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1. INTRODUCTION 


1.1. General 


The ISM Code has been made a mandatory instrument according to SOLAS 74, as amended, 
Chapter IX, Regulation 3. 


The Administration is responsible for verifying compliance with the requirements of the ISM Code and 
issuing Documents of Compliance to Companies and Safety Management Certificates to ships. This 
verification is carried out by the Administration or the RO. 


The PSCO conducts an inspection of the ship, which is a sampling process and gives a snapshot of 
the vessel on a particular day.  


1.2. Goals and Purpose 


This instruction is to provide guidance for the harmonized reporting and follow up of ISM deficiencies 
in the scope of a PSC inspection. 


The following points should be observed; 


ISM auditing is the responsibility of the flag State and the Company and does not fall under the scope 
of port State control. 


The SMS documentation may be in a language not understood by the PSCO. It is not a harmonised 
procedure if the PSCO looks at the SMS documentation on ONLY those ships where they can 
understand the language. 


1.3. Application 


The ISM Code applies to the following types of ships engaged on international voyages: 


− all passenger vessels including passenger high speed craft; and 
− oil tankers, chemical tankers, gas carriers, bulk carriers and cargo high speed craft of 500 gross 


tonnage and upwards; and 
− other cargo ships and self propelled MODUs of 500 gross tonnage and upwards. 


For establishing the applicability of SOLAS Chapter IX and the ISM Code; “Gross Tonnage” means 
the gross tonnage of the ship as determined under the provisions of the International Convention on 
the Tonnage Measurement of Ships, 1969 and is stated on the International Tonnage Certificate 
(1969) of the ship. 


The ISM Code does not apply to government-operated ships used for non-commercial purposes. 


1.4. Relevant Documentation 


• SOLAS 
• ISM Code 
• Copy of the Interim DOC, or Copy of the DOC 
• Interim SMC, or SMC 


1.5. Definitions and Abbreviations 


The PSCC Instruction containing “Definitions and Abbreviations” serves as general document and is 
to be used in conjunction with this Paris MoU document. 
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2. INSPECTION OF SHIP 


2.1. Pre-Boarding Preparation 


The PSCO should consult the PMoU database to gain an overview of the previous inspection history 
of the ship including any outstanding deficiencies and the performance of the Company. 
The EQUASIS database may also be consulted for more information on the performance history. 


 


2.2. Initial Inspection 


2.2.1. The pre-boarding preparation, composition of the inspection team, the approach to the vessel, the 
boarding of the vessel and the initial inspection should be carried out in accordance with the PMoU 
procedures. 


2.2.2. During the initial PSC inspection, the PSCO should verify that the ship carries the ISM certificates 
according to SOLAS Chapter IX and the ISM Code by examining the copy of the DOC and the SMC, 
for which the following points are to be considered: 


1) A copy of the DOC should be on board. However, according to SOLAS, the copy of the DOC is 
not required to be authenticated or certified. 


The copy of the DOC should have the required endorsements. 


2) The SMC is not valid unless the operating Company holds a valid DOC for that ship type. The 
ship type in the SMC should be included in the DOC and the Company’s particulars should be 
the same on both the DOC and the SMC. 


The SMC should have the required endorsements. 


3) The validity of an Interim DOC should not exceed a period of 12 months. 
The validity of an Interim SMC should not exceed a period of 6 months. 


In special cases, the Administration, or at the request of the Administration another Government, 
may extend the validity of the Interim SMC for a period, which should not exceed 6 months from 
the date of expiry. 


4) ROs may issue a short term DOC or SMC not exceeding 5 months, whilst the full term certificate 
is being prepared in accordance with their internal procedures. 


5) If a renewal verification has been completed and a new SMC cannot be issued or placed on 
board the ship before the expiry date of the existing certificate, the Administration or RO may 
endorse the existing certificate. Such a certificate should be accepted as valid for a further period 
which should not exceed 5 months from the expiry date. 


6) If a ship at the time when a SMC expires is not in a port in which it is to be verified, the 
Administration may extend the period of validity of the SMC but this extension should be granted 
only for the purpose of allowing the ship to complete its voyage to the port in which it is to be 
verified, and then only in cases where it appears proper and reasonable to do so. 


No SMC should be extended for a period of longer than 3 months, and the ship to which an 
extension is granted should not, on its arrival in the port in which it is to be verified, be entitled by 
virtue of such extension to leave that port without having a new SMC. When the renewal 
verification is completed, the new SMC should be valid to a date not exceeding 5 years from the 
expiry date of the existing SMC before the extension was granted. 


2.2.3. If no technical or operational related deficiencies are found during an initial inspection carried out in 
accordance with the PMoU procedures and guidelines, there is no need to consider the ISM aspect. 


2.3. Clear Grounds 







 
Rijnstraat 8 
P.O.  Box 16191 
2500BD The Hague 
The Netherlands  


Telephone: +31 70 456 1508 
E-mail: secretariat@parismou.org 


Internet : www.parismou.org 


 


Revision 11   Page 4 of 10 
                                                                     PMOU CONFIDENTIAL 


Clear grounds and the subsequent more detailed inspection only exists for technical or operational 
related deficiencies. 


Since the PSCO is not carrying out a safety management audit of the SMS during a PSC inspection, 
the term clear grounds is not applicable in the context of the ISM Code. 


 


2.4. More Detailed Inspection 


2.4.1. If a more detailed inspection is carried out, this should be done in accordance with the PMoU 
procedures. Any technical and/or operational related deficiencies found during this inspection should 
be, individually or collectively considered by the PSCO, using their professional judgement, to indicate 
that either: 


a. these do not indicate a failure, or lack of effectiveness, of the implementation of the ISM Code; 
or 


b. there is a failure, or lack of effectiveness, of the implementation of the ISM Code; 


For  any follow-up actions, see paragraph 3 of this Guideline. 


2.4.2. If an outstanding ISM deficiency with code 15150, defective item ISM and action taken code 21 from 
a previous PSC inspection exists and the current PSC inspection is more than 3 months later, the 
PSCO will verify  during the present PSC inspection the effectiveness of any corrective action taken 
by the Company by examining the areas of the technical and/or operational related deficiencies 
(marked “ISM”) of the previous PSC inspection report which led to the issuance of the ISM deficiency. 


For the follow-up action, see paragraph 3 of this Guideline. 


 


2.5. Expanded Inspection 


If an expanded inspection is carried out, this should be done in accordance with the PMoU 
procedures and guidelines. Any technical and/or operational related deficiencies found during this 
inspection should be considered by the PSCO in accordance with paragraph 2.4.1 above. 


 


3. FOLLOW-UP ACTION 


3.1. Technical, Operational and ISM Deficiencies 


3.1.1. The principles outlined in the PMoU with regard to reporting and rectification of technical or 
operational deficiencies, and detention and release of the ship is applicable. 


3.1.2. If there are technical or operational related deficiencies reported: 


a. Which, whether detainable or non-detainable do not indicate a failure, or lack of effectiveness, 
of the implementation of the ISM Code. These deficiencies will not be marked as ISM-related 
and thus also no ISM deficiency code 15150 should be reported in the PSC inspection report. 


b. of which at least one non-detainable deficiency was marked as ISM related and thus indicates a 
failure, or lack of effectiveness, of the implementation of the ISM Code; 


Report an ISM related deficiency (15150) in the PSC inspection report with the requirement of 
corrective action within 3 months (action taken code 21). 


c. Which individually do not lead to detention but collectively (due to the combination of 
deficiencies of a less serious nature as described under Section 3.4 of the PMoU Memorandum 
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and under the Guidance on action taken codes) warrant the detention of the ship, all of the 
deficiencies should be marked as ISM related. Additionally, the PSCO shall report an ISM 
deficiency (code 15150) marked as “ground for detention” in the PSC inspection report with the 
requirement that a safety management audit has to be carried by the Administration or the 
RO before the ship may be released from detention (action taken code 19). 


d. of which at least one detainable deficiency was marked as ISM related and thus  indicates a 
serious failure, or lack of effectiveness, of the implementation of the ISM Code; 


Report an ISM deficiency (code 15150) marked as “ground for detention” in the PSC inspection 
report with the requirement that a safety management audit has to be carried by the 
Administration or the RO before the ship may be released from detention (action taken code 
19). 


Note:    In case described in the paragraphs 3.1.2.b, c and d above, ONLY one ISM deficiency shall 
be reported. 


3.1.3. The follow-up by the Company of the required corrective action taken on the ISM system (action 
taken code 21) or safety management audit (action taken code 19) should not be limited to only the 
rectification of the technical and/or operational deficiencies found. 


The Company should investigate and analyse the outcome of the safety management audit, if 
applicable. Furthermore, the Company should ensure that according to their established procedures 
corrective action is taken, including the implementation of measures intended to prevent recurrence, 
for at least every technical and/or operation deficiency marked (ISM) in the PSC inspection report. 


The PSCO will verify the effectiveness of any corrective action by examining the areas of the 
technical and/or operational deficiencies of the (previous) PSC inspection report which led to the 
issuance of the ISM deficiency. 


After a satisfactory examination, the sequence of action taken codes issued should be: 
Action taken code 19 → 21 → 10, or 21 → 10 (dependent on which action taken code was initially 
issued). 


Examination of the areas in relation to an action taken code 21 found not satisfactory action taken 
code 21 will be raised to 19. 


In this case the PSCO should apply the following procedure: 


1) Record one or more technical/operational deficiencies, detainable or not, in the same area(s) which 
led to the issuance of the ISM deficiency1; 
 
2) Mark the deficiency(ies) “ISM related” and add in the additional comments the following text: "This 
deficiency shows a non-effective implementation of the ISM code in the areas where ISM related 
deficiency(ies) were found during the PSC inspection on_____"; 
 
3) Record a new ISM deficiency code 15150 as "ground for detention" with action taken code 19; 
 
4) Close the outstanding 15150 deficiency from the previous inspection when the ship is re-inspected 
for the release from the detention. 


 


 


3.2. Deficiencies Not Warranting Detention 


                                                           
- 1 According PSCC Instruction any recorded ISM related deficiency (15150) should be linked to an 


operational/technical deficiency “ISM related”. 
 







 
Rijnstraat 8 
P.O.  Box 16191 
2500BD The Hague 
The Netherlands  


Telephone: +31 70 456 1508 
E-mail: secretariat@parismou.org 


Internet : www.parismou.org 


 


Revision 11   Page 6 of 10 
                                                                     PMOU CONFIDENTIAL 


3.2.1. Minor typing errors in the DOC or the SMC should be reported in the PSC inspection report as a 
technical deficiency under respectively code 01106 with defective item DOC, or code 01107 with 
defective item SMC. 


3.2.2. If technical and/or operational deficiencies are found and reported during the PSC inspection, which 
do not warrant detention but in the professional judgement of the PSCO provide objective evidence of 
a failure, or lack of effectiveness, of the implementation of the ISM Code; report additionally in the 
PSC inspection report an ISM deficiency with code 15150 and action taken code 21. 


 


3.3. Deficiencies Warranting Detention 


3.3.1. Technical and/or operational deficiencies which individually or collectively provide objective evidence 
of a serious failure, or lack of effectiveness, of the implementation of the ISM Code. 


1) There is no SMC and/or copy of the DOC on board of the ship. 


2) There is no valid SMC on board; 


The SMC should be issued to a ship for a period which should not exceed 5 years. The validity of 
the SMC should be subject to at least one intermediate verification. If only one intermediate 
verification is to be carried out and the period of validity of the SMC is 5 years, it should take 
place between the second and third anniversary dates (counted back from the expiry date) of the 
SMC. 


3) The SMC intermediate verification is overdue. 


4) The SMC is expired and there is no objective evidence of an extension issued by the 
Administration; 


Where the SMC has been withdrawn by the Administration: 


− the port State should ensure that the ship does not operate (such steps may include detention 
or other action) until the SMC is reissued. 


− as a result of detainable deficiency(s), an Interim SMC should not be issued. The new SMC 
should have the same expiry date, as the withdrawn SMC. 


5) The DOC is expired or withdrawn; 


The port State should ensure that the ship does not operate (such steps may include detention 
or other action) until the DOC has been re-issued. 


6) The ship type as indicated on the SMC not listed on the DOC. 


7) Evidence of the DOC annual verification is not available on board; 


Upon request of the port State, the Administration should provide relevant information available 
to the Administration concerning the current validity of the DOC presented by the ship. 


8) The copy of the DOC certificate number on the DOC and the endorsement pages are not the 
same. 


9) The Company name, the Company address or the issuing Government authority on the DOC is 
not the same as on the SMC. 


 


4. REPORTING 
4.1. Technical and Operational Related Deficiencies 
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4.1.1. All technical and/or operational deficiencies shall be recorded as an individual deficiency in the PSC 
inspection report according to the PMoU procedures. 


4.1.2. A technical deficiency with the defective item DOC should be recorded in the PSC inspection report 
under code 01106 and for the defective item SMC under code 01107. 


 


  







 
Rijnstraat 8 
P.O.  Box 16191 
2500BD The Hague 
The Netherlands  


Telephone: +31 70 456 1508 
E-mail: secretariat@parismou.org 


Internet : www.parismou.org 


 


Revision 11   Page 8 of 10 
                                                                     PMOU CONFIDENTIAL 


4.2. ISM Deficiency 


4.2.1. Where the PSCO has considered the technical and/or operational deficiencies found, and concluded 
these provide objective evidence of a (serious) failure, or lack of effectiveness, of the implementation 
of the ISM Code, an ISM deficiency should be reported in the PSC inspection report. The Convention 
reference is SOLAS Chapter IX, Regulation 3 There is no need to link the ISM deficiency further to a 
relevant paragraph of the ISM Code. 


The technical and/or operational deficiencies, which are ISM related, should be indicated in the PSC 
inspection report by ticking the “ISM related” box behind the additional comment of the particular 
technical and/or operational deficiencies. 


Although ISM deficiency code 15150 can only be raised once during an inspection, a ship can have 
multiple ISM deficiencies code 15150 raised during different inspections. 


If an ISM deficiency code 15150 is raised during the current inspection, any other ISM deficiency 
code 15150 should remain as outstanding if the due date for rectification has not been passed.  


More than one ISM deficiency code 15150 can be closed by one re-inspection only if upon re-
inspection after 3 months the PSCO is satisfied with the effective implementation of the ISM Code in 
the areas where all previous deficiencies, marked ISM related, were found. 


4.2.2. An ISM deficiency in the PSC inspection report should be reported as follows: 


Code : 15150 


Defective item : ISM 


Nature of defect : Not as required 


Convention reference : SOLAS Chapter IX Regulation 3 


Action taken : 21 or 19* 


  21 - Corrective action taken on the ISM system by the Company is 
required within 3 months. 


  19 - Safety management audit by the Administration is required before 
departure of the ship. 


Additional comments : Standard text in relation to the action taken code; 


 (21) - Corrective action taken on the ISM system by the Company is 
required within 3 months. Deficiency(s) marked ISM is (are) objective 
evidence of a failure, or lack of effectiveness, of the implementation of 
the ISM Code. The ship will be eligible for reinspection after 3 months 
from the final date of the report. 


 (19) - Safety management audit by the Administration is required before 
departure of the ship. Deficiency(s) marked ISM is (are) objective 
evidence of a serious failure, or lack of effectiveness, of implementation 
of the ISM Code. 
 
Upon re-inspection after 3 months the PSCO should be satisfied with the 
effective implementation of the ISM Code in the areas where all previous 
deficiencies, marked ISM related, were found. 


4.2.3. Where due to the reported ISM deficiency with action taken code 19, the safety management audit by 
the Administration or the RO has been carried out, the action taken code 19 should be followed by 21 
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and in relation to that the standard text in the additional comments in accordance with paragraph 
4.2.2 above. 


The marker “Ground for detention” should remain in the final report and not be removed in the 
database. 


 


4.3. Example PSC Inspection Report 


If for instance, 


− the PSCO establishes the following technical deficiency, 
and, 
− considers, using their professional judgement, that this technical deficiency indicates a failure, or 


lack of effectiveness, of the implementation of the ISM Code, 
the PSCO should, 
− report the technical deficiency in the PSC inspection report by ticking the “ISM related” box 


Furthermore, the PSCO should report an ISM deficiency in the PSC inspection report with code 
15150, action taken code 21 and in relation to that the standard text in the additional comments 
section in accordance with paragraph 4.2.2 above. 


code Defective item Nature of 
defect 


Convention 
reference 


Action 
taken 


Additional comments  ISM Related 


15150 ISM Not as 
required 


SOLAS Chapter 
IX Regulation 3 


21 Corrective action on the 
ISM system taken by the 
Company is required within 
3 months. Deficiency(s) 
marked ISM is (are) 
objective evidence of a 
failure, or lack of 
effectiveness, of the 
implementation of the ISM 
Code. The ship will be 
eligible for re-inspection 
after 3 months from the 
final date of the report. 


   


 


However, if, 


− the PSCO considers, using their professional judgement, that this technical deficiency indicates a 
serious failure, or lack of effectiveness, of the implementation of the ISM Code, 


the PSCO should, 
− report the technical deficiency in the PSC inspection report by ticking the “ISM related” box  


Furthermore, the PSCO should report an ISM deficiency in the PSC inspection report with code 
15150, action taken code 19 and in relation to that the standard text in the additional comments 
section in accordance with paragraph 4.2.2 above. 
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code Defective item Nature of 
defect 


Convention 
reference 


Action 
taken 


Additional comments ISM Related 


15150 ISM Not as 
required 


SOLAS 
Chapter IX 
Regulation 3 


19 Safety management audit 
by the Administration is 
required before departure 
of the ship. Deficiency(s) 
marked ISM is (are) 
objective evidence of a 
serious failure, or lack of 
effectiveness, of the 
implementation of the ISM 
Code. 


 


 


When after re-inspection the PSCO decides that the technical deficiency and the ISM deficiency (in 
this example) have been satisfactorily dealt with, 


− the technical deficiency action taken code should be 10 (deficiency rectified), 
and, 
− the ISM deficiency should be followed by an action taken code 21 and in relation to that the 


standard text in the additional comments in accordance with paragraph 4.2.2 above. 


The ship may be released from detention. 


 


 


 


 


 
                                                           
In THETIS action taken code 17 (rectify before departure) in combination with “detainable: YES” has to substitute code 19. 
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code Defective item Nature of 
defect 


Convention 
reference 


Action 
taken 


Additional comments ISM Related 


15150 ISM Not as 
required 


SOLAS 
Chapter IX 
Regulation 3 


21 Corrective action  on the 
ISM system taken by the 
Company is required within 
3 months. Deficiency(s) 
marked ISM is (are) 
objective evidence of a 
failure, or lack of 
effectiveness, of the 
implementation of the ISM 
Code. The ship will be 
eligible for re-inspection 
after 3 months from the 
final date of the report. 
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Execution of an Initial, More Detailed and/or Expanded Inspection 


Outstanding ISM deficiencies of former PSC inspections should be checked and verified for 


rectification. 


Report detainable and/or non-detainable technical/operational related deficiency(s) found. 


GC = Group Code 


DI = Defective Item 


NoD = Nature of Defect 


AT = Action Taken Code 


AC = Additional Comment 


 


Professional Judgement: 


Determine if the (detainable) deficiency(s) is (are) caused by a failure, or lack of 


effectiveness of the implementation of the ISM Code. 


AND 


Indicate on Form B which technical/operational related deficiency(s) is (are) ISM related by 


ticking the “ISM Related” box behind the additional comment. 


AND 


Report only one of the next two possible ISM deficiencies: 


 


PSCO is finalizing the inspection by filling the PSC inspection 


report. forms.  


ISM related deficiency: 


GC: 15150 / DI: ISM / NoD: Not as required 


/ AT: 21 / AC: Corrective action on the ISM 


system taken by the Company is required 


within 3 months. Deficiency(s) marked ISM 


is (are) objective evidence of a failure, or lack 


of effectiveness, of the implementation of the 


ISM Code. 


  


If satisfactory, the AT 19 should be 


followed by AT 21 with the related AC (see 


next block). 


Ship may be released from her detention. 


 


ISM related deficiency: 


GC: 15150 / DI: ISM / NoD: Not as 


required / AT: 19 / AC: Safety 


management audit by the Administration is 


required before departure of the ship.  


Deficiency(s) marked ISM is (are) objective 


evidence of a serious failure, or lack of 


effectiveness, of the implementation of the 


ISM Code. 


 


If the effectiveness of corrective action taken by the 


Company of the examined technical/operational 


deficiencies marked ISM was not satisfactory 


            


Verify after 3 months that corrective action on 


the ISM system taken by the Company has 


been completed. Check the effectiveness of 


corrective action by examining areas of 


technical/operational deficiencies marked ISM 


in previous PSC inspection report.  


If satisfactory, report the ISM 


deficiency as rectified.  


 


Verify during re-inspection that safety 


management audit has been performed. 


The content of the safety management 


audit report should not be evaluated. 


 


Mark the deficiency(ies) “ISM related” and add in the 


additional comments the following text: "This deficiency 


shows a non-effective implementation of the ISM code in 


the areas where ISM related deficiency(ies) were found 


during the PSC inspection on_____";   
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		2.4.1. If a more detailed inspection is carried out, this should be done in accordance with the PMoU procedures. Any technical and/or operational related deficiencies found during this inspection should be, individually or collectively considered by t...

		2.4.2. If an outstanding ISM deficiency with code 15150, defective item ISM and action taken code 21 from a previous PSC inspection exists and the current PSC inspection is more than 3 months later, the PSCO will verify  during the present PSC inspect...



		2.5. Expanded Inspection



		3. FOLLOW-UP ACTION

		3.1. Technical, Operational and ISM Deficiencies

		3.1.1. The principles outlined in the PMoU with regard to reporting and rectification of technical or operational deficiencies, and detention and release of the ship is applicable.

		3.1.2. If there are technical or operational related deficiencies reported:

		3.1.3. The follow-up by the Company of the required corrective action taken on the ISM system (action taken code 21) or safety management audit (action taken code 19) should not be limited to only the rectification of the technical and/or operational ...



		3.2. Deficiencies Not Warranting Detention

		3.2.1. Minor typing errors in the DOC or the SMC should be reported in the PSC inspection report as a technical deficiency under respectively code 01106 with defective item DOC, or code 01107 with defective item SMC.

		3.2.2. If technical and/or operational deficiencies are found and reported during the PSC inspection, which do not warrant detention but in the professional judgement of the PSCO provide objective evidence of a failure, or lack of effectiveness, of th...



		3.3. Deficiencies Warranting Detention

		3.3.1. Technical and/or operational deficiencies which individually or collectively provide objective evidence of a serious failure, or lack of effectiveness, of the implementation of the ISM Code.





		4. REPORTING

		4.1. Technical and Operational Related Deficiencies

		4.1.1. All technical and/or operational deficiencies shall be recorded as an individual deficiency in the PSC inspection report according to the PMoU procedures.

		4.1.2. A technical deficiency with the defective item DOC should be recorded in the PSC inspection report under code 01106 and for the defective item SMC under code 01107.



		4.2. ISM Deficiency

		4.2.1. Where the PSCO has considered the technical and/or operational deficiencies found, and concluded these provide objective evidence of a (serious) failure, or lack of effectiveness, of the implementation of the ISM Code, an ISM deficiency should ...

		4.2.2. An ISM deficiency in the PSC inspection report should be reported as follows:

		4.2.3. Where due to the reported ISM deficiency with action taken code 19, the safety management audit by the Administration or the RO has been carried out, the action taken code 19 should be followed by 21 and in relation to that the standard text in...



		4.3. Example PSC Inspection Report
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Guidelines on CIC on GMDSS requirements to be applied in the Paris MOU 
Region   


 


SECTION 1 Introduction  


1.1    Chapter IV of SOLAS 1974, as amended, details the requirements and  
         provisions of the Global Maritime Distress and Safety System (GMDSS).  This  
         Chapter is applicable for all cargo ships of 300 gross tons and upwards and all  
         passenger ships that are engaged on international voyages. 
 


SECTION 2 Outline of the Concentrated Inspection Campaign  


2.1 During the period of the campaign, all port State control (PSC) inspections should 
include an inspection of the ship's GMDSS radio-communication installation and the 
appropriate certification of personnel to operate the station. The purpose of this 
inspection is to ensure that the ship's radio station complies with GMDSS in the sea 
area where the ship holds a certificate to operate and that the ship's GMDSS 
operator(s) are able to demonstrate that the station is in satisfactory working condition 
and used for its intended purpose. 


2.2 An inspection and CIC should be carried out in accordance with the ParisMOU 
requirements for PSC. The CIC is to ensure compliance with the GMDSS requirements.  


 


SECTION 3 Relevant Regulations, Codes and Special Conditions 


3.1 The regulations, codes or guidelines that are related to ship's GMDSS radio 
certification are as follows: -  


.1    SOLAS Chapter II-1 (Emergency source of power); 


.2    SOLAS Chapter III   (Radio life-saving appliances);  


.3    SOLAS Chapter IV   (Radio communications);   


.4    SOLAS Chapter  V    (9 GHz Radar requirement); 


.5    STCW Convention Regulation I/14        (Responsibilities of companies);  


.6    STCW Convention Regulation II/1, II/3 and IV/2 
                                       (Mandatory minimum requirements for certification); 
.7    STCW-Code Annex-1 Chapter I, Sections A-II/1 and A-II/3 
                                       (Mandatory minimum requirements for certification); 
.8    STCW-Code Annex-1 Chapter VIII, Section A-VIII/2 Part 3-3 
                                        (Principles to be observed in keeping a radio watch);     
.9    STCW-Code Annex-2 Chapter VIII, Section B-VIII/2 Part 3-3 
                                                                 (Guidance on keeping a radio watch);      
.10    ISGOTT/ SIGITTO (Section on use of radio equipment); 
.11  Cospas-Sarsat web site address:   http://www.cospas-sarsat.org 
.12  IMO GMDSS Handbook; 
.13  MSC/Circ.   959         (Procedures for MRCCs on distress alerts); 
.14  MSC/Circ. 1040         (Guidelines on annual testing of EPIRBs); 
.15  Resolution A.814 (19) (Guidelines for the avoidance of false distress alerts); 


.16  Resolution A.997(25) Survey guidelines under the harmonized system of 


survey and certification, 2007 
                                             
.17  ISM Code Section 6.2 and 6.3. (Resources and personnel) 
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3.2 Port State Control Officers (PSCO’s) should have good knowledge with the above 
regulations and codes and indeed any constraints or conditions that may be in place 
on board a specific type of ship and in gas, chemical or oil tanker terminals. The use of 
Radio and Radars may be restricted in terminals or ports where explosives are being 
transported or stored.  


