of rest are, for the most part, reflected in the 

amendments to the IMO's STCW Convention that were 

adopted in June 2010. This means that it is likely that 

national provisions will already exist for seafarers 

covered by STCW Convention. The MLC, 2006 requires 

that a country regulate either hours of work or hours of 

rest, in accordance with the parameters set out in 

Standard A 2.3. The Convention also provides 

information as to specific situations including drills, 

emergency situations and young seafarers. 

The MLC, 2006 defines "hours of work" as the 

time during which seafarers are requested to do work 

on account of the ship, while "hours of rest" means 
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time outside hours of work which do not include short 

breaks. 

Although a country needs to choose between 

hours of work or hours of rest it is suggested that both 

definitions be included .Although the MLC, 2006 does 

not address the definition of a short break, breaks of 

less than a 1 hour-or meal breaks would not usually 

count as rest periods. 

The MLC, 2006 also establishes a "normal working 

hours standard" for a work week, which relates in large 

part to the question of overtime payments. 

The MLC, 2006 provides for some flexibility with 

respect to the minimum hours of rest or maximum 

hours of work, where a country has laws or regulations 

or a procedure for the competent authority to authorize 

or register collective agreements permitting exceptions 

in accordance with the MLC, 2006 Standard A2.3, 

paragraph 13. 

Although a country is not required to provide this 

flexibility, some provisions include text to allow for it. 

The MLC, 2006 does not specify the legal form for 

implementation of these requirements; however the 

words "establish" and "fix" indicate that it must be in a 

form that would be considered mandatory under the 

national legal system. 

The normal working hours' standard for seafarers, 

like that for other workers, is based on an eight-hour 

day with one day of rest per week and rest on public 

holidays. 

The competent authority may authorize a 

collective agreement which determines seafarers' 

normal working hours on a basis no less favourable 

than the paragraphs below. 

The maximum hours of work shall be 14 hours in 

any 24-hour period and 72 hours in any seven-day 

period. Minimum hours of rest shall be ten hours in any 

24-hour.period and 77 hours in any seven-day period. 

Taking into account the dangers posed by the 

fatigue of seafarers, especially those whose duties 

involve navigational safety and the safe and secure 

operation of the ship, the competent authority may, 

after consulting the shipowners' and seafarers' 

organizations, make appropriate reductions in the 

maximum hours of work. 

Hours of rest may be divided into no more than 

two periods, one of which must be at least six hours in 

length, and the interval between consecutive periods of 

rest must not exceed 14 hours. 

Musters, fire-fighting and lifeboat drills, and 

mandatory drills, must be conducted in a manner that 
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minimizes the disturbance of rest periods and does not 

induce fatigue. 

When a seafarer is on call, such as when a 

machinery space is unattended, the seafarer must have 

an adequate compensatory rest period if the normal 

period of rest is disturbed by call-outs to work. 

If no collective agreement or arbitration award 

exists or if the competent authority determines that the 

provisions in the agreement or award are inadequate, 

the competent authority shall determine such provisions 

to ensure the seafarers concerned have sufficient rest. 

A table with the shipboard working arrangements 

must be posted in an easily accessible place on-board 

the ship. The table must contain for every position at 

least: 

(a) the schedule of service at sea and service in 

port; and 

(b) the maximum hours pf work and minimum 

hours of rest required. 

This table must be in the form approved by the 

competent authority and in the working language or 

languages of the ship and in English. 

Shipowners must maintain records of seafarers' 

daily hours of work or of their daily hours of rest in 

accordance with the form approved by the competent 

authority. Each seafarer shall receive a copy of the 

record pertaining to her or him which must be endorsed 

by the master, or a person authorized by the master, 

and by the seafarer. 

As noted above a collective agreement can provide 

flexibility; however, if permitted, it must be based on 

laws or regulations or a procedure whereby the 

competent authority can register or authorize the 

particular flexibility. 

The MLC, 2006 provides for some flexibility with 

respect to the minimum hours of rest or maximum 

hours of work, where a country has laws or regulations 

or a procedure for the competent authority to authorize 

or register collective agreements permitting exceptions 

in accordance with the MLC, 2006 Standard A2.3, 

paragraph 13. 

A country is not required to provide this flexibility 

but may do so. 

The MLC, 2006 does not specify the legal form for 

implementation of these requirements; however the 

words "establish" and "fix" indicate that it must be in a 

form that would be considered mandatory under the 

national legal system. 

