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The IFSMA President and Executive 
Council

v     President of IFSMA 
         Captain Christer  Lindvall, FNI - SWEDEN
         Elected: 23/05/1998

v     Deputy President
         Captain Dave  Hopkins - IRELAND
         Elected: 1/06/2002 

v     Vice President
         Captain Koichi  Akatsuka, FNI - JAPAN
         Elected 01/6/2002

v     Vice President 
         Captain Yannick  Lauri - LA REUNION
         Elected: 23/05/1998 

v     Vice President
         Captain Patrick A Moloney - USA
         Elected: 23/05/1998 

v     Vice President
         Captain Petr  Osichansky - RUSSIA
         Elected: 01/06/2002 

v     Vice President
         Captain Antti  Palola - FINLAND
         Elected: 01/06/2002 

IFSMA Honorary Members

v     Dr C P Srivastava (K.C.M.G.) - UK
         Elected: 23/05/1985 

v     Captain Nic W C Rutherford - UK
         Elected: 15/05/1992 

v     Mr William A O’Neil - UK
         Elected: 07/10/1993 

v     Captain Henrik  Sem - SCOTLAND
         Elected: 07/10/1993 

v     Captain Gerhard  Goldberg - GERMANY
         Elected: 12/05/1995 

v     Captain Genji  Yoshinaga - UK
         Elected: 23/05/1997 

v     Captain Hiroshi  Kawashima - JAPAN
         Elected: 23/05/1998 

v     Captain Roger  Clipsham FNI - UK
         Elected: 01/06/2002 

The IFSMA Secretariat

Headquarters contact details on front page.

v     Secretary General
         Captain Rodger M. MacDonald, FNI
        Appointed: 01/08/2001

v     Assistant Secretary General
         Captain Paul R Owen, FNI
        Appointed: 01/10/1996

v     Administration Officer
         Mrs. Roberta Howlett  
        Appointed: 08/10/2002

IFSMA 30th Annual General Assembly

The 30th IFSMA Annual General Assembly 
will take place in Buenos Aires on Thursday 
6th and Friday 7th May 2004. 

A full programme is planned with subjects on 
the agenda chosen for their relevance to the 
important issues of the day.

The provisional Agenda is included with this 
Newsletter for members and their guests. If you 
haven't already done so and wish to attend we 
would encourage you to book your flight and 
reserve your hotel accommodation, using the 
forms previously provided, without delay. If 
you require any assistance please contact the 
IFSMA Headqaurters in London.
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Some Thoughts from your Secretary 
General

I took some leave in Australia during Febru-
ary this year and I was delighted to be able to 
meet John Turnbull and John Carroll and other 
members of The Company of Master Mariners 
of Australia in Melbourne. I was made most 
welcome at their Melbourne Branch meeting 
and found in discussion that their concerns 
echo entirely those that are expressed by our 
members worldwide. John Carroll, the Federal 
Master, talked in particular about his unease 
at the way his Government acted with regard 
to the Tampa incident. In this newsletter you 
will see a copy of the letter he has sent to his 
Minister for Transport and Regional Services. 
(See page 9).

For some time now the concerns of IFSMA have 
been focused on the increasing trend to imme-
diately arrest the shipmaster and in some cases 
members of his crew following a maritime inci-
dent. We now see the Master and six other crew 
members of the Tasman Spirit as well as the 
Salvage master who attempted to salvage the 
vessel have already been detained in Karachi 
for several weeks awaiting trial. The nationali-
ties of the seafarers are Greek and Filipino.

In my opinion in all of the above cases the 
shipmaster has acted professionally, and has 
had to make decisions without the support from 
local authorities or the ship-owner. The under-
lying cause of the incident has been beyond the 
shipmaster’s control. I also believe that the au-
thorities act in this draconian way for political 
reasons - they need a scapegoat and the ship-
owners are not so easy to get hold of. However, 
my opinion is not important; the fact is that 
everyone has the right to be treated justly.

Prompted by the Prestige and Erica incidents 
IFSMA made a resolution at the last AGA to 
raise the awareness of the ‘criminalisation’ of 
the shipmaster and detaining seafarers to the 
delegations at the IMO. To this end I have 
initiated a paper to be presented to the Legal 
Committee in April 2004, a copy of which ap-
pears in this newsletter. With solid support 
from the IMO Secretary General, IFSMA was 
ably assisted by the legal teams in IMO and 
the International Chamber of Shipping. The 
ICS agreed to be co-signatories from the outset 
and their guidance has been most helpful in 
producing this document. Perhaps as a result 
of the Tasman Spirit incident I am delighted 
to say that Delegations from the Philippines, 
Poland, Greece and Cyprus have agreed to be 
signatories along with other NGOs. Let us see 
what transpires. (See page 21).

The criminalisation of the Master will be a key 
debating topic at the Annual General Assembly 
being held in Buenos Aires.

As the implementation of the ISPS code is fast 
approaching there will also be half a day set 
aside for debating this topic at the AGA. At the 
Flag State Implementation Committee meet-
ing recently it was decided that the shipmaster 
may be designated the ship security officer. This 
should be cause for serious discussion and I 
would welcome any comments from our mem-
bers who are not able to attend.

I do hope that many of you will join us at this 
year’s AGA which is the first that IFSMA has 
held in South America, and I look forward to 
seeing you there.
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IMB calls upon Governments to 
Intensify Anti-piracy Efforts

The total number of worldwide reported inci-
dents increased to 445 in 2003 compared to 370 
in 2002 according to the ICC International Mar-
itime Bureau (IMB). In 2003 the IMB recorded 
the second highest number of attacks since the 
IMB Piracy Reporting Centre commenced com-
piling statistics in 1991. The highest number 
recorded was 469 incidents in 2000.

Capt. Pottengal Mukundan, Director of the ICC 
International Maritime Bureau, which runs the 
Piracy Reporting Centre, said,  “The figures 
show an increase in the numbers and violence 
of the attacks. However they also show that 
some kinds of attacks and attacks in certain 
areas have dramatically reduced. This proves 
once again that when law enforcement agen-
cies take these attacks seriously there will be a 
corresponding reduction in the attacks. We call 
upon the countries with piracy problems, to give 
greater priority to policing their waters.”

The IMB annual Piracy and Armed Robbery 
Against Ships report for 2003 shows that the 
violence used in the attacks continued to rise, 
with 21 seafarers killed, 40 assaulted and 88 
injured in 2003, up from 10 killed, 9 assaulted 
and 38 injured the previous year. There were 
71 crew or passengers missing in 2003 and 
this should be considered along with the 21 
confirmed killed. The number of attacks using 
guns rose to 100 from 68 and the number of 
hostages taken nearly doubled to 359 seafar-
ers. Ships were boarded in 311 instances and 
a total of 19 ships were hijacked. 

Indonesia continues to record the highest 
number of attacks with 121 reported incidents 
in 2003. Bangladesh ranked second highest 
with 58 attacks and Nigeria ranked third with 
39 attacks. Attacks in Nigeria have almost tri-
pled compared with last year and is regarded 
as the most dangerous area in Africa for piracy 
and armed robbery.

The report identifies Chittagong, Lagos, Chen-
nai, Dakar, Cochin, Balikpapan and Ho Chi 
Minh City having 7 or more attacks in the year. 

Chittagong topped the list with 40 recorded in-
cidents in 2003.

Malacca Straits, one of the busiest shipping 
lanes, had seen a welcome drop in the number 
of piracy attacks in 2002 with 16 incidents 
as compared 75 in 2000. The 2003 figures, 
however, show a rise to 28 incidents in the 
Malacca Straits. The Indonesian Authorities 
must increase their efforts. A reduction in the 
attacks in Indonesia can dramatically change 
the situation in South East Asia.

There was also a drop in the number of at-
tacks in Cameroun, Ecuador, Gabon, Guyana, 
Ivory Coast. Malaysia, Singapore Straits and 
Thailand. Attacks in Malaysia reduced to 5 in 
2003 from 14 in 2002. In the last 6 months of 
2003, no attacks were reported in Malaysian 
waters. This notable progress is attributable to 
vigilant patrols by the Royal Malaysian Marine 
Police. 

Somalia saw a 50% drop in reported attacks 
in 2003. Even though the number of attacks 
dropped, eastern and north-eastern coasts of 
Somalia remain high-risk areas for hijackings 
and kidnapping of the crew for ransom by local 
warlords. 

The number of ships hijacked for the theft of 
the ship and cargo has dramatically reduced in 
2003. The type of hijackings now taking place 
involve more vulnerable targets such as tugs 
and barges. Ships are also hijacked in order to 
abduct the crew for ransom. These kidnappings 
are believed to be largely the work of militia 
groups in politically vulnerable areas.

 “In 23% of the attacks, tankers were the tar-
gets. The fact that these ships carrying dan-
gerous cargoes may be temporarily under the 
control of unauthorised individuals remain a 
matter of concern,” said Capt. Mukundan. “We 
have also seen for the first time, ships being 
attacked simultaneously by a number of small 
pirate boats, firing weapons at the bridge of the 
vessel,” he said.

The intelligence provided by the IMB to law 
enforcement agencies continues to be precise 
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and contemporaneous which has resulted in 
law enforcement agencies utilising their patrol 
craft optimally at periods of high-risk pirate 
activity in areas such as the Gaspar/Gelasa 
Straits, entrance to the Malacca Straits and 
waters around Anambas and Bintan Islands in 
Indonesia. This deployment has led to a reduc-
tion of attacks from time to time.