3.3 The PSCO should also be aware that in some large ports the presence of multiple 
metallic structures could provide propagation problems in particular for medium 
frequency. Without proper test equipment it might be difficult to determine if identities 
are being correctly transmitted. 


3.4 There may be occasions when it is not possible to contact a Coast Radio Station via 
DSC and/or radiotelephony. The ship may be in a port area where there is poor 
coverage on VHF and/or MF. This may apply equally to poor NAVTEX coverage.  


3.5 Where the PSCO has doubts as to the functionality of the GMDSS communications 
equipment on board a ship it may be necessary to inform the appropriate competent 
authority who may then provide specialist test equipment to prove that the equipment 
will operate, or otherwise, in an emergency situation in adverse and hostile conditions.  


 


SECTION 4 Exemptions  


4.1 SOLAS chapter IV regulation 3 (IV/3) makes provisions for flag States to grant partial 
or conditional exemptions to individual ships from complying with GMDSS 
requirements under very specific conditions. 


4.2 Any exemption that has been issued but not in accordance with SOLAS IV/3 should 
not be accepted as valid. Detention action should be considered in such a case.  


4.3 Where a ship holds a valid exemption, PSCO’s should check that the ship complies 
with the functional requirements of SOLAS IV/4. Refer to the equipment matrix in 
Appendix 1. 


 


SECTION 5 Inspection Procedures  


STCW 78/95 Convention Regulation I/14 paragraph 1.4 requires that seafarers be 
familiarized with their specific duties and with the ship’s arrangements, installations, 
equipment, procedures and characteristics that are relevant to their routine or emergency 
duties. The complementary aspect of the ISM Code is section 6.2 and 6.3.    


5.1 PSCO’s should follow the guidelines given in this section when performing the 
inspections.  


.1    Prior to visiting the ship the PSCO should, where practicable, establish with the 
MRCC if there are any reports of poor communication or false distress alerts not 
followed up by proper cancellation procedures.  


.2    When on board the PSCO should establish the category of the sea areas listed in 
Appendix 1 that the vessel will pass through during its current and intended 
voyage(s). The ship should have a relevant valid Certificate, such as the Cargo Ship 
Safety Radio Certificate, Cargo Ship Safety Certificate, Special Purpose Ship Safety 
Certificate, High Speed Craft Safety Certificate or Passenger Ship Safety Certificate 
and where applicable it has undergone a periodical or mandatory annual survey that 
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has been endorsed on the relevant Certificate. There should be on board a valid Ship 
Station Radio Licence document issued by the administration. 


.3    If an exemption has been issued to the ship, the PSCO should refer to Section 4.  


.4    The PSCO should verify the qualifications of the crew to ensure that the ship has 
on board the correct number of qualified GMDSS operators. Abstracts from STCW 
78/95 regarding personnel and radio communications are contained in Appendix 2. 


.5    The PSCO should ask for Marine Safety Information (MSI) received by the ship to 
be produced for inspection. The MSI is received by either NAVTEX, INMARSAT 
Enhanced Group Calling (EGC) system or both. This requires the ship to produce the 
Paper Log (print out) from the NAVTEX. With EGC it may be stored electronically for 
later printing, except for vital messages that should be printed out upon receipt.  


.6   The PSCO should check that the GMDSS equipment provided on board is in 
accordance with that shown on the Record of Equipment associated with the Cargo 
Ship Safety Radio Certificate, or Passenger Certificate. That the correct Call Sign, 
Maritime Mobile Service Identity (MMSI) and other codes are marked as applicable at 
or close by the respective radio transmitters including the EPIRB. 


.7   An assessment is to be made of the operation of the ship's radio station. A good 
indication of the satisfactory operation of the equipment can be obtained by checking 
transmission records and details, such as records of Distress and Safety 
calls/messages sent and received during the previous voyage through VHF-MF-
HF/DSC and Satellite Communication equipment. Also copies of MSI messages 
received during the previous voyage through NAVTEX, EGC and HF/MSI receivers 
and/or, where practicable, by using the integrated test facilities. 
 
.8  The ship's GMDSS operator(s) should be invited to conduct one or more, as 
considered necessary, of the following operational tests on the ship's radio 
communication equipment. The PSCO should ensure that the MRCC, coast radio 
station or other receiving station is in a position to acknowledge the test. Some MRCC 
stations are programmed in such a way that a DSC acknowledgement is sent 
automatically. It would be useful if the MMSI number were passed to the receiving 
station before testing and that the ship's operator(s) should be reminded to avoid a 
false distress alert being inadvertently sent out. The PSCO should observe the 
operation and should not, as with general PSC procedures, become directly 
involved themselves in operating the ship’s equipment.  


 
8.1 INMARSAT ship earth station 


         (i)    The preferred method is to send a short test message from the INMARSAT-
C terminal on board the ship through the nearest Land Earth Station to the ship 
itself.  


(ii)   There is another method and that is to run a Performance Verification Test 
(PVT or link test) for the INMARSAT unit. The PSCO should be able to check from 
the screen display the result of the test. The PSCO may ask for a printout of the 
result as displayed. It should be noted that the time taken for the test to complete 
might vary from about 10 minutes to more than an hour. Due to the heavy usage 
of the INMARSAT system, PVT tests can be seriously delayed.  


(iii)  Inmarsat B and F telephony can be checked by making a phone call to the 
PSCO’s own mobile phone.  
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(iv)  Inmarsat A, B or C telex can be checked by making a telex connection with a 
LES after which the 2-digit code “91” for automatic line test can be used. 


(v)   Check that the equipment is operating from the reserve source of energy. 


.8.2  MF/HF radio installation 


(i)   Make an External Test transmission using the MF DSC radio installation to the 
nearest coast station on 2187.5 kHz the DSC Distress and Safety Channel, and 
make a radiotelephone test call to the nearest coast station on the Distress 
Frequency 2,182 kHz with the equipment operating from the reserve source of 
energy resource.  


(ii)  Make a similar External Test transmission using the HF DSC system to the 
appropriate area HF DSC station 


 .8.3 VHF radio installation  


(i)    Make a Routine DSC Call to the nearest radio station using the VHF-DSC 
device and make a test call using the VHF radio radiotelephone installation to a 
nearby radio station on one of the radiotelephony channels - by preference 
channel 6, 13 or 16. 


(ii)  Check correct operation of DSC watch keeping receiver by inspection of recent 
records of Distress, Urgency or Safety messages received during the previous 
voyage. 


(iii)  Check that the equipment is operating from the reserve source of energy. 


5.2 The PSCO should check that appropriate numbers of radar    transponders are on 
board, that they are properly positioned and mounted and that the batteries still have 
valid expiry dates. The PSCO should check the proper operation of the SART by 
means of the appropriate radar. 


 


5.3 The PSCO should visually inspect the general condition of antenna, such as breaks in 
antenna wires, coaxial cables and insulators as well as the reserve source of energy.  


5.4 The PSCO need only require a test or inspect sufficient items to enable an 
assessment to be made of the ship's compliance with GMDSS and the competence of 
the crew in its operation. Where doubt exists it may be necessary to check all items. 
These tests should be confined to operational tests.  


5.5 During the course of this CIC one concentrated inspection is required for each ship 
being inspected in accordance with the criteria of ParisMOU. Should there be a 
requirement for another inspection within the CIC period to a particular ship(s) the 
PSCO will apply appropriate judgement as to the detail required when carrying out 
another concentrated inspection. The PSCO will take into account any changes since 
the previous inspection such as change of radio personnel, flag or GMDSS equipment. 


5.6 Where it is a requirement the PSCO should consider the effectiveness of the 
shipboard maintenance agreement  


5.7 Where a NBDP (Narrow-Band Direct-Printing) [radio telex/telex over radio] is fitted the 
relevant personnel should demonstrate that they could operate the system. 


 


SECTION 6 Guidance on ship detention   
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The following is an indication of deficiencies in a radio installation and can be used as 
guidance on determining whether the deficiency or deficiencies noted are of such a nature 
that a detention is warranted and the equipment form an integral part of the ship’s 
certificated equipment.   
 
The radio installation should be connected to the main/reserve source of energy and it 
should be possible to switch over to the reserve source of energy.  


Sea Area A1  


• EPIRB seriously defective  


• All radar transponders seriously defective. 


• All VHF and/or DSC seriously defective 


Sea Area A2  


• EPIRB seriously defective  


• All radar transponders seriously defective 


• All VHF and/or DSC seriously defective  


• All MF and/or DSC seriously defective 


Sea Area A3 


• EPIRB seriously defective  


• All radar transponders seriously defective 


• All VHF and/or DSC seriously defective  


• All MF and/or DSC seriously defective  


• All HF and/or DSC seriously defective 


• All Inmarsat ship earth stations seriously defective 


Sea Area A4  


• EPIRB seriously defective  


• All radar transponders seriously defective 


• All VHF and/or DSC seriously defective  


• All MF/HF and/or DSC seriously defective 


General  


• Invalid safety radio certification  


• Antenna systems seriously defective  


• Reserve source of energy supply to radio station seriously defective  


• NAVTEX receiver seriously defective (for ships operating in areas where an 
international NAVTEX service is provided.)  


• Inmarsat EGC seriously defective (for ships operating in Inmarsat coverage area 
but without NAVTEX service) 
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6.1 Insufficient number of qualified GMDSS operators and/or the inability of ship's 
appropriately qualified radio personnel to use ship's radio equipment are also 
considered to be of such a nature that detention is warranted.  


6.2 Where it becomes necessary to consider detaining the ship for GMDSS related 
deficiency the PSCO should refer also to Appendix 3.  


6.3    Note: The term “seriously defective” may be interpreted as follows: 


o EPIRB: EPIRB incorrectly mounted; Battery out of date; Hydrostatic Release 
out of date; Test Sequence incorrect, i.e. indicator lamps not functioning in 
accordance with the Test Procedure listed on the equipment, or in the EPIRB 
Operator’s Manual. No evidence of an annual EPRIB test ;  


o SART:  Test Pattern incorrectly displayed on the Radar Display; Battery out of 
date; 


o RADAR: Defective 9GHz radar; 


o VHF: Failure* to establish a radiotelephone test call to a coast station;                   
Failure* to establish a DSC routine call to a coast station 


o MF:  Failure* to establish a radiotelephone test call to a coast station; Failure* 
to establish a DSC External Test Call to a coast station;   


o HF:  Failure* to establish a DSC External Test Call to the appropriate HF area 
coast station;  


o INMARSAT:     Failure* to establish communications with a Land Earth Station 
or a ship; 


o Ship’s own radio operator(s) unable to operate the GMDSS radio equipment; 


o EGC:  Ship not receiving EGC information; 


o NAVTEX:   Ship* not receiving NAVTEX Transmissions 


o Antenna systems: Obvious-to-the-eye breaks in antenna wires coaxial cables 
and insulators 


o Reserve source of energy supply: Not capable of providing a source of     
energy for the radio equipment; Obvious-to-the-eye problems with the       
radio battery(s), e.g. corroded terminals; cracks in batteries. 


*  Refer above to the relevant constraints or conditions contained in Section 3. 


Note: With regard to Antenna systems it is not advisable to carry out a technical assessment of these 
items without specialist testing equipment. 


 


 


 


 


SECTION 7     Rectification of detainable deficiencies  


7.1 Each PSC Authority is required to secure the rectification of all detainable deficiencies 
identified before the ship is released from detention.  
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SECTION 8     Reports  


8.1 The PSCO should complete the CIC report questionnaire in addition to the report of 
inspection forms A and B. Information recorded in the questionnaire is to be entered 
and validated in the Information system by the inspecting administration as soon as 
reasonably practicable following the inspection. 
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Appendix 1                 GMDSS, Geographical Limits, Equipment and Sea Areas. 


The basic concept of the GMDSS is: 


a.   Transmitting ship-to-shore distress alerts by at least two separate and  independent 
means, each using a different radio communication service; 


b.    receiving shore-to-ship distress alerts; 


c.    transmitting and receiving ship-to-ship distress alerts; 


d.    transmitting and receiving search and rescue co-ordinating communications; 


e.    transmitting and receiving on-scene communications; 


f.    transmitting and receiving signals for locating; 


g.    transmitting and receiving maritime safety information; 


h.   transmitting and receiving general radio communications from shore-based radio 
systems or networks; 


i.    transmitting and receiving bridge-to-bridge communications; 


Limitations and geographical coverage. 


There is different radio sub-systems incorporated into the GMDSS system that have 
individual limitations with respect to geographical coverage and services provided. The 
equipment required to be carried is determined in principle by the ship’s area of operation, 
which is designated, with the following Sea Areas: - 
 
A1: Within the radiotelephone coverage of at least one VHF coast station in which 


continuous DSC alerting in available.  
A2: An area, excluding sea area A1, within the radiotelephone coverage of at least one 


MF coast station in which continuous DSC alerting in available.  
A3: An area, excluding sea areas A1 & A2, within the coverage of an INMARSAT 


geostationary satellite in which continuous alerting in available (70
o 
N & 70


o 
S). 


A4: Area outside sea areas A1, A2 & A3. 
 
Functional GMDSS requirements. 


SOLAS Chapter IV prescribes that any exemption is conditional upon the ship meeting the 
functional GMDSS requirements as defined in IV/4. To assist in determining compliance with 
the functional requirements, the provisions of IV/4 is given below to meet that requirement 
when the ship is operating in a particular sea area.  


Equipment requirements for all convention ships: - 


• A1 area-  VHF and, either satellite EPIRB or VHF EPIRB; 


• A2 area-  VHF and MF and satellite EPIRB; 


• A3 area- VHF and MF and,  
either HF or Inmarsat A/ B/ C/ F satellite communications, 


      and satellite EPIRB; 


• A4 area- VHF, MF, HF and satellite EPIRB  


• All ships will carry equipment for receiving MSI broadcasts.              
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Equipment requirements for SOLAS ships  
GMDSS equipment requirements in force for all passenger ships in international trade as well as cargo 
ships of 300 gt. and upwards in international trade: 
   


Equipment  A1 A2 A3 
Inmarsat 
solution 


      A3 
HF 


Solution 


A4 


VHF with DSC x x x x x 
DSC watch receiver channel 70 x x x x x 
MF telephony with MF DSC  x x   


DSC MF 2187,5 kHz   watch receiver   x x   


MF/HF telephony with DSC and telex    x x 
DSC scanning MF/HF watch receiver    x x 
GMDSS Inmarsat SES   x   


Duplicated VHF with DSC   x x x 
Shore Based Maintenance   x x x 
Duplicated VHF with DSC 
or Shore Based Maintenance 


x x    


Duplicated GMDSS Inmarsat SES 
or 
Duplicated MF/HF telephony with DSC and 
telex 


   
x 
 


 
x 
 


 


Duplicated MF/HF telephony with DSC and 
telex 


   
 


 
 


x 


NAVTEX receiver 518 kHz x x x x x 
EGC receiver  
(may be part of Inmarsat-C SES) 


x1 x1 x x x 


Float-free satellite EPIRB x x x x x4 
Radar transponder (SART) x2 x2 x2 x2


 x2 
Hand held GMDSS VHF TRANCEIVERS x3 x3 x3 x3 x3 
Automatic updating of position to all relevant 
radio communication equipment .  


x x x x x 


Initiate distress alerts from the position from 
which the ship is normally navigated. 


x x x x x 


For passenger ships the following applies 
Two-way-on-scene radio communication on 
121,5 or 123, 1 MHz from the navigating bridge. 
(SOLAS chapter IV/7.2) 


 


x x x x x 


  
1
) If an international NAVTEX service is not provided. 


2
) Cargo ships between 300 and 500 gt �1 set.  


    Cargo ships of 500 gt and upwards and passenger ships � 2 sets.  
3
) Cargo ships between 300 and 500 gt � 2 sets.  


    Cargo ships of 500 gt and upwards and passenger ships � 3 sets. 
4
) Inmarsat E-EPIRB cannot be utilized in sea areas A4. 


Note: The possibility  “At-sea maintenance capability” is not included in the diagram 
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Appendix 2               Operator Requirement and Certificates 
 


STCW Convention Regulation IV/2 states "every person in charge of or performing radio 
duties on a ship required to participate in the GMDSS shall hold an appropriate certificate 
related to the GMDSS'.  


For ship’s trading outside the A1 area the person designated to have primary responsibility 
for distress and safety radio communications purposes must carry a GOC certificate. 
On passenger ships at least one seafarer qualified in accordance with the regulations shall 
be assigned specifically to perform only radio communication duties during distress 
incidents. This means that the master of a passenger ship should not be the appointed radio 
operator during an emergency.  


All other officers in charge of a navigational watch shall at least hold an ROC.  


Abstracts from STCW 78/95 regarding personnel and radio communications  


Convention Regulation II/1 Mandatory minimum requirements for certification of officers in charge of 
a navigational watch on ships of 500 gross tonnage or more  


1 Every officer in charge of a navigational watch serving on a seagoing ship of 500 gross tonnage or 
more shall hold an appropriate certificate. 


2. Every candidate for certification shall: 


    .4 meet the applicable requirements of the regulations in chapter IV, as appropriate, for performing 
designated radio duties in accordance with the regulations and 


    .5 have completed approved education and training and meet the standard of competence specified 
in section A-II/1 of the STCW Code 


Convention Regulation II/3 Mandatory minimum requirements for certification of officers in charge of 
a navigational watch and of masters on ships of less than 500 gross tonnage  


Ships not engaged on near-coastal voyages 


1  Every officer in charge of a navigational watch serving on a seagoing ship of less than 500 gross 
tonnage not engaged on near-coastal voyages shall hold an appropriate certificate of ships of 500 
gross tonnage or more 


2. Every master serving on a seagoing ship of less than 500 gross tonnage not engaged on near-
coastal voyages shall hold an appropriate certificate for service as master on ships of between 500 and 
3000 gross tonnage or more 


Ships engaged on near-coastal voyages 


3   Every officer in charge of a navigational watch serving on a seagoing ship of less than 500 gross 
tonnage engaged on near-coastal voyages shall hold an appropriate certificate. 


4  Every candidate for certification as officer in charge of a navigational watch on a seagoing ship of 
less than 500 gross tonnage engaged on near-coastal voyages shall: 


    .3 meet the applicable requirements of the regulations in chapter IV, as appropriate, for performing 
designated radio duties in accordance with the regulations and 
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    .4 have completed approved education and training and meet the standard of competence specified 
in section A-II/1 of the STCW Code 


Convention Regulation IV/2 Mandatory minimum requirements for certification of GMDSS radio 
personnel 


1. Every person in charge of performing radio duties on a ship required to participate in the GMDSS 
shall hold an appropriate certificate related to the GMDSS issued or recognized by the Administration 
under the provision of the Radio Regulations. 


2. In addition, every candidate for certification under this regulation for service on a ship is required by 
SOLAS to have a radio installation shall: 


  .2 have completed approved education and training and meet the standards of competence specified 
in section A-IV/2 of the STCW Code. 


 Code Annex-1 Section A-II/1, Mandatory minimum requirements for certification of officers in charge 
of a navigational watch on ships of 500 gross tonnage or more  


Standard of competence  


1 Every candidate for certification shall:  


  .2 at least hold an appropriate certificate for performing VHF radio communications in accordance 
with the requirements of the Radio Regulations; and  


  .3 if designated to have primary responsibility for radio communications during distress incidents, hold 
an appropriate certificate issued or recognized under the provisions of the Radio Regulations.  


 


 


Code Annex-1 Section A-II/3, Mandatory minimum requirements for certification of officers in charge 
of a navigational watch and of masters on ships of less than 500 gross tonnage, engaged on near-
coastal voyages  


Officer in charge of a navigational watch  


Standard of competence  


1 Every candidate for certification shall:  


  .2 at least hold an appropriate certificate for performing VHF radio communications in accordance 
with   the requirements of the Radio Regulations; and  


  .3 if designated to have primary responsibility for radio communications during distress incidents, hold 
an appropriate certificate issued or recognized under the provisions of the Radio Regulations. 


Master 
 7 Every candidate for certification as master on ships of less than 500 gross tonnage, engaged on 
near coastal voyages, shall meet the requirements for an officer in charge of a navigational watch set 
out below and, in addition, shall be required to provide evidence of knowledge and ability to carry out all 
the duties of such a master. 
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Appendix 3           PSCO considering detention. 


 


SOLAS IV/15.8 states “While all reasonable steps shall be taken to maintain the 
equipment in efficient working order to ensure compliance with the functional 
requirements specified in regulation 4, malfunction of the equipment for providing the 
general radio communications required by regulation 4.8 shall not be considered as 
making a ship unseaworthy or as a reason for delaying the ship in ports where repair 
facilities are not readily available, provided the ship is capable of performing all 
distress and safety functions.”  The PSCO should apply judgment as to whether all 
reasonable steps had been taken before the inspection to rectify any serious radio related 
deficiency or other radio deficiencies.   


 


Appendix 4           EPIRBs and alarms.  


• Each administration may have a different approach as to which body is alerted 
when a spurious or false alarm has been received. The PSCO should consult 
with the relevant competent authority   


• Ship’s staff may be oblivious to the fact that the EPIRB has been activated until 
they are contacted by the MRCC. There also may be false distress alerts on 
other equipment such as satellite communication system, VHF-DSC, MF/HF-
DSC as well as the EPIRB. Most of the false alarms are the result of poor 
handling or misuse when working in the vicinity of GMDSS equipment. There 
are precautions that may be taken to avoid accidental activations: - i) to be 
cautious when working around a EPIRB; ii) Never remove an EPIRB from its 
mounting without first reading the manufacturers’ instructions; iii) in adverse 
weather conditions at sea the harsh environment may cause accidental 
activation when the device is jolted or knocked loose; iv) anytime the EPIRB is 
removed from the ship it should be transported in accordance with the 
manufacturers’ instructions.      


• When reporting and cancelling a spurious or false DSC distress transmission it 
should be prefixed by “All stations” (3x). Notify the appropriate RCC to cancel 
an Inmarsat distress alert by sending a distress priority message via the same 
LES through which the false distress alert was sent. If an EPIRB is activated 
accidentally, contact the nearest Coast Station or RCC to cancel the distress 
alert.  


       Refer to IMO Resolution A.814 (19) “Guidelines for the avoidance of          
       false distress alerts”. 


• Where there has been a spurious or false distress signal emitted and it 
becomes difficult to de-activate the EPIRB for any reason then refer to the 
manufacturers instructions. It will indicate how the battery should be replaced. 
Being aware of the instructions the ship’s personnel will then be in a position to 
disconnect the connecting wires to the battery and thereby de-activating the 
EPIRB. Rectify before departure. 


• The PSCO should check that the VHF EPIRB or satellite EPIRB is suitably 
secured and correctly positioned and mounted for float-free operation. The 
operation switch of the EPIRB should be set to the "ARMED" or equivalent 
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position as per the manufacturers’ instructions. The PSCO should also check 
the expiry date of the batteries and hydrostatic release mechanism, the proper 
function of the indicator lamp. The PSCO should verify if the EPIRB has been 
tested annually in accordance with SOLAS IV/15.9. and that an approved 
shore-based maintenance provider has maintained the EPIRB at intervals 
required by the Administrations not exceeding 5 years. (It is recommended that 
the maintenance be performed at the time when the battery is to be changed)  


• MSC/Circ. 1040 contains the Guidelines on Annual Testing of the EPIRB. The 
annual test is normally carried out by a technical surveyor appointed by the 
administration. While there is no requirement for a specific certificate to be 
issued to a ship confirming the annual testing the ship should provide evidence 
of such testing to a PSCO. A change of flag since the last annual testing may 
require a more searching inspection by the PSCO.  


 
Note:  The MMSI No. is usually a nine-digit number with the first three digits being the country’s maritime radio identification number (MID  no.)           The 


number encoded to the EPIRB may be the MMSI No. or a MID + Call sign or an Electronic Serial No.   
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Appendix 5                                                Digital Selective Calling System 


 


1. The digital selective calling system (DSC) is an integral part of the GMDSS system 
and is used for transmitting distress alerts from ships and for transmitting the 
associated acknowledgements from coastal stations. A dedicated DSC-watch 
receiver is required to keep continuous watch on the distress frequency. 


2. DSC is a calling system with each call containing a packet of digitised information in 
one of four priorities: Distress; Urgency; Safety or Routine. Messages can be routed 
to “All Stations”, to an individual station or to a group of stations, using their Maritime 
Mobile Service Identity (MMSI). Distress messages are automatically broadcast to 
“All Stations”. 


3. In addition to the MMSI of source and destination stations, information can be 
conveyed in the DSC message. For example, to aid the Rescue Services, the DSC 
Distress alert message is configured to contain the following: 


a. Ship’s identity (the nine digit MMSI) 


b. Nature of distress (in the form of a standard code) 


c. Ship’s position  


d. Time 


4. The designated radio operator and ship’s officers with the appropriate GMDSS 
qualification should be fully conversant with the procedure for entering the necessary 
information into the DSC equipment. At sea the radio equipment capable of 
automatically including the ship’s position in the distress alerts shall be automatically 
provided with this information. If the equipment is not capable of automatically 
updating, the ship’s position should be manually updated at intervals not exceeding 
four hours, while the ship is underway.  


5. Various types of calls are available, being broadly either distress and safety       
related calls or “commercial” calls. In the case of VHF, automatic connection to the 
public network can also be established through suitably equipped stations.     