As noted above a collective agreement can provide 

flexibility; however, if permitted, it must be based on 



laws or regulations or a procedure whereby the 

competent authority can register or authorize the 

particular flexibility. 

The Convention allows for some flexibility 

regarding the legal form chosen for national 

implementation. However the approach chosen must 

be mandatory and must address the following matters: 

• seafarers are to be repatriated, at no cost to 

themselves, except where a seafarer has been 

found, under national law or regulations or 

other measures or applicable collective 

agreement to be in serious default of his or her 

employment obligations; 

• ships are required to provide the flag State 

with financial security to ensure that 

repatriation will occur; 

• a copy of the applicable national provisions 

regarding repatriation must be carried on ships 

and be available to seafarers in an appropriate 

language; 

At a minimum, seafarers must be entitled to 

repatriation in the following circumstances: 

- when the seafarers' employment agreement 

expires when abroad; 

- when the seafarers' employment agreement is 

terminated by a shipowner; 

- when the seafarers' employment agreement is 

terminated by a seafarer for justified reasons; 

- when the seafarer is no longer able to carry 

out his or her duties under the employment 

agreement or cannot be expected to carry 

them out in the specific circumstances; 

- when the seafarer has served on board a ship 

for a maximum period which must be less than 

12 months. 

We s.hould observe and follow Section 2.5 of the 

MLC, 2006 which states "Repatriation" matters in the 

following manner: 

1. Seafarers have a right to be repatriated at no 

cost to themselves in the following 

circumstances: 

(a) if the seafarers' employment agreement 

expires while they are abroad; or 

(b) upon the expiry of the period of notice 

given in accordance with the provisions of 

the seafarers' employment agreement, 

when the seafarers' employment 

agreement is terminated: 

i. by the shipowner; or 

ii. by the seafarer for justified reasons; 

(c) when the seafarer is no longer able to 

carry out her or his duties under the 

employment agreement or cannot be 

expected to carry them out in the specific 

circumstances; 

(d) in any event after serving a period of (9) 

months on board. 

2. The following are deemed to be circumstances 

covered by paragraph l(b) and (c) above: 

(a) illness or injury or other medical condition 

which requires the seafarer's repatriation 

when found medically fit to travel; 

(b) shipwreck; 

(c) the shipowner not being able to continue 

to fulfil their legal or contractual obligations 

as an employer of the seafarers by reason 

of insolvency, sale of ship, change of ship's 

registration or any other similar reason; 

(d) the ship being bound for a war zone to 

which the seafarer does not consent to go; 

and 

(e) termination or interruption of employment 

in accordance with an industrial award or 

collective agreement, or termination of 

employment for any other similar reason. 

Shipowners are prohibited from requiring that 

seafarers make an advance payment towards the cost 

of repatriation at the beginning of their employment, 

and also from recovering the cost of repatriation from 

the seafarers' wages or other entitlements except 

where the seafarer has been found, in accordance with 

national laws or regulations or other measures or 

applicable collective bargaining agreements, to be in 

serious default of the seafarer's employment obligations. 

All ships that fly the flag of a country must provide the 

competent authority with evidence of financial security 

to ensure that seafarers are duly repatriated. Shipowners 

are responsible, as a minimum, for the following costs 

and seafarer's repatriation entitlements: 

(a) passage to the destination selected for 

repatriation in accordance with paragraph 

below; 

(b) accommodation and food from the moment 

the seafarers leave the ship until they reach 

the repatriation destination; 

(c) pay and allowances from the moment the 

seafarers leave the ship until they reach the 

repatriation destination; 
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(d) transportation of 30 kg of the seafarers' personal luggage to the repatriation 

destination; and 

(e) medical treatment when necessary until the seafarers are medically fit to travel to 

the repatriation destination. 

The Shipowner's duty to cover the costs of repatriation continues until the seafarers 

concerned are landed at destination as required under paragraph 8 below or are provided 

with suitable employment on board a ship proceeding to one of those destinations. 

Shipowners are responsible for repatriation arrangements by appropriate and expeditious 

means. The normal mode of transport is by air. Seafarers have the right to be repatriated, 

at their choice to one of the following destinations with which the seafarers have a 

substantial connection: 

(a) the place at which the seafarer agreed to enter into the engagement; 

(b) the place stipulated by collective agreement; 

(c) the seafarer's country of residence; or 

(d) such other place as may be mutually agreed at the time of engagement. 

The entitlement to repatriation may lapse if the seafarers concerned do not claim it 

within two years from the date when the seafarers were repatriated or a reasonable period 

of time determined by an applicable collective agreement. The, provisions are without 

prejudice to any right of the shipowner to recover the cost of repatriation under third-party 

contractual arrangements. 