The report highlights the following piracy 
prone areas

South East Asia and Indian Sub Conti-
nent

• Bangladesh - Chittagong  
• India - Chennai, Cochin
• Indonesia – Anambas Island, Balikpapan, 

Bintan Island, Dumai, Gaspar (Gelasa) 
Straits, Pulau Laut, Samarinda, Tanjong 
Priok (Jakarta).    

• Malacca Straits – The coast near Aceh is 
particularly risky 

• Philippines – Manila
• Vietnam – Haipong, Vung Tau

Africa and Red Sea.

• West Africa - Dakar, Dar Es Salaam, 
Lagos, Warri.

• Gulf of Aden 
• Somali waters – Eastern and North-east-

ern coasts are high-risk areas for hijack-
ings. 

South and Central America and Caribbean 
Waters.

• Brazil – Belem
• Colombia – Buena Ventura
• Dominican Republic - Rio Haina
• Guyana – Georgetown
• Jamaica - Kingston
• Peru – Callao
• Venezuela – Puerto Cabello

The work of the IMB Piracy Reporting Centre 
is funded by donations from 20 organisations, 
mostly P&I Clubs, ship owners and insurers. 
The Centre is now recognized throughout the 
maritime industry for its valuable contribution 
in quantifying the problem of world piracy and 

providing assistance, free of charge to ships 
that have been attacked.  A weekly summary 
of IMB Piracy Reporting Centre’s daily reports 
to ships at sea is also posted on the Internet at 
www.icc-ccs.org

The IMB’s Annual Report on piracy seeks not 
only to list the facts, but also to analyse devel-
opments in piracy and to identify piracy-prone 
areas so that the law enforcement agencies and 
crew can take preventive action.  Copies of the 
report, priced £20 inclusive of postage and fur-
ther information can be obtained from:

ICC- International Maritime Bureau
Maritime House,  
1 Linton Road, Barking  
Essex IG11 8HG 
United Kingdom

Tel. + 44 20 8591 3000       Fax. + 44 20 8594 
2833    E-mail: imb@icc-ccs.org.uk

The Proper Use of VHF Channels at 
Sea

IMO Assembly Resolution

THE ASSEMBLY,

RECALLING Article 15 (j) of the Convention 
on the International Maritime Organization 
concerning the functions of the Assembly 
in relation to regulations and guidelines 
concerning maritime safety, 

RECOGNIZING that the proper use of VHF 
radiocommunication channels contributes to 
the safety of life at sea and efficiency of navi-
gation, 

RECOGNIZING ALSO that misuse of VHF ra-
diocommunication channels may cause serious 
interference to essential communications and 
is a potential danger to safety at sea,

CONSIDERING that the risk of misuse of VHF 
Radiocommunication channels is more likely 
when VHF equipment is operated by persons 
not trained in its proper use, 

RECALLING that the Radio Regulations. re-
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quire that the service of every ship radio-tele-
phone station shall be controlled by an operator 
holding a certificate issued or recognized by the 
Government concerned,

RECALLING ALSO that, for the certification of 
masters, chief mates and officers in charge of a 
navigational watch, the International Conven-
tion on Standards of Training, Certification and 
Watchkeeping for Seafarers, 1978, as amended 
in 1995, requires knowledge of procedures used 
in radiotelephone communications and ability 
to use radiotelephones in particular with re-
spect to distress, urgency, safety and naviga-
tional messages,

 HAVING CONSIDERED the recommendation 
made by the Maritime Safety Committee at its 
seventy-fifth session, 

1. INVITES Governments to ensure that all 
persons on board controlling the operation of 
VHF equipment have knowledge of procedures 
used in radiotelephone communications and 
ability to use radiotelephones in particular 
with respect to distress, urgency, safety and 
navigational messages; 

2. INVITES ALSO Governments to bring the 
Guidelines on the use of VHF at sea to the at-
tention of all concerned; 

3. REQUESTS Governments to take appropri-
ate action to ensure that VHF channels are 
used correctly; 

4. ADOPTS the Guidelines on the use of VHF 
at sea set out in the Annex to the present reso-
lution;

5. AUTHORIZES the Maritime Safety Commit-
tee to keep these Guidelines under review and 
amend them as appropriate; 

6. REVOKES resolution A.474 (XII). 

Radio Regulations means the Radio Regulations annexed 
to, or regarded as being annexed to, the most recent 
International Telecommunications Convention which is 
in force at any time. 

ANNEX 

GUIDELINES ON THE USE OF VHF AT 
SEA 

1. VHF COMMUNICATION TECHNIQUE

1.1 Preparation 

Before transmitting, think about the subjects 
which have to be communicated and, if neces-
sary, prepare written notes to avoid unneces-
sary interruptions and ensure that no valuable 
time is wasted on a busy channel.

1.2 Listening

Listen before commencing to transmit to make 
certain that the channel is not already in use. 
This will avoid unnecessary and irritating in-
terference.

1.3 Discipline

VHF equipment should be used correctly and 
in accordance with the Radio Regulations. The 
following in particular should be avoided: 

.1 calling on channel 16 for purposes other than 
distress, urgency and very brief safety commu-
nications when another channel is available;

.2 communications not related to safety and 
navigation on port operation channels;

.3 non-essential transmissions, e.g. needless 
and superfluous signals and correspondence;

.4 transmitting without correct identification;

.5 occupation of one particular channel under 
poor conditions; and

.6 use of offensive language.

1.4 Repetition

Repetition of words and phrases should be 
avoided unless specifically requested by the 
receiving station.

1.5 Power reduction
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When possible, the lowest transmitter power 
necessary for satisfactory communication 
should be used.

1.6 Automatic identification system (AIS)

AIS is used for the exchange of data in ship-to-
ship communications and also in communica-
tion with shore-based facilities. The purpose of 
AIS is to help identify vessels; assist in target 
tracking; simplify information exchange (e.g. 
reduce verbal reporting); and provide additional 
information to assist situation awareness. AIS 
may be used together with VHF voice commu-
nications. AIS should be operated in accordance 
with resolution A.917(22) on Guidelines for the 
onboard operational use of shipborne automatic 
identification systems (AISs).

1.7 Communications with coast stations 

1.7.1 On VHF channels allocated to port opera-
tions service, the only messages permitted are 
restricted to those relating to the operational 
handling, the movement and the safety of ships 
and, in emergency, to the safety of persons; as 
the use of these channels for ship-to-ship com-
munications may cause serious interference to 
communications related to the movement an 
safety of shipping in port areas.

1.7.2 Instructions given on communication mat-
ters by shore stations should be obeyed.

1.7.3 Communications should be carried out 
on the channel indicated by the coast station. 
When a change of channel is requested, this 
should be acknowledged by the ship.

1.7.4 On receiving instructions from a coast sta-
tion to stop transmitting, no further communi-
cation should be made until otherwise notified 
(the coast station may be receiving distress or 
safety messages and any other transmissions 
could cause interference).

1.8 Communications with other ships

1.8.1 VHF channel 13 is designated by the 
Radio Regulations for bridge-to-bridge com-
munications. The ship called may indicate 
another working channel on which further 

transmissions should take place. The calling 
ship should acknowledge acceptance before 
changing channels.

1.8.2 The listening procedure outlined in para-
graph 1.2 should be followed before communica-
tions are commenced on the chosen channel.

1.9 Distress communications

1.9.1 Distress calls/messages have absolute 
priority over all other communications. When 
receiving them all other transmissions should 
cease and a listening watch should be kept.

1.9.2 Any distress call/message should be 
recorded in the ship’s log and passed to the 
master.

1.9.3 On receipt of a distress message, if in the 
vicinity, immediately acknowledge receipt. If 
not in the vicinity, allow a short interval of time 
to elapse before acknowledging receipt of the 
message in order to permit ships nearer to the 
distress to do so. 

1.10 Calling

1.10.1 In accordance with the Radio Regula-
tions channel 16 may only be used for distress, 
urgency and very brief safety communications 
and for calling to establish other communica-
tions which should then be conducted on a suit-
able working channel.

1.10.2 Whenever possible, a working frequency 
should be used for calling. If a working fre-
quency is not available, VHF channel 16 may 
be used for calling, provided it is not occupied 
by a distress and urgency call/message.

1.10.3 In case of a difficulty in establishing 
contact with a ship or a coast station, allow 
adequate time before repeating the call. Do 
not occupy the channel unnecessarily and try 
another channel.

1.11 Changing channels

If communications on a channel are unsatis-
factory, indicate change of channel and await 
confirmation.



Page 8

IFSMA Newsletter                                                                                                                           March 2004 March 2004                                                                                                                            IFSMA Newsletter

Page 9

1.12 Spelling

If spelling becomes necessary (e.g. descriptive 
names, call signs, words that could be misun-
derstood) use the spelling table contained in 
the International Code of Signals, the Radio 
Regulations and the IMO Standard Marine 
Communication Phrases (SMCP).

1.13 Addressing 

The words “I” and “YOU” should be used pru-
dently. Indicate to whom they refer.

Example: 

“Seaship, this is Port Radar, Port Radar, do 
you have a pilot? 

Port Radar, this is Seaship, I do have a pilot.” 

1.14 Watchkeeping

Every ship, while at sea, is required to maintain 
watches (Regulation on Watches in Chapter 
IV of SOLAS, 1974, as amended). Continuous 
watchkeeping is required on VHF DSC chan-
nel 70 and also when practicable, a continuous 
listening watch on VHF channel 16.

2. VHF COMMUNICATION PROCE-
DURES

2.1 Calling

When calling a coast station or another ship, 
say the name of that coast station once (twice 
if considered necessary in heavy radio traffic 
conditions) followed by the phrase THIS IS and 
the ship’s name twice, indicating the channel 
in use.

Example:

“Port City, this is Seastar, Seastar, on Chan-
nel 14.”