6. The receipt of a DSC call by a receiving station is accompanied by a suitable display 
or printout of the address, the self-identification of the transmitting station and the 
content of the DSC message, together with an audible or visual alarm or both for 
certain categories of calls (eg. for distress, urgency and safety related calls). 


7. Information on communications in GMDSS and testing DSC equipment is contained 
in the Admiralty List of Radio Signals Volume 5, Volume 1 and relevant ITU Volumes. 
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REPORT OF CIC ON GMDSS COMPLIANCE 
 


MMSI No. 


Ship’s Name/IMO No. 


 


No. Item    A    B    N/A 


1 The ship's Safety Radio Certificate is valid. 
 


���� ���� ���� 


2 Fitted equipment complies with the Record of Equipment. ���� ���� ���� 


 *3 Verify the MMSI and other radio/EPIRB codes are 
programmed and conform to the ship's documents, and are 
marked at or close by the respective radio transmitters.  


���� ���� ���� 


4 For ships trading outside the A1 area the person designated 
to have primary responsibility for distress and safety radio 
communications has a GOC. (refer to Appendix 2 of 
Guidelines)  


���� ���� ���� 


5 Ability of ship’s operator to use the GMDSS equipment.  ���� ���� ���� 


 *6 The required GMDSS VHF/DSC installation(s) is (are) 
capable of transmitting and receiving distress and safety 
alerts and distress and safety traffic. 


���� ���� ���� 


 *7 The required GMDSS MF/DSC installation is capable of 
transmitting and receiving distress alerts and distress traffic. 


���� ���� ���� 


 *8 The required GMDSS INMARSAT installation(s) is (are) 
capable of transmitting and receiving distress and safety 
alerts and distress and safety traffic.  


���� ���� ���� 


 *9 The required GMDSS HF/DSC  (radiotelephony) installation 
is capable of transmitting and receiving distress alerts and 
distress traffic. 


���� ���� ���� 


10 The SART(s) is (are) capable of transmitting signals. ���� ���� ���� 


11 The 9 GHz radar is capable of receiving signals from SART.  ���� ���� ���� 


12 Receiving and printing Maritime Safety Information by 
means of NAVTEX, and where required by means of EGC 
facilities. 


���� ���� ���� 


13 The GMDSS PORTABLE VHF sets are capable of 
transmitting and receiving distress traffic. 


���� ���� ���� 


14 The EPIRB is capable of float free operation, transmitting 
distress alerts.  


���� ���� ���� 


15 The condition of the radio reserve source of energy, 
including charger unit. 


���� ���� ���� 


A = Satisfactory; B = Unsatisfactory; N/A = Not Applicable   
 
Notes: 
1
   If   “B” is ticked off and in conjunction with reference to Section 6 of the attached guidelines the PSCO should 


use judgement regarding the seriousness of the deficiency as to whether the ship should be considered for 
detention. The detail of any detention should be appropriately entered on the PSC Report Forms. 
 
* The PSCO should verify, including verification of printed records of receipt of satisfactory transmission tests, so 
far as is reasonably practicable, taking into account the constraints or special conditions referred to in relevant 
part of Section 3. 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 49/2016/11 


 
Guidelines for PSCOs for the simulated Black Out / Start Emergency Generator 
(B/O test). 


 
Introduction 
This guidance provides information for the PSCO on conducting a simulated B/O test. 


 
Preparation 
The ports/terminals may impose limitations on power failure simulation before/during/after cargo 
operation. 
 
A PSCO needs to be well informed of actual terminal rules for the control. 


 
Procedures for conducting a simulated main power failure (black-out test) 


 
A PSCO should discuss the procedure with the responsible officers on board, with responsible 
personnel in the terminal and with any personnel that might be affected, before the test is carried out. 
It must be clear that all involved are aware of possible consequences. 
 
The recommended procedure of testing is to disconnect the power supply from the main switchboard 
(MSB) to the emergency switchboard (ESB). A PSCO should at the same time check the automatic 
start of the emergency generator and its connection to the ESB. Check the ESBs output to 
equipment e.g. as the fire pump. It could be started and the load kW/Amp can be indicated. This level 
of inspection is suitable on all ships. 
 
Further actions/steps, which may lead to a dead ship, shall be avoided since this will have a great 
impact on the overall safety and environmental conditions. A complete black-out test, including test of 
batteries and dead ship condition, should be the responsibility of Flag. 
 
Power management systems (PMS) are not included in the black out test. 
 


Test procedure: 
 


1. The PSCO should receive clearance of test conditions by ship and terminal. 
 


2. The PSCO should witness that a responsible officer disconnects the feeding from the MSB to 
the ESB. This should also be used as a check of the competence of the engineers as many 
engineers will state that they cannot isolate the ESB. 


 
3. Check the time delay for connecting to the emergency generator. The function of transitional 
source of power should also be checked. 


 
4. Check emergency switchboard – make sure that all required consumers are connected to 
the ESB. 


 
5. Check the ESBs output a heavy consumer e.g. fire pump or hydraulic pump to steering gear 
should be started and the load kW/Amp shall be indicated. 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 50/2017/12 
 


GUIDANCE FOR CHECKING THE STRUCTURE OF BULK CARRIERS AND OIL 
TANKERS 
 


Contents 
Enhanced Survey Programme and Survey Report File ........................................................... 2 
Overall Condition ...................................................................................................................... 4 
Ballast Tanks ............................................................................................................................ 6 
Cargo operations in relation to structure .................................................................................. 8 
Further Action ........................................................................................................................... 9 


 
APPENDIX 1 – BULK CARRIERS - WHAT TO LOOK FOR ON DECK ................................ 10 
APPENDIX  2 – DOUBLE HULL OIL TANKERS -  TYPICAL LOCATIONS OF FATIGUE 
FAILURE .................................................................................................................................. 2 
APPENDIX 3 – TYPICAL LOCATIONS SUSCEPTIBLE TO STRUCTURAL DAMAGE OR 
CORROSION ON HOLDS IN SINGLE HULL BULK CARRIER ............................................... 3 
APPENDIX 4 – THICKNESS MEASUREMENT – DOUBLE-HULL OIL TANKERS  SUSPECT 
AREAS – AREAS (1) TO (5) .................................................................................................... 4 
APPENDIX 5 – THICKNESS MEASUREMENT – DOUBLE-HULL OIL TANKERS ................. 5 
APPENDIX 6 – TRANSVERSE SECTIONS OF OIL TANKERS AND ORE/OIL SHIPS 
SHOWING TYPICAL AREAS FOR THICKNESS MEASUREMENT ....................................... 6 
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1. The 2011 ESP Code supersedes and  is based upon the requirements of IMO Resolution 


A.744(18) and is applicable from the first ESP survey after 1 January 2014. The following 
guidance is to assist PSCOs in checking the structure of bulk carriers and oil tankers, particularly 
during an expanded inspection. 


Enhanced Survey Programme and Survey Report File 
 
2. PSCOs must include a check of the Survey Report File (SRF), required by the enhanced survey 


programme (ESP), as part of their initial inspection of documents on these ship types. 
 


This guidance does not preclude the PSCO from using portable measuring devices provided by 
his administration in order to gain an approximate impression of plate thicknesses. 


 
 
3. The SRF is referred to in IMO Resolution A.1049(27) 2011 ESP Code as amended, which applies 


the requirements of SOLAS XI-1 reg.2 to: 
 


• Single and double-hull oil tankers of 500 GT and above 
• Single or double-skin  bulk carriers of 500GT and above. 


 
For ships not covered by ESP or Condition Assessment Scheme(CAS), structural requirements in 
the conventions are limited to: 
 
Loadline 1966 which requires that a ship has sufficient general structural strength (LL66 Annex I 
Chapter I Regulation 1).  Ships built to the rules of a classification society recognised by the 
ship’s flag may be considered as possessing sufficient strength. 


 
SOLAS 1974 which requires that a ship is constructed and maintained in compliance with the 
structural requirements of a classification society recognised by the ship’s flag or by equivalent 
national standards (Chapter II-1 Part A-1 Regulation 3.1 of SOLAS 74 as amended). 


 
4. Documentation on board 
 


4.1 General 
 


The owner should obtain, supply and maintain on board  Survey Report File (SRF) and 
supporting documents  which should be readily available for the PSCO.  Condition evaluation 
report should be endorsed by the Administration or by the recognized organization on behalf of 
the Administration. The condition evaluation report (annex VII of the Code) should include a 
translation into English. 
 
The thickness measurements should be carried out by a qualified company certified by an 
organization recognized by the Administration 
 
The documentation should be kept on board for the lifetime of the ship.   


 
4.2 Survey Report File (SRF) 


 
The SRF (bulk carriers only) should include: 


 
a) reports of structural surveys (annex 6 of the Code); and 
b) condition evaluation report (annex 7 of the Code); and 
c) thickness measurement reports (annex 8 of the Code). 


 
4.3 Supporting documents  (bulk carriers  & double hull oil tanker) 


 
The following additional documentation should be available on board: 
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d) survey programme until such time as the renewal survey, or intermediate survey, as 
applicable, has been completed; 


e) main structural plans of cargo holds and ballast tanks; 
f) previous repair history; 
g) cargo and ballast history; 
h) inspections by ship's personnel with reference to: 


i. structural deterioration in general; 
ii. leakages in bulkheads and piping; 
iii. condition of coating or corrosion prevention system, if any; 
iv. any other information that would help to identify critical structural areas and/or suspect 


areas requiring inspection. 
 


Additionally for bulk carriers: 
v. within the cargo area 


- shell plating bottom and side shell plating /longitudinals  
- transverse bulkheads in cargo holds 
- lower stool 
- transverse bulkheads 


 
vi. Deck structure including cross strips, main cargo hatchways, hatch covers, coamings 


and topside tanks 
 
- cross-deck strip plating  
- under-deck stiffeners  
- hatch covers/coamings 
- topside water ballast tanks 
- main deck plating/ longitudinals 
- web frames/ transverses 
- double bottom and hopper structure 
- inner/double-bottom plating/ longitudinals 
- longitudinal girders or transverse floors 
- watertight bulkheads (WT floors) 
- web frames 
- bottom/side shell longitudinals 


 
vii. Cargo holds 


 
- side shell frames including their upper and lower end attachments, 
- adjacent shell plating and transverse bulkheads in forward cargo hold 
- areas found to be suspect areas at previous surveys 
- no.1  hold  side  shells  framing  and  top and  bottom connections (panting and 


pounding region) 
 
5. Further guidance on the requirements for the SRF are in PSCC Instruction  “Guidelines for 


PSCOs on checking hull structure condition on the basis of residual thickness measurements’ 
reports”. Guidance on single-hull tankers covered by the Condition Assessment Scheme (CAS) 
can be found in Port State Control Committee Instruction ”Guidelines for PSCO’s on CAS”. 


 
6. During an expanded or more detailed inspection a closer check of the SRF may identify possible 


suspect areas requiring a physical inspection. Points to consider from the last Condition 
Evaluation Reports are: 
 


a) tank coating condition 
b) suspect areas and areas of substantial corrosion  
c) extent of repairs 
d) extent of use of inert gas plant an tank cleaning procedures 


Revision 4  Page 3 of 16 
 Paris MoU Confidential 







Rijnstraat 8 
P.O.  Box 16191 
2500 BD The Hague 
The Netherlands 
  


Telephone: +31 70 456 1508 
E-mail: secretariat@parismou.org 


Internet : www.parismou.org 


   
  


e) “memoranda” – recommendations for further survey action based on thickness 
measurements and the resulting strength calculations 


f) completeness of information e.g. not all tanks recorded 
g) class conditions, if any  
h) period of time between whatever type of surveys (either dry- dock or special one)  


 
 Where provided, the condition of the corrosion prevention system of cargo tanks should be 


examined. A ballast tank should be examined at subsequent annual intervals where: 
 


a) a hard protective coating has not been applied from the time of construction; or 
a) a soft or semi-hard coating has been applied; or 
b) substantial corrosion is found within the tank*; or  
c) the hard protective coating is found to be in less than GOOD condition 


 
 *Extensive corrosion is an extent of corrosion consisting of hard and/or loose scale, including 


pitting, over 70% or more of the area under consideration, accompanied by evidence of thickness  
diminution. 


Overall Condition 
 
7. In addition to the SRF, the impression of hull maintenance and general state on deck, the 


condition of such items as ladders, hatches, air pipes, guard-rails, bulkhead and tank top 
penetrations, visible evidence of previous repairs, and the condition of deck machinery should 
influence the PSCO’s decision on the extent of the examination of the hull. 


 
8. Special attention should be given to critical structural areas of high stress and bending moments 


such as; 
 


a) immediately forward of the engine room bulkhead  
b) over the midships half-length 
c) In bulk carriers the no.1 hold side shells framing and top and bottom connections (panting 


and pounding region) 
 


9. Particular attention should be given to areas where fracturing, cracks, distortion or excessive 
wastage can occur. For bulk carriers these areas are shown at Appendix 1 & 2 - the weather tight 
integrity of hatches and closures is particularly important on ore carriers with no reserve 
buoyancy. For double hull tankers typical locations of high sensitivity fatigue failure and other 
suspect areas are shown at Appendix 3. 


 
10. Common defects in bulk carriers are: 
 


a) cracking at hatch corners. 
b) plate panel buckling of cross deck strips and stiffening structure. 
c) cracking of hatch coamings. 
d) cracking at intersection of the inner bottom plating and the hopper plating. 
e) grab and bulldozer damage to the main frames lower brackets. 
f) grab damage to the inner bottom plating, hopper and lower stool plating. 
g) cracking at main frame bracket toes. 
h) both general and localised corrosion of main frames and brackets. 
i) cracking at fore and aft extremities of topside tank structures. 
j) corrosion within topside tanks. 
k) general corrosion and cracking of transverse bulkheads. 
l) structural and weathertight condition of hatchcovers and coamings 


- stowage and securing in open condition 
- proper fit and efficiency of sealing 


m) necking at lower and upper bracket frames  
n) necking at side, bottom and deck longitudinals 
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o) indents  
 
 
 
 


11. Common defects in double skin bulk carriers are: 
 


a) connection of inner hull longitudinal bulkheads. 
b) inner hull longitudinal bracket toe  
c) area in way of cut outs in hopper plate 
d) cut-outs around transverse web frame  
e) area at connection of inner hull longitudinal bulkhead upper hopper plate and horizontal 


girder in the wing ballast tank  
f) area at connections of inner hull longitudinal bulkhead upper hopper plate and horizontal 


girder  
g) area in way of longitudinal bulkhead web frame bracket connection to inner bottom. 
h) connection on vertical girder between inner bottom and bottom shell 
i) connections between longitudinal bulkhead web frame and upper deck. 


 
12. Common defects in oil tankers are:   
 


a) plate panel buckling of cross deck strips and stiffening structure. 
b) cracking at fore and aft extremities of tank structures 
c) corrosion within ballast tanks. 
d) cracking of pipe foundations 
e) clamps and nuts at cargo piping supports  
f) leakage from expansion (“dresser”) couplings (especially in midship area)  
g) signs of cargo or gas leakage into ballast tanks through bulkhead damage or pipe failure or 


ballast pipe bulkhead penetration  
h) deterioration of cargo- and IG piping on deck 
i) acidic corrosion in tanks (cargo or ballast) which are kept under inert gas 
j) pitting below ballast suction well 
k) corrosion, buckling, cracks of longitudinal material, transverse web frames, transverse 


bulkheads and swash bulkheads  
l) necking at bottom, side (wing and hopper tanks) and deck longitudinals  
m) deck buckling 
n) deck welding seams loss of thickness 
o) longitudinals passing through frames at side, shear strakes and stringer plates in ballast 


tanks  
p) welded seams between longitudinals and transverse bulkhead in ballast tanks  
q) deformation or cracking at intersection of the inner bottom plating/inner shell plating and 


hopper plating  
r) deformation or cracking at intersection of the inner shell plating and deck plating 


 
13. Common defects in double hull oil tankers ballast spaces are:   
 


a) main deck deckhead: corrosion and fractures 
b) inner hull plate and stiffener: coating breakdown 
c) buckling of the web plate in the upper and lower part of the web frame 
d) fractures at the side shell longitudinal connection to web frames due to fatigue 
e) corrosion and fractures at knuckle joints in inner hull at forward and after parts of ship 
f) corrosion and fractures at the junction of the sloped inner hull with the inner bottom 
g) fractures at side and inner hull longitudinal connections to transverse bulkheads due to 


fatigue and/or high relative deflections 
h) inner bottom deckhead corrosion at inner bottom 
i) bottom corrosion wastage 
j) cracks at inner bottom longitudinal connection to double bottom floor web plating 
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k) fractures at inner bottom and bottom longitudinal; connection to transverse watertight floor 
due to high relative defections. 


 
 
 


14. Additional common defects in combination carriers (OBO) 
 


a) defects in welded seams between corrugated transverse bulkheads and the upper hopper 
tanks 


b) cracks in the connections with bulkhead  stool in hold no. 1 aft and side hopper tank 
c) In double hulls, cracks in the upper welded seams of the longitudinal bulkheads between  


ballast tank  and cargo tank 
d) hatch covers not oil and gas tight 


 
15. Where a fracture, which has not been caused by contact damage, is found in the main hull 


structure on one side of a ship, the corresponding structure on the opposite side is to be 
examined to see if a similar failure has occurred. Fractures of this nature are of concern 
especially where corrosion is associated with the failure and may have been a contributing factor. 


 
16. Where portable covers, wooden or steel pontoons are fitted, the PSCO should consider  the 


following:  
 


a) wooden covers and portable beams, carriers or sockets for the portable beam, and their 
securing devices; 


b) steel pontoons, including close-up survey of hatch cover plating; 
c) tarpaulins; 
d) cleats, battens and wedges; 
e) hatch securing bars and their securing devices; 
f) loading pads/bars and the side plate edge; 
g) guide plates and chocks; and 
h) compression bars, drainage channels and drain pipes (if any). 


 
17. Where mechanically operated hatch covers are fitted, the PSCO should consider the following:  


 
a) stowage and securing in open condition; 
b) proper fit and efficiency of sealing in closed condition; and 
c) wires, chains and link drives 


 
18. Where securing devices are fitted, the PSCO should consider the that the strength of the securing 


devices should comply with the following requirements: 
 


a) panel hatch covers should be secured by appropriate devices (bolts, wedges or similar) 
suitably spaced alongside the coamings and between cover elements. Arrangement and 
spacing should be determined with due attention to the effectiveness for weathertightness, 
depending upon the type and the size of the hatch cover, as well as on the stiffness of the 
cover edges between the securing devices. 


b) where rod cleats are fitted, resilient washers  or  cushions  should  be incorporated. 
c) where hydraulic cleating is adopted, a positive means should be provided to ensure that   it 


remains mechanically locked in the closed position in the event of failure of the hydraulic 
system. 


Ballast Tanks 
 
19. If an expanded inspection is being carried out on a bulk carrier or an oil tanker, at least one 


ballast tank within the cargo area must be examined. In selecting a tank to examine the PSCO 
should consider: 
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a) the items mentioned in paragraph 6 above  
b) recent inspections of tanks by PSC (see the verification report) 
c) even distribution of tank inspections as recorded in the SRF or omission thereof  


 
The selection of the tank should include fore / aft peak tanks and other tanks, as appropriate, 
taking into account the total number and type of ballast tanks. If such overall survey reveals no 
visible structural defects, the examination may be limited to verification that the corrosion 
prevention system remains efficient. 


 
20. There may be constraints on the selection of a tank due to the safety of persons or the ship or the 


port, particularly with regard to stability, stress and gas free aspects of cargo/ballasting 
operations. 


 
21. During an expanded inspection the examination of the tank may be made from the tank manhole 


cover (a mirror can help). The PSCO should look for cracks, buckling, indents, deformations and 
corrosion on all visible surfaces. As far as possible the following could be examined; 


 
a) internals and plates 
b) welds 
c) condition of the coating (compared with approved programme) 
d) air pipes and sounding pipes 
e) ladders. 


 
22. If the examination from the manhole or the scrutiny of the SRF reveals clear grounds for doubting 


the condition of the tank the PSCO should, where it is safe to do so, make an internal 
examination of the tank. 


 
23. The examination of a tank is not a survey and therefore does not confirm that the condition of the 


tank complies with the conventions. Rather, the examination should confirm that there are no 
visible signs that the condition of the tank does not match the condition reported in the SRF. In 
case of doubt the visual inspection can be supplemented with random tests using ultra sonic 
equipment, if available to the PSCO, inside the selected tank(s). Any deeper investigation of 
thicknesses would need to take account of the guidance.   


 
24. If tanks (or holds) are to be inspected internally the PSCO must ensure it is safe to enter. The 


requirements of the Code of Safe Practice for Solid Bulk Cargoes, Appendix F apply. For tankers 
the International Safety Guide for Oil Tankers & Terminals (ISGOTT) provides recommendations 
(Chapter 11). The PSCO must receive proof that the selected tank is in a gas free condition and 
oxygenated even if the examination is from manhole/deck access only 


 
25. Before a tank is entered the PSCO must inform the master. If tanks (or holds) are to be inspected 


internally the PSCO must ensure it is safe to enter.  Before entering PSCO should consult 
Guidance related to CIC on familiarisation and enclosed space entry. The PSCO must receive 
proof that the selected tank is in a gas free condition and oxygenated even if the examination is 
from manhole/deck access only 
  


26. The PSCO should follow local and national regulations and guidelines before entry to an 
enclosed space. 


 
27. The master will take responsibility for the arrangements for the inspection of the tank, including 


the items listed below:  
 


a) to inform the terminal 
b) an agreement with the PSCO, the harbour master of the port/terminal on further action 
c) gas free condition in selected tank confirmed 
d) closed space entry permit issued (procedures under the SMS) 
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e) continuous ventilation in tank during inspection 
f) communication between PSCO and persons at entrance (gas/explosion proof walkie-


talkies designed for tank use or similar equipment) and a life line 
g) guard at tank entry - at least two persons with breathing apparatuses ready in case of 


emergency  
h) safe and adequate lighting 
i) adjacent areas are safe during the entry – gas free and not inert 
j) tank to be clean – free from mud and other particles 
k) PSCO should be assisted by a responsible officer inside the tank 


 
28. The PSCO should consider the following as a minimum of personal safety equipment;  


 
a) protective helmet  
b) protective shoes (chemical approved)  
c) boiler suit and gloves (chemical approved)  
d) torch (explosion-proof and with shoulder straps) 
e) oxygen and gas meter (explosion-proof) 
f) EEBD (Emergency Escape Breathing Device) 


 
This list is not to be considered exhaustive and further requirements may be necessary.  Special 
insurance cover may be applicable for the PSCO depending on national legislation. 
 


29. Some ports/terminals have limitations on inspections of tanks before/during/after cargo operation. 
Liaison with terminals in advance may enable the PSCO to agree procedures/arrangements 
under which tank inspection can be carried out (if the necessity arises). PSCOs should always 
know and follow the applicable terminal rules for the control. 


 
30. At an internal examination of a ballast tank the PSCO should consider the following aspect; 
 


a) the paint condition in coated ballast tanks and the condition of anodes if fitted. In ballast 
tanks rates of corrosion of the order of 1mm per year may be encountered, depending on 
whether they are coated, or protected by anodes. In some ships only the ullage space is 
coated with the remainder protected by anodes. This can result in corrosion during empty 
periods on uncoated structures which remain wet. 


b) in tanks used for ballast which may be subject to variable depths of seawater, for example 
forepeak tanks, it is often the case that there is little wastage top and bottom, but significant 
wastage over central regions. Attention should be paid to longitudinal stiffeners and 
brackets at the collision bulkhead to shell junction. 


c) longitudinal shell stiffeners in dedicated ballast tanks, particularly in areas adjacent to 
bulkheads and web frames. 


d) underdeck longitudinals in ballast tanks.  Wastage is usually most severe close to the 
deckhead. This may result in the fillet welds attaching longitudinals to the deck being 
wasted leading to detachment of the longitudinals and consequent buckling of deck plates. 


e) the relevant items mentioned in paragraphs 10 to 14.   
f) defects around lightening holes and manholes 
 


Cargo operations in relation to structure 
 
31. If relevant, the PSCO may check that the necessary calculations have been made to ensure 


bending and shear stresses are maintained within maximum limits both during loading/discharge 
and the next voyage. This is especially important in bulk carriers where high density cargoes are 
carried or the loading/ballasting arrangement is of a different configuration to that described in the 
vessel's loading manual.  Calculations should also include damage stability conditions integrating 
loading data and flooded compartment characteristic. Stress calculations are also part of 
operations for oil tankers and dictate the loading sequence and final sailing conditions/cargo 
distribution.  
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Further Action  
 


32. If the condition of the hull structure in general gives rise to concern the flag state/recognized 
organization should be consulted to consider the need for a more detailed survey. 


 
33. In reaching any decision regarding detention, the PSCO should consider the seaworthiness and 


not the age of the ship, making allowance for fair wear and tear over the minimum acceptable 
scantlings. Where there is doubt the recognized organization should advise the accepted 
diminution rates of structural members. Damage not affecting seaworthiness will not constitute 
grounds for judging that a ship should be detained, nor will damage temporarily but effectively 
repaired for a voyage to a port for permanent repairs. However, in his assessment of the effect of 
damage the PSCO should have regard to the location of crew accommodation and whether the 
damage substantially affects its habitability. 


 
34. Any proposals from the flag state or recognized organization are to be considered carefully. 


Specification of repairs is for the recognized organization surveyor to propose and need only be 
agreed by the PSCO. In the event the proposals are acceptable, care is to be taken to ensure the 
flag state and the RO oversee the repairs and clear the ship before a request to lift the detention 
is made. 