If a shipowner fails to make arrangements for or to meet the cost of repatriation of 

seafarers: 

(a) the competent authority will arrange for repatriation of the seafarers concerned; 

(b) costs incurred in repatriating seafarers shall be recoverable from the shipowner 

concerned; 

(c) the expenses of repatriation shall in no case be a charge upon the seafarers, 

except as provided above; and 

(d) the ship or other ships of the shipowner concerned may be detained by the 

competent authority until the reimbursement has been made. 

A copy of the present provisions regarding repatriation written in an appropriate 

language must be carried onboard a ship that flies the flag of a country and must be 

available to seafarers. Every possible practicable assistance shall be given to a seafarer 

stranded in a foreign port pending repatriation and in the event of delay in the repatriation 

of the seafarer. Where foreign seafarers are stranded in a port of a country, the competent 

authority shall ensure that the consular or local representative of the flag State and the 

seafarer's State of nationality or State of residence, as appropriate, are informed 

immediately. 

Under the MLC, 2006 seafarers are entitled to adequate compensation in the case of 

injury, loss or unemployment arising from a ship's loss or foundering. This indemnity may 

be limited to two months' wages. Complaint procedures for the ship flying flag should be 

familiarized by all seafarers working onboard meeting the requirement of the convention. 

Normally shipping company provides for it. 

The aim of this convention is to improve Seafarers' Rights. It is intended to achieve 

"Decent Living and Working Conditions" for seafarers on board ship. 

We have obligation to educate our seafarers and they do need not only to know but 

also to understand the MLC, 2006 for effective implementation on board ships complying 

the MLC, 2006 requirements, in a safe and secure manner. 

MYANMAR NAUTICAL ASSOCIATION 



Sheii-HSSE Management System 
and learning from Incidents. 
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Our policy states that Shell Marine Products has 

a systematic approach to HSSE Management, designed 

to ensure compliance with the law and to achieve 

continuous performance improvement. The HSSE 

Management System is the embodiment of that 

systematic approach and is broken down into seven 

elements as depicted below: 

1. If you can imagine the management system 

as a capsule, then the environment within that 

capsule is "Leadership and Commitment". 

Leadership and commitment are essential to 

the life of all the other components of the 

system. 
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2. Policy and Strategic Objectives are at the front 

of the capsule because they point the way, 

defining· the direction for the company's 

activities. 
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3. People are the instruments by which the 

system is brought to life. They need to be fully 

trained, there needs to be adequate resource 

and they need to have clear definitions of their 

responsibilities and the standards to which 

they should work. This is included in the 

"Organisation. Responsibilities, Resources, 

Standards and Documentation" phase. 
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4. The Hazards and Effects Management Process 

(HEMP) is the heart of the management 

system. It is simply a systematic method of 

identifying hazards, assessing risk, putting 

controls in place to guard against those risks 

and defining . recovery measures should an 

incident happen. From this assessment, 

weaknesses in controls and recovery measures 

are identified and a remedial action plan is 

formed. 
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5. Adequate "Planning and Procedures" are 

required with respect to operations conducted 

in the business. This part of the management 

system also deals with the formation and 

testing of Emergency Response Plans. 
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6. The implementation phase comes next. Within 

this Implementation, Monitoring and Repor

tingphase targets are set, key performance 

indicators are developed and monitored and 

incidents (actual and potential) are reported 

and investigated so that learning points can be 

fed back into the management system. 
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7. Finally, there is a formal system of Audit and 

Management Review. An independent and 

internal HSSE audit programme is in place and 

management at global and Marine Centre 

levels regularly review the management 

system to ensure appropriate coverage of 

risks in the changing business environment. 
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1) If vessel received Shell Working Guidelines 

( present voyage )I Voyage order 

2) If the Voyage order includes the loading and 

discharging terminal I berth 

3) If the Voyage order includes the quantity and 

other information stated clearly 

4) If someone of Company's Senior Management 

staff visited the vessel once a month the 

CEO I Manager - Except Superintendent 

5) If vessel received the latest Shell safety 

campaign and LFI 

6) How the Management Company sends this 

Shell Safety Campaign and LFI to the vessel 

( monthly I quarterly ) 

7) How the Master disseminates and discusses 

the recently received LFI to the crew 

8) How the crew will learn of new introduction of 

Shell regarding safety culture onboard and 

how they exercise in future to avoid incident 

9) What's the difference between safety 
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campaign and Learn from Incident 

10) What benefit will achieved to crew regarding 

this Learn from Incidents 
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LFI-1-2014 

Do not walk 

under a suspended loadl 
Fatality - Struck by Falling Cargo Hose 

What happened? 