2.2 Exchange of messages

2.2.1 When communicating with a ship whose 
name is unknown but whose position is known, 
that position may be used. In this case the call 
is addressed to all ships.

Example:

“Hello all ships, this is Pastoria, Pastoria. Ship 
approaching number four buoy, I am passing 
Belinda Bank Light.”

2.2.2 Where a message is received and only 
acknowledgement of receipt is needed, say 
“received”. Where a message is received and 
acknowledgement of the correct message is re-
quired, say “received, understood”, and repeat 
message if considered necessary.

Example:

“Message: Your berth will be clear at 08.30 
hours. Reply: Received, understood. Berth clear 
at 08.30 hours.”

2.2.3 Where appropriate, the following message 
should be sent:

“Please use/ I will use the IMO Standard Ma-
rine Communication Phrases”.

When language difficulties exist which cannot 
be resolved by use of the IMO Standard Marine 
Communication Phrases , the International 
Code of Signals should be used.

In this case the word “INTERCO” should pre-
cede the groups of the International Code of 
Signals. 

Example:

“Please use/I will use the International Code 
of Signals”.

2.2.4 Where the message contains instructions 
or advice, the substance should be repeated in 
the reply.

Example:

“Message: Advise you pass astern of me.

Reply: I will pass astern of you.”

2.2.5 If a message is not properly received, ask 
for it to be repeated by saying “Say again”.

2.2.6 If a message is received but not under-
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stood, say “ Message not understood”.

2.2.7 If it is necessary to change to a different 
channel say “Change to channel ....” and wait 
for acknowledgement before carrying out the 
change.

2.2.8 During exchange of messages, a ship 
should invite a reply by saying “over”.

2.2.9 The end of a communication is indicated 
by the word “out”.

3. STANDARD MESSAGES

3.1 Since most ship-to-shore communications 
are exchanges of information, it is advisable 
to use standard messages which will reduce 
transmission time.

3.2 Commonly used standard messages are 
given in the IMO Standard Marine Communi-
cation Phrases (SMCP) , which should be used 
whenever possible.

Reference documents

- 1974 SOLAS Convention, as amended, chapter 
IV on Radiocommunications.

- Radio Regulations, Appendix 18, Table of 
Transmitting Frequencies in the VHF Mari-
time Mobile Band.

 - Resolution A.917(22) on Guidelines for the 
onboard operational use of shipborne automatic 
identification systems (AISs).

- Resolution A.918(22) on IMO Standard Ma-
rine Communication Phrases (SMCP).

IFSMA 30th Anniversary

We have plans for celebrating the IFSMA 30th 
Anniversary, one of which is a new celebratory  
IFSMA Tie. 

More information will be provided when avail-
able, watch this space and our website:

http://www.ifsma.org

A Letter to Australian Minister

5 February 2004
The Hon J Anderson, MP,

Minister for Transport and Regional Services,

Parliament House,

CANBERRA   ACT   2600

Dear Mr Anderson,

AUSTRALIA’S POSITION ON AMEND-
MENTS TO 

THE SOLAS AND SAR CONVENTIONS

As the professional body representing some 
700 master mariners based in Australia, we 
are writing to request that the Federal Govern-
ment offers its full support to efforts currently 
being undertaken by the International Mari-
time Organization to toughen up the language 
of the Safety of Life at Sea (SOLAS) and Search 
& Rescue (SAR) Conventions on the assistance 
offered to ships which have picked up survivors 
at sea.

As you will be aware, the IMO’s Maritime Safe-
ty Committee recently adopted a compromise 
proposal for amending the SOLAS and the SAR 
Conventions.

The proposed new rules spell out the rights of 
shipmasters, and the responsibilities of coastal 
states to co-operate on landing refugees.

The Tampa crisis highlighted fears that masters 
might leave survivors adrift at sea, especially 
if they believed them to be refugees: a common 
occurrence during the Asian boat people crisis 
of the 1980s, according to the UNHCR.

The Tampa incident was also marked by the 
failure of the Indonesian search and rescue au-
thorities to communicate properly with Tampa 
or with the Australians, leaving the Master, 
Capt. Rinnan, with little choice but to make his 
contested call at nearby Christmas Island.

Capt. Rinnan brought considerable dignity to 
the role of the shipmaster throughout the whole 
affair and brought credit to the industry and 
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his company. He was backed up by the owner 
in Norway, which did what was right rather 
than what was expedient.

We believe that this ought to be an example to 
the industry as a whole.

Norway, the flag state of Tampa, had in 2002 
pushed for “safeguard” provisions in the SAR 
and SOLAS Conventions which would assure 
shipmasters that  they would be able to rescue 
and deliver survivors “in all cases and circum-
stances”.

The Norwegians said that if such assurances 
could not be built into the amended codes, 
then the issue should be taken to a wider UN 
inter-agency meeting including bodies like the 
UNHCR.

The Norwegians, however, eventually agreed 
that the compromise amendments – pushed by 
Australia - would be acceptable, though they 
also appealed to all delegations not to attempt 
changes which might upset the fine balance 
achieved. 

Australia also commented on the amendments, 
but it is our understanding that these remarks 
have yet to be included in the IMO record.

The Company of Master Mariners of Australia 
would be interested to learn precisely what the 
Federal Government’s position is in respect to 
the amendments and why it was not prepared 
to follow the Norwegian position.

At a recent industry meeting in Barcelona, 
Chris Horrocks, the Secretary General of the 
International Chamber of Shipping, made the 
shipping industry’s position quite clear about 
the responsibilities of coastal states.

He alluded to the fact that the ship owner is 
not an immigration official and that politics are 
not the business of the ship owner.

Shipmasters need support, coastal states need 
to be cooperative and refrain from deterring 
ships that have fulfilled their obligations. 

Not all masters have the benefit, as did Capt. 
Rinnan, of a proud flag on the stern, an owner 
of considerable reputation and, collectively, the 
determination to do what was right.

The Company of Master Mariners of Australia 
vigorously supports the proposed amendments 
to the SOLAS and SAR Conventions and fer-
vently hopes that the Federal Government will 
act with all haste to endorse the legislation.

Yours sincerely,

Captain John Carroll
Federal Master
The Company of Master Mariners of Aus-
tralia

IMO Member State Audit Scheme

The Voluntary IMO Member State Audit 
Scheme will be a key tool in the battle against 
sub-standard ships, IMO Secretary-General 
Mr. Efthimios E. Mitropoulos said on Monday 
22 March 2004, as he opened the second session 
of the ad hoc Council joint working group, which 
met to further develop the scheme. 

The audit scheme presents a unique opportu-
nity for IMO to attain its objectives in a uniform 
manner, Mr. Mitropoulos told the Joint Mari-
time Safety Committee (MSC)/Marine Environ-
ment Protection Committee (MEPC)/Technical 
Co-operation Committee (TCC) Working 
Group on the Voluntary IMO Member State 
Audit Scheme, which is intended to establish 
a mechanism whereby Member States can as-
sess their performance as flag, port and coastal 
States, with a view to identifying exactly where 
improvements need to be made.  

“Every time we adopt a new instrument or 
simply a new standard, we undoubtedly make 
progress in regulating shipping engaged in in-
ternational trade; but I see the scheme as a tool 
to enable us to make even further progress in 
eliminating sub-standard shipping,” he said. “It 
will satisfy our friends and silence those who 
label IMO as a ‘toothless tiger’ with no real 
control over the implementation of the rules 
and regulations it develops.  My vision is of 
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a scheme which, rather than causing embar-
rassment to those to be audited by exposing 
their weaknesses, will instead bring us closer 
together - the one helping the other in pursuit 
of our common goals of enhanced safety and 
environmental protection.”

Mr. Mitropoulos emphasised the need to move 
forward with the scheme in a timely fashion. 
“The opportunity is there for the taking.  Let 
us make the most of it and seize it now - time 
cannot wait.”

The first session of the Joint Group, held in 
May 2003, developed an outline of the proposed 
scheme. The 23rd session of the Assembly, in 
November 2003, adopted resolution A.946(23) 
on the Voluntary IMO Member State Audit 
Scheme, which illustrated the acceptance by the 
IMO membership of the need for a structured 
and well-balanced methodology for determining 
the level of implementation and enforcement of 
IMO instruments by Member States.

The resolution outlined the scope of the scheme 
as one aiming at assisting, through the Organi-
zation’s Integrated Technical Co-operation pro-
gramme (ITCP), audited States which would 
otherwise be unable to remedy identified short-
comings and enhance further their recognized 
efforts in critical areas of implementation. It is 
envisaged that the audit scheme will address 
issues such as a Member State’s conformance 
in enacting appropriate legislation for the IMO 
instruments to which it is a Party; the admin-
istration and enforcement of the applicable 
laws and regulations of the Member State; 
the delegation of authority by a Member State 
in terms of the implementation of convention 
requirements; and the control and monitoring 
mechanism of the Member State’s survey and 
certification processes and of its recognized 
organizations. 

During the March meeting, the Joint Group 
(which meets under the chairmanship of Mr. 
R. Kilvington of New Zealand) is expected to 
consider a draft Framework for Member State 
Audits; draft Procedures for Member State Au-
dits; a draft Member State Audit Standard; and 
a draft Memorandum of Understanding (MoU) 

between Member Governments to be audited 
and IMO. The Group will also consider the 
modalities for a pilot audit project to be imple-
mented in the near future. 

The Group will report on its work to the IMO 
Council, which meets for its 92nd session from 
21 to 25 June 2004. 