 
35. Any proposal by the flag state to allow the vessel to make a single voyage to a repair yard should 


be considered in accordance with PSC procedures. 
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APPENDIX 1 – BULK CARRIERS - WHAT TO LOOK FOR ON DECK  
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DECK STRUCTURE -  Suspect  Areas 


 


 
 
a. Plating around tug bitts b. In way of crane support c. In way of deck pipe 
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APPENDIX  2 – DOUBLE HULL OIL TANKERS -  TYPICAL LOCATIONS OF 
FATIGUE FAILURE 


 
1. Connection of inner hull longitudinal bulkheads. 6. Area at connection of hopper plate inner bottom 


and vertical double bottom girder 


2. Inner hull longitudinal bracket toe 7. Area in way of longitudinal bulkhead web frame 
bracket connection to inner bottom. 


3. Area in way of cut outs in hopper plate 8. Connection on vertical girder between inner 
bottom and bottom shell 


4. Cut-outs around transverse web frame 9. Connections between longitudinal bulkhead web 
frame and upper deck. 


5. Area at connections of inner hull longitudinal 
bulkhead upper hopper plate and horizontal girder in 
the wing ballast tank 
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APPENDIX 3 – TYPICAL LOCATIONS SUSCEPTIBLE TO STRUCTURAL 
DAMAGE OR CORROSION ON HOLDS IN SINGLE HULL BULK CARRIER 
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APPENDIX 4 – THICKNESS MEASUREMENT – DOUBLE-HULL OIL 
TANKERS  SUSPECT AREAS – AREAS (1) TO (5)  
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APPENDIX 5 – THICKNESS MEASUREMENT – DOUBLE-HULL OIL 
TANKERS  
 


Suspect areas  – areas: (6) to inner hull longitudinal/transferal  brackets (7) 
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APPENDIX 6 – TRANSVERSE SECTIONS OF OIL TANKERS AND ORE/OIL 
SHIPS SHOWING TYPICAL AREAS FOR THICKNESS MEASUREMENT  
 


 
 


(A) Complete transverse web frame ring including adjacent structural members 
(B) Deck transverse including adjacent deck structural members 
(C) Transverse bulkheads complete – including girder system and adjacent members 
(D) Transverse bulkhead lower part – including girder system and adjacent structural members 
(E) Deck and bottom transverse including adjacent structural members 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 41/2008/07 
 


CODE OF GOOD PRACTICE FOR PORT STATE CONTROL OFFICERS 
CONDUCTING INSPECTIONS WITHIN THE FRAMEWORK 


OF THE PARIS MEMORANDUM OF UNDERSTANDING 
ON PORT STATE CONTROL 


 
1 Introduction 
 
This document provides guidelines regarding the standards of integrity, professionalism and 
transparency that the Paris Memorandum of Understanding on Port State Control (Paris 
MOU) expects of all Port State Control Officers (PSCOs) who are involved in or associated 
with port State control inspections.  Co-operating members are invited to apply the Code.  
The Port State Control Committee, as the Executive Body of the Paris MOU, may modify the 
Code.   
 
2 Objective  
 
The Paris MOU was put in place in order to create a harmonized system of ship inspection 
aimed at eliminating the operation of sub-standard foreign flag merchant ships visiting the 
European and North Atlantic basin ports.  Annually, over 18000 inspections are conducted 
on board foreign ships in the Paris MOU ports, ensuring that these ships meet international 
safety, security and environmental standards, and that crewmembers have adequate living 
and working conditions.  
The object of this Code is to assist PSCOs in conducting their inspections to the highest 
professional level.  Port State Control Officers are central to achieving the aims of the Paris 
MOU.  They are the daily contact of the Paris MOU with the shipping world.  They are 
expected to act within the law, within the rules of their Government and in a fair, open, 
mpartial and consistent manner.  i 


3 Fundamental Principles of the Code  
 
The Code of Good Practice encompasses three fundamental principles against which all 
actions of PSCOs are judged: integrity, professionalism and transparency. These are defined 
as follows:  
 


 i)  Integrity is the state of moral soundness, honesty and freedom from corrupting 
influences or motives.  


  
 ii) Professionalism is applying accepted professional standards of conduct and 


technical knowledge. For PSCOs standards of behaviour are established by the 
competent authority and the general consent of the port State members.  


 
 iii) Transparency implies openness and accountability.  


 
Annex  1 lists the actions and behaviour expected of PSCOs in applying these principles.  
Adhering to professional standards provides greater credibility to PSCOs and places more 
significance on their findings. 
Nothing in the Code shall absolve the PSCO from complying with the specific requirements 
of the Paris MOU and applicable national laws. 


 
The Text of this PSCC-instruction is conform MSC/MEPC.4/circ. 2. Any amendment to this PSCC-instruction has 
to be approved by IMO. 
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ANNEX 1 - CODE OF GOOD PRACTICE FOR PORT STATE CONTROL OFFICERS 
 
Actions and behaviour of PSCOs  
 
PSCOs should:  
 
1 Use their professional judgement in carrying out their duties. 
 
 Respect  
 
2 Remember that a ship is a home as well as a workplace for the ship’s personnel and 


not unduly disturb their rest or privacy. 
 
3 Comply with any ship housekeeping rules such as removing dirty shoes or work 


clothes 
 
4 Not be prejudiced by the race, religion or nationality of the crew when making 


decisions and treat all personnel on board with respect  
 
5 Respect the authority of the Master or his deputy 
 
6 Be polite but professional and firm as required 
 
7 Never become threatening, abrasive or dictatorial or use language that may cause 


offence 
 
8 Expect to be treated with courtesy and respect 
 
 Conduct of Inspection  
 
9 Comply with all health and safety requirements of the ship and their administration 


e.g. wearing of personal protective clothing, and not take any action or cause any 
action to be taken which could compromise the safety of the PSCO or the ship’s crew 


 
10 Comply with all security requirements of the ship and wait to be escorted around the 


ship by a responsible person 
 
11 Present their identity cards to the Master or the representative of the owner at the 


start of the inspection. 
 
12 Explain the reason for the inspection – however where the inspection is triggered by a 


report or complaint they must not reveal the identity of the person making the 
complaint 


 
13 Apply the procedures of PSC and the convention requirements in a consistent and 


professional way and interpret them pragmatically when necessary 
 
14 Not try to entrap the crew, for example by asking them to do things that are contrary 


to the Conventions  
 


 
The Text of this PSCC-instruction is conform MSC/MEPC.4/circ. 2. Any amendment to this PSCC-instruction has 
to be approved by IMO. 
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The Text of this PSCC-instruction is conform MSC/MEPC.4/circ. 2. Any amendment to this PSCC-instruction has 
to be approved by IMO. 
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15 Request the crew to demonstrate the functioning of equipment and operational 
activities, such as drills and not make tests themselves. 


 
16 Seek advice when they are unsure of a requirement or of their findings rather than 


making an uninformed decision, for example by consulting colleagues, publications, 
the flag administration, the recognised organisation.  


 
17 Where it is safe to do so accommodate the operational needs of the port and the ship 
 
18 Explain clearly to the Master the findings of the inspection and the corrective action 


required and ensure that the report of inspection is clearly understood  
 
19 Issue to the Master a clear report of inspection before leaving the ship 
 


Disagreements 
 
20 Deal with any disagreement over the conduct or findings of the inspection calmly and 


patiently 
 
21 Advise the Master of the complaints procedure in place if the disagreement cannot be 


resolved within a reasonable time 
 
22 Advise the Master of the Paris MoU appeal procedure as well as the national right of 


appeal in the case of detention 
 
 Impartiality 
 
23 Be independent and not have any commercial interest in the ports and ships they 


inspect or companies providing services in that port, for example not be employed 
from time to time by companies which operate ships to their ports or have an interest 
in the repair companies in that port. 


 
24 Be free to make decisions based on the findings of their inspections and not on any 


commercial considerations of the port. 
 


25 Always follow the rules of their administrations regarding the acceptance of gifts and 
favours e.g. meals on board   


 
26 Firmly refuse any attempts of bribery and report any blatant cases to the competent 


authority  
 


27 not misuse their authority for benefit, financial or otherwise; and 
  
 Updating knowledge 
 
28 Update their technical knowledge regularly 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 48/2015/09 


CRITERIA FOR RESPONSIBILITY ASSESSMENT OF RECOGNISED 
ORGANISATIONS (R/O) 


Introduction: 
R/O means a Recognised Organisation or other private body carrying out surveys and issuing or 
endorsing Statutory Certificates on behalf of a flag State and complies with the RO Code 
(Resolution Msc.349(92) (Adopted On 21 June 2013) Code For Recognized Organizations (Ro 
Code)) and/or MLC, 2006.  


4.1 of Part I of RO Code 
“A flag State may delegate authority to an organization recognized as complying with the 
provisions of this Code to perform, on its behalf, statutory certification and services under 
mandatory IMO instruments and its national legislation.” 


5.7.3 of Part II of RO Code 
“An RO shall conduct the statutory certification and services of the ship in conformity with all 
relevant international requirements and the requirements of this [RO] Code. When accepting a 
ship on behalf of the flag State that was constructed originally without a known flag State the RO 
shall verify that the ship complies with national requirements of that flag State prior to 
certification.” 


8.1 of RO Code - General  
“Under the provisions of regulation I/6 of SOLAS 1974, article 13 of LL 66, regulation 6 of  
MARPOL Annex I and regulation 8 of MARPOL Annex II and article 6 of TONNAGE 69, a flag 
State may authorize an RO to act on its behalf in statutory certification and services and 
determination of tonnages only to ships entitled to fly its flag as required by these conventions. 
Such authorizations shall not require ROs to perform actions that impinge on the rights of another 
flag State.”  


Regulation 5.1 of MLC 2006 – Flag State responsibilities 
“In establishing an effective system for the inspection and certification of 
maritime labour conditions, a Member may, where appropriate, authorize public institutions 
or other organizations (including those of another Member, if the latter agrees) which it 
recognizes as competent and independent to carry out inspections or to issue certificates or 
to do both. In all cases, the Member shall remain fully responsible for the inspection and 
certification of the working and living conditions of the seafarers concerned on ships that fly its 
flag. The public institutions or other organizations referred to in paragraph 3 of Regulation 5.1.1 
(“recognized organizations”) shall have been recognized by the competent authority as meeting 
the requirements in the [MLC] Code regarding competency and independence. The inspection or 
certification functions which the recognized organizations may be authorized to carry out shall 
come within the scope of the activities that are expressly mentioned in the [MLC] Code as being 
carried out by the competent authority or a recognized organization. 


1.2 Note that there is a requirement for the ROs to cooperate with port States, not only in the 
case of detention but also in the case of reported deficiencies. 
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6.5.7 of RO Code 
“The ROs shall cooperate with port State control Administrations where a ship to which the 
RO issued the certificates is concerned, in particular, in order to facilitate the rectification of 
reported deficiencies or other discrepancies.” 


Standard A5.1.2 of MLC – Authorization of recognized organizations 
“Any authorizations granted with respect to inspections shall, as a minimum, 
empower the recognized organization to require the rectification of deficiencies that it 
identifies in seafarers’ working and living conditions and to carry out inspections in this 
regard at the request of a port State.” 


1.3 Only surveyors and auditors employed by the RO may carry out surveys and audits. 


"4.2.4 The RO shall perform statutory certification and services by the use of only exclusive 
surveyors and auditors, being persons solely employed by the RO, duly qualified, trained and 
authorized to execute all duties and activities incumbent upon their employer, within their level of 
work responsibility. While still remaining responsible for the certification on behalf of the flag 
State, the RO may subcontract radio surveys to non-exclusive surveyors in accordance with 
section 5.9 of part 2 of this Code." 


1.4 There is also a requirement for flag States to provide the IMO and ILO with ROs that may 
conduct surveys/audits on their behalf. 


RO Code“5 COMMUNICATION OF INFORMATION  
The flag State shall communicate to, and deposit with, the Secretary-General of IMO a list of 
ROs for circulation to the interested parties for information of their officers, and a notification of 
the specific responsibilities and conditions of the authority delegated to ROs.” As per 
MSC/Circ.1010. Currently available via the IMO Global Integrated Shipping Information System 
(GISIS) 


and; 


MLC, 2006  
Regulation 5.1.2 – Authorization of recognized organizations 
4. Each Member shall provide the International Labour Office with a current list of any
recognized organizations authorized to act on its behalf and it shall keep this 
list up to date. The list shall specify the functions that the recognized organizations have been 
authorized to carry out. The Office shall make the list publicly available. 


There is no list currently available from the ILO. 


1.5 There should be a careful distinction between a RO who issues or endorses 
Statutory Certificates on behalf of an administration and a Classification Society 
who issues hull and machinery and other non-statutory or ship related  
certificates.  


1.6 Caution should be applied where there is no survey date on a certificate. An 
indication of the Initial or Renewal survey date is to count back five years from  
date of expiry and for anniversary survey windows count back each year from  
expiry date applying +/-3 months to the relevant anniversary/intermediate date.  
Note: The date of issue of the certificate is not necessarily the date of the survey. 
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1.7 Regarding the Safety Management Certificate (SMC) and the Maritime Labour 
Convention Certificate (MLC), where only one intermediate verification (audit)  
has to be carried out and the period of validity of the certificate is five years, the  
intermediate verification should take place between the second and third  
anniversary dates of the SMC, or MLC. Hence the last verification may have  
taken place up to three years ago. Note, however, the date of the last audit could 
include an additional verification for example following a port State control or flag  
State inspection.  


1.8 In addition to the notification procedure in 3.7 of the Paris MoU also the RO(s) 
which have been deemed responsible should be notified of the detention in  
writing as soon as reasonably practicable. All notifications should make it clear  
whether or not the RO is deemed responsible. There may be more than one RO 
deemed responsible, for example, different ROs may have issued or endorsed  
an ISM SMC, ISPS Certificate and other convention certificates on behalf of the  
flag State. It is recommended to attach a copy of the affected statutory  
certificate(s) to the report and include it in THETIS.  


Applying Criteria: 


2.1 These criteria should be applied to each detainable deficiency. 


2.2 These criteria apply only to detainable deficiencies that are: 
(i) covered by a statutory certificate that has been issued or endorsed by 
the RO with a date of survey and  


(ii) the RO has carried out the last survey or verification audit for the 
relevant certificate(s).  


Issued by Annual / intermediate 
survey or verification 
audit carried out by 


Can RO responsibility be 
assigned (if other criteria are 
met)? 


Flag None NO 
Flag Flag NO 
Flag RO YES 
RO None YES 
RO Flag NO 
RO RO YES 


2.3.  A detainable deficiency is associated with the RO if it is: 


(i) a serious structural deficiency including corrosion, wastage, cracking and 
buckling unless it is clear that the deficiency has occurred since the last  
survey conducted by the RO, or  


(ii) a serious deficiency in equipment or non-structural fittings (such as fire  
main, air pipes, cargo hatches, rails, masts, ventilation trunks/ducts,  
accommodation and recreational facilities etc.) AND it is less than 90 days 
since the last survey conducted by the RO, or  
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(iii) a serious deficiency in equipment or non-structural fittings which clearly 
would have existed at the time of the last survey, or  


(iv) a serious deficiency associated with out-of-date equipment which was 
out-of-date at the time of the last survey, or  


(v) missing approval or endorsement of Plans and Manuals if required to 
comply with the provisions for issuance of statutory certificates which  
clearly would have existed at the time of the last survey, or  


(vi) a detainable ISM-deficiency where there is clear evidence of a lack of  
effective and systematic implementation of a requirement of the ISM Code 
AND where is clear evidence that it existed at the last audit conducted by  
the RO provided that the audit took place within the last 90 days.  
Operational drills and operational controls may be used to establish  
supporting evidence of failure and to assign RO responsibility.  


(vii) a detainable MLC-deficiency where there is clear evidence of a lack of  
implementation of a requirement of the MLC Code and that it existed at the 
last inspection conducted by the RO.  


2.4.  A detainable deficiency is not associated with the RO if it is: 


(i) the result of accidental damage; 


(ii) missing equipment that is likely to have been stolen.  The PSCO should seek 
evidence that follow up action has been taken by the master, for example an order for 
replacement equipment, contact with the flag State asking for a condition etc. 


(iii) an expired certificate unless the certificate was improperly issued by the 
RO following a survey conducted on behalf of the flag State.  


3. Reporting:


If one or more detainable deficiencies meet the criteria in section 2 above  
then the detainable deficiency should be listed on Form B as “RO responsibility” by ticking the 
relevant box and entered into THETIS accordingly.  
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PORT STATE CONTROL COMMITTEE INSTRUCTION 49/2016/10 


Guidelines for Port State Control Officers Checking Compliance with MARPOL 
Annex VI  


 


1. INTRODUCTION 


1.1. General 


Annex VI of MARPOL entered into force on 19 May 2005. The Annex was revised in 2008 and 
became effective on 1 July 2010.  
 


1.2. Goals and purpose 


This document is intended to provide basic guidance for a harmonised approach of port State control 
inspections in compliance with Annex VI of MARPOL (hereinafter referred to as the Annex) and the 
recognition of deficiencies and application of control procedures. 
 


1.3. Application 


The provisions of the Annex apply to all ships, except where expressly provided otherwise.  
 
An IAPP Certificate is required for all ships of 400 GT or above, and platforms and drilling rigs, 
engaged in international voyages. Flag States may establish alternative measures to demonstrate 
compliance of ships of less than 400 GT engaged in international voyages. 
 
Installations which contain ozone depleting substances, other than hydro-chlorofluorocarbons, are 
prohibited on ships constructed after 19 May 2005 or in the case of ships constructed before this date 
when the equipment has a contract delivery date, or is delivered, on or after 19 May 2005. 
 
Each ship required to have an IAPP certificate which has rechargeable systems that contain ozone 
depleting substances shall maintain an Ozone Depleting Substances Record Book. 
 
NOx regulations: 


− Tier I emission limits apply to all marine diesel engines with a power output of more than 130 
kW installed on ships constructed on or after 1 January 2000 and prior to 1 January 2011. 


− Emission limits equivalent to Tier I may apply to marine diesel engines with a power output of 
more than 5,000 kW and a per cylinder displacement at or above 90 liters installed on a ship 
constructed on or after 1 January 1990 but prior to 1 January 2000 according to regulation 
VI/13.7. 


− Tier II emission limits apply to all marine diesel engines with a power output of more than 
130kW installed on ships constructed on or after 1 January 2011. 


− Tier III emission limits apply to all marine diesel engines with a power output of more than 130 
kW installed on ships, operating in a NOx emission control area, constructed on or after the 
date of adoption of the NECA (or a later date as may be specified in the amendment to the 
Convention designating the NECA, whichever is later). 


 
Major Conversion 
For the purpose of Annex VI/Reg.13  Major Conversions means: 


- Replacement of an engine; 
- Substantial modification (as defined in the NOx Technical Code); 
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If an engine is replaced with a non-identical marine diesel engine, the replacement engine shall 
comply with the standards set forth at the time of replacement. 
 
If the engine is substantially modified the following applies: 
 


- Ships constructed prior to 1 January 2000, Tier I standards shall apply 
- Ships constructed on or after 1 January 2000, the standards in force at the time the ship was 


constructed shall apply 


SOx and particulate matter regulations: 


The sulphur content of any fuel oil used on board ships is required not to exceed the following limits: 


 3.50% m/m on and after 1 January 2012; and 


 0.50% m/m on and after 1 January 2020. 


However, for ships operating within an Emission Control Area the sulphur content of fuel oil used on 
board ships shall not exceed 0.10% m/m; or,  
 
compliance with SOx emission control requirements shall be achieved by an equivalent method as 
approved. 
 
Incinerators installed on or after 1 January 2000 are required to comply with requirements contained 
in Appendix IV to the Annex, however, the list of prohibited substances/materials  applies to all 
incinerators. 
 
A tanker carrying crude oil is required to have on board and implement a VOC management plan 
approved by the flag State. Tanker vapour emission control systems are only required where their 
fitting is specified by the relevant authority. The relevant authorities may vary in each port State (e.g. 
the environmental agency, the port authorities or the PSC authorities of the port State).  
 
1.3.1. Inspections of ships not required to carry the IAPP certificate 


On ships not required to be provided with an IAPP Certificate, the PSCO should judge whether the 
condition of the ship and its equipment satisfies the requirements set out in the Annex.  
 
The PSCO should be guided by the procedures for ships referred to in section 2 and be satisfied that 
the ship and crew do not present a danger to those on board or pose an unreasonable threat of harm 
to the marine environment. 
 
If the ship has a form of certification other than the IAPP Certificate, the PSCO may take such 
documentation into account in the evaluation of the ship. 
 
1.4. Relevant documentation 


For the relevant documentation please see paragraph 2.2.1 “Certificates and Documents”. 
 
1.5. Definitions and abbreviations 


The PSCCInstruction containing “Definitions and Abbreviations” serves as general document and is to 
be used in conjunction with this Paris MoU document. 
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2.  INSPECTION OF SHIP 


2.1. Pre-boarding preparation 


The PSCO should be familiar with the requirements of MARPOL Annex VI and any related previously 
recorded PSC deficiency. It is a good practice to collect information from IMO GISIS website1 and 
verify compliance of the ship by the status of the recognized organization file. 


2.2. Initial Inspection 


The PSCO should ascertain the date of construction of the ship and installation of equipment on 
board which is subject to the provisions of the Annex, in order to confirm which regulations are 
applicable. 


2.2.1. Certificates and documents 


The PSCO should examine the following documents where applicable: 


1. the International Air Pollution Prevention Certificate (IAPP Certificate, regulation VI/6), 
including its Supplement  


The IAPP Certificate’s validity should be confirmed by verifying that the Certificate is properly 
completed and signed and that required surveys have been performed; 


2. the Engine International Air Pollution Prevention Certificate (EIAPP Certificate, paragraph 2.2 
of the NOx Technical Code) including its supplement, for all diesel engines, with the exception 
of emergency diesel engines, engines installed in lifeboats and any device or equipment 
intended to be used solely in case of emergency. 
 
The Supplement to the IAPP Certificate should be used to establish how the ship is equipped 
for the prevention of air pollution; 
 


3. the International Energy Efficiency Certificate (IEEC, regulation VI/6) including its supplement.  
 


The IEEC shall be valid throughout the life of the ship unless the ship is withdrawn from 
service, a new certificate is issued following a major conversion or upon transfer of the ship to 
another flag State; 


 
4. the Technical File (paragraph 2.3.4 of the NOx Technical Code) for each applicable diesel 


engine; 


5. depending on the method used for demonstrating NOx compliance each applicable diesel 
engine: 


a. the Record Book of Engine Parameters for each marine diesel engine (paragraph 
6.2.2.7 of the NOx Technical Code) demonstrating compliance with regulation VI/13 
by means of the diesel engine parameter check method; or 


b. documentation relating to the simplified measurement method; or 
c. documentation related to the direct measurement and monitoring method; 


6. the Approved Method File (regulation VI/13.7); 


7. written procedures covering fuel oil change over operations (which is not required to be in 
English) where separate fuel oils are used in order to achieve compliance (regulation VI/14.6); 


1 https://gisis.imo.org/Public/MARPOL6/Default.aspx 
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8. approved documentation relating to any installed exhaust gas cleaning systems, or equivalent 


means, to reduce SOx emissions (regulation VI/4); 


9. the Energy Efficiency Design Index technical file (regulation VI/20) 


10. the Ship Energy Efficiency Management Plan (SEEMP, regulation VI/22) 


11. the bunker delivery notes and associated samples or records thereof (regulation VI/18). 


In the case where the bunker delivery note or the representative sample as required by 
regulation VI/18 presented to the ship are not in compliance with the relevant requirements, 
the master or officer in charge of the bunker operation should have documented that through 
a Notification to the ship’s flag Administration with copies to the port Authority under whose 
jurisdiction the ship did not receive the required documentation pursuant to the bunkering 
operation and to the bunker deliverer. A copy should be retained on board the ship, together 
with any available commercial documentation, for the subsequent scrutiny of port State 
control; 


12. the copy of the type approval certificate of any shipboard incinerator installed on or after 1 
January 2000 (for the incinerators with capacities up to 4,000 kW) (IMO Resolution 
MEPC.244(66)); 


13. the Ozone Depleting Substances Record Book (regulation VI/12.6); 


14. the VOC Management Plan (regulation VI/15.6); and 


15. any notification to the ship’s flag Administration issued by the master or officer in charge of 
the bunker operation together with any available commercial documentation relevant to non-
compliant bunker delivery. 


2.2.2 Initial inspection within an ECA or first port after transiting an ECA 
 
When a vessel is inspected in a port in the ECA, or when the port is first port of call after transiting the 
ECA the PSCO will look at: 
 


1. Bunker delivery showing a sulphur content of not more than 0.10% m/m for fuel oil delivered 
to and used on board (regulation VI/18.5 and VI/14.4) 
 


2. Evidence of a written procedure (which is not required to be in English) and record of 
changeover to fuel oil with a sulphur content of not more than 0.10% m/m before entering the 
ECA such that compliant fuel is being used when entering the ECA. 


 
The volume of low sulphur fuel oils in each tank, as well as the date, time and position of the 
ship shall be recorded in a logbook (as prescribed by the Administration) at the time that the 
fuel-change-over operation has been completed prior to entering the ECA or is commenced 
after exit from such an area. 


 
For vessels operating in, or expecting to operate in, low temperature air and/or water conditions the 
PSCO may pay special attention to: 
 


1. Existing pipelines for delivery of compliant fuel oil, with a sulphur content of not more than 
0.10% m/m, to machinery spaces are located, or equipped with appropriate heating facilities, 
to provide functionality of the pipelines in low temperature air and/or water conditions; 
 


2. Written fuel change over procedures should include required actions providing fuel delivery to 
machinery spaces in low temperature water and/or air conditions. The possibility of 
unavailability of compliant fuel in these conditions should be excluded. 
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2.2.3. Overall condition of the ship 
 
If the certificates and documents are valid and appropriate and, after a tour around the vessel to 
check that the overall condition of the vessel meets generally accepted international rules and 
standards, the PSCO’s general impressions and observations on board confirm a good standard of 
maintenance, the inspection should be considered satisfactorily concluded. 
 