A barge and ship were involved in cargo transfer 

operations using the ships flexible cargo hose. Once 

cargo operations were completed, the barge Master 

disconnected the cargo hose from the barge manifold. 

He then wrapped the lifting sling around the cargo hose 

ready to be lifted by using the ships crane. The barge 

master moved to a place of safety before lifting 

commenced. At some point during the hose lift, the 



barge -

returnee 

severe int 

3 days later. 

Why it happened 

area. However 

e lifting sling 

+ The sling techni e that was used, allowed the 

hose to slip from the sling 

+ Risk communication between both vessels 

about the lifting was poor/not understood 

Lessons learned 

+ Specific hazards associated with lifting and 

hoisting should be included in the assurance 

checklists 

+ Communications between all stakeholder 

involved in the activity should acknowledge 

understanding of the risk prior to 

commencement of the activity 

+ The majority of risk controls were procedural 

and human based. There were no physical 

barriers in place to isolate the lifting zone. 

Key Message: 

Ensure the simple Life Saving Rule: 
'Do Not walk under a suspended load' 

is ruthlessly followed 
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LFI-2-2014 

Do not get distracted from 

your primary dutyl 
Collision between Tanker and cargo vessel 

What happened 

A collision occurred in restricted visibility of less 

than 2 Nautical Miles (NM) between a tanker and cargo 

vessel while they were proceeding in the same direction 

in the Traffic Separation Scheme (TSS) of the English 

Channel. There were no injuries or pollution but both 

vessels suffered structural damages. 

The cargo vessel was overtaking the tanker which 

according to the rules is required to keep clear. The 

tanker also had an obligation to take avoiding action 

when the action by the other vessel is not sufficient to 

prevent a collision. However neither vessels took 

sufficient action which resulted in the collision. 

In the run up to the collision, the Master of the 

cargo vessel was engaged in a conversation with a 

couple of supernumeraries who were on the bridge and 

also with the 2nd officer with regards to the bonded 
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stores order. The master was distracted and forgot 

about the target (tanker) which he had acquired on the 

Radar. 

On the tanker the watch keeping officer was alone 

on the bridge. He monitored the cargo vessel until she 

was 3 NM astern. Having identified it was overtaking, 

he assumed it would keep clear. He was fixing manually 

and plotting positions on the paper chart. The area 

being transited required frequent positions to be 

plotted. This distracted him from keeping an effective 

look out and monitoring the risk of collision from the 

cargo vessel. 

Why it happened 

+ Officer of the watch on both vessels were 

distracted from their primary navigational 

duty of keeping an effective lookout 

+ Neither vessel had a lookout even though the 

visibility was restricted to less than 2 NM and 

their Safety Management System (SMS) 
Do not get distracted from your 

primary duty 

:sa8m (Navigation) cmo+~ 3dl~c:§IE: ~ 

c;~c;CUJ1 §t:QJ[: Q~c;obln 

required to have a lookout 

Donotunder- estimate the force 
of seas on deck 

+ Navigation management on both vessels was 

relaxed after the vessel had passed Dover 

straits earlier 

Lessons learned 

+ Bridge teams should be aware of distractions 

in various forms and take steps to avoid them 

+ Navigational requirements must be complied 

with at all times 

Key Message: 

LFI-3-2014 

Injury to crew in rough weather 

investigation team forward in Force 6 weather. A risk 

assessment was hastily carried out by Master involving 

the Chief Engineer, Chief Officer, Bosun and the 

pumpman. After reducing speed and observing the 

wave pattern for almost 10 minutes, the team consisting 

of Bosun and Pumpman, led by Chief Officer went 

forward. It was noted that about 10 ltrs of water was in 

the bilge well of the forepeak store which was causing 

intermittent alarms. The water ingress was from water 

tight door which was not fully secured prior departure. 

The bilge well was emptied and the team started to 

return from forward when a freak wave hit them from 

behind causing all three to lose balance and fall on the 

catwalk. 

A second and third wave followed in quick 

succession resulting in all three being thrashed on the 

catwalk.AII three crew members limped back to safety 

inside the accommodation and were found with multiple 

in juries. The Chief Officer suffered bruises, haematoma 

(blood clot) and pain in leg. The Bosun suffered pain in 

the hip area whereas the Pumpman complained of pain 

in the back. All three were given first aid and noted to 

be in stable condition. They were sent for further 

medical check-up ashore two days later. 