IMDG Code Becomes Mandatory

Uniform, global rules for the safe transport by 
sea of dangerous goods and marine pollutants 
in packaged form are now compulsory, following 
the entry into force on 1 January 2004 of the 
2002 amendments to the International Conven-
tion for the Safety of Life at Sea (SOLAS), 1974, 
making the International Maritime Dangerous 
Goods (IMDG) Code mandatory.

The IMDG Code is a key IMO instrument which 
is crucial for the secure multimodal transport of 
dangerous goods. The Code’s detailed technical 
requirements are now globally enforceable by 
maritime Administrations worldwide and this 
should ensure that ships carrying substances 
covered by the Code do so safely and reliably, 
and without polluting the oceans. 

Since the amendments to SOLAS Chapter VII 
(Carriage of Dangerous Goods) to make the 
IMDG Code mandatory were adopted in 2002, 
IMO’s Technical Co-operation Programme has 
delivered a number of regional and national 
courses on the implementation of the IMDG 
Code, to which participants from around 100 
countries were invited. 

The IMDG Code

The IMDG Code was developed as a uniform in-
ternational code for the transport of dangerous 
goods by sea covering such matters as packing, 
marking, labelling and stowage of dangerous 
goods with particular reference to the segrega-
tion of incompatible substances.

The decision to make the Code mandatory fol-
lowed years of its application as a recommenda-
tory instrument since its adoption by the fourth 
IMO Assembly in 1965.  Since then, the Code 
has undergone many changes, both in appear-
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ance and content to keep pace with the ever 
changing needs of the industry. Amendments 
to the IMDG Code originate from two sources: 
proposals submitted directly to IMO by Mem-
ber States; and amendments required to take 
account of changes to the United Nations Rec-
ommendations on the Transport of Dangerous 
Goods which set the basic requirements for all 
the transport modes. 

Amendments to the provisions of the United 
Nations Recommendations are made on a two 
yearly cycle, and, approximately two years after 
their adoption, they are adopted by authorities 
responsible for regulating the various transport 
modes in various countries. In that way, a basic 
set of requirements applicable to all modes of 
transport is established and implemented, thus 
ensuring that difficulties are not encountered 
at inter modal interfaces.

The IMDG Code lays down basic principles 
and contains detailed recommendations for 
individual substances, materials and articles, 
as well as a number of recommendations for 
good operational practice including advice on 
terminology, packing, labelling, stowage, segre-
gation and handling, and emergency response 
action. 

The two-volume Code is divided into seven 
parts:

Volume 1 (parts 1, 2 and 4 to 7 of the Code) 
contains sections on: 

* general provisions, definitions and train-
ing 

* classification 

* packing and tank provisions 

* consignment procedures 

* construction and testing of packagings, 
International Bulk Containers (IBCs), large 
packagings, portable tanks and road tank ve-
hicles 

* transport operations 

Volume 2 (part 3, appendix A and appendix B) 
contains:

* Dangerous Goods List (equivalent to the 
schedules in previous editions of the Code), pre-
sented in tabular format

* limited quantities exceptions 

* Proper shipping Names including generic 
and N.O.S. (not otherwise specified) entries

* Glossary of Terms

* Index 

Application of the IMDG Code is compulsory 
under the 2002 amendments to SOLAS but 
the Code also contains provisions of a recom-
mendatory nature which are explicitly stated 
in chapter 1.1 of the Code and, in addition, are 
clearly expressed in the Code by the use of the 
word “should” instead of “shall” to clarify their 
status.

The provisions of the following parts of the Code 
are recommendatory:

* Chapter 1.3 (Training)

* Chapter 2.1 (Explosives, Introductory 
Notes 1 to 4 only)

* Chapter 2.3, section 2.3.3 (Determina-
tion of flashpoint only)

* Chapter 3.2 (columns 15 and 17 of the 
Dangerous Goods List only)

* Chapter 3.5 (Transport schedules for 
Class 7 radioactive material only)

* Chapter 5.4, section 5.4.5 (Multimodal 
dangerous goods form), insofar as layout of the 
form is concerned

* Chapter 7.3 (Special requirements in 
the event of an incident and fire precautions 
involving dangerous goods only)

* Appendix B

Other SOLAS amendments which entered into 
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force on 1 January 2004

Other amendments to SOLAS which entered 
into force on 1 January 2004 included the fol-
lowing:

Updates to Chapter IV - Radiocommunica-
tions - The amendments to this chapter relate 
to changes following the full implementation 
of the Global Maritime Distress and Safety 
System (GMDSS) on 1 February 1999, which 
renders some of the provisions relating to im-
plementation dates in the current Chapter IV 
superfluous. 

The amendments also state that a listening 
watch on VHF Channel 16 for distress and 
safety purposes should continue until 2005. 

Carriage requirement for IAMSAR Manual - An 
amendment to Chapter V - Safety of Naviga-
tion, requires ships to carry an up-to-date copy 
of Volume III of the International Aeronautical 
and Maritime Search and Rescue (IAMSAR) 
Manual.

Other amendments

Amendments to the 1988 Protocol to SOLAS, 
1974, relate to updates to the Record of Equip-
ment for the Passenger Ship Safety Certificate 
(Form P); Record of Equipment for the Cargo 
Ship Safety Radio Certificate (Form R); and 
Record of Equipment for the Cargo Ship Safety 
Certificate (Form C).

WHAT YOU SEE IS WHAT YOU GET

by Sir Ian McGeoch M.Phil, FRIN, FNI,                   
Individual Member

In the last half century or so two equipment 
innovations in particular have proved to be of 
outstanding and lasting benefit to the safety of 
navigation of the world’s merchant fleet. The 
first of these is radar and the second is the ra-
diotelephone (VHF voice radio). After decades 
of practical experience in their use, and with 
the support of most shipmasters, the carriage 
of both radar and VHF voice radio became 
mandatory for almost all vessels down to the 
smallest; already provision for the proper use 
of radar and VHF had been incorporated in the 
International Regulations for Preventing Colli-
sions at Sea, 1972, in force 1977 (ColRegs).

The problem

Cockroft ad Lameijer in A Guide to the Collision 
Avoidance Rules (1978) wrote:

The Term ‘proper lookout’ has always been 
interpreted by the Courts as including the 
effective use of available instruments and 
equipment, in addition to the use of both 
sight and hearing. This applies particularly 
to radar, but the use of binoculars and of 
information received by VHF from a shore 
radar station or from other ships would be 
included among ‘all available means ap-
propriate’.

And, also:

The radiotelephone may be used to advantage 
in certain circumstances for the purpose of 
clarifying a situation involving two vessels 
and indicating intentions, in addition to 
its use for determining information about 
the location and movement of other vessels 
as an aid to the keeping of a proper look-
out…but the difficulties of identifying an 
approaching vessel from other vessels in 
the vicinity and of communicating with a 
vessel of different nationality place severe 
limitations on its use.

Quotations

“Those who would give up essential liberty to 
purchase a little temporary safety deserve nei-
ther liberty nor safety.”

  --Benjamin Franklin, 1759

“There may be no stupid questions, but there 
are an awful lot of inquisitive idiots”

-Bill, digital.forest tech support
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Identification

The word ‘radar’ as derived from ‘radio detec-
tion and ranging’; as developed from marine use 
radar provides bearing of a target, also. What 
radar, of itself, does not provide is the identity 
of an echo or ‘blip’ on the display. First used in 
war, the necessity to identify friend from foe 
as inescapable, and an elementary means of 
doing so (IFF) was quickly devised. The con-
trol of civil air traffic called for a fully reliable 
means of identifying every aircraft within an 
area of radar surveillance, by interrogation 
of a transponder carried by the aircraft. This 
system, known as ‘secondary surveillance ra-
dar’ (SSR), has remained in use for Air Traffic 
Control, but could not be readily adapted for 
marine use. Given the obvious need, as shown 
above (‘The Problem’) for a means of uniquely 
identifying vessels observed on marine radar, 
in order to establish unambiguous communica-
tion on VHF voice radio, why has the marine 
industry not provided such a system?

The International Maritime Organisation 
(IMO) and AIS

On 12 May 1998 the Maritime Safety Commit-
tee of IMO adopted a Resolution MSC.74 (69) 
Annex 3 setting out the Performance Standards 
for a Universal Automatic Identification system 
(AIS) as satisfying the following functional re-
quirements:

1. in a ship-to-ship mode for collision avoid-
ance

2. as a means for littoral states to obtain in-
formation about a ship and its cargo; and

3. as a VTS tool, i.e. ship-to-shore (traffic man-
agement).

These Performance Standards are deeply 
flawed in two vital respects:

a. No mention whatsoever is made of 
radar.

b. It is stated (para.5), Identification:

For the purpose of ship and message 

identification, the appropriate Maritime 
Mobile Service Identity (MMSI) number 
should be used.

As to a., it comes as no surprise that AIS cannot 
‘uniquely identify vessels observed on marine 
radar’; at best it can show on a radar (or ARPA) 
display a symbol in the approximate position 
of a particular radar echo. But the complexity 
of interfacing AIS with radar and the degrada-
tion of the surface picture by the presence of 
AIS symbols have led to the general adoption 
of the Minimum Keyboard and Display (MKD) 
of which an authority has sated recently:

Available time is essential when using the 
MKD since its physical size results in a 
menu based system with several layers. 
The OOW… cannot allow himself to spend 
the necessary time to retrieve the “nice to 
have” information, and hence the MKD 
will not be used in a situation where the 
information could be most needed… seen 
from the perspective of the OOW a graphical 
presentation of AIS targets on RADAR or 
the chart system is a better solution than a 
presentation on the MKD. But there is also no 
doubt that the only device for anti-collisions 
is the RADAR… “The decision platform” for 
anti-collision decisions is the RADAR. When 
the visibility is low due to snow or heavy fog 
and the traffic density is high the result is 
an increase in the factor of stress. In such 
cases the OOW really appreciates a clear 
and updated RADAR picture. Information 
overload is a much higher hazard today than 
lack of information. (C. Eliasson – ‘AIS-03’, 
London 2003).