If the PSCO’s general impressions or observations on board give clear grounds (see paragraph 2.3) 
for believing that the condition of the ship or its equipment do not correspond substantially with the 
particulars of the certificates or the documents, the PSCO should proceed to a more detailed 
inspection. 


 
2.3. Clear grounds 


Clear grounds to conduct a more detailed inspection include (but are not limited to): 


1. Evidence that a certificate or certificates are missing or clearly invalid; 


2. Evidence that mandatory supporting documents are missing or clearly invalid; 


3. The absence or malfunctioning of equipment or arrangements specified in the certificates or 
documents; 


4. The presence of equipment or arrangements not specified in the certificates or documents; 


5. Information or evidence that the master or crew are not familiar with related shipboard 
operations, or that such operations have not been carried out; 


6. Evidence that the fuel oil, delivered to and/or used on board the ship does not comply with the 
requirements. 


 


2.4. More Detailed Inspection 


2.4.1. The PSCO should verify that: 


1. there are effectively implemented maintenance procedures for the equipment containing 
ozone-depleting substances; and 


2. there are no deliberate emissions of ozone-depleting substances. 


2.4.2. The PSCO should obtain confirmation of type approval and maintenance of diesel engines, 
where applicable, through:   


1. examination of the EIAPP Certificate and Supplement, Technical File and, if applicable, 
Record Book of Engine Parameters or Onboard Monitoring Manual and related data; 


 
2. examination of the Technical File to confirm that no unapproved modifications, which may 


affect on NOx emission, have been made to the diesel engines; 


3. examination if diesel engines, with a power output of more than 5,000 kW and a per cylinder 
displacement at or above 90 litres are installed on a ship constructed on or after 1 January 
1990 but prior to 1 January 2000 and are certified, if so required, in accordance with 
regulation VI/13.7; 
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4. verification that any diesel engine subjected to a major conversion as defined in regulation 


VI/13, for ships constructed before 1 January 2000, has been approved by the Administration; 
and 


5. verification that emergency diesel engines, intended to be used solely in case of emergency, 
are still in use for this purpose. 


2.4.3. The PSCO should check: 


1. whether the quality of fuel oil used on board the ship complies with the provisions of 
regulation VI/14 and VI/18, taking into account Appendix VI to the Annex. 
 
Shortage or unavailability on board of the ship of fuel oil with a sulphur content of not more 
than 0.10% m/m due to possible considerable changing of weather conditions during the time 
the ship operates in the ECA should not be accepted;  
 


2. the record required by regulation VI/14.6, in order to identify the sulphur content of fuel oil 
used while the ship is within SOx emission control areas, or that other equivalent approved 
means have been applied as required. 


2.4.4. If the ship is a tanker, as defined in regulation VI/2.21, the PSCO should confirm that the 
vapour collection system approved by the Administration is installed, if required under regulation 
VI/15. 


2.4.5. If the ship is a tanker carrying crude oil, the PSCO should verify that there is on board an 
approved VOC Management Plan. 
 
2.4.6. The PSCO should verify that the shipboard incineration of sewage sludge or sludge oil in 
boilers or marine power plants is not undertaken while the ship is inside ports, harbours or estuaries 
(regulation VI 16.4) 


2.4.7. The PSCO should verify that the shipboard incinerator, if required by regulation VI/16.6.1, is 
approved by the Administration and properly maintained, and that no prohibited substances are 
incinerated. Therefore, the PSCO should examine whether: 


1. the shipboard incinerator is consistent with the the type approval certificate specifications; 


2. the operational manual, in order to operate the shipboard incinerator within the limits provided 
in appendix IV to the Annex, is provided; 


3. the combustion chamber flue gas outlet temperature is monitored as required (regulation 
VI/16.9); and 


4. none of the following substances are incinerated: 


a. Annex I, II and III cargo residues or related contaminated packing materials; 


b. polychlorinated biphenyls (PCBs); 


c. garbage, as defined in Annex V of the present Convention, containing more than 
traces of heavy metals;  


d. refined petroleum products containing halogen compounds; 


e. sewage sludge and sludge oil either of which are not generated on board the ship; 
and 


f. exhaust gas cleaning system residues. 
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2.4.8. The PSCO may examine the operational procedures by confirming that: 


1. the master or crew are familiar with the procedures to prevent emissions of ozone-depleting 
substances; 


2. the master or crew are familiar with the proper operation and maintenance of the diesel 
engines, in accordance with their Technical Files or Approved Method file, as applicable, and 
with due regard for Emission Control Areas for NOx control; 


3. the master or crew have under taken the necessary fuel changeover procedures or 
equivalent, associated with demonstrating compliance within a SOx emission control area; 


4. the master or crew are familiar with the garbage screening procedure to ensure that 
prohibited garbage is not incinerated; 


5. the master or crew are familiar with the operation of the shipboard incinerator, as required by 
regulation VI/16.6,  within the limit provided in appendix IV to the Annex, in accordance with 
the operational manual; 


6. the master or crew are familiar with the regulation of emissions of volatile organic compounds 
(VOC), when the ship is in ports or terminals under the jurisdiction of a Party to the 1997 
Protocol to MARPOL in which VOC emissions are to be regulated, and is familiar with the 
proper operation of a vapour collection system approved by the Administration (in case the 
ship is a tanker as in regulation VI/2.21);  


7.  the master or crew are familiar with the application of the VOC Management Plan, if 
applicable; and 


8. the master or crew are familiar with bunker delivery procedures in respect of bunker delivery 
notes and retained samples as required by regulation VI/18. 


 
2.5. Expanded Inspection  


There are no special requirements, related to the Annex, for the PSCO to follow during an expanded 
inspection.  
 
 
3.   FOLLOW-UP ACTION 


3.1. Deficiencies warranting detention 


3.1.1. The PSCO should use professional judgment to determine whether to detain the ship or to 
allow it to sail with deficiencies, which do not pose an unreasonable threat of harm to the marine 
environment. The PSCO should be guided by the principle that the requirements contained in the 
Annex, with respect to the construction, equipment and operation of the ship, are essential for the 
protection of the marine environment and that departure from these requirements could constitute an 
unreasonable threat of harm to the marine environment. 


3.1.2. In order to assist the PSCO in the decision whether to detain the ship or not, the following 
deficiencies are considered to be of such a serious nature that they may warrant the detention of the 
ship involved: 


1. absence of valid IAPP Certificate, EIAPP Certificates, IEE Certificate or Technical Files; 


2. a diesel engine, with a power output of more than 130 kW, installed on board a ship 
constructed on or after 1 January 2000, or a diesel engine having undergone a major 
conversion on or after January 2000 and does not comply with the NOx Technical Code or 
the relevant NOx emission limit; 
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3. a diesel engine, with a power output of more than 5,000 kW and a per cylinder displacement 


at or above 90 litres, which is installed on board a ship constructed on or after 1 January 1990 
but prior to 1 January 2000, and an Approved Method for that engine has been certified by an 
Administration and was commercially available, for which an Approved Method is not installed 
after the first renewal survey specified in regulation VI/13.7.2;  


4. depending on the method used for demonstrating SOx compliance, the sulphur content of any 
fuel oil being used on board exceeds 3.50% m/m on and after 1 January 2012 and 0.50% 
m/m on and after 1 January 20202, taking into account the provisions of regulation VI/18.2;  


5. non-compliance with the relevant requirements while operating within an Emission Control 
Area for SOx; 


6. an incinerator installed on board the ship on or after 1 January 2000 does not comply with 
requirements contained in appendix IV to the Annex, or the standard specifications for 
shipboard incinerators developed by the Organization (IMO Resolution MEPC.76(40) and 
MEPC.93(45)); 


7. the master or crew are not familiar with essential procedures regarding the operation of air 
pollution prevention equipment as defined in paragraph 2.4.8 above and 


8.  burning of non-compliant fuel in an ECA since it constitutes an unreasonable threat of harm 
to the environment. If the master claims that is was not possible to bunker compliant fuel prior 
to entering the ECA the PSCO should use the assessment scheme in appendix 1 of this 
instruction. 


 
3.2. Actions to be considered 


Deficiencies that may warrant a detention of the ship can be found in section 3.1.2. The PSCO should 
use professional judgement to decide whether the deficiencies reported are detainable or not and 
whether an ISM related deficiency should also be reported. 


 


4. REPORTING 


4.1. Reports 


Any deficiency found should be recorded as an individual deficiency.  


If an inspection indicates that a ship has emitted any of the substances covered by the Annex, in 
violation of the provision of the Annex, a report shall be forwarded to the Administration for any 
appropriate action, taking into account the requirements of regulation VI/11. 


  


2 Or 2025, depending on the results of the review of regulation VI/14.1.3, as described in regulation VI/14.8 
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Appendix 1 


Non-availability of compliant fuel oil claimed 


In case non-availability of ECA compliant fuel is claimed while a vessel is in an ECA the master/owner 
must present a record of actions taken to attempt to bunker compliant fuel and provide evidence 
− of an attempt to purchase compliant fuel in accordance with its voyage plan and 
− if it was not made available where planned that attempts were made to locate alternative sources 


for such oil and 
− that despite best efforts to obtain compliant fuel no such fuel was made available for purchase. 
 
Best efforts to procure compliant fuel include, but are not limited to, investigating alternate sources of 
fuel oil prior to commencing the voyage or en-route prior to entering the ECA. 


The ship should not be required to deviate from its intended voyage or to unduly delay the voyage in 
order to achieve compliance. 


If the ship provides the information as above the Port State should take into account all relevant 
circumstances and the evidence presented to determine the appropriate action to take, including not 
taking control measures. 


The master/owner may provide evidence as below to support their claim (not exhaustive): 


• A copy (or description) of the ship’s voyage plan in place at the intended time of entry into the 
ECA, including the vessel’s port of origin and port of destination. 


• The time the vessel first received notice it would be conducting a voyage involving 
transit/arrival in the ECA, and the vessel’s location when it first received such notice. 


• The date and time the ship expects to enter and exit the ECA. 
• A description of the actions taken to attempt to achieve compliance prior to entering the ECA, 


including a description of all attempts that were made to locate alternative sources of 
compliant fuel, and a description of the reason why compliant fuel was not available (e.g. 
compliant fuel was not available at ports on the “intended voyage”, fuel oil supply disruptions 
at port, etc.). 


• Cost of compliant fuel is not considered to be a valid basis for claiming non-availability of fuel. 
• Include names and addresses of the fuel oil suppliers contacted and the dates on which 


contact was made. 
• In cases of fuel oil supply disruption, the name of the port at which the vessel was scheduled 


to receive compliant fuel and the name of the fuel supplier that is reporting the non-availability 
of compliant fuel. 


• The availability of compliant fuel at the first port-of-call in the ECA and plans to obtain that 
fuel. 


• If the vessel has operated in the ECA in the previous 12 months, provide names of all ports 
visited, the dates of the port calls and whether the vessel used compliant fuel 


• If applicable, identify and describe any operational constraints that prevented use of compliant 
fuel, e.g. with respect to viscosity or other fuel oil parameters. 


If, despite best efforts, it was not possible to procure compliant fuel prior to entering the ECA the 
master/owner must notify the Port State Control authorities in the port of arrival in the ECA and the 
flag Administration (VI/18.2.4). 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 52/2019/05 


GUIDANCE ON PROCEDURES FOR OPERATIONAL CONTROLS 


 


1.  INTRODUCTION  


1.1.   Goals and purpose  


  This Guideline is solely drafted for the purpose of providing guidance to the PSCO in 


performing a PSC inspection on the subject matter. This Guideline does not restrict the PSCO 


in the scope of inspection or in using his/her professional judgement while performing the PSC 


inspection. Third parties cannot claim any rights based on this guideline with regard to the 


PSC inspection as performed by the PSCO. 


  The goal of this guidance is to provide Port State Control Officers with procedures how to carry 


out operational controls including drills.  


1.2.  Application  


 This guidance is applicable for operational controls carried out during an inspection on ships. 


1.3.  Relevant guidance     


  Guidance scenarios for drills are presented in Annex 1. 


1.4.   Definitions and abbreviations  


The PSCC Instruction containing “Definitions and Abbreviations” serves as general document 
and is to be used in conjunction with this Paris MoU document. 
 
Operational control: A control to check the effectiveness, communication, 


interaction and familiarity of the crew, including 
processes/procedures and the human interface.  


   
Functional test:   A test of an item to prove the correct operation and 


function of equipment. Functional tests may be carried out 
during an initial, more detailed or expanded inspection.  


 


2.  BACKGROUND INFORMATION 


2.1  When should operational controls be witnessed:  


.1  PMoU Annex 9: Whenever there are clear grounds for believing, that the condition of a ship 


or its equipment or crew does not substantially meet the relevant requirements of a 


Convention, a more detailed inspection shall be carried out, including further checking of 


compliance with on board operational requirements, as appropriate.  


.2    Inspection type: Expanded inspections require a fire drill, including a demonstration of the 
ability to use firemen's outfits and firefighting equipment and appliances, for ships in general 
and an abandon ship drill (including lowering a rescue boat and a life boat to the water) on 
passenger ships.  
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2.2  Clear grounds 


.1 Clear grounds found during an initial inspection which may warrant an operational control 
could be, but are not limited to the following: 


 
.1  Muster List does not conform to SOLAS requirements  


.2  Random questioning of the crew going about their normal duties reveals: 
  


.1 a lack of knowledge of what their emergency duties are; 


.2 a lack of knowledge of the use of emergency equipment that they should 
be reasonably familiar with or ; 


.3 key members of crew are unable to communicate with each other  
 


.2  Inspection of logbooks/records reveals that drills have not been carried out as required by 


SOLAS  


.3  Evidence that the crew have not been trained in accordance with SOLAS. e.  Serious 


deficiencies in the LSA or Fire Fighting Equipment.  


.4  Absence of a decision support system as required by SOLAS – (Only applicable for passenger 


ships). 


.5  Crew unfamiliar with Life-saving training Manual in accordance with SOLAS. h. 


 Crew unfamiliar with Fire-fighting Training Manual in accordance with SOLAS. i.


 Crew unfamiliar with Fire Safety Operational Booklet in accordance with SOLAS. – May 


be combined with the Fire-Fighting training manual. 


.6  Training manuals and booklets not written in the working language of the ship. 


 


2.3  Initial Inspection  


.1 During an initial inspection functional tests may be carried out. Operational controls are never part of 
initial inspections.  
 


2.4  More Detailed Inspection or expanded inspection  


.1 Any operational controls, other than a drill, which include the elements as mentioned in the 


definition in 1.4.  should be recorded under operational controls as “other”.  


 In case the option “other” is used in the database PSCO(s) should specify in free text which 


operational control(s) were performed. See remark on page 1 of Annex 1. 


 


3.  PROCEDURES DURING OPERATIONAL CONTROL 


3.1  General Paris MoU Procedures 


.1  Depending on the extent of the operational exercise it should be decided whether one or more 


PSCO´s should attend the vessel. With a large cargo ship or with a ship carrying large numbers 


of crew and passengers it is not reasonable to expect one person to adequately comment 


upon all areas of e.g. an emergency exercise.  
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.2  Upon arrival on board the ship, the master should be informed about the purpose of the visit 


and the extent of the control.  


.3  At the beginning of the operational control, the master should present evidence of the crew’s 


last participation in emergency drills on board. The master may be asked to produce 


documentary evidence of the crew members familiarisation and basic training (personal 


survival techniques, fire prevention and firefighting, elementary first aid, personal safety and 


social responsibility). 


.4  At the master’s discretion, the areas and methods of operational control, such as fire, man-


over-board (MOB), enclosed space entry or evacuation drills, should be agreed upon. The 


master should be instructed to notify the crew about a drill which is to be performed, but without 


mentioning the specific content of the drill and the areas of operational control, since this could 


lead to a distorted picture of the crew’s performance in an emergency situation. 


.5  To ensure a safe execution of the operational control, the sequence of operational controls 


should be arranged with the master and the senior officers. 


.6  The passengers if any, should be informed about a drill. The information should be 


broadcasted by public announcements in all relevant languages for the route concerned. The 


announcement should be repeated during the drill with appropriate intervals. The completion 


of the drill should be announced to the passengers.  


.7  During the operational control, the PSCO(s) should question the crew members, particularly 


those assigned to assist any passengers, in order to get an impression of the safety awareness 


on board the ship. 


 


3.2  Planning and organising operational controls including drills  


.1  Operational controls, including drills, should be planned, organised and performed in 


accordance with relevant shipboard requirements so that the recognised risks are minimised. 


The on-board SMS should detail this. 


.2  The PSCO(s) must not request any operational controls or impose physical demands which, 


in the judgement of the master, could jeopardise the safety of the ship, crew, passengers, or 


cargo.  


.3  When requesting an operational control, the PSCO(s) should ensure, as far as possible, no 


interference with normal shipboard operations, such as loading and unloading of cargo or 


ballast, which is being carried out under the responsibility of the master, nor should the 


PSCO(s) require the demonstration of any operational aspect which could unnecessarily delay 


the ship.  


.4  Operational controls should be carried out at a safe speed. PSCO(s) should not expect to see 


operational controls including drills conducted in real time. Care should be taken to ensure 


that everybody familiarises themselves with their duties and with the equipment. If necessary, 


operational controls including drills should be stopped if the PSCO(s) considers that the crew 


are carrying out unsafe practices or if there is a real emergency.  


.5  The PSCO(s) should devise the emergency scenario on which a drill will be based in 


conjunction with the master. Experience has shown that the best assessment is achieved 


when the PSCO(s) devises and controls the scenario, (in collaboration with the master) since 


there is then an element of uncertainty on the part of the ship's officers as to how a drill will 
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progress and is more realistic to the actual on board situation facing crew members in a critical 


situation.  


.6  It is essential that meetings are held between the PSCOs and key members of the ship’s 


personnel before and after the exercise. An initial briefing should be used to explain in general 


terms how the drill will be conducted and should also enable the ship’s staff to recognise the 


PSCOs who are witnessing the drill, it is recommended that all PSCOs witnessing the drill 


wear high visibility waistcoats to distinguish them from crewmembers.  


.7  Effective communication among the PSCO themselves and between the PSCO(s) and the 


crew is essential to enable the drill to be effectively divided into stages e.g.  


.1 Stage I: Incident  


.2 Stage II: Fire Drill  


.3 Stage III: Abandon Ship Drill.  


.8  Language difficulty between the PSCO(s) and non-English speaking crews can make it difficult 


to put across the intentions for the conduct of the exercise.  


Note: Care needs to be exercised when an unsatisfactory drill takes place; this is to ensure 


differentiation between the crew possibly failing to understand the attending PSCO’s intention and failure 


through lack of crew competence.  


.9  A final de-brief meeting should identify any shortcomings and if appropriate where the drill did 


not meet the required standard.  


 


3.3      Communication 


.1  The PSCO(s) may determine if the key crew members are able to communicate with each 


other, and with passengers as appropriate, in such a way that the safe operation of the ship is 


not impaired, especially in emergency situations.  


.2  Key crew members could be but are not limited to:  


 .1  Bridge Team including GMDSS operators who must also be able to communicate with the 


shore and other vessels  


.2  Fire Parties  


.3  Damage Control Parties  


.4  Boat Preparation Parties  


.5  Passenger Muster Personnel on passenger ships  


.3  The PSCO(s) should verify the working language of the vessel.  


.4  The crew members assigned to assist passengers should be able to give the necessary 


information to the passengers in case of an emergency.  


.5  The PSCO(s) may determine, if UHF or VHF hand held radios are being used, that the crew 


are familiar with the equipment, that they are aware of reception dead zones/areas and what 


alternative communication methods are available.  
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.6 Passenger ships constructed on or after 1 July 2010 shall have on board a safety centre. The 


safety centre shall either be a part of the navigation bridge or be located in a separate space 


adjacent, but having direct access to the navigation bridge. 


 


.7 The PSCO should verify effective means of communication between the safety centre, the 


central control station, the navigation bridge, the engine control room, the storage room(s) for 


fire extinguishing system(s) and fire equipment lockers are provided. 


 


3.4     Command 


.1  PSCO(s) should establish that there are sufficient personnel on the bridge or command centre 


to make decisions, navigate the ship as necessary and deal with the considerable amount of 


communication that is likely.  


.2  A frequently neglected aspect of emergency drills is communication with the shore. When a 


ship is in difficulty it is likely that shore based organisations will be involved and it follows that 


these should be alerted as soon as possible. The crew’s lack of familiarity with shore based 


organisations and the shore based organisations’ lack of familiarity with the shipboard 


organisation means that difficulties can occur in mounting a coherent response to an 


emergency. For large cargo ships and passenger ships it is recommended that PSCO(s) make 


use of Maritime Rescue Coordination Centre (MRCC) facilities during operational drills. The 


ability of the local Search And Rescue (SAR) centre to participate and a working channel over 


which communication for the purpose of the exercise can be passed should be agreed 


beforehand (by reference to the SAR plan). Experience has shown that this is of benefit to 


both parties in promoting familiarity with the procedures. 


 


3.5    The Muster List 


.1  The PSCO(s) may determine if the crew members are aware of their duties indicated in the 


muster list, that they are familiar with the duties assigned to them and are aware of the 


locations where they should perform their duties, this is done by asking the crew relevant 


questions. This could be done prior to the drill or during the drill, for instance questioning of 


stairway guides on a passenger ship.  


.2  To determine whether the muster list is up to date, the PSCO(s) may require an up to date 


crew list.  


.3  The PSCO(s) should ensure that muster lists are exhibited in conspicuous places throughout 


the ship, including the navigational bridge, the engine room and the crew accommodation 


spaces. When determining if the muster list is in accordance with the regulations, the PSCO(s) 


may verify whether:  


.1  the muster list shows the duties assigned to the different members of the crew;  


.2  the muster list specifies which officers are assigned to ensure that life-saving and fire 


fighting equipment is maintained in good condition and ready for immediate use;  


.3 the muster list specifies the manning of fire parties assigned to deal with fires; 
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.4 the muster list special duties assigned in respect to the use of fire-fighting equipment 


and installations; and for passenger ships only, damage control for flooding 


emergencies; 


.5  the muster list specifies the substitutes for key persons who may become disabled, 


taking into account that different emergencies may call for different actions;  


.6  the muster list shows the duties assigned to the crew members in relation to passengers 


in the case of emergency;  


.7  the format of the muster list used on passenger ships is approved  


.4  The PSCO(s) may determine that the duties of assigned crew members manning the survival 


craft are in accordance with the SOLAS requirements and should verify that a deck officer or 


certificated person is placed in charge of each survival craft to be used. A second in command 


should also be nominated in the case of lifeboats.  


 Note: The flag State, having due regard to the nature of voyage, the number of persons on 


board and the characteristics of the ship, may permit a person practiced in the handling and 


operation of life rafts to be placed in charge of life rafts in lieu of persons qualified above. 


.5 Every motorized survival craft shall have a person assigned who is capable of operating the 


engine and carrying out minor adjustments.  


 


3.6    Witnessing drills 


.1  Gauging that the drill is of the required standard is highly subjective. Deficiencies in hardware 


are generally easy to identify and report on but identifying and reporting significant procedural 


deficiencies is far more difficult. If a drill is very good or very bad, these tend to be self-evident 


and more readily lend themselves to reporting. It is the drills which lie on the borderline 


between acceptable or unacceptable which provide the greatest difficulty.  


.2  To resolve this problem, the PSCO(s) needs to have clearly in his own mind a list of 


assessment objectives based on the 3 principles of command, control and communication.  


.3  As the drill progresses, areas of concern or of failure are noted against each of these 


objectives. At the end of the exercise a judgment as to whether or not the drill is acceptable 


should be based on these observations. It is of considerable importance to make notes to 


support and justify the PSCOs actions.  


.4  Having assessed the extent to which operational requirements are complied with, the PSCO(s) 


should then exercise their professional judgement to determine whether the operational 


proficiency of the crew as a whole is of sufficient level to allow the ship to sail without danger 


to the ship or persons on board, or presenting an unreasonable threat of harm to the marine 


environment.  


.5  When witnessing a drill, the PSCO(s) should seek:  


.1  Confirmation that the crew follow what is required of them by the muster list.  


.2  Confirmation that there are sufficient personnel assigned to the various parties to cope 


with the duties given to them.  
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.3  Confirmation that there is an effective means of communication between the party, the 


party leader and the Bridge or a control centre where applicable in passenger ships and 


that relevant information is being passed bi-directionally.  


.4  Confirmation of the efficiency of the crew working as a team. This would be based on 


questioning of personnel and observation of their actions. The response times should 


be noted of the various parties in assembling at their stations. The reaction of the parties 


to unplanned events should also be noted.  


.5  Confirmation that key members of the crew are able to understand each other.  


.6  Confirmation of the efficiency of the equipment used, for example -  


.1 that the fire alarms are audible and efficient  


.2     that the fire doors close as required  


.3     that items of personal fire fighting equipment or atmosphere testing instruments 


appear well maintained.  


.7  Confirmation that the response time was considered fast enough, considering the size 


of the ship and the locations of fire, personnel and fire fighting equipment.  


.6  In the case of evacuation or abandon ship drills:  


.1  Confirmation that the escape arrangements for passengers/crew from lower decks are 


adequate, that the assembly or muster stations are clearly indicated, that the crew are 


familiar with the layout of the ship and are able to respond to changes in circumstances, 


for example directing passengers so as to avoid a smoke filled area  


.2  Confirmation that the boat lowering party is proficient and that boats are lowered and 


ready for embarkation with ancillary equipment deployed  


.3  Confirmation that the evacuation was carried out in a reasonable time, but without 


unnecessary risk to drill participants. Benchmark times from SOLAS should be:  


.1  Survival crafts and lifeboats shall be stowed in a state of continuous readiness 


so that preparation for embarkation and launching can be carried out in less than 5 


minutes by 2 crew members. (keeldate > 01-07-1986) 


.2  Lifeboats can be boarded with its full complement of persons within 3 minutes 


(cargo ships) and 10 minutes (passenger ships with keeldate > 01-07-2008).  