The Chief Officer and Pumpman were given a 

further 3 weeks rest. The Bosun had fractures on 

shoulder blade and hip and underwent surgery. All 

three were repatriated home for further physiotherapy 

and rest. 

Why it happened? 

What happened? The risk assessment did not take into account the 

While underway to China the forward bilge alarm effect of changes in wave length and frequency, after 

sounded on our vessel, prompting a need to send an the vessel's speed reduction had stabilised. The 
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ec er reparation. The 

• been adequately 

ec ·or departure. 

Lessons learned 

+ Do not send a e on deck in rough weather 

unless absol e necessary. If unavoidable do 

a proper ris assessment assuming a worst 

case scenario. Observe the seas on deck for at 

Do not underestimate 
the force of seas on deck! 
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least 20minutes after any changes are made 

to course and speed, allowing vessel to settle 

down in its new situation. Our company 

procedures have been revised to allow for this 

additional time. 

+ Ensure crew are well protected and in constant 

communication with dedicated watch-keeper 

on Bridge to alert if situation changes on deck. 

+ Prepare vessel for departure diligently 

expecting bad weather and cross-check 

actions to be sure. 
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MARINE NAVIGATION & COMMUNICATION EQUIPMENT 
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Model • NF·700 (l"LCD) 
Made in Korea 

Model • F-800 (S"'LCO) 
Made in Korea 

VHF Marine Transceiver 
Made in Japan 

SAMYUNG 

Model· SMR-3700 (10.4'"LCO) 
Made in Korea 

Model • SRG-31500/DN 
MF/ HF Radio 
Made in Korea 

MOBILE 

Model ·IC·2300H 
VHF Transceiver 
Made in Japan 

AIS 

Model • NavisiN-800 (8'"LCD) 
Made in Korea 

@> SAMYUNG 

GPS PLOTTER& 
ECHO SOUNOEQ 

Model • SI·30A (5.6'"LCO) 
Made in Korea 

MOBILE 

VHF Transceiver 
Made in Japan 

Made in Korea 

0 
I C OM 

HF 
·IC-718 

HF Transceiver 
Made in Japan 

@> SAMYUNG @> SAMYUNG 

ECHO SOUNDER 

Made in Japan 



Myanmar Nautical Association's Member List 
Name Mbr. No. Name br. 
DR. TIN HLAING M-000049 CAPT AUNG MYINT M-OC 
CAPT NAY WIN M-OC 

M-000003 CAPT AYE MAUNG M-000051 CAPT SEIN HOKE M-OC 
M-000004 CAPT SOE MIN AUNG M-OC 
M-000005 CAPT SAW YO HAR WAR M-000053 CAPT THAN HTUT M-OC 
M-000006 CAPT THA DOE KYAW M-000054 CAPT KYAW KYAW LWIN 

M-000007 CAPT SAN THEIN M-000055 CAPT MYO ZIN MAUNG 
M-000008 CAPT SAN 00 M-000056 CAPT MYINT MAW 
M-000009 CAPT HLA WIN M-000057 

M-000010 CAPT TIN MAUNG PAR M-000058 CAPT NAY WIN M-LY:: 
M-000011 CAPT MIN NAING M-000059 CAPT THANT ZIN 
M-000012 CAPT HTAY MYINT M-000060 CAPT THAN TUN AUNG 
M-000013 CAPT KYAW THEIN LWIN M-000061 CAPT WAI LWIN 
M-000014 CAPT THAN NAING TUN M-000062 CAPT MIN THEIN 
M-000015 CAPT KO KO NAING M-000063 CAPT KYAW LIN THAN 
M-000016 CAPT SOE LWIN M-000064 CAPT KHIN MAUNG AYE M 
M-000017 CAPT BANYAN M-000065 CAPT THAN HTUN 
M-000018 CAPT MYINT 00 M-000066 CAPT TIN MAUNG MYO HTUT 
M-000019 CAPT AUNG THWIN M-000067 CAPT KYAW THEIN MAUNG 
M-000020 CAPT KHIN MAUNG SOE M-000068 CAPT PEIK LING M-C 
M-000021 CAPT MIN SEIN M-000069 CAPT HLA THWIN M-C 
M-000022 CAPT U NI M-000070 CAPT THEIN LWIN M--( 
M-000023 CAPT WIN MYINT TUN M-000071 CAPT ZAW MYO AUNG M--( 
M-000024 CAPT MOE ZAW HTUT M-000072 CAPT AUNG AUNG M--e 
M-000025 CAPT KYAW ZAW M-000073 CAPT SAl ZAW TUN THAN M--( 
M-000026 CAPT SEIN LIN M-000074 CAPT NGWE WIN M-( 
M-000027 CAPT MYO NYUNT M-000075 CAPT THAN MAUNG MYINT M-C 
M-000028 CAPT MYINT THAN M-000076 CAPT MYO KYAW 00 M-( 
M-000029 CAPT WIN AYE M-000077 CAPT MYO ZAW M 
M-000030 CAPT HTEIN LIN LAY M-000078 CAPT AUNG KYAW M-
M-000031 CAPT TIN GYI M-000079 CAPT ZAW ZAW 00 M-
M-000032 CAPT THAN 00 M-000080 CAPT KYAW THI HA M-
M-000033 CAPT THET NAING M-000081 CAPT KO KO MAUNG M-
M-000034 CAPT KYAW SWA MYO WIN M-000082 CAPT ZAW LINN 