Another authority, Mr Kim Fisher, then Head 
of Navigation Safety, UK Maritime and Coast-
guard Agency, wrote in advance of the ‘AIS-03’ 
Conference:

Amongst the issues to be explored are the 
application of AIS to collision avoidance, 
technology issues, means for displaying AIS 
information, the role of AIS in VTS, the se-
curity applications of AIS and the feedback 
from users so far.
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AIS is clearly now here to stay and clearly 
some use will be made of it, although at 
the present time it is not clear what the 
major resulting benefits will be. AIS may 
even bring new dangers into navigation. 
(Navigation News, September/October 
2003)

Turning to b. above “Identification’, two points 
must be made. In the first place, the MMSI 
does not provide the ‘through life’ identity of a 
registered ship. The IMO has over 100 mem-
bers who can issue MMSI numbers and ves-
sels’ names. The only ‘through life’ identity is 
the IMO ‘Ship’s identification number’, which 
is also her Lloyd’s Register (LR) number, and 
must be inscribed on the hull of the vessel. To 
be of practical and universal use as a means of 
identification of a vessel observed visually, on 
radar or ‘seen’ by AIS, for the purpose of com-
municating directly with that vessel by VHF 
voice radio, both her call sign and name are 
required, although call sign should have prior-
ity owing to names not being unique. Whereas 
every ship could hold a database from which 
current call sign and name corresponding to 
every IMO/LR number may be instantly re-
trieved and displayed, no equivalent means of 
proving the call sign and name corresponding 
to a vessel’s MMSI is feasible.

Secondly, in regard to ‘Identification’, although 
the AIS broadcasts a ship’s MMSI every few sec-
onds, its call sign and name are only included 
in the broadcast ‘package’ every six minutes 
‘and on request’. It should have been obvious 
to those who drafted and approved the UAIS 
Performance Standard that it would not be ac-
ceptable to shipmasters and their OOW to have 
to wait for six minutes to obtain the call sign 
and name of a ship with which they wished to 
communicate on VHF voice radio; or to have to 
initiate a request for that information specially, 
by some means not included in the Performance 
Standards for AIS.

The solution to the problem

In the 1970s two experienced mariners, one a 
shipmaster and the other an electronic engi-
neer, devised a simple robust and inexpensive 

means for the unique identification of ships and 
radar-conspicuous charted objects observed on 
marine radar. They called it MIDAR (Marine 
Identification Data Automatic Response). The 
MIDAR system comprised two elements: a ‘ra-
dar-readable number-plate’ to be carried by all 
vessels, down to the smallest with an IMO/LR 
number; and a means of interrogating selected 
contracts on a radar (or ARPA) display, process-
ing the response and displaying the resulting 
call sign and name, or if a radar-conspicuous 
charted object the charted designation, as 
convenient. It would be for the Regulators, in 
conjunction with the shipmasters, to decide 
for which categories of vessel, carriage of the 
complete system should be mandatory, rather 
than the basic marine radar interrogator-trans-
ponder (mrit) (‘radar-readable number-plate’) 
only.

It must be emphasised that the MIDAR system, 
despite being rejected by the UK government, 
performed successfully in sea trails in 1986, 
supervised by the Ministry of Defence (UK); and 
in 2002 the same system, updated to embody 
the latest technology, once again performed suc-
cessfully in field trails. If the shipmasters of the 
world would like to have mrit why do they not 
press for it in IMO?

Master as Ship Security Officer

The master of a ship can be designated as the 
Ship Security Officer (SSO) in implementing 
the provisions of the mandatory International 
Ship and Port Facility Security (ISPS) Code, 
IMO’s Flag State Implementation (FSI) 
Sub-Committee has unanimously decided to 
recommend to the Maritime Safety Committee 
(MSC).

The FSI Sub-Committee, which met between 
15-19 March at IMO’s London Headquarters, 
considered the issue following concerns raised 
by Contracting Governments to the 1974 In-
ternational Convention for the Safety of Life 
at Sea (SOLAS) and by the shipping industry 
as to whether the ISPS Code, as drafted, would 
prevent the master of the ship being designated 
as the SSO.  The ISPS Code will become man-
datory in July of this year under amendments 
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to SOLAS adopted in December 2002.

Based on information received from the IMO 
Secretariat, confirmed by the Chairman of the 
MSC, the Chairman of the Maritime Security 
Working Group (MSWG) and several delega-
tions which had attended the relevant sessions 
of the MSWG, the Sub-Committee confirmed 
that neither the drafting of the definition of the 
SSO nor the provisions of the ISPS Code relat-
ing to his responsibilities, training etc. were 
aimed at preventing the master from being 
designated as SSO.

According to the ISPS Code, it is the responsi-
bility of the Company and the Company Secu-
rity Officer to appoint the SSO.  This naturally 
has to be endorsed by the Administration of 
the flag State and/or the Recognized Security 
Organization through the approval of the Ship 
Security Plan and issuing of the International 
Security Shipping Certificate and/or the rele-
vant training certificate by the Administration 
as appropriate.

The definition of the SSO should be viewed 
in conjunction with SOLAS regulation XI-2/8 
on “Master’s discretion for ship safety and se-
curity”, which makes it clear that the master 
has ultimate responsibility for safety and se-
curity.

The phrase “accountable to the master” in the 
definition of SSO is intended to cover those situ-
ations, for example on large passenger ships, 
where the SSO is not the master, by reaffirm-
ing that the master has overall responsibility 
for security.  There is implicitly no intention of 
preventing the master from assuming the du-
ties of SSO, as this would be inconsistent with 
SOLAS regulation XI-2/8. 

It is, of course, for the national Administrations 
to decide if they wish to impose particular re-
strictions on who may serve as SSOs on ships 
flying their flag.  This should, however, not be 
imposed by national Administrations on ships 
not flying their flag through port State control 
measures, since this is clearly the prerogative 
of the Contracting Government of the flag State 
concerned.

In view of the limited time available until 1 
July 2004, the Sub-Committee considered it ap-
propriate to clarify the issue and invited the 
MSC to endorse its recommendation that the 
provisions of the ISPS Code do not prevent the 
master being appointed as SSO, if so decided by 
the flag State Administration.  The Sub-Com-
mittee was of the view that, by acting in this 
manner, it provided the industry and all Parties 
concerned with a clear direction on this issue 
in the run up to 1 July.

Note: The next Maritime Safety Committee 
(MSC) will meet from 12-21 May 2004.

What are your views, please let us know before 
the next MSC.

International Conference on Ballast 
Water Management 

Alien invaders in ballast water - new 
Convention adopted at IMO

A new international convention to prevent the 
potentially devastating effects of the spread of 
harmful aquatic organisms carried by ships’ 
ballast water has been adopted by the Inter-
national Maritime Organization (IMO). The 
instrument was adopted at an international 
conference held from 9 to 13 February 2004 at 
IMO’s London Headquarters. 

The Convention will require all ships to imple-
ment a Ballast Water and Sediments Manage-
ment Plan. All ships will have to carry a Ballast 
Water Record Book and will be required to carry 
out ballast water management procedures to a 
given standard.  Existing ships will be required 
to do the same, but after a phase-in period. 

Parties to the Convention are given the option 
to take additional measures which are subject 
to criteria set out in the Convention and to IMO 
guidelines yet to be developed. 

IMO Secretary-General Mr. Efthimios E. Mit-
ropoulos congratulated Member Governments 
on the successful outcome of the conference. 

“With the adoption of this Convention, the 
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Organization has made global provisions to 
control and manage ships’ ballast water and 
thus prevent, minimize and ultimately elimi-
nate the transfer of harmful aquatic organisms 
and pathogens across the seas and oceans of 
the world.  Your work over the past week is a 
significant step towards controlling the intro-
duction of invasive species via ballast water and 
thus towards safeguarding the biodiversity of 
the oceans”, Mr. Mitropoulos said. “In no small 
measure, this is an achievement that becomes 
all the more important and significant given the 
consensus decisions you were able to make on 
a subject of undeniable complexity. Adopting 
international provisions, through consensus, 
when regulating an international industry like 
shipping is of vital importance and you have 
done just that.”

The Secretary-General emphasised that imple-
mentation of the Convention was now crucial. 

“The work of IMO and its membership on the 
subject that brought us together this week will 
not cease with the signing of the Final Act.  The 
momentum must be sustained and our efforts 
should turn immediately to the task of bringing 
the Convention into force as soon as possible,” 
he said. 

Mr. Mitropoulos commented that reaching 
agreement on issues such as the global stand-
ards for ballast water exchange and treatment; 
the measures a party can take in addition to 
the global standards, and IMO’s involvement in 
such measures; ballast water exchange areas; 
and the entry into force provisions  “would not 
have been possible without the spirit of good-
will, understanding and compromise on the 
part of the many delegates and observers from 
all over the world who have contributed to at-
taining this goal.” 

Mr. Mitropoulos emphasized the importance of 
early, wide and effective implementation of the 
new convention and pledged the support of the 
Organization’s Integrated Technical Co opera-
tion Programme to help those countries who 
needed assistance. The Conference adopted a 
resolution on Promotion of technical co-opera-
tion and assistance.

The GEF/UNDP/IMO Global Ballast Water 
Management Programme (GloBallast) is 
already providing technical support and 
expertise under a multi-million dollar project 
(GloBallast: http://globallast.imo.org/).

The Convention will enter into force 12 months 
after ratification by 30 States, representing 35 
per cent of world merchant shipping tonnage.