.3  30 minutes to abandon a passenger ship from the time the abandon ship signal 


is given after all persons have been assembled, with lifejackets donned. 







Rijnstraat 8 
P.O. Box 16191 
2500  BD The Hague 
The Netherlands 


 


Telephone: +31 70 456 1508 
E-mail: secretariat@parismou.org 


Internet : www.parismou.org 


 


 


Revision 8  Page 8 of 25 


 


ANNEX 1 


Guidance scenarios for drills. 


Content 


1.  SCENARIOS 


1.1.  Standard scenarios 


1.2. Fire drill 


1.3. Damage Control drill – Only passenger ships 


1.4. Abandon ship drill – Only cargo ships 


1.5. Abandon ship drill – Only passenger ships 


1.6. SOPEP/SMPEP drills 


1.7. MOB drill 


1.8 Enclosed space entry and rescue drill 


1.9 Steering Gear drill 


Remark: Other operational controls Operational controls, other than a drill, are possible as well, but 


should include the elements as mentioned in the definition of ‘operational control’ under 1.4 of this 


instruction. In that case the option ‘other’ is used and in free text it should be specified which 


operational control was performed.  


 


2.  EVALUATION AND REPORTING 


3.  DRILLS AIDE-MEMOIRE – Cargo ships 


 This Aide-Memoire have been provided for use by the PSCOs to assist with the planning and 


organisation of drills on cargo ships. 


4. DRILLS AIDE-MEMOIRE – Passenger ships 


 This Aide-Memoire have been provided for use by the PSCOs to assist with the planning and 


organisation of drills on passenger ships.  


5.   DRILL REPORT FOR AN UNSATISFACTORY DRILL  
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1.  SCENARIOS 


1.1  Standard Scenarios  


.1 A suggested standard scenario which could be adapted to various types of vessel consists of 


four phases – e.g.: 


.1  incident Stage - A fire report or alarm received on the bridge and acted upon by an 


incident party; 


.2  fire Alarm - The incident progresses to a major fire which requires the ship to deploy 


fire, boundary cooling, evacuation and closing down parties;  


.3  muster - Personnel should be mustered at some time to be determined by the master, 


lifeboats should be prepared and;  


.4  abandon Ship – The fire fighters should withdraw and the crew abandon ship. 


Lifeboats/rafts should be lowered and sent away.  


.2 The starting point of the scenario needs to be first established. High risk locations include main 


and ancillary engine machinery, galley spaces. Alternatively, electrical sources such as 


switchboard rooms or cabling runs in deckheads could be considered. If the ship carries 


Dangerous Goods a simulated fire involving these would test knowledge of recommended 


emergency procedures. 


.3  The drill scenarios should, as far as practicable, be made as realistic as possible to simulate 


an actual emergency but always carried out at safe speed .  


 


1.2   Fire drill 


.1 A suitable area should be selected for the fire drill. Before initiating the drill, one or more 


unconscious casualties may be placed in the affected area. Where possible, a PSCO should 


be in the same area as the casualties in order to observe how the search team perform their 


task of search and rescue of the casualties from the affected area. 


.2 The PSCO should observe how the casualties are rescued and how the fire fighting team 


leader, fire fighting team members and fire fighting team assistants perform the actual fire 


fighting operation. 


.3 The scene of the fire should be arranged in co-operation with the master, for example the 


engine room, ro-ro deck or a passenger area. 


.5 If the scene of fire is arranged on the car deck, the cargo manifest and loading plan should be 


checked for dangerous cargo. 


.6 A PSCO should observe the effectiveness of the bridge team. 


.7 The scene of the scenario can be blacked out or the smoke divers’ masks can be blinded; 


however, it is recommended to use a smoke generator, if accepted by the master, since this 


gives the most realistic drill. 


.8 If a member of the rescue team enters the scene of fire without a breathing apparatus and 


protective clothing, the person must be removed from the team. 
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.9  A key person could be removed in order to test the provision of substitutes. 


.10 The following actions should be checked during the drill: 


.1 fire alarm activated, fire doors closed and passengers informed; 


.2 passengers evacuated from the affected area by the assigned crew members; 


.3 ventilation stopped and dampers closed; 


.4 manning of control stations; 


.5 fire pump(s) started; 


.6 shore-based organisation informed by a designated person; 


.7 fire fighting team at entrance to scene of fire ready to assist the rescue team; 


.8 rescue team at scene performing the search operation; 


.9 casualties evacuated and taken over by the medical team; 


.10 fire extinguished; 


.11 fire leader reports to bridge; 


.12 boundary cooling; 


.13 electrical isolation; 


.14 low level lighting. 


.11 Whichever location is selected it would be expected that the ship’s fire plan is examined to find 


a suitable location from which the fire may spread in as many directions as possible, having 


regard to the structural fire protection and ventilation arrangements.  


.12  Consideration needs to be given to testing the ships response for control of smoke, this is 


potentially as important as the ability to fight the fire given that the smoke will penetrate far 


more areas than the fire and will result in greater casualties.  


.13 If agreed with the Master, casualties should also be simulated both in the immediate area of 


the fire and in cabins, the latter will test the cabin search organisation of the ship.  


.14  At the location of the fire the PSCO should describe the fire indication to the crew member and 


observe how the report of fire is relayed to the bridge or damage control centre. At this point 


most passenger ships will sound the crew alarm to summon the fire-fighting parties to their 


stations.  


.15 The PSCO may observe how the fire fighting team leader, fire fighting team members and fire 


fighting team assistants are performing the actual fire fighting operation. The PSCO should 


observe the fire-fighting party arriving on the scene, breaking out their equipment and fighting 


the simulated fire. Team leaders should be giving orders as appropriate to their crews and 


passing the word back to the bridge or damage control centre on the conditions. The fire-


fighting crews should be observed for proper donning and use of their equipment. The PSCO 


should make sure that all the gear is complete. Merely mustering the crew with their gear is 


not acceptable.  


.16 If a scenario is developed where by the emergency generator is put on load and will be used 


to supply power to the fire pumps, consideration needs to be given as to whether the crew are 


over optimistic in the number of hoses deployed. Checks should also be made that the crew 


are familiar with the location and operation of isolation valves, sprinkler control stations, remote 


closing devices including watertight doors and establishing emergency lighting.  


.17 Crew response to personnel injuries can be checked by selecting a crew member as a 


simulated casualty. Where possible a PSCO should be in the same area as the casualty, in 


order to observe how the search team is performing its task of search and rescue. The PSCO 


should observe how the word is passed and the response of stretcher and medical teams. 


Handling a stretcher properly through narrow passageways, doors and stairways is difficult 


and takes practice and care must be taken if crew members are used as stretcher cases. The 


use of weighted dummies is just as realistic without the risk of injury. 
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.18 Those crew members assigned to other duties related to a fire drill, such as the manning of 


the emergency generators, the CO2 room, the sprinkler and emergency fire pumps, should 


also be involved in the drill. The PSCO may ask these crew members to explain their duties 


and if possible to demonstrate their familiarity.  


.19 On passenger ships, special attention should be paid to the duties of those crew members 


assigned to the closing of manually operated doors and fire dampers. These closing devices 


should be operated by the responsible persons in the areas of the simulated fire(s) during the 


drill. Crew members not assigned to the fire-fighting teams are generally assigned to locations 


throughout the passenger accommodation to assist in passenger evacuation. These crew 


members should be asked to explain their duties and the meaning of the various emergency 


signals and asked to point out the two means of escape from the area, and where the 


passengers are to report. Crew members assigned to assist passengers should be able to 


communicate at least enough information to direct a passenger to the proper muster and 


embarkation stations. It is important to ascertain the procedure for evacuating disabled 


passengers. 


 


1.3    Damage Control drill- Passenger ships 


.1 Firefighting is not the only area, which should be examined. Damage control is equally 


important especially on passenger ships. Damage Control Plans should be available on all 


passenger ships irrespective of year of build and cargo ships built after 1 February 1992. 


.2 In passenger ships a damage control drill shall take place at least every three months. The 


entire crew need not participate in every drill, but only those crew members with damage 


control responsibilities. 


.3 For passenger ships the damage control drill scenarios shall vary each drill so that emergency 


conditions are simulated for different damage conditions and shall, as far as practicable, be 


conducted as if there were an actual emergency. 


.4 The PSCO should take into account that SOLAS requires each damage control drill to include: 


.1 for crew members with damage control responsibilities, reporting to stations and 


preparing for the duties described in the muster list; 


.2 use of the damage control information and the on board damage stability computer, 


if fitted, to conduct stability assessments for the simulated damage conditions; 


.3 establishment of the communications link between the ship and shore-based 


support, if provided; 


.4 operations of watertight doors and other watertight closures; 


.5 demonstrating proficiency in the use of the flooding detection system, if fitted, in 


accordance with muster list duties; 


.6 demonstrating proficiency in the use of cross-flooding and equalization systems, if 


fitted, in accordance with muster list duties;  


.7 operation of bilge pumps and checking of bilge alarms and automatic bilge pump 


starting systems; and 


.8 instructions in damage survey and use of the ship's damage control systems. 
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.5 At least one damage control drill each year shall include activation of the shore-based support, 


if provided, to conduct stability assessments for the simulated damage conditions. The PSCO 


should liaise with the ship´s captain whether to include in the drill shore-based control, if 


provided. 


.6  During the drill the crew’s knowledge of the Damage Control Plan including their knowledge 


of cross flooding arrangements, convention valve location, local/remote operation of the 


watertight doors etc. should be tested. Their assessment of the effect on stability of large 


quantities of water in a damaged compartment should be assessed along with the 


countermeasures taken to minimize the effects.  


.7 The PSCO may determine if the officers of the ship are aware of the contents of the damage 


control booklet which should be available to them, or of the damage control plan. The officers 


may be asked to explain the action to be taken in various damage conditions.  


.8 The relevant officers may also be asked to explain about the boundaries of the watertight 


compartments, the openings therein with the means of closure and position of any controls 


thereof and the arrangements for the correction of any list due to flooding.  


.9  The relevant officers should have a sound knowledge of the effect of trim and stability of their 


ship in the event of damage to and consequent flooding of a compartment and counter-


measures to be taken. 


 


1.4 Abandon Ship Drills – Cargo Ships  


.1  In order for the PSCO(s) to satisfy themselves with the lifeboat, its launching arrangements 


and competence of the crew, the crew should demonstrate the following as part of an abandon 


ship drill:  


.1  lowering of the boat to the water; 


.2  release the hooks; 


.3  take the boat away.                                                                                                                                               


.2  Care needs to be taken when requiring a ship to lower lifeboats. The number of persons inside 


the lifeboats during launching for the purpose of a drill shall be at the Masters discretion. It is 


now acceptable to allow lifeboats to be lowered without an operating crew being inside. The 


purpose of this is to reduce the risk of accidents during launching and recovery, however this 


must be balanced out with the risk of embarking/disembarking the boat whilst it is in the water, 


if the boat is to be taken away and run. 


 However, the attending PSCO must satisfy themselves that the hooks can be released and 


the boat taken away. If a lifeboat is lowered without any operating crew inside, then the PSCO 


should see the 5 yearly load test certificate.  


.3  If it is intended for the crew to embark the lifeboat using the embarkation ladder the attending 


PSCO should be satisfied that the ladder is in a suitable condition and aware of the difficulties 


that can be encountered when using ladders such as trim and list of ship. If there is any doubt 


the ladders should be deployed to check for length and condition.  


.4  If the embarkation ladders are not in a satisfactory condition or the Master does not wish to 


use them, it will be necessary to initially launch the lifeboat with no operating crew inside, if 


this is done satisfactorily the lifeboat should be recovered and then launched for a second time 


with the operating crew who can demonstrate the use of the hooks and take the lifeboat away. 







Rijnstraat 8 
P.O. Box 16191 
2500  BD The Hague 
The Netherlands 


 


Telephone: +31 70 456 1508 
E-mail: secretariat@parismou.org 


Internet : www.parismou.org 


 


 


Revision 8  Page 13 of 25 


 


Prior to recovering lifeboats to the davit it is recommended that after securing the hooks the 


lifeboat is raised 1 metre and left in this position for a short period of time, e.g. 5 minutes prior 


to recovering the vessel to the davits to ensure that the hook release mechanism has reset.  


.5  If boats are fitted with “on load” release hooks prior to releasing the hooks the lifeboat should 


be fully waterborne the hydrostatic interlock system, where fitted, should be triggered prior to 


releasing the hooks manually.  


.6  The effectiveness of the bowsing and tricing-in arrangements needs to be confirmed. When 


assessing whether the bowsing-in arrangements is suitable the PSCO should bear in mind 


that the bowsing equipment should be suitable for use with a fully loaded lifeboat with the 


vessel having an adverse list of 15°.  


.7  For vessel built after 1-7-1986 SOLAS requires that all lifeboats on cargo ships shall be so 


designed that they can be boarded and launched directly from the stowed position and that 


davit launched liferafts can be boarded and launched from a position immediately adjacent to 


the stowed position. In light of the recent IMO Guidelines on Safety During Abandon Ship Drills 


using Lifeboats whilst undertaking abandon ship drills the emphasis shall be put on the words 


“shall be so designed” and as such the attending PSCO should satisfy themselves that the 


remote wires for the launching are in good condition and the crew are able to operate them, 


however it is not necessary to launch the boat fully loaded from the stowed position using the 


remote wires.  


.8  Free-fall lifeboats should not be free-fall launched as part of an operational control or drill. 


Simulated launching of free fall lifeboats may be an alternative to full launching. 1  


.9  SOLAS states that "Lifejackets selected for free-fall lifeboats, and the manner in which they 


are carried or worn, shall not interfere with entry into the lifeboat, occupant safety or operation 


of the lifeboat." This should be checked as there is a risk of neck injuries when free-fall boats 


are launched. Space may be an issue if lifejackets are carried, rather than worn. Some 


administrations require inflatable lifejackets for use with free-fall boats on ships built since 


1998. 


.10  On cargo ships, it is required that survival craft are stowed in a state of continuous readiness 


so that the preparation for embarkation and launching can be done by two crew members in 


less than 5 minutes. For the purpose of an inspection it is not necessary for the crew to meet 


the required times during a drill. . The preparation of the survival craft and the subsequent 


launching process should be a controlled and safe procedure whereby the attending PSCO 


should be able to assess the proficiency of the crew.  


 


1.5     Abandon Ship drill – Passenger ships 


.1 After consultation with the Master, the PSCO may require an abandon ship drill for one or 


more survival craft. The essence of this drill is that the survival craft are manned and operated 


by the crew members assigned to them on the muster list. If possible the PSCO should include 


the rescue boat(s) in the abandon ship drill. SOLAS Ch III gives specific requirements on 


abandon ship training and drills. 


2.  The master should raise the alarm from the bridge. If possible, two PSCOs should observe 


the performance of the crew members assigned to evacuate passengers to the designated 


                                                 
1 Refer to latest edition of MSC Circular 1206 on Measures to Prevent Accidents with Lifeboats. 
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assembly areas. It should be observed whether all compartments and passenger areas are 


checked. 


.3 During the drill, crew members should be questioned about their duties, for example the davit 


launched liferaft operators, the life boat operators or the MES/MEC system operators. 


.4 It should be ensured that the drill is carried out in such a way that it is safe in every respect 


and elements of the drill that may involve unnecessary risk will need special attention or may 


be excluded from the drill. For example, lowering a boat with its full complement of persons is 


an example of an element of a drill that may, depending on the circumstances, involve 


unnecessary risk. Such drills should only be carried out if special precautions are observed.  


.5 The abandon ship drill should include:   


.1 summoning of crew (and passengers) to the muster station(s) with the required alarm and 


ensuring that they are aware of the order to abandon ship as specified in the muster list;  


.2  reporting to the stations and preparing for the duties described in the muster list;  


.3  checking that crew (and passengers) are suitably dressed;  


.4  checking that lifejackets are correctly donned;  


.5  lowering of at least one lifeboat after the necessary preparation for launching;  


.6 starting and operating the lifeboat engine; and  


.7  operation of the davits used for launching liferafts.  


.6 Care needs to be taken when requiring a ship to lower lifeboats. The number of persons inside 


the lifeboats during launching for the purpose of a drill should be at the Masters discretion. It 


is acceptable to allow lifeboats to be lowered without an operating crew being inside. The 


purpose of this is to reduce the risk of accidents during launching and recovery, however this 


must be balanced out with the risk of embarking/disembarking the boat whilst it is in the water, 


if the boat is to be taken away and run. If the lifeboat lowered during the drill is not the rescue 


boat, the rescue boat should be lowered as well, taking into account that it is boarded and 


launched in the shortest possible time. The PSCO should ensure that crew members are 


familiar with the duties assigned to them during abandon ship operations and that the crew 


member in charge of the survival craft has complete knowledge of the operation and 


equipment of the survival craft.  


.7 Each survival craft should be stowed in a state of continuous readiness so that two crew 


members can carry out preparations for embarking.  


.8 On passenger ships, it is required that all lifeboats and davit-launched liferafts are capable of 


being launched within a period of 30 minutes from the time the abandon ship signal is given 


after all persons have been assembled, with lifejackets donned. For the purpose of an 


inspection it is not necessary for the crew to launch the lifeboats and liferafts within 30 minutes. 


The preparation of the lifeboats and the launching process should be a controlled and safe 


procedure whereby the attending PSCO should be able to assess the proficiency of the crew 


and the likelihood that they are capable of launching the lifeboats and davit launched life-rafts 


within 30 minutes.  


.9  If a sequential lowering of lifeboats is specified on the muster list this should be known by all 


and should be capable of being demonstrated.  


.10    SOLAS requires that a deck officer or certified person shall be in charge of each survival craft. 


A second in command shall also be nominated for life boats. At each liferaft davit or liferaft 
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launching position one person has to be similarly qualified. The PSCO should check these 


qualifications and confirm the ability of each person to perform their role, including the starting 


and operating of the lifeboat engine, and the operation of davits. It should be noted that the 


flag State, having due regard to the nature of voyage, the number of persons on board and 


the characteristics of the ship, may permit persons practiced in the handling and operation of 


liferafts to be placed in charge of liferafts in lieu of persons qualified above.  


.11    For passenger vessels with a Marine Evacuation System (MES) these obviously cannot be 


deployed, thus only a simulation can be undertaken to ensure the crew are familiar with the 


operation.  


1.6      SOPEP/SMPEP drill 


Shipboard Oil Pollution Emergency Plan (SOPEP) and Shipboard Marine Pollution Emergency 


Plan (SMPEP).  


.1     The PSCO may determine if a SOPEP or SMPEP is provided and whether the appropriate 


crew members are familiar with their duties and the proper use of the ship's installations and 


equipment for pollution emergency response purposes.  


.2     The PSCO may determine if:  


.1   the officers of the ship are aware of the contents of the SOPEP or SMPEP, which must 


be available to them and;  


.2  the SOPEP or SMPEP is provided and written in a language or languages understood 


by the master and officers.  


.3     The PSCO may be assisted from Section 3 “Steps to Control Discharge” of the SOPEP or 


SMPEP where for every given emergency situation the plan must provide the responsible 


persons for every action needed to be taken. Further to this, a lot of SOPEP or SMPEP are 


provided in the non-mandatory sections with a comprehensive list of the personnel 


responsibilities.  


 


1.7     MOB drill  


.1  This shall always be carried out in full co-operation with the master and will depend on 


schedule, weather conditions etc. When the master has found a suitable area on the route, 


the PSCO requests a crew member to throw a lifebuoy or “dummy” over board. The PSCO 


should observe how the master and the crew manage the situation. To establish the 


professional use and operation of the equipment, the time from the start until the readiness to 


launch the rescue boat should be noted. It should also be observed whether the crew is 


correctly dressed. 


.2  The rescue boats embarkation and launching arrangements shall be such that the rescue boat 


can be boarded and launched in the shortest possible time. Recovery time of the rescue boat 


shall be not more than 5 minutes in moderate sea conditions.  


.3  The PSCO should in particular observe the communication between the rescue boat crew and 


the master.  


.4  It should be observed how the crew perform their look-out task. 
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1.8 Enclosed space entry and rescue drill.  


.1 The drill will serve to confirm that the requirements for familiarization, training and instruction 


have been met. The drill is to be conducted in a safe area on the ship and in a safe manner. 


.2 The PSCO should devise the emergency scenario on which the drill will be based in 


conjunction with the master. The scenario should reflect a designated enclosed space on the 


ship, and the hazards associated with entry into that particular space. 


.3 The PSCO should verify that enclosed space entry and rescue drills are carried out, with the 


participation of crew with enclosed space entry and rescue responsibilities, at least once every 


two months. 


.4 During the drill the PSCO should verify that those responsible for the drill can identify the 


specific hazards of the enclosed space, including but not limited to: 


.1 the atmosphere in the enclosed space; 


.2 what testing is needed to confirm that entry is safe and will remain safe; 


.3 any limitations on the ability to confirm that conditions are safe and; 


.4 any difficulties with access, or matters that may impede quick and effective rescue. 


.5  Verify that the prescribed safety briefings are given, and the required authorisations (permits) 


are completed and sign-offs are obtained. Those taking part should be identified on the 


appropriate checklists and authorisations. 


.6  Verify that personal protective equipment is available and correctly worn. 


.7  Verify that communications equipment is available and working correctly, and that 


communications procedures, including emergency signals, are agreed and tested prior to 


entry. This should include stationing a crew member at the entry point for the duration of the 


entry, confirmation of entry, monitoring of persons in the space and confirmation of exit. 


.8  Verify that equipment for testing the atmosphere is available, is working, and is suitable for the 


purpose for which it is being used, is correctly calibrated and has been serviced in accordance 


with the manufacturer’s instructions. 


.9  Verify that those crew members responsible for testing understand how to use the equipment 


and any limitations of the equipment. 


.10  Verify what steps are taken to make the space safe if testing indicates that the atmosphere is 


not safe to enter. 


.11  Verify that rescue equipment is in place, in good order and ready for use, and that those who 


have designated rescue responsibilities are trained in its use. 
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1.9 Emergency steering drill. 


.1  The PSCO should verify that emergency steering drills are carried out at least once every 


three months with the participation of crew with emergency steering responsibilities. 


.2  The PSCO should devise the emergency scenario on which the drill will be based in 


conjunction with the master. 


.3  During the drill the PSCO should verify that relevant crew members are familiar with ship 


specific emergency steering procedures. 


.4  Crew members with emergency steering responsibilities should, where applicable during the 


drill be able to demonstrate: 


.1  direct control within the steering gear compartment; 


.2  proper knowledge and functioning of communication procedures with the bridge and 


associated equipment and; 


.3  the switch over to and operation under alternative power supplies. 
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2.  EVALUATION AND REPORTING 


.1 At the completion of a drill the PSCO(s) should evaluate the full exercise, including the 


debriefing by the master and senior officers. Findings and remedial action should be 


discussed. Depending on the seriousness of the operational deficiencies, drills may need to 


be repeated to the satisfaction of the PSCO(s). 


.2 The PSCO(s) should ensure that the deficiencies and action needed for their rectification are 


understood by the master and senior officers. 


.3 The attached forms in section 3 and 4 could be used as an aide-memoire when carrying out 


drills of various areas.  


.4  If the conduct of the drill, is in the professional judgment of the PSCO(s), is so poor that it 


warrants a detention it is recommended that in addition to completing the relevant Report of 


Inspection and Detention Notice the PSCO should complete a Drill Report for an 


Unsatisfactory Drill. This report should be completed using the assessment and status 


definitions described in the report. In turn the report should be left on board with the Master 


and a copy faxed with the Notice of Detention and Report of Inspection to the relevant 


interested parties. The purpose of the report is to give a clear indication of the problem areas 


identified during the operational drill to those parties involved with rectifying the deficiencies.  
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3.  DRILLS AIDE- MEMOIRE 


FOR CARGO SHIPS 


 FIRE DRILLS YES NO REMARKS 


1. Is the Fire Control Plan posted in a prominent position?    


2. Is the Muster List posted in a prominent position?    


3. Is the crew aware of their duties as indicated in the Muster 
List? 


   


4. Is the emergency training and drills recorded in the 
logbook? 


   


5. Is the crew able to communicate and understand each 
other? 


   


6. During the fire drill did the crew demonstrate that they 
were able to undertake their duties and use the fire 
fighting equipment properly? (Including proper donning of 
equipment, use of appropriate access, tending of fire 
hoses etc.) 


   


7. Was the fire fighting equipment complete?    


8. Was the reporting of the fire to the bridge satisfactory?    


9. Did the crew on the bridge take the appropriate decisions, 
navigate the ship as necessary and undertake the 
necessary communication? 


   


     


 ABANDON SHIP DRILLS YES NO REMARKS 


1. Were the crew aware of the order to abandon ship?    


2. During the abandon ship drill did the crew demonstrate 
that they were able to undertake their duties and use the 
life saving appliances properly? 


   


3. Were the lifejackets donned correctly and were the crew 
aware of the location of the immersion suits? 


   


4. Was at least one lifeboat lowered to the water after the 
necessary preparation was done and found acceptable? 


   


5. Was the davit found to be operating satisfactorily?    


6. Was the lifeboat engine operated properly?    


7. Did the appropriate crew members have knowledge of the 
operation of the lifeboat and its equipment? 


   


     


 


DESCRIPTION OF SCENARIO FOLLOWED: 
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REMARKS: 


 


 


 


 


 


 


 


Date:_______________________                               


Surveyor:______________________________________ 
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4.   DRILLS AIDE-MEMOIRE               


FOR PASSENGER SHIPS 


 FIRE DRILLS YES NO REMARKS 


1. Are the crew members familiar with their duties and the 
proper use of the ships installations and equipment?  


   


2. Was a fire drill witnessed?     


3. Which location was selected for a simulated fire?     


4. How was the fire alarm activated?     


5. Was the reporting of the fire (from the location to the 
bridge or damage control centre) satisfactory?  


   


6. When and how was the crew alarm sounded?     


7. Was the performance of the fire fighting parties 
acceptable?  


   


8. Were the team leaders orders and reporting to the bridge 
and/or damage control centre?  


   


9. Was the donning and use of equipment acceptable?    


10. Was the fire fighting equipment complete?     


11. Were the medical teams taking care of injured persons in 
a satisfactory manner?  


   


12. Was the use of stretchers through narrow passageways, 
doors, stairways etc found acceptable?  


   


13. Was the drill conducted as an actual emergency?     


14. Was the manning and operation of the emergency 
generator, the CO2 room, the sprinkler and emergency 
fire pumps acceptable?  