M-000035 CAPT HTAY WIN M-000083 CAPT AUNG MIN 00 
CAPT THET HTAY M-000084 CAPT NAY WIN 00 M· 
CAPT THAW KA M-000085 CAPT KYAW HTUN AUNG 

M-000038 CAPT HTAY LWIN 00 M-000086 CAPT AUNG KYAW HTET 
M-000039 CAPT ZAW LWIN HTWE M-000087 CAPT ZAWTUN 

M-000040 CAPT SHEIN HONE HTOON M-000088 CAPT WIN MYINT THEIN 

M-000041 CAPT AUNG KYAW ZAN M-000089 CAPT LWIN 00 
M-000042 CAPT KYAW MIN M-000090 CAPT KHIN MAUNG KYI 

M-000091 CAPT MYINT 00 
M-000044 M-000092 CAPT YAN MYO AUNG 

M-000045 CAPT OKKAR M-000093 CAPT WIN NAING NYUNT 

M-000047 CAPT MYINT KYWE 

M-000048 CAPT THANT ZIN M-000096 CAPT MIN MIN TUN 
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Myanmar Nautical Association's Member List 
br. No. Name 

CAPT KYAW MIN LWIN 

CAPT ZAW AUNG 

Mbr. No. 
M-000145 

M-000146 

M-000147 

M-000148 

M-000097 

M-000098 

M-000099 

M-000100 

M-000101 

M-000102 

M-000103 

===---:M-000149 

M-000104 ZAW 00 

M-000105 CAPT SOE NAING 

M-000106 CAPT HLA MAW TUN 

M-000150 

M-000151 

M-000152 

M-000153 

AM-00010 

M-000107 CAPT t<:fAW WIN ==="=== AM-00011 

M-000108 CAPT THEI WIN 

M-000109 CAPT KHI MAUNG MYINT 

M-000110 WIN HTUT 

M-000111 THEI TOE 

M-000112 CAPT KHIN ZAW WIN 

M-000113 CAPT MAUNG MAUNG ZAW LATI 

M-000114 CAPT MAUNG MAUNG AUNG PHYO 

M-000115 CAPT KHIN MAUNG AYE 

M-000116 CAPT THAN TUN AUNG 

M-000117 CAPT NYAN TUN 

M-000118 CAPT ZIN AUNG 

M-000119 CAPT t<:fAW SOE 

M-000120 CAPT THET LIN 00 

M-000121 CAPT t<:fAW ZAW WIN 

CAPT THET AUNG KH 

CAPT t<:fl LIN ZAW 

CAPT MIN 00 

CAPT t<:fl MOE 

IN 

THANT 

M-000122 

M-000123 

M-000124 

M-000125 

M-000126 

M-000127 

M-000128 

M-000129 

M-000130 

M-000131 

M-000132 

M-000133 

M-000134 

M-000135 

M-000136 

M-000137 

M-000138 

M-000139 

M-000140 

M-000141 

M-000142 

M-000143 

M-000144 

CAPT MYAT KHAUNG 

CAPT ANNAWAR 

CAPT THWIN AUNG 

CAPT MYINT LWIN @ 

CAPT t<:fAW MYA 00 

CAPT t<:fAW t<:fAW 

CAPT AUNG THANT 

CAPT MAUNG MAUN 

CAPTZAW LATI 

CAPT t<:fAW WIN 

CAPT HTAIN WIN 

CAPT NYI NYI LWIN 

CAPT MYAT THU AUN 

CAPT THET LWIN AU 

CAPT t<:fAW HAN 

CAPT MIN MAW 

CAPT MYINT THU HT 

CAPT AUNG t<:fAW 

CAPT KHAING THEIN 

MAUNG MAUNG 

·-G HTOO -

G 

NG 

UN 

AM-00012 

AM-00013 

AM-00014 

AM-00015 