The Conference was attended by representa-
tives of 74 States, one Associate Member of 
IMO; and observers from two intergovern-
mental organizations and 18 non-governmental 
international organizations. 

Convention requirements

The International Convention for the Control 
and Management of Ships’ Ballast Water and 
Sediments is divided into Articles; and an An-
nex which includes technical standards and re-
quirements in the Regulations for the control 
and management of ships’ ballast water and 
sediments. 

The main features of the Convention are out-
lined below.

Entry into force

The Convention will enter into force 12 months 
after ratification by 30 States, representing 35 
per cent of world merchant shipping tonnage 
(Article 18 Entry into force).

General Obligations

Under Article 2 General Obligations Parties 
undertake to give full and complete effect to 
the provisions of the Convention and the Annex 
in order to prevent, minimize and ultimately 
eliminate the transfer of harmful aquatic or-
ganisms and pathogens through the control 
and management of ships’ ballast water and 
sediments. 

Parties are given the right to take, individually 
or jointly with other Parties, more stringent 
measures with respect to the prevention, reduc-
tion or elimination of the transfer of harmful 
aquatic organisms and pathogens through the 
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control and management of ships’ ballast water 
and sediments, consistent with international 
law. Parties should ensure that ballast water 
management practices do not cause greater 
harm than they prevent to their environment, 
human health, property or resources, or those 
of other States.

Reception facilities

Under Article 5 Sediment Reception Facilities 
Parties undertake to ensure that ports and 
terminals where cleaning or repair of ballast 
tanks occurs, have adequate reception facilities 
for the reception of sediments. 

Research and monitoring

Article 6 Scientific and Technical Research 
and Monitoring calls for Parties individually 
or jointly to promote and facilitate scientific 
and technical research on ballast water 
management; and monitor the effects of 
ballast water management in waters under 
their jurisdiction.

Survey, certification and inspection

Ships are required to be surveyed and certified 
(Article 7 Survey and certification) and may be 
inspected by port State control officers (Article 
9 Inspection of Ships)  who can verify that the 
ship has a valid certificate; inspect the Ballast 
Water Record Book; and/or sample the ballast 
water. If there are concerns, then a detailed in-
spection may be carried out and “the Party car-
rying out the inspection shall take such steps 
as will ensure that the ship shall not discharge 
Ballast Water until it can do so without present-
ing a threat of harm to the environment, human 
health, property or resources.”

All possible efforts shall be made to avoid a 
ship being unduly detained or delayed (Article 
12 Undue Delay to Ships).

Technical assistance

Under Article 13 Technical Assistance, Co-
operation and Regional Co-operation, Parties 
undertake, directly or through the Organization 
and other international bodies, as appropriate, 

in respect of the control and management of 
ships’ ballast water and sediments, to provide 
support for those Parties which request techni-
cal assistance to train personnel; to ensure the 
availability of relevant technology, equipment 
and facilities; to initiate joint research and de-
velopment programmes; and to undertake other 
action aimed at the effective implementation of 
this Convention and of guidance developed by 
the Organization related thereto.

Annex - Section A General Provisions

This includes definitions, application and ex-
emptions. Under Regulation A-2 General Ap-
plicability: “Except where expressly provided 
otherwise, the discharge of Ballast Water shall 
only be conducted through Ballast Water Man-
agement, in accordance with the provisions of 
this Annex.”

Annex - Section B Management and Control 
Requirements for Ships

Ships are required to have on board and im-
plement a Ballast Water Management Plan 
approved by the Administration (Regulation 
B-1). The Ballast Water Management Plan is 
specific to each ship and includes a detailed de-
scription of the actions to be taken to implement 
the Ballast Water Management requirements 
and supplemental Ballast Water Management 
practices. 

Ships must have a Ballast Water Record Book 
(Regulation B-2) to record when ballast water is 
taken on board; circulated or treated for Ballast 
Water Management purposes; and discharged 
into the sea. It should also record when Ballast 
Water is discharged to a reception facility and 
accidental or other exceptional discharges of 
Ballast Water

The specific requirements for ballast water 
management are contained in regulation B-3 
Ballast Water Management for Ships:

- Ships constructed before 2009 with a ballast 
water capacity of between 1500 and 5000 cubic 
metres must conduct ballast water management 
that at least meets the ballast water exchange 
standards or the ballast water performance 
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standards until 2014, after which time it shall 
at least meet the ballast water performance 
standard. 

- Ships constructed before 2009 with a ballast 
water capacity of less than 1500 or greater than 
5000 cubic metres must conduct ballast water 
management that at least meets the ballast 
water exchange standards or the ballast water 
performance standards until 2016, after which 
time it shall at least meet the ballast water 
performance standard.

- Ships constructed in or after 2009 with a bal-
last water capacity of less than 5000 cubic me-
tres must conduct ballast water management 
that at least meets the ballast water perform-
ance standard.

- Ships constructed in or after 2009 but before 
2012, with a ballast water capacity of 5000 cu-
bic metres or more shall conduct ballast water 
management that at least meets the ballast 
water performance standard. 

- Ships constructed in or after 2012, with a 
ballast water capacity of 5000 cubic metres or 
more shall conduct ballast water management 
that at least meets the ballast water perform-
ance standard. 

Other methods of ballast water management 
may also be accepted as alternatives to the 
ballast water exchange standard and ballast 
water performance standard, provided that 
such methods ensure at least the same level of 
protection to the environment, human health, 
property or resources, and are approved in prin-
ciple by IMO’s Marine Environment Protection  
Committee (MEPC).

Under Regulation B-4 Ballast Water Ex-
change, all ships using ballast water exchange 
should:

- whenever possible, conduct ballast water 
exchange at least 200 nautical miles from the 
nearest land and in water at least 200 metres 
in depth, taking into account Guidelines devel-
oped by IMO;

- in cases where the ship is unable to conduct 

ballast water exchange as above, this should be 
as far from the nearest land as possible, and 
in all cases at least 50 nautical miles from the 
nearest land and in water at least 200 metres 
in depth.

When these requirements cannot be met areas 
may be designated where ships can conduct bal-
last water exchange.  All ships shall remove and 
dispose of sediments from spaces designated 
to carry ballast water in accordance with the 
provisions of the ships’ ballast water manage-
ment plan (Regulation B-4).

Annex - Section C Additional measures

A Party, individually or jointly with other Par-
ties, may impose on ships additional measures 
to prevent, reduce, or eliminate the transfer of 
Harmful Aquatic Organisms and Pathogens 
through ships’ Ballast Water and Sediments. 

In these cases, the Party or Parties should con-
sult with adjoining or nearby States that may 
be affected by such standards or requirements 
and should communicate their intention to es-
tablish additional measure(s) to the Organiza-
tion at least 6 months, except in emergency or 
epidemic situations, prior to the projected date 
of implementation of the measure(s).  When 
appropriate, Parties will have to obtain the 
approval of IMO.

Annex - Section D Standards for Ballast Water 
Management 

There is a ballast water exchange standard and 
a ballast water performance standard. Ballast 
water exchange could be used to meet the per-
formance standard:

Regulation D-1 Ballast Water Exchange 
Standard - Ships performing Ballast Water 
exchange shall do so with an efficiency of 95 
per cent volumetric exchange of Ballast Wa-
ter. For ships exchanging ballast water by the 
pumping-through method, pumping through 
three times the volume of each ballast water 
tank shall be considered to meet the standard 
described.  Pumping through less than three 
times the volume may be accepted provided the 
ship can demonstrate that at least 95 percent 
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volumetric exchange is met.

Regulation D-2 Ballast Water Performance 
Standard - Ships conducting ballast water 
management shall discharge less than 10 viable 
organisms per cubic metre greater than or equal 
to 50 micrometers in minimum dimension and 
less than 10 viable organisms per millilitre less 
than 50 micrometers in minimum dimension 
and greater than or equal to 10 micrometers 
in minimum dimension; and discharge of the 
indicator microbes shall not exceed the specified 
concentrations. 

The indicator microbes, as a human health 
standard, include, but are not be limited to:

a. Toxicogenic Vibrio cholerae (O1 and 
O139) with less than 1 colony forming unit 
(cfu) per 100 milliliters or less than 1 cfu per 1 
gram (wet weight) zooplankton samples;

b. Escherichia coli less than 250 cfu per 100 
milliliters;

c. Intestinal Enterococci less than 100 cfu 
per 100 milliliters.

Ballast Water Management systems must be 
approved by the Administration in accordance 
with IMO Guidelines (Regulation D-3 Approval 
requirements for Ballast Water Management 
systems). These include systems which make 
use of chemicals or biocides; make use of organ-
isms or biological mechanisms; or which alter 
the chemical or physical characteristics of the 
Ballast Water. 

Prototype technologies

Regulation D-4 covers Prototype Ballast Wa-
ter Treatment Technologies. It allows for ships 
participating in a programme approved by the 
Administration to test and evaluate promising 
Ballast Water treatment technologies to have 
a leeway of five years before having to comply 
with the requirements.

Review of standards 

Under regulation D-5 Review of Standards by 
the Organization, IMO is required to review 

the Ballast Water Performance Standard, 
taking into account a number of criteria 
including safety considerations; environmental 
acceptability, i.e., not causing more or greater 
environmental impacts than it solves; 
practicability, i.e., compatibility with ship 
design and operations; cost effectiveness; and 
biological effectiveness in terms of removing, or 
otherwise rendering inactive harmful aquatic 
organisms and pathogens in ballast water.  
The review should include a determination of 
whether appropriate technologies are available 
to achieve the standard, an assessment of the 
above mentioned criteria, and an assessment 
of the socio-economic effect(s) specifically 
in relation to the developmental needs of 
developing countries, particularly small island 
developing States.