   


15. Was the operation of manually operated fire doors and fire 
dampers satisfactory?  


   


16. Are crew members assigned to assist passengers able to 
explain their duties, the meaning of various emergency 
signals, point out the two means of escape from the area 
and where the passengers are to report?  


   


17. Are crew members assigned to assist passengers able to 
communicate at least enough information to direct a 
passenger to the proper muster and embarkation 
stations?  
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 FIRE CONTROL PLAN YES NO REMARKS 


1. Is a fire control plan or booklet provided?     


2. Are the crew members familiar with the information given 
in the control plan or booklet?  


   


3. Is the fire control plans permanently exhibited or is the 
booklet supplied to each officer?  


   


4. Is one copy of the fire control plan readily available in an 
accessible position?  


   


5. Are the crew (especially those who are assigned to duties 
on the muster list) aware of the content of the fire control 
plan/booklet?  


   


6. Are the crew aware of what o do in the case of a fire?     


7. Are the officers in charge of the ship familiar with the fire 
boundaries and the means of access to the different 
compartments?  


   


 


 MUSTER LIST YES NO REMARKS 


1. Are crew members aware of their duties indicated in the 
muster list?  


   


2. Are the muster lists exhibited in conspicuous places 
throughout the ship including the bridge, the engine room 
and the crew accommodation spaces?  


   


3. Is it verified that the muster list:     


3.1 Shows the duties assigned to the different crew 
members?  


   


3.2 Specifies which officers are assigned to ensure that LSA 
& FFE are maintained in good condition and ready for 
immediate use?  


   


3.3 Specifies the substitutes for key persons who may 
become disabled?  


   


3.4 Shows the duties assigned to crew members in relation 
to passengers in case of emergency?  


   


3.5 Is the format of the muster list approved?     


3.6 Is the muster list up-to-date?     


3.7 Is it in conformity with the crew list and/or the Safe 
Manning Document?  


   


3.8 Are duties assigned to crew members manning survival 
craft in accordance with SOLAS & STCW?  


   


3.9 Are boat and raft commander and second in command 
specified?  
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3.10 Are crew members familiar with their duties and aware of 
the location where to perform their duties?  


   


3.11 Are operation instructions found satisfactory? (SOLAS 
CH III Reg. 9.2.1).  


   


3.12 Are symbols used to indicate the location of LSA & FFE 
in accordance with IMO Res.A.760(18) Amended by 
MSC.82(70)? (SOLAS CH III Reg. 9.2.3)  


   


 


 COMMUNICATION YES NO REMARKS 


1. Are key crew members able to communicate with each 
other in emergency situations?  


   


2. Which languages is the working language?    


3. Are key crew members able to understand each other 
during inspection or drills?  


   


4. Is emergency training and drills recorded in the logbook?     


5. Are crew members assigned and able to assist 
passengers in case of an emergency and able to give 
them the necessary information?  


   


6. Are the crew members able to communicate with the 
passengers in emergency situations?  


   


 


 DAMAGE CONTROL DRILL 
(Damage Control Plan applicable to passenger ships built 
after 1 February 1992)  


YES NO REMARKS 


1. Is a damage control plan or booklet provided?     


2. Are the crew members familiar with their duties and the 
proper use of the ships installations and equipment for 
damage control purposes?  


   


3. Are the officers aware of the contents of the damage 
control plan/booklet?  


   


4. Can the officers explain the actions to be taken in various 
damage conditions?  


   


5. Are the officers knowledgeable in respect of watertight 
bulkheads and the openings therein with the means of 
closures and position of any controls?  


   


6. Can officers explain arrangements for the correction of 
any list due to flooding?  


   


7. Do the officers have a sound knowledge of the effect of 
trim and stability in case of damage to and the consequent 
flooding of a compartment and the countermeasures to be 
taken?  
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 ABANDON SHIP DRILLS YES NO REMARKS 


1. Are the crew members familiar with their duties and 
the proper use of the ships installation and 
equipment?  


   


2. Was an abandon ship drill witnessed?     


3. Are the survival craft manned and operated by the 
assigned crew members?  


   


4. Where applicable, was the rescue boat included in 
the drill?  


   


5. Was the drill conducted as an actual emergency?     


6. Were the crew summoned to the muster station(s) 
with the required alarm?  


   


7. Was it ensured that the crew are aware of the order 
to abandon ship, as specified in the muster list?  


   


8. Were the crew members suitable dressed?     


9. Were the lifejackets correctly donned?     


10. Was at least one lifeboat lowered after the 
necessary preparations for launching was done and 
found acceptable?  


   


11. Was starting and operating the lifeboat engine(s) 
carried out satisfactorily?  


   


12. Was operation of the davits used for launching 
liferafts acceptable?  


   


13. Was the emergency lighting tested in way of areas 
of mustering and abandonment?  


   


14. Are crew members familiar with the duties assigned 
to them during abandon ship operation?  


   


15. Have the crew members in charge of a survival craft 
complete knowledge of operation and equipment of 
craft?  


   


16. Were two crew members likely able to carry out 
preparations for embarking and launching of each 
survival craft in less than 5 minutes?  


   


17. Does the equipment and crew performance indicate 
that abandoning can take place in 10 minutes?  


   


18. Was a mock search held for missing passengers?     


19. Was instructions given to passengers on how to use 
LSA?  


   


20. Does the equipment and crew performance indicate 
that abandoning can take place in 30 minutes?  
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5. DRILL REPORT FOR AN UNSATISFACTORY DRILL/DETENTION 


Name of Ship: 


IMO Number: Flag: 


Ship Type Date: 


PSCO’s: 


Scenario: 


Muster List 


Correctness, adequacy and familiarity of crew 
with duties and responsibilities 


 


Command & Control  


Effectiveness of communication between ship’s 
personnel and ship-shore, decision making, 
team working, reaction times  


 


Firefighting/Damage Control  


General effectiveness of the exercise, crew’s 
knowledge of the damage control plan, 
awareness of counter-measures to minimize 
damage  


 


Handling of Casualty  


Adequacy and condition of medical equipment, 
familiarity with casualty handling procedures  


 


Equipment  


General condition, familiarity of the crew with the 
equipment,  


 


Other  


 


 


Comments  


 


 


Strengths/ Weaknesses  
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PORT STATE CONTROL COMMITTEE INSTRUCTION 51/2018/12 
 
Guidance for Port State Control Officers Checking Compliance of Electronic 
Chart Display and Information Systems (ECDIS) 
 
1. Introduction 
 


1.1 Goals and Purpose 
 


The purpose of this instruction is to provide concise and practical guidance to achieve a 
harmonized approach to Port State Control inspections on vessels using ECDIS as primary 
means of navigation (PMN)1. 


 
1.2. Application 


 
PSC on ECDIS may be executed on ships where:  
− carriage is mandated by SOLAS and its mandatory Codes (see Annex A); or  
− it has been voluntarily fitted and is noted on the Record of Equipment (RoE) attached to the 


ship’s Safety Certificate2. Where an ECDIS has been voluntarily installed only as a 
navigational aid to enhance situational awareness, it may not be listed on the RoE and 
would only be considered as an ECS. 


 
1.3. SOLAS Regulations 


 
SOLAS Chapter V Regulation 19.2.1.4 states: 
“an electronic chart display and information systems (ECDIS) is also accepted as meeting the 
chart carriage requirement…”. 


 
See Annex A for ECDIS implementation schedule for various classes and sizes of vessels 
engaged on international voyages based on construction date with implementation commencing 
1 July 2012 


 
Since the primary Regulation related to ECDIS has itself clarified it, from January 2011 there is 
no requirement for a Letter of Equivalence (LoE). Some vessels may be still carrying old LoEs, 
however, that is no more relevant from the PSC perspective. 


 
1.4 List of References/Relevant documentation 


Mandatory 
 


SOLAS Chapter V, Safety of Navigation - Regulations 2, 19 and 27; 
Chapter IX, Management for the Safe Operation of Ships; and 
Chapter X, High-Speed Craft (HSC), and HSC Codes 1994, 2000. 


 
STCW Part A – The Code detailing: Mandatory standards regarding provisions of the  


annex to the STCW Convention. 
 


1.5 Definitions and abbreviations 
 


The PSCC Instruction containing “Definitions and Abbreviations”, serves as 
general document and is to be used in conjunction with this Paris MoU Instruction.  


 
 
1 PMN is to imply provision of compliance with SOLAS Ch V/19.2.1.4 and V/27; and commensurate chart and nautical 


publications requirements of mandatory codes, such as the High-Speed Craft Code(s).  
2 Cargo Ship Safety Equipment Certificate (Form E), Passenger/Cargo Ship Safety Certificate (Form P/C). 
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2. Inspection 
 


As per current ECDIS regulations, the PSCO may consider inspections to fall under two 
categories: 


 
(i) Inspection of vessels fitted with ECDIS to meet the carriage requirement: 


This is applicable to vessels covered by the carriage requirement from the date of 
implementation (see Annex A for schedule); these vessels will have been duly Certificated 
by the flag State to ensure compliance. 


 
(ii) Inspections of vessels having fitted ECDIS 


voluntarily: This includes vessels which:  
− will be covered by the carriage requirement at some time after 1 July 2012 but have 


voluntarily fitted ECDIS prior to their due date; and  
− vessels which will not have to comply with the carriage requirement but choose to fit 


ECDIS voluntarily. 
 


For both of the above cases it is important to verify and seek evidence that the ECDIS is duly 
“type approved”3 through compliance with the IMO performance standards and the current IEC4 
and IHO5 test standards thereto (refer Annex C). 


 
2.1 Initial Inspections of vessels with mandatory fit of ECDIS 


 
2.1.1 Determine, based on date of construction, gross tonnage and type of vessel, whether 
an ECDIS is required (see Annex A). 


 
2.1.2 The PSCO should check that the RoE (Form P, E or C) attached to the Safety 
Certificate appropriately records ECDIS as fitted and indicates the backup system being 
deployed. 


 
2.1.3 To fulfil carriage requirements, the ECDIS, in accordance with Annex C of this 
Instruction, must be loaded with current and updated Electronic Navigational Charts (ENC). 


 
This may be achieved through inspection of the ECDIS and may also be verified with the 
vessel’s records or other documentation. eg valid ENC Permits, ENCs and Raster 
Navigational Charts (RNC) are, by IMO definition, “issued officially by or on behalf of a 
Government…” - see Annex E, section 3 for details. 


 
PSCO may seek confirmation that: 
- official ENCs, are being used; and 
- regular updates are being supplied to the vessel and incorporated by the ship’s crew. 


 
If non-official charts are installed and are in use for voyage planning on ECDIS, then it is 
operating in Electronic Chart System (ECS) mode and is not compliant. 


 
2.1.4 The correct functioning of the ECDIS system and availability of the backup should be 
confirmed through checks demonstrable by the watchkeeping officers.  


 
 
 
 
 
3 Type approval is the certification process that equipment must undergo before it can be considered as complying with the 


relevant IMO performance standards, as per SOLAS V/18. 
4 International Electrotechnical Commission 
5 International Hydrographic Organization 
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2.2 Initial Inspections of voluntarily fitted vessels 
 


2.2.1 Where the PSCO is informed that the vessel is fitted or operating with an approved 
ECDIS, then, after the Safety Certificate check, the PSCO shall verify that: 
- this is recorded in the appropriate part of the RoE; or 
- whether System is being used to aid situational awareness in which case up-to-date 


paper nautical charts must be used to fulfil the carriage requirements as PMN. 
 


2.2.2 Where the PSCO does not find enough evidence that the ECDIS being used is SOLAS 
compliant as duly type approved equipment, then the PSCO should make a final check for 
flag State or RO confirmation of compliance. 


 
In the absence of any evidence the PSCO should: 
- assume that the electronic charting present on the vessel is not an ECDIS and cannot 


fulfil SOLAS requirements and, therefore, 
- carry out standard check for a vessel using paper charts as the PMN (i.e. an adequate 


portfolio of paper charts is available, is being maintained and is being used for voyage 
planning and monitoring). 


 
2.2.3 Where the ECDIS is being used only as a navigational aid for situational awareness, 
the requirement to use paper charts as PMN must be made clear, through the bridge 
procedures, to watchkeeping officers. 


 
 
 


3. Possible Checks 
 


The PSCO may ask a watchkeeping officer to demonstrate: 
 


a. That the ECDIS and associated position sensor(s) are in working condition (e.g. 
match the vessel position coordinates on display against the berth); 


b. That appropriate and adequately updated charts are loaded, evidenced by comparing ENCs 
with latest available updates via notices to mariner issued by the chart authority; 


c. That the ECDIS application software is maintained and kept updated to the latest 
International Hydrographic Office (IHO) standards, by looking up System reference to 
the ‘Presentation Library’6 (refer Annex C);  


d. That a voyage plan for previous and/or next passage can be displayed; 
e. Familiarity with the use of ECDIS and transfer to backup system; 
f. The backup system listed in RoE is functional/available; and 
g. That required nautical publications are being carried and updated. 


 
 


4. Clear grounds for more detailed inspection 
 


A list of clear grounds for a more detailed inspection could be, but is not limited to: 
 


a. Clear evidence of system malfunction (e.g. error in sensor inputs, as in 5.1.b below); 
b. ECDIS not loaded with official ENCs, or ENC updates not being applied; 
c. ECDIS backup is not functional (failure of secondary electronic system) or where 


paper charts are noted on RoE as backup but are not available or updated; 
d. Required nautical publications are not available or have not been updated; 
e. Watchkeeping officer is unable to demonstrate basic proficiency in use of the installed 


ECDIS.  
 
 
 
 
6 The appearance and content of the chart data displayed on ECDIS is generated as per the specifications characterised by the 


IHO Presentation Library, as covered in their standard, S-52. 
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5. More Detailed Inspection 
 


Where clear grounds exist, a more detailed inspection should be conducted by the PSCO. 
Evidence may be gained by conducting further checks and from examination of 
documentation/certificates. 


 
5.1 ECDIS equipment 


 
a. If the status of the system is in doubt check for a valid ECDIS type approval certificate; 
b. Check display of the required sensor/system inputs where available (i.e. SDME7, THD8 


and EPFS9); 
c. Confirm ECDIS, and the SDME, THD and EPFS, can be operated from an emergency 


source of electrical power; 
d. Check maintenance log/ schedule to verify upkeep of the system. 


 
5.2  ECDIS Backup 


 
SOLAS Regulation (Chapter V Regulation 19.2.1.5) requires facilities for a safe take-over of 
ECDIS functions in the event of ECDIS failure to avoid a critical situation developing and a 
backup arrangement that provides a means of safe navigation for the remaining part of the 
voyage. The most commonly accepted backups are a second ECDIS or an appropriate portfolio 
of paper charts. 


 
However, as allowed within the performance standards, flag States may accept an alternative 
solution (e.g. Chart Radar with official ENCs); this should be specified on the RoE. 


 
Check that the watchkeeping officer knows the procedures for the transfer to the backup system 
in event of primary system failure. 


 
5.2.1 Where an electronic backup is specified confirm that: 


a. it is operational; 
b. the power supply is separate from the primary ECDIS; 
c. appropriate and updated charts are installed; and 
d. a (current/future) voyage plan can be displayed. 


 
5.2.2 Where paper charts are used as backup to ECDIS confirm that: 


a. adequate charts for the intended voyage are available; 
b. a (current/future) voyage plan has been incorporated; and 
c. the charts have been updated from appropriate notices to mariners. 


 
5.3 With regard to the Electronic Charts: 


a. Confirm that the ECDIS is ‘loaded with official ENCs’10; 
b. Confirm that installed or available ENC coverage is adequate for the intended voyage; 
c. Confirm that procedures are in place for ensuring that ENC updates are applied timely; 


and 
d. Confirm that ENCs have been updated for corrections or amendments that have been 


issued. 
 


5.4 Training - Proficiency in the use of ECDIS 
 


Amended provisions (Manila amendments) to STCW’78, which came into force from 1 January 
2012, do not require deck officers to have specific endorsements, on their certificate of 
competency, related to ECDIS training. (See Annex F)  


 
7 Speed and distance measuring equipment – commonly known as Speed Log. 
8 Transmitting heading device – normally a gyro compass. 
9 Electronic position fixing system – normally one of the Global Navigation Satellite Systems receiver, eg. GPS. 
10 RNCs may be accepted where ENCs have not been issued – see further information in Annex E 
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The ECDIS requirements are part of the competency tables in the STCW Code Part A and 
are not, as such, standalone courses e.g. fire fighting. Because they are already part of the 
tables for knowledge understanding and proficiency, thus a Certificate of Competency is 
prima facie evidence of compliance with ECDIS. 


 
Note: there is no provision in STCW for a separate CoC, CoP or documentary evidence of 
training for ECDIS, but some Administrations and/or training providers do issue a certificate 
to show that the relevant training has taken place. 


 
Additionally in accordance with Regulation I/14 they should have undergone familiarisation 
process/training with the onboard system. 


 
Given this background where the vessel is fitted with approved ECDIS the PSCO may 
check/determine:  


- 
- if navigational watchkeeping officers demonstrate adequate operational competence 


in using the installed system. 
 


The PSCO should: 
 


- Confirm that a randomly selected officer of the watch is able to undertake basic tasks 
expected during watchkeeping (e.g. select charts, change scale, can explain the 
meaning of symbols displayed, can call up and is able to insert or amend a waypoint in 
a route); and  


- Confirm that at least one deck officer is able to demonstrate how to install and/or verify 
official ENC updates. 


 
5.5 Nautical Publications 


 
ENCs, at present, do not contain much of the information covered in nautical publications and 
ECDIS is generally not able to display details off the digital nautical publications that are 
available. All vessels, therefore, will need to carry appropriate official nautical publications in 
paper or digital form. See “Carriage of Nautical Publications” in Annex E Page 16. 


 
Additionally: 


a. confirm that appropriate nautical publications are held and are updated for notice to 
mariners; and  


b. where digital publications are being used, confirm this is as recorded on the RoE and 
that a suitable backup arrangement, as approved by the flag State, is in place. 


 
6. Reporting 


 
Each technical or operational deficiency found should be recorded individually. Where there is 
any doubt as to the compliance with SOLAS Chapter V requirements by the vessel, the PSCO 
should contact the flag State in order to clarify them. 


 
 
 


7. FOLLOW UP ACTION 
 


List of Possible deficiencies - see Annex D 
 
 


--- 
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Annex A 
 
 
SOLAS Carriage Requirement for ECDIS 
 
On 1 January 2011 the amended text of SOLAS V Regulation 19, Carriage requirements for shipborne 
navigational systems and equipment, as set out below came into force: 
 
“ 
 
“19.2.10 Ships engaged on international voyages shall be fitted with an Electronic Chart Display and 
Information System (ECDIS) as follows: 
 


.1 passenger ships of 500 gross tonnage and upwards constructed on or after 1 July 2012; 
 


.2 tankers of 3,000 gross tonnage and upwards constructed on or after 1 July 2012; 
 


.3 cargo ships, other than tankers, of 10,000 gross tonnage and upwards constructed on or after 1 July 
2013; 


 
.4 cargo ships, other than tankers, of 3,000 gross tonnage and upwards but less than 10,000 gross 
tonnage constructed on or after 1 July 2014; 


 
.5 passenger ships of 500 gross tonnage and upwards constructed before 1 July 2012, not later than 
the first survey11 on or after 1 July 2014; 


 
.6 tankers of 3,000 gross tonnage and upwards constructed before 1 July 2012, not later than the first 
survey on or after 1 July 2015; 


 
.7 cargo ships, other than tankers, of 50,000 gross tonnage and upwards constructed before 1 July 
2013, not later than the first survey on or after 1 July 2016; 


 
.8 cargo ships, other than tankers, of 20,000 gross tonnage and upwards but less than 50,000 gross 
tonnage constructed before 1 July 2013, not later than the first survey on or after 1 July 2017; and 


 
.9 cargo ships, other than tankers, of 10,000 gross tonnage and upwards but less than 20,000 gross 
tonnage constructed before 1 July 2013, not later than the first survey on or after 1 July 2018. 


 
2.11 Administrations may exempt ships from the application of the requirements of paragraph 2.10 when 
such ships will be taken permanently out of service within two years after the implementation date specified 
in subparagraphs .5 to .9 of paragraph 2.10.” 
 
High-Speed Craft Code 2000 paragraph 13.8.2, and commensurate for HSC Code 1994, complete the  
SOLAS carriage requirements, as below: 
 
“High-speed craft (HSC) shall be fitted with an ECDIS as follows: 


.1 craft constructed on or after 1 July 2008; 


.2 craft constructed before 1 July 2008, not later than 1 July 2010.” 


 


 


 


 


  
 
11 Refer to the unified interpretation of the term “first survey” referred to in SOLAS regulations (MSC.1/Circ.1290). 
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Ship 
 Gross   1 July   1 July   1 July   1 July   1 July   1 July   1 July  


 


 Tonnage   2012   2013   2014   2015   2016   2017   2018   


                 
 


 
Passenger ships –         


 


constructed on or after 1 July ≥500 GT        
 


2012         
 


Tankers - constructed on or 
≥3,000 GT 


       
 


after 1 July 2012        
 


        
 


Cargo ships other than         
 


tankers - constructed on or ≥10,000 GT        
 


after 1 July 2013         
 


Cargo ships other than ≥3,000 GT        
 


tankers - constructed on or but        
 


after 1 July 2014 < 10,000 GT        
 


Passenger ships - ≥500 GT 
        


       
 


constructed before 1 July 2012        
 


        
 


Tankers - constructed before ≥3,000 GT        
 


1 July 2012        
 


        
 


Cargo ships other than         
 


tankers - constructed before  ≥50,000 GT        
 


 1 July 2013         
 


Cargo ships other than ≥20,000 GT 
        


       
 


tankers - constructed before but        
 


1 July 2013 < 50,000 GT        
 


Cargo ships other than ≥10,000 GT        
 


tankers - constructed before but        
 


1 July 2013 < 20,000 GT        
 


 
ECDIS carriage implementation schedule 


---- 
 
 
Note 1: There is no requirement for mandatory fit of ECDIS for cargo ships other than tankers less than 
10,000 GT constructed before 1 July 2014. 
 
Note 2: Constructed in respect of a ship means a stage of construction where:  
.1 the keel is laid; or 
.2 construction identifiable with a specific ship begins; or  
.3 assembly of the ship has commenced comprising at least 50 tonnes or 1% of the estimated mass of all 
structural material, whichever is less. 
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Annex B 
 


Flowchart to assist in checking ECDIS compliance  
 
 
 
 
 
 


Voluntary fit of ECDIS 


 
 
 
 
Vessel Arrival 
 


Mandatory fit of ECDIS 
 


 
 
 
 
 


RoE / Saf 
NO Certs 


OK 
 
 
 


Yes  
 
 


ECDIS 
used as  
PMN Yes 


 
 
 


NO 
 


Conduct of initial 
inspection as for  
paper charts 


 
 
 
 


 
Charts / 


Pubs NO  
OK? 


 
Yes 


 
 
 
 
 
 
 
 


Vessel is Compliant 
Y 


 
 
 
 
 
 
 


NO 
 
 
 
 
 
 
 


stds 
 
 
 
 
 


NO 
 
 
 
 
 
 
 
    


Clear grounds for more      
 


        


NO 
 


    detailed inspection      
 


         
 


         
 


            


 


Paper Charts are ECDIS is PMN 


 


 
 


 Primary 1. System 
 


1. Adequate 2. Backup 
 


2. Updated 3. Charts 
 


3. Used 4. Competence 
 


4. Publications 5. Naut Pubs 
 


 
 
 
 
 


PSCO PSCO  
 


Satisfied Satisfied Y  


  
 


N N  
 


 
 


Vessel is Non-Compliant – List deficiencies  
(see Annex D) 


 
 
 
 
 
 


RoE / Saf  
Certs  
OK 


 


 
YES 


 


 
Conduct initial 
inspection 
 
 
 
1. System 
2. Backup 
3. Charts 
4. Training 
 
 
 
 
 


Min  
Stds Met 


 
 
 


Yes 
 
 
 
 
 
 
 
 
 
 
Vessel is Compliant 
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Annex C 


 
 
ECDIS Compliance 
 
 
ECDIS in operation comprises hardware, software and data. It is important for the safety of navigation that 
the application software within the ECDIS works fully in accordance with the Performance Standards and is 
capable of displaying all the relevant digital information contained within the ENC. 
 
Summary 
 
For the vessel to use ECDIS as the PMN it must comply with IMO requirements for four fundamental 
elements: system (hardware and software), charts, back-up and proficiency of use (training). 
 
1. ECDIS Equipment: 
 


• Hardware, including operating system software:  
− must be type approved and fitted as per the requirements of the IMO ECDIS performance 


standards (the listing of ECDIS on the RoE provides evidence of this). 
− if installed on or after 1 January 2009, conform to performance standards not inferior to those 


specified in the Annex to IMO Resolution MSC.232(82); and  
− if installed on or after 1 January 1996 but before 1 January 2009, conform to performance 


standards not inferior to those specified in the Annex to resolution A.817(19), as amended by 
resolutions MSC.64(67) and MSC.86(70). 