AM-00016 

AM-00017 

AM-00018 

AM-00019 

AM-00020 

AM-00021 

AM-00022 

AM-00023 

AM-00024 

AM 00025 -
AM-00026 

AM-00027 

AM-00028 

AM-00029 

AM-00030 

AM-00031 

AM-00032 

AM-00033 

AM-00034 

AM-00035 

AM-00036 

AM-00037 

AM-00038 

AM-00039 

AM-00040 

AM-00041 

Name 
CAPT YE HTUT 

CAPT KHIN MAUNG WIN 

CAPT NAING AUNG 

CAPT ZAW LIN AUNG 

CAPT AUNG t<:fAW MOE 

CAPT SAl MAUNG PHW_E,_~;;:::;::==~ 

CAPT SOE NYUNT 00 

CAPT SOE NAING 

CAPT KO KO GYI 

CAPT MAUNG MAUNG ·MYINT 

CAPT WIN NAING AUNG 

CAPT AUNG BANYA ZAW 

CAPT MYO MYINT AUNG 

CAPT AYE CHAN 

CAPT MIN SWE 

CAPT KHIN MAUNG WIN 
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CAPT THAN HTAIK 
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C/0 NYAN HEIN 

C/0 t<:fAW THU YA 

C/0 THAIKE TUN 00 

C/0 KHIN THEIN TIN 

MNA JOURNAL - P-77 



MNA 
Myanmar Nautical Association 
§+oo¥8cGb)G(§:>t:3dooo5o2!->~8G:tr:3d~8: 

1. ~+(J)¥860(?8 GbjG~8:3dO:lOSU2!'"lfll ~:moS~~[lG0bj+f'~ 19f.~:G0bj+U 

2. mjf?3dCOdS0(?8 C(c-(}OJ?O~SP:GCO")oS~t§ 3d~3d9J8:j9t§oG::rr.J GbjG~8:ue!''i\8"l[l:=: G'5:CXfoSGu:9+n 

3. GbjG~8:ue!''i\8"lP: mS~:t~mS~: Q8<J898:;:~ 3d::noS::noS0(?8 a;?~~8:u8:9h~ 3dGO(?:r.>O["lfl=d? GC'fdS¥89+n 

4. ~+<J?GbjG~8:Ue!'lj\8"lfl:3dGtl9~ 88cJ?.moSGjpoS=:G::rr.J Ue!lbjb"lfl:f~ ¥86~ 3dolj[:B[bj+ll 

5. GbjG~8:~cJSOJ?Y.GQ008Gbj:C'j>bc+:"lfl:d? 3dG=o53da;?B[G0bj+ll 

6. mjf?GbjG~8:3d§~[b IMO 'f §g')+:=:G::rr.J il~+ileg+="lfl=t~3d~ 3d~3d9J8:§t§oG::rr.J GbjG~8:ue!''i\8"lP: 

G'5:CXfoSGu:bj+3dO(?oS C\~l3dbG::rr.J :n8m+:"lfl: 1?.91§8:1 OOG<Jl~0SGoo:~ G3J')8rooS'foS"lfl: CXj>oSGu:§8:~~"lfllf'~UoS 
~oS9 ~oS~8bp 3d~:r.>0~l"lfllf'~ )?:GJ8:GQffi8§oSbj+ 3d0GU:m8§bj+ll 

7. B~0(?8:fl9~u~GbjG~8:3dmoSue!'t~oooSIBcJSGtG::rr.J3d~:r.>0~:"lfl:f>~OOoS:l6cJS9u2!'9b~8bp"lfl:f>~3dGO(?:r.>0[ 

"lfl:d? ;:Gf'GC\j>cJSbj+ll 

8. GbjG~8:3dmoSue!'"lP:t~uoS~oS9 ~Gm~tC\fbc+:"lP:d? GQffi8§oS9+u 

9. GbjG~8:ue!''i\8"lfl:f'~ GbjG~8:GC0")("1)3d0(?8:~ ~G:J.n::rr.J:"lfl:<3\i XJObjbOO~ ~~m8Gbjlf~ 3dC'j>b3dd?8 3d~~3droG: 

"l[l= Y~9~G9:d? 3dG=o53da;?B[G0bj+ll 

10. 3d~8:o8"lP:<3\i (\>bc+:y8:~8bf-Jt~uoS~oS~ §SGuTCO")G::rr.J 19=t')bjb"l[l:=: Gj91j)8=bp0(?8 c\?3db~t§3da;?3d~"lfl: 
GU:bj+f'~ euG3y8:~8bp 3d02?dJ"lfl: bjOJ?bj+3dO(?o5 yy:c;;u:bj+ll 