Annex- Section E Survey and Certification 
Requirements for Ballast Water Management

Gives requirements for initial renewal, annual, 
intermediate and renewal surveys and certi-
fication requirements.  Appendices give form 
of Ballast Water Management Certificate and 
Form of Ballast Water Record Book. 

Resolutions adopted by the Conference

The Conference also adopted four 
resolutions: 

• Conference resolution 1: Future work by the 
Organization pertaining to the International 
Convention for the Control and Management 
of Ships’ Ballast Water and Sediments

• Conference resolution 2: The use of decision-
making tools when reviewing the standards 
pursuant to Regulation D-5 

• Conference resolution 3: Promotion of techni-
cal co-operation and assistance

• Conference resolution 4: Review of the Annex 
to the International Convention for the Control 
and Management of Ships’ Ballast Water and 
Sediments
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Submission to IMO Legal Committee initiated by IFSMA

IMO LEGAL COMMITTEE                                  LEG/88/12/3
88th Session                                                               19 March 2004
Agenda item 12            19-23 April 2004      Original: ENGLISH

ANY OTHER BUSINESS

The Fair Treatment of Seafarers

Submitted by Cyprus, Greece, the Philippines, Poland, the International Chamber 
of Shipping (ICS), the ICFTU, International Federation of Shipmasters’ Associations 

(IFSMA), and the International Shipping Federation (ISF) 

SUMMARY

Executive summary:   The sponsors note with concern the detention of seafarers following maritime 
incidents and propose that guidelines on the fair treatment of seafarers be developed 
or that other appropriate measures be considered. 

Action to be taken:     Paragraph 6

Related documents:   UNCLOS and IMO instruments as appropriate 

INTRODUCTION

1 IMO instruments encourage governments to protect seafarers when using their professional 
judgement at times of stress, such as during a maritime incident.  The preamble to the ISM Code 
(Resolution A.741(18)) recalls the text of resolution A.443(XI) and invites governments “to take 
the necessary steps to safeguard the shipmaster in the proper discharge of his responsibilities 
in regard to maritime safety and the protection of the marine environment”.  However, practice 
suggests that these instruments need reinforcement.

2 In a recent address to the European Parliament Temporary Committee on Improving 
Safety at Sea (MARE Committee) (22 January 2004), the IMO Secretary-General, whilst assur-
ing the Committee that he fully understood the frustration, even the wrath, of the victims of any 
accident at sea, the anguish of those who lose loved ones at sea and the anger of those whose 
coasts and livelihood are damaged by serious pollution incidents, expressed concern regarding 
seafarers detained ashore as a result of accidents involving ships on which they are serving.  He 
described three areas of particular concern:

• The impact that prolonged detention might have on the morale of the seafarers under deten-
tion;

• A general feeling of insecurity seafarers may have for their livelihood following an accident 
involving a ship on which they are serving; and
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• The impact an act of detention may have on the global campaign to attract youngsters to the 
maritime profession. 

MARITIME INCIDENTS

3.  It is the responsibility of the shipmaster to operate his ship with the highest level of 
professional expertise and to take special care to avoid accidents.  Masters understand the heavy 
responsibility they bear in this regard. Unfortunately, there have been a number of occasions 
in recent years where shipmasters, and other crewmembers, have been imprisoned or detained, 
without trial, following a maritime incident.  It is recognised that the seafarer may be the only 
locally identifiable individual with responsibility for the  operation of the ship in question and the 
only “on scene” representative against whom action can readily be taken under local or national 
as opposed to international law.  However, any enquiry after such an incident should respect 
basic human rights and international guidelines, and there seems to be little justification for 
the imprisonment or detention of a seafarer after an incident where, even if he is found guilty, 
the punishment in international law could not include a custodial sentence.

GUIDELINES OR OTHER MEASURES

4.   The sponsors of the paper believe that the production of guidelines or other appropriate 
measures on the fair treatment of seafarers would highlight the plight of the individuals involved 
and illustrate the expectations of the international maritime community in such cases.  It is 
therefore proposed that the Organization (perhaps in co-operation with the International Labour 
Organization (ILO)) should consider the development of appropriate guidance, based not only 
on the principles of the 1982 United Nations Convention on the Law of the Sea (UNCLOS) and 
relevant IMO instruments, but also on the fact that unwarranted detention is a violation of basic 
human rights. 

5.   The sponsors of the paper suggest that the prospective guidance should, inter alia, ensure 
that the following basic principles are explained:

• The fundamental human rights of seafarers should be considered at every stage of any pro-
ceedings in incidents arising out of the alleged violation of anti-pollution instruments.

• Seafarers should not be unduly detained and, if initially detained, should be released promptly, 
unless charges of wilful misconduct or criminal negligence can be substantiated.

• Particular regard should be given to the provisions of UNCLOS with respect to monetary 
penalties and the need for the prompt release of seafarers once security, such as a bond, has 
been lodged.  Reference should also be made to other IMO instruments including MARPOL 
and the various liability and compensation conventions.

• The opportunity to resort to international arbitration or other dispute settlement mechanisms, 
including the International Tribunal on the Law of the Sea should be mentioned.

ACTION REQUESTED OF THE COMMITTEE

6.  The Committee is invited to consider the above and decide as appropriate.  In particular, the 
Committee is invited to give urgent consideration to approving a new work item on the agenda 
of the Legal Committee to develop guidelines on the fair treatment of seafarers following 
maritime incidents or other appropriate measures.  
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Maritime Security Measures 
after Madrid
Sub-Committee on Flag State Implementation 
- 12th session: 15-19 March 2004  

IMO Secretary-General urges early 
implementation of maritime security 
measures in wake of Madrid attacks

IMO Secretary-General, Mr. Efthimios E. 
Mitropoulos, urged Member States to implement 
the IMO maritime security regime adopted in 
December 2002 as early as possible, in the wake 
of the Madrid atrocities of 11 March 2004. 

Speaking at the opening of IMO’s Sub-
Committee on Flag State Implementation 
(FSI), which met from 15 to 19 March, Mr. 
Mitropoulos led a minute of silence for the 
victims of the attacks in the Spanish capital, 
as well as for those in the United States, Bali, 
Moscow, Istanbul and in all other parts of the 
world which have suffered at the hands of ter-
rorists. 

“The devastating news of last week’s atrocities 
in Madrid has filled us all with anguish and a 
feeling of personal loss for fellow human beings 
whom we did not know, while the pictures of 
the scenes where the atrocities were committed 
brought home the terror in its full dimension,” 
Mr. Mitropoulos said.

“Those atrocities should serve as a grim remind-
er of the vulnerability of all modes of transport 
to acts of terrorism.   As far as we, servants of 
the maritime mode are concerned, our concern, 
in the context of the question posed by ana-
lysts and commentators as to which country 
will be the next target, should be which mode 
of transport will attract next the interest of the 
perpetrators of these unlawful acts,” he said. 
“We should mobilize all our resources to protect 
our industry, the international trade and the 
global economy from those whose motives and 
acts have nothing at all to do with all that the 
civilized world stands for.”

The IMO Secretary-General urged all parties 
concerned, be they Administrations, designated 

authorities, port authorities, companies, rec-
ognized security organizations, training insti-
tutions or others, to intensify their efforts to 
meet the entry-into-force deadline for the new 
security regime specified in SOLAS chapter XI-
2 and the International Ship and Port Facility 
Security Code. The new measures enter into 
force on 1 July 2004.  

“I might even go one step further by urging all 
parties concerned, in particular SOLAS Con-
tracting Governments and port organizations, 
to implement the new measures as early as pos-
sible, as far as ships entitled to fly their flags 
and port facilities under their jurisdiction are 
concerned,” Mr. Mitropoulos told delegates.

 “My argument, in so doing, is simple,” he 
added. “While the 1st July deadline constitutes 
a pact among Governments doing business in 
a civilized manner under the mutually binding 
provisions of a treaty instrument, this deadline 
means nothing to terrorists who may decide 
to strike wherever and whenever such an act 
might suit their evil purposes -  and, have no 
doubt, they will do so if they assess that our de-
fences are low or, to put it in a different manner, 
when they think that our defences are not high 
enough to prevent and deter them from com-
mitting any atrocities they may have in mind to 
commit against our industry, the international 
trade and the world economy.”

Thai Authorities Arrest Hijacked Tug 
and Barge

London, 18 March 2004 - Thai authorities 
boarded a hijacked Indonesian Tug Sing Sing 
Mariner and the barge Kapuas 68 that were 
about to assume false identities of Tyson and 
Tyson V, ICC International Maritime Bureau 
reported (IMB). 

Confidential Information from the IMB Piracy 
Reporting Centre resulted in the recovery of 
the hijacked tug and the barge in Thailand on 
15th March 2004. 

Captain Pottengal Mukundan of the 
International Maritime Bureau said “the Piracy 



Page 24

IFSMA Newsletter                                                                                                                           March 2004 March 2004                                                                                                                            IFSMA Newsletter

Page 25

Reporting Centre has once again played a key 
role in the recovery of a hijacked vessel. Vital 
intelligence provided from the centre enabled 
the Royal Thai Navy and Royal Thai Marine 
Police to seize the tug and barge as attempts 
were being made to change their identities and 
appearance. We congratulate the Royal Thai 
Navy and the Police on the very prompt and 
positive action they have taken for a successful 
recovery”.

The Sing Sing Mariner was towing the Kapuas 
68 laden with 3,000 MT of crude palm oil valued 
at USD1.6million from Satui, Kalimantan, 
Indonesia on 29.1.2004 for Butterworth, 
Malaysia. The tug and barge were seized by 
four hijackers on 9.2.2004 around Bintan 
Island. The crewmembers of the barge were 
landed on an island by the hijackers. They 
were rescued subsequently by a passing fishing 
boat. The intelligence received by the IMB 
indicated that the tug 
and barge of similar 
description were in 
the Gulf of Thailand 
and they were in the 
process of changing 
their identity. This 
information was 
promptly passed over 
to the Thai authorities 
who boarded the vessel 
and detained seven 
Myanmar nationals 
found on board

During 2003, there 
have been twelve tugs 
and barges which 
have been hijacked by 
criminal gangs 
operating in 
Southeast Asia. 
These tugs and 
barges are soft 
targets for these 
criminals because 
they are moving 
very slowly and 
are easy to board 
and take over.

The Thai authorities were previously successful 
in recovering the stolen tanker Han Wei in 
March 2002. 

The IMB Piracy Reporting Centre was set up in 
1992. It is financed by voluntary contributions 
from shipping and insurance companies. One of 
the main achievements of the Piracy Reporting 
Centre is its success rate in locating hijacked 
ships. During the past two years there have 
been ten serious cases of hijackings. The IMB 
Piracy Reporting Centre was involved in the 
search for all the ten ships. Except for one, the 
other nine ships have been located and returned 
to their owners. 

The IMB posts weekly updates of piracy attacks 
and warnings on the Internet. The address for 
the weekly report is www.icc-ccs.org

Following are photographs of the tug and 
the barge.
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Human Element Vision, Principles 
And Goals For The IMO

From IMO Maritime Safety Committee 77th 
Session.

Vision 

To significantly enhance maritime safety, 
security and the quality of the marine 
environment by addressing human element 
issues to improve performance. 

Principles 

a) The human element is a complex multi-di-
mensional issue that affects maritime safety, 
security and marine environmental protection. 
It involves the entire spectrum of human ac-
tivities performed by ships. crews, shore-based 
management, regulatory bodies, recognized or-
ganizations, shipyards, legislators, and other 
relevant parties, all of whom need to co-operate 
to address human element issues effectively. 

b) The Organization, when developing regula-
tions, should honour the seafarer by seeking 
and respecting the opinions of those that do 
the work at sea. 

c) Effective remedial action following maritime 
casualties requires a sound understanding of 
human element involvement in accident cau-
sation. This is gained by a thorough investiga-
tion and systematic analysis of casualties for 
contributory factors and the causal chain of 
events. 

d) In the process of developing regulations, it 
should be recognized that adequate safeguards 
must be in place to ensure that a single hu-
man or organizational error will not cause 
an accident through the application of these 
regulations. 

e) Rules and regulations addressing the sea-
farers directly should be simple, clear and 
comprehensive. 

f) Crew endurance, defined as the ability to 
maintain performance within safety limits, is a 
function of many complex and interacting vari-
ables including individual capabilities, man-

agement policies, cultural factors, experience, 
training, job skills, and work environment. 

g) Dissemination of information through ef-
fective communication is essential to sound 
management and operational decisions. 

h) Consideration of human element matters 
should aim at decreasing the possibility of 
human and organizational error as far as pos-
sible. 

Goals 

a) To have in place a structured approach for 
the proper consideration of human element is-
sues for use in the development of regulations 
and guidelines by all committees and sub-com-
mittees. 

b) To conduct a comprehensive review of select-
ed existing IMO instruments from the human 
element perspective. 

c) To promote and communicate, through hu-
man element principles, a maritime safety 
culture, security consciousness and heightened 
marine environment awareness.

d) To provide a framework to encourage the 
development of non-regulatory solutions and 
their assessment based upon human element 
principles. 

e) To have in place a system to discover and 
to disseminate to maritime interests studies, 
research and other relevant information on the 
human element, including findings from marine 
and non-marine incident investigations. 

f) To provide material to educate seafarers 
so as to increase their knowledge and aware-
ness of the impact of human element issues on 
safe ship operations, to help them do the right 
thing. 

g) To provide a framework for understanding 
the very complex system of interrelated human 
element factors, incorporating  operational 
objectives,  personal endurance concerns, or-
ganizational policies and practices, and envi-
ronmental factors, to allow for the identification 
and management of risk factors in a holistic 
and systematic manner. 
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Maritime Claims: Liability Limits 
Increase after Malta Signs up to 1996 
Protocol

Amounts of compensation for maritime claims 
for loss of life or personal injury, and property 
claims, will be significantly increased from May, 
following the accession of Malta to the 1996 Pro-
tocol to the 1976 Convention on Limitation of 
Liability for Maritime Claims (LLMC). 

Malta, which deposited its instrument of acces-
sion on 13 February 2004, is the tenth State to 
accede to the 1996 Protocol, triggering the entry 
into force of the protocol 90 days from that date 
(on 13 May 2004).   

The 1996 LLMC Protocol substantially in-
creases the amount of compensation payable 
in the event of an incident and also introduces a 
“tacit acceptance” procedure for updating these 
amounts. This means that, in future, amounts 
can be raised with a given date for entry into 
force after consideration and adoption by the 
Legal Committee, providing a specified number 
of objections are not received. This should en-
sure that if the need arises, amounts can be 
increased without undue delays.

Under the 1996 LLMC Protocol, the limit of lia-
bility for claims for loss of life or personal injury 
for ships not exceeding 2,000 gross tonnage is 2 
million SDR (US$3 million).  For larger ships, 
the following additional amounts are used in 
calculating the limitation amount:

 For each ton from 2,001 to 30,000 tons, 800 
SDR (US$1200)

 For each ton from 30,001 to 70,000 tons, 600 
SDR (US$900)

 For each ton in excess of 70,000, 400 SDR 
(US$600).

Under the 1996 LLMC Protocol, the limit of 
liability for property claims for ships not ex-
ceeding 2,000 gross tonnage is 1 million SDR 
(US$1.5 million). For larger ships, the following 
additional amounts are used in calculating the 
limitation amount:

 For each ton from 2,001 to 30,000 tons, 400 
SDR (US$600)

 For each ton from 30,001 to 70,000 tons, 300 
SDR (US$450)

 For each ton in excess of 70,000, 200 SDR 
(US$300)

Previous limits

This compares with the limits under the 1976 
Convention of 330,000 SDR (US$499,500) for 
personal claims for ships not exceeding 500 tons 
plus an additional amount based on tonnage:

For each ton from 501 to 3,000 tons, 500 
SDR (US$750) 

For each ton from 3,001 to 30,000 tons, 333 
SDR (US$500) 

For each ton from 30,001 to 70,000 tons, 250 
SDR (US$375)

For each ton in excess of 70,000 tons, 167 
SDR (US$251) 

For other claims, the limit of liability was fixed 
under the 1976 Convention at 167,000 SDR 
(US$250,500) for ships not exceeding 500 tons.  
For larger ships the additional amounts were:

For each ton from 501 to 30,000 tons, 167 
(US$251).

For each ton from 30,001 to 70,000 tons, 125 
SDR (US$180) 

For each ton in excess of 70,000 tons, 83 
SDR (US$125) 

Background

The Convention on Limitation of Liability for 
Maritime Claims was adopted on 19 Novem-
ber 1976 and entered into force on 1 December 
1986.

The Convention replaced the International 
Convention Relating to the Limitation of the 
Liability of Owners of Seagoing Ships, which 
was signed in Brussels in 1957, and came into 
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force in 1968.

Under the Convention, limits are specified for 
two types of claims - claims for loss of life or 
personal injury, and property claims (such as 
damage to other ships, property or harbour 
works).

The Convention provides for a virtually un-
breakable system of limiting liability.  It de-
clares that a person will not be able to limit li-
ability only if “it is proved that the loss resulted 
from his personal act or omission, committed 
with the intent to cause such a loss, or reck-
lessly and with knowledge that such loss would 
probably result”.

Note: Using the IMF exchange rate at 13 
February 2004 of SDR1 = USD 1.50844 (http:
//www.imf.org/ )

First Week in School.

A little girl had just finished her first week of 
school.

“I’m just wasting my time,” she said to her 
mother. “I can’t read, I can’t write and they 
won’t let me talk!”

PUNTASTIC

01) She was engaged to a boyfriend with a 
wooden leg, but broke it off.

02) A chicken crossing the road is poultry in 
motion.

03) If you don’t pay your exorcist, you get re-
possessed.

04) With her marriage, she got a new name 
and a dress.

05) When a clock is hungry, it goes back for 
seconds.

06) The man who fell into an upholstery ma-
chine is fully recovered.

07) You feel stuck with your debt if you can’t 
budge it.

08) He often broke into song because he couldn’t 
find the key.

09) Every calendar's days are numbered.

10) A lot of money is tainted - it taint yours and 
it taint mine.

11) A boiled egg in the morning is hard to 
beat.

12) He had a photographic memory that was 
never developed.

Love is ...

“Love is a merry elf dancing a happy jig, when 
suddenly, he turns on you with a submachine 
gun.”

- Matt Groening

A Professional is ...

A professional is someone who can do his best 
work when he doesn’t feel like it.

- -- Alistair Cooke

A FORM OF BEQUEST

From time to time the Secretary General is 
asked for the correct wording of a form of Be-
quest intended to benefit the Federation. The 
following wording is recommended for such a 
legacy:

I give and bequeath unto the International 
Federation of Shipmasters' Associations, 202 
Lambeth Road, London SE1 7JY the sum of 
£XXX Sterling (Free of Capital Transfer Tax 
and all other Duties) to be applied towards 
the furtherance of the aim and purposes of the 
Federation in such manner as the General As-
sembly of the Federation may determine and 
the Executive Council may direct.