~~ 
G&rraf;:~·-,-~-~~C..a<.;• 

oS'f~G~- - =- _ ~:~ OJ<J;l~~<(y 
Nautical Scie ce J€9-ee .~=& otrooSw:~: O?¥~oS 

~Gd.n'fl:~ O?¥:ooS:Dbp~:D§S :Df>~:~: (~) tSO??o+ 
roG:GQ008~:~~: j9Sq~J~a 

¥8c§:>:~::D~8:~: - Overseas Member MMNP 

§¥(J)¥8c~:~JO?oSo'J :D~8=<r ~rfJ'roSa:n:G~ 

:D~:D~8:t~ gj~~jg: :DCXGQ008:D§~ ~:j9oS~oSj9~ 

:D~8:o8~~B!a:n:~ j9Sq~J~ n 

o2<9o5:D~8:~: - Associate Member AMMNP 

::Do5~8'P :D?CTY)y8:D§~o~:rr oo'P:o8oyrfJGo:a:n: 
G:xJ:l Second Mate 1 Class III, Deck O~cer, Cert~cate of Com

petency rooS~J~§G:xJ:l oa~&:OiJ8rxrooS'roS ~8GQ008a:n:~ 

j9S~~· ~~aS G&oa~&:OiJ81J rooSrroS~8GQ())8 a:n:~j9S 
!;j~J~ I ~~JO(rfJ ~aa!G:OiJ8~jrooS'rd)t~Oi?2G~ m8::Dm~ 

rooS~J~§G:xJ:l aaiG:OiJ81j roo5'floS~8GQ008aYJ:~ j9S!;j~J~II 

o~~8:D~8::x7:l: - Student Member -

GGJG§:>8::DoooS~8GCY.jp8:1 GO?J~b100~~~:068 

G::Jd3ro~:GO?J8:!o8roo$q&§:>:~:O(+~o)~Gd.n~:GoT aj; 
O(¥:OJrfJpf§G::Jd3ro~:GO?J8:1 OOGC60)d)G06. G!;jG§:>8: 
:DoooSo~qb ~:~ G(\l(\)')W~:)?:Gt~I9SGJ~J~II 

~##.~~~· 
· o2cm$):D~8:~:~ :D~J~Gt?o5068 (AMMNP - Associate 

Member of Myanmar Nautical Profession) ~ o2<9oS~:y8~~ 

~~~B 

• :D~8:<f oyrfJGOG~ OOG008~:~ :DQ~ GJot~~~~~~ 

• :D~~O~IG')G~¥=~ 
~())~t~'cpfo)l~*-~~~ ~8bp 
OOGoo8~:1 msr&~:l Video I CD :DG~~:~ oo§~J?oS~ 

o~:'iJe:o~:mG:t~:D2 y:>:qG:ClrfJ'jj ~:gy8~~ ~~~~~ 

. :D~8:'fl :D~+:D65l:D~o5 gj[C\(bG~ mooG:ClrfJ~IGOli?:G~:~ 

~:068 ~d)'flrfJaYJ:G~ O~:'iJe:~:t~:D2 ooo5Gbpo50Jo8 
GOli?:G~:~~~~~R 

· :D~8:~ tSooSro~'i]oSp?2 :Do~::DG0:068 oooS 
GbpoS GOli?:G~::DBI9t¥8~~u 

• :D~8:~:~:~~ :DC\(b:DrxGQ008:D§. G§:~o)oo8Ggf>o5 
§8:068 o8Gbpo5G§:~o)Q~~t~ ~oSrobfP YGo:y8~~ ~~~· 

. :D~8:~:ooS~::DGti9~ :D~8:o8:Dj9SGC)!Po5a:n:~ 

~ GC)!PoScwGoT 06'6 G8:GC)!Po5a:n:~:D?: ~oSJ?8 ::18oa~&: 

G§:>8:t~ :D~8:o8j9S~~G§:>8: GaY:Jo5Qrod)'fld) GGJ:d?: 

¥8~~" 