 
• Software, i.e. the application software producing chart displays (  


 −   The latest applicable IHO standards in force from 1 September 2015, are as below; 
 


              
 


 


   S-52 Edition 6.1(.1)     Chart Content and Display Aspects of ECDIS 
 


             


 
 


   PresLib Edition    Presentation Library for ECDIS 
 


   4.0(.1) (Annex A to S-52)         
 


            


 


 


   S-64 Edition 3.0.1    Test Data Sets for ECDIS 
 


 −   All ECDIS type approved on or after 1 September 2015 would require to comply with above 
 


          


  IHO standards, as a minimum this would mean PresLib Ed.4.0 loaded; 
 


 −   All ECDIS type approved before 1 September 2015, who as a minimum should have PresLib 
 


  


Ed. 3.4 loaded, would 
    


  require to comply with above IHO standards by First Survey (ref. 
 


  MSC.1/Circ.1290) after 31 August 2017. 
 


     


2. ENCs (or RNCs where applicable) must be loaded in ECDIS and be up-to-date.. 
 


3. A functioning backup system (electronic or paper nautical chart - based) must be available. 
 


4. Watchkeeping officers should be conversant with the ECDIS in use. 
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List of possible deficiencies, (not exhaustive) and Convention references, are as below: 


 
THETIS Group THETIS Code Convention Comment 


 


  Reference  
 


Charts   Relevant where paper charts are 
 


   being used as PMN or as a backup 
 


  SOLAS 2009 Amend to ECDIS 
 


 10111 Chapter V R19.2.1; 
Consider as for a vessel using 


 


ECDIS  SOLAS 1999/2000 
 


(Backup – paper  Amend V R27 paper charts as PMN but flag State 
 


charts )   may only require a selection of 
 


   paper charts to be carried rather 
 


   than a full folio 
 


ECDIS   Officially issued charts (ENC/RNC) 
 


(Electronic Charts)   not being used or not updated 
 


   RoE incorrect, or more detailed 
 


ECDIS  SOLAS 2009 Amend investigation shows it is not a type 
 


(System) 10112 Chapter V R19.2; approved system or is not installed 
 


  SOLAS 1999/2000 correctly; 
 


  Amend V R27 Outdated IHO standards being 
 


   used within the system software 
 


   Electronic backup not installed 
 


ECDIS   correctly (power supply), not 
 


(Backup - electronic)   functioning; appropriate charts not 
 


   loaded or not updated. 
 


    
 


Training 10133 STCW A-VIII/2/part 3 There is no evidence that 
 


   watchkeeping officers comply with 
 


   STCW requirements. 
 


  ---  
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Annex D 
 


List of Possible deficiencies 
 


Def. Group Nature of defect Delay action taken Equip Detain RO Convention 
 


Code     able related Reference 
 


10111 Charts Missing, expired, not up-to- Rectified, At the next port, Within 14 days, Yes Yes Yes SOLAS 2009 
 


 (Paper charts date. Before departure, At an agreed repair port, As in    Amend Chapter 
 


 used as PMN  the agreed Flag State or class condition, Master    V R19.2.1; 
 


 or as backup  instructed to ...     
 


 to ECDIS)      SOLAS 
 


       1999/2000 
 


       Amend V R27 
 


         


10112 Electronic Not as required, inoperative, Rectified, At the next port, Within 14 days, Yes Yes Yes SOLAS 2009 
 


 Charts not approved, not up-to-date Before departure, At an agreed repair port, As in    Amend Chapter 
 


 (ECDIS) Unable to update (expired the agreed Flag State or class condition, Master    
V R19.2.1; 
R19.2.10; 


 


 (ENCs, licence) instructed to ...     
 


 backup)      SOLAS 
 


       1999/2000 
 


       Amend V R27 
 


         


10116 Nautical Missing, expired, not updated Rectified, At the next port, Within 14 days, Yes Yes Yes SOLAS 2009 
 


 Publications  Before departure, At an agreed repair port, As in    Amend Chapter 
 


   the agreed Flag State/ class condition, Master    V R19.2.1; 
 


   instructed to ...    
SOLAS 


 


       
 


       1999/2000 
 


       Amend V R27 
 


         


10133 Bridge Lack of training, lack of Rectified, At the next port, Within 14 days, No Yes No 


SOLAS 99/00 
Amend ChapterV 
R26 
STCW A-VIII/Reg 
VIII/2 
STCW A-VIII/2/ 


 


 Operation familiarity Before departure, At an greed repair port, As in    pt 3 
 


   the agreed Flag State or class condition, Master     
 


   instructed to ...     
 


10135 
Monitoring of 
voyage  Incomplete, not as required Rectified, At the next port, Within 14 days, No Yes No SOLAS V 


 


 or passage  Before departure, At an agreed repair port, As in    R 34;; 
 


 plan -  the agreed Flag State or class condition, Master    STCW A-VIII pt 2 
 


   instructed to ...     
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Def. Group Nature of defect Delay action taken Equip Detain RO Convention 
Code     able related Reference 
10102 Type approval Not approved, not as Rectified, At the next port, Within 14 days, Yes Yes No SOLAS V R18.1; 


 equipment required Before    18.2 
   departure, At an agreed repair port, As in the    SOLAS 2010 
   agreed    Amend / 
   class condition, As in the agreed Flag State    Chapter V / 
   condition,    Reg. 18 
   Master instructed to ...     


10199 Other Other Rectified, At the next port, Within 14 days, No Yes No As appropriate 
 (navigation)  Before departure, At an agreed repair port, As in     
  (No procedures) the agreed Flag State or class condition, Master     
   instructed to ...     


   --     
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Annex E 
 
Further Information 
 
1. Hardware / system  
ECDIS is often installed as a component part of an Integrated Navigation System (INS) rather than as a 
stand-alone piece of equipment. In these circumstances there are likely to be 3 or 4 consoles/display 
screens. These can either be dedicated as a single function (e.g. RADAR, ECDIS or ship conning 
control) or acting as multi-function displays where a single console can be used to display any one of 
these functions. 
 
ECDIS systems have a minimum chart display area of 270x270mm and normally face forward as part 
of (or integrated in) the bridge consol.  
If the RoE, attached to the Safety Certificate, states that ECDIS is installed then it can be assumed that 
the system has appropriate type approval and has been installed in accordance with IMO requirements. 
A PSCO should only need to check on the type approval certificate of the system if alerted to a specific 
issue (e.g. a desktop or laptop computer on a chart table referred to as the ECDIS or backup ECDIS). 
 
Maintenance of equipment: 
 
SOLAS Chapter V Regulation 16 – Maintenance of Equipment, can be quite adequately applied to a 
complex hardware and software based system such as the ECDIS. The regulation requires that there 
are adequate arrangements in place to ensure that the performance of navigational equipment required 
by SOLAS Chapter V is maintained. In case of deficiencies, evidence of the record of maintenance of 
the defective equipment should be readily available. 
 
 
 
2. Backup system  
The ECDIS Performance Standards (Appendix 6 of MSC 232(82)) require that vessels using ECDIS as 
the PMN must have approved backup arrangements to ensure a safe transfer of the ECDIS functions in 
the event of ECDIS failure and to provide safe navigation for the remaining part of the voyage. The 
backup has only been specified in functional terms. 
 
The two most commonly accepted backup arrangements are either a second, independently powered, 
ECDIS or a portfolio of paper charts. Other solutions that may be accepted by a flag State e.g. a chart 
radar or a high specification electronic chart system (ECS) using official chart data (ENCs where 
available). 
 
An ECS classified as “Class A” through testing to International Standard IEC62376 may be specified by 
the flag State as meeting the backup requirements for ECDIS. Such systems may not be used as the 
PMN to comply with the SOLAS chart carriage requirement. 
 
3. Charts and Publications  
“ECDIS must be loaded with official electronic chart data, ENC where available or RNC where it is not. 
If other electronic chart data is loaded then the ECDIS is operating in an ECS mode and does not meet 
carriage requirements. ECDIS fitted to a vessel subject to the mandatory carriage requirement must 
install official ENCs even if the flag State has allowed the system to be used as a secondary aid to 
navigation. Where an electronic system has been fitted as a backup to ECDIS this must also use official 
ENCs. 
 
SOLAS Chapter V Regulation 27 requires vessels to carry nautical charts and publications ‘necessary 
for the intended voyage’ and that these shall be ‘adequate and up-to-date’. In relation to ECDIS this 
means the system must be loaded with adequate official ENCs of an appropriate scale for the voyage 
and have been updated for notices to mariner updates. These updates will have been supplied either 
on hard media (CD or DVD) or by remote communications (email or web download). 
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The coverage of ENCs has increased significantly since 2002 and is complete for all but a few areas 
within the Paris MoU region, however there are still a few areas around the world where ENCs have not 
yet been issued. To navigate with ECDIS in these areas Raster Navigational Charts (RNCs) may be 
used; however the IMO ECDIS Performance Standards stipulate that an appropriate portfolio of up-to-
date paper charts must be carried to supplement the RNCs to overcome the differences with ENCs. 
 
There are a number of service providers who supply electronic charts to vessels; the media and 
documentation provided to the vessel should clearly state whether the charts are official ENCs and meet 
IMO requirements. The base charts are normally supplied on CD or DVD and ENC updates are issued 
regularly either on hard media or via remote communications. The majority of ENCs are supplied in 
encrypted form under a licence agreement for a fixed time period. Service providers commonly issue 
‘permit’ keys for those charts licensed; these permits have a fixed period of validity. ECDIS systems 
should provide a warning if the licence period is within one month of expiry; ENCs continue to be 
displayed even after licence expiry however updates cannot be applied and the charts are likely to be 
out of date. 
 
Notices to Mariners  
ENCs should be corrected by Hydrographic Offices in step with paper charts however sometimes this is 
not the case and the ENC or paper chart may lag behind the other. Where the vessel carries both ENCs 
and paper charts (as a backup) there should be a process that allows the information from the most up-
to-date source to be used in the voyage plan. It should be noted that at present not all ENC producers 
include T&P NMs in their ENCs and that other sources (e.g. notice to mariners weekly bulletins) should 
be used to access to this information. 
 
PSCOs should confirm during a more detailed inspection that all relevant charts (paper and digital) and 
publications (such as sailing directions, list of lights, notices to mariners, tide tables) required for the 
voyage are present; they must be of the latest available edition and, be shown to be kept up-to-date 
from the latest relevant obtainable notices to mariners and radio navigational warnings. 
 
Carriage of nautical publications:  
ENCs do not at present include all of the information that is available in nautical publications and thus 
for the foreseeable future there will be a requirement for ECDIS fitted vessels to carry paper publications 
(or their electronic equivalents) and to maintain these for notices to mariners. Publications like charts 
must be issued officially by or on the authority of a “Government, hydrographic office…..” to  
meet IMO carriage requirements. Where digital nautical publications are used to meet the carriage 
requirement this will be indicated on the RoE of the SEC which should also show that back up 
arrangements are in place. 
 
4. Training conversant with system  
The PSCO should determine if the master and watch- keeping officers are familiar with the ECDIS 
equipment including the electronic charts installed and to demonstrate the setting up of equipment. 
PSCO may check if the master and watch-keeping officers are familiar with the procedures such as 
periodical tests and checks of the equipment to be carried out. There should be written procedures on 
the bridge for officers for using ECDIS. 
 
Master and deck watchkeeping officers should be able to produce documentary evidence of ECDIS 
training or have appropriate endorsements for ships using ECDIS as PMN in lieu of paper charts. PSCO 
may take appropriate action if that is not the case. 
 
 
5. Voyage Planning  
Passage planning is necessary to support the bridge team and ensure that the ship can be navigated 
safely between ports from berth to berth. The passage plan should cover ocean, coastal and pilotage 
waters. PSCOs should take into consideration that the plan may need to be changed during the voyage; 
for example, the destination port may not have been known or may alter, or it may be necessary to 
amend the plan following consultation with the pilot. 
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PSCO may find passage planning on ships using a combination of electronic and paper charts. PSCO 
should ensure any one phase of the voyage should be undertaken using either all electronic or all paper 
charts rather than a mix of chart type. PSCO may find a preliminary plan covering pilotage waters and 
the role of the bridge team; PSCO should ask to see the Pilot Card. This Card should contain information 
on draught and ships speed, checklist of equipment available and working. 
 
SOLAS Chapter V Regulation 34 applies to all ships and requires that prior to proceeding to sea, the 
master shall ensure that the intended voyage has been planned using the appropriate nautical charts 
and nautical publications for the area concerned, taking into account the guidelines and 
recommendations developed by the IMO12. 
 
It is important to note that Regulation 34 makes a properly prepared voyage plan mandatory and the 
plan is liable to be checked during port State control inspections. PSCO should verify if the voyage plan 
with its details as approved by the master prior commencement of the voyage. The voyage plan shall 
identify a route which: 
 


1. Takes into account any relevant ships routeing systems; 
2. Ensures sufficient sea room for the safe passage of the ship throughout the voyage; 
3. Anticipates all known navigational hazards and adverse weather conditions; 
4. Takes into account the marine environmental protection measures that apply, and avoids, as 


far as possible, actions and activities which could cause damage to the environment; and 
5. Takes into account appropriate contingencies where necessary. 


 
 
 


---  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
12 Refer to the IMO Guidelines for voyage planning adopted by resolution A.893(21). 
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Annex F 
 


STCW Requirements Following Manila Amendments 
 
Under the STCW Manila amendments Table A- II/1 (Specification of minimum standard of competence 
for officers in charge of a navigational watch on ships of 500 gross tonnage or more) and Table A-II/2 
(Specification of minimum standard of competence for masters and chief mates on ships of 500 gross 
tonnage or more) carry following the note:  


“Training and assessment in the use of ECDIS is not required for those who serve exclusively 
on ships not fitted with ECDIS. This limitation shall be reflected in the endorsement issued 
to the seafarer concerned.” 


 
Certificates of Competence issued under the Manila amendment do not have to make reference 
to that amendment, they may state that they are “issued under STCW’78 as amended” i.e. the 
same wording that is on the present certificates. The only way it can be certain that a Certificate of 
Competence is issued under the Manila amendment is if its expiry date is later that 31st 
December 2016. 
 
CoCs issued/re-validated under Reg II/1 and II/2 during the STCW Manila amendment period can 
take three forms: 
 


1. If the seafarer has completed generic ECDIS training then their CoC will be re-validated for a 
period of 5 years; or 


2. If the seafarer has not completed generic ECDIS training they may re-validate for a period of 
5 years but their certificate will carry an endorsement, so called ‘negative endorsement’, 
stating that they may not serve on ships fitted with ECDIS.   
Note, there are no endorsements to seafarer certificates of competency (CoC) relating to ECDIS 
training, but where training and assessment in the use of ECDIS is not required for those who 
serve exclusively on ships not fitted with ECDIS these limitations, although may be already 
reflected on the individual CoCs, are only effective from 1 January 2017 onwards.  
So in effect a certificate that has no limitations is prima facie evidence of compliance 
with ECDIS requirements. 


 
*** 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 36/2003/08 
 
 
GUIDANCE FOR INSPECTION ON WORKING AND LIVING CONDITIONS 


 
Are the provision of food supplies suitable in respect of quantity, nutritive value, quality 
and variety, having regard to the size of the crew, and the duration and nature of the 
voyage ? 
(Conv. 147/Conv. 68, article5) 
 
Are galley and/or storage spaces clean? 
(Conv. 147/Conv. 68, Article 5) 
 
Galley and/or storage spaces are they free from extensive vermin ? 
(Conv. 147/Conv. 68, Article 5) 
 
Are the arrangement for holding, making and storage of  water  acceptable ? 
(Conv. 147/Conv. 68, Article 5) 
 
Do the arrangements and equipment of the catering department permit of the service of 
proper meals ? 
(Conv. 147/Conv. 68 article5) 
 
Accommodation spaces are they equipped and maintained in clean and habitable  
condition.    
(Conv. 147/Conv. 92) 
 
Are ventilation heating and lighting in accommodation adequate ? 
(Conv. 147/Conv. 92, Article 8) 
 
Are sanitary facilities adequate and clean ? Are  wash basins, tub baths, WC, showers in 
a usable state ? Are WC provided with an ample flush of water ? Are cold and hot fresh 
running water available in all communal wash places ? 
(Conv. 147/Conv. 92 article 13) 
 
If required, the hospital accommodation is it adequate and ready for immediate use ? Is 
an approved medicine chest with readily understandable instructions available ? 
 (Conv. 147/Conv. 92, Article 14) 
 
Does each person engaged on board  have a valid medical certificate ?  
(Conv. 147/ Conv. 73 article 3, 4 and 5) 
 
Is the table with the shipboard working arrangement posted? Does it contain the 
required information? Is it in the working language of the ship and in English? (Potocol of 
1996 to Conv. 147 / Conv. 180 article 5). 
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Are there records of seafarer’s hours of work or their hours of rest? Are the records 
reasonably up-to-date? Are they signed by the master or his representative and by the 
seafarer? (Protocol of 1996 to Conv. 147 / Conv.180 article 8). 
 
Is there any seafarer on board under the age of 16? (Protocol of 1996 to Conv. 147 / 
Conv.180 article 12). 
 
 
 
ADDITIONAL GUIDANCE  
 
1- Food storage and sufficient food:  
 
- Food should not be left lying around in ambient temperature : To prevent growth of 


harmful bactetria, it is essential to keep food either very hot (above 63°C) or very 
cold (below 5°C)    


- Cooled food items - such as fresh fruits and vegetables, processed and cooked 
meat products, and foods prepared for rapid utilization - should be kept covered 
and stored at between 0 degrees and 7 degrees Centigrade depending on the 
product.  


- Freezer and cooler compartments should have highly accurate, adjustable 
thermometers for temperature control.  


- Thermometers should be easily visible to persons working in passage ways serving 
the refrigerated spaces or on the engineer’ s control panel. 


- Cooled foods, properly handled, have a storage life of 1 day to 4 months, 
depending on the item. 


- Defrosting operations should be carried out in a cool clean area such as the food 
handling room and kept covered and separate from cooked foods.  


- Left-over food should be assumed to have a shelf-life of not more than 48 hours 
because of the possibility of contamination. (based on ILO/IMO/WHO International 
Medical Guide for Ships). 


- Dry food stores should be dry, cool, well-lit and ventilated. 
- Raw food must always be kept apart from cooked food and milk for example that 


need no further treatment before consomption. Separate fridges are prefered 
although if in the sale unit, the raw food must always be placed at the bottom to 
prevent drip contamining ready prepared food. All foods should be covered.  


 
Inspectors might also check : 
 
- whether raw and cooked products are stored separately (to avoid contamination of 


the cooked food by the raw food, as in blood dripping from raw meat on to cooked 
meat in a refrigeration space),  


- temperature of deep-freeze compartments should be roughly between -18 and -23 
degrees centigrade; the presence of ice usually indicates fluctuating temparatures ;  


- fruits and vegetables are in a good condition (not rotted and mouldy),  
- that there is adequate protection against contamination between raw and cooked 


foods when stores or during preparation.  
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2- Condition of galley 
 
- The galley should be equipped, illuminated and maintained in such a way to ensure 


good sanitation.  
- The equipment should be made of corrosion resistant, non-toxic materials that are 


easy to clean. 
-  All galley areas, especially cooking areas, should be protected against fire, easy to 


clean, and capable of being rapidly emptied of smoke, steam, odours and gases  
- ventilation hoods and grease filters are clean (or there is evidence that they are 


cleaned on a regular basis), 
- Waste, particularly food scraps, should be kept in sturdy, tightly covered garbage-


cans. Waste disposal units shall be clean and tidy. 
- Where possible, all galley equipment and utensils should be fixed in place. Non-


fixed utensils should be hung or stored to avoid loss, damage or injury to seamen 
when the ship rolls.  


- Foodstuffs, supplies, cookware, crockery and utensils should be thoroughly cleaned 
after each use and stored in containers that can be secured when the items in 
question are not in uses  


- There should be separate work surfaces for the preparation of raw meat or if space 
is restricted, a separate chopping board. The board used for raw meat should be 
clearly distinguishable to avoid confusion, eg colour red. If the same surface is used 
for raw and cooked meats, then suitable cleaning and disinfection should be carried 
out between operations.    


- If plates, pots, pans, cutlers etc. are washed by hand, suitable hot water must be 
available for disinfection. Unless the rinse is kept at between 75 degrees 
Centigrade and 82 degrees centigrade, it will have no disinfecting effect. Generally, 
this temperature is too high for bare hands, so a rinsing basket is required. (based 
on the WHO publication Safe food handling). 


- Mechanical ventilation systems should be used and should be adequate to 
maintain a reasonable temperature without the need to jam open fire doors or doors 
to the open deck.  


- facilities in or near the galley area for washing hands (hot water  soap and 
disposable towels or other hygienic drying facility are needed). 


 
3-  Vermin 
 
If cockroaches, mice, flies or other vermin are evident, the crew should be acting to 
eliminate or at least control the problem. This includes ensuring that foods are stored 
so as to prevent contact with the vermin. Insecticides and rodenticides shoud not be 
stored in or immediately adjacent to spaces used for storage, handling, preparation and 
serving of food and drink, or for the storage or cleaning of dishes and equipment. 
 
4- Potable water: 
 
Potable water should be bright, clear, virtually colourless and aerated (it should bubble 
when shaken).   
It is of course preferable to take samples or otherwise test potable water to determine 
that is safe for drinking. Bearing in mind the limited time available for such testing, this 
may not be possible.  
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However it is possible to examine the arrangements for taking potable water on board : 
- The inspectors should therefore examine the hoses used for receiving potable water 
and the shipboard dock-filling points.  
- Only clean hoses, dedicated for the purpose, should be used. Hoses should be 
flushed through before use and fitted with collars to prevent their connections from 
coming into contact with the ground or deck. Hoses should always be drained, capped 
and properly stored between use and routinely disinfected. Deck filling points must be 
protected and secured with covers. 
 
6- Accommodation  
 
The inspector should visually inspect the existing condition and standard of 
maintenance of crew accommodation. Special attention should be given to heating, 
ventilation and lighting systems; communal water closets and washing facilities, the 
condition of fittings and appurtenances; and rodent and vermin control. 
Crew accomodation shall be maintained in a clean and decently habitable condition 
and shall be kept free of goods and stores not the personal property of the occupants. 
The inspector may also obtain the advice of the national health maritime authorities in 
assessing the importance of any deficiencies found and determining appropriate 
corrective action. 
 
- Cleanliness and condition of accommodation: 
 
 Article 17 of Convention No. 92 provides, among other things, that crew 
accommodation shall be maintained in a clean and decently habitable condition and 
shall be kept free of goods and stores not the personal property of the occupants.  
It also provides that the master or an officer specially deputed for the purpose 
accompanied by one or more members of the crew shall inspect all crew 
accommodation at intervals of not more than one week and shall record the results of 
each inspection. 
 
7- Heating 
 
Article 8 of Convention No. 92 provides, among other things, that the heating system 
shall, when practicable be in operation at all times when the crew is living or working on 
board and conditions require use and that it should be capable of maintaining the 
temperature in crew accommodation at a satisfactory level under normal conditions of 
weather and climate likely to be met with on service (the competent authority is to 
prescribe the standard). 
 
7a- Ventilation:  
 
Article 7 of Convention No.92 provides, among other things, that all sleeping rooms 
and mess rooms shall be adequately ventilated and that the system of ventilation shall 
be controlled so as to maintain the air in a satisfactory condition and to ensure a 
sufficiency of air movement in all conditions of weather and climate. 
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8- Sanitary accomodations: 
 
 Article 13 of Convention No. 92 requires that floors shall be of durable material, easily 
cleaned an impervious to damp, and properly drained ; 
- sufficient lighting, heating and ventilation shall be provided ; cold and hot fresh 


water shall be available in all wash spaces ; 
- water closets shall be convenient to, but separate from sleeping rooms ; 
- water closets shall be ventilated to the open air independently of other parts of crew 


accommodation ; 
- water closets shall be provided with ample flush water available at all times and 


independentlv controlled ; 
- multiple water closets in one compartment shall be screened to ensure privacy. 
- soil pipes and waste pipes shall be of adequate dimensions, constructed to 


minimize blockage and facilitate cleaning. 
 
Article 13 of Convention No. 92 also requires that the following minimum number of 
separate water closets should be provided:  
- for ships under 800 grt, three ;   
- for ship of 800 grt or over, four ;  
- for ships of 3000 grt or over, six. 
Where radio officers are accommodated in an isolated position, sanitary facilities near 
or adjacent to the accommodation should be provided.  
Generally when a private or semi-private shower or bath is not attached to each 
sleeping room, the following minimum standard should be met: one tub/or shower bath 
for every 8 persons or less ; one water closet for every eight persons or less; one wash 
basin for every six persons or less. 
 
9- Hospital accommodation:  
 
- Article 14 of Convention No. 92 provides among other things that a ship carrying a 
crew of fifteen or more and engaged in a voyage of more than three days duration shall 
have a separate hospital accommodation (though this requirement may be relaxed for 
vessels engaged in the coastal trade).  
- It also provides that the arrangement of the entrance berths lighting ventilation 


heating and water supply shall be designed to ensure comfort and facility of 
treatment to occupants. A water closet accommodation shall be provided for the 
exclusive use of the occupant. The hospital accommodation shall not be used for 
other than medical purposes. An approved medicine chest with readily 
understandable instructions shall be carried in every ship which does not carry a 
doctor. 


 
 
10- Medical certificates 
 
- A medical certificate must exist for each person engaged on board. 
- The period of validity cannot exceed 2 years from the date the certificate was 


granted. 
- It must remain in force on the day of the inspection, taking in account that a 


certificate which expires in the course of a voyage shall continue in force until the 
end of that voyage.  
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11- Hours of work / rest 
 
- If the table with shipboard working arrangement is missing or required information, the 


PSCO should take action to require that the table is corrected before departure. 
- Concerning records of seafarers’ daily hours of works or their daily hours of rest, it should be 


possible to determine if the copies are being given to seafarers on a regular basis. Lack of 
evidence of endorsement by the flag State should not be recorded as a deficiency but may 
be taken into account by the PSCO in deciding the extent to which the records should be 
checked. 


 
Article 5 of convention N° 180 provides the limit on hours of work or rest shall be as follows: 
 


(a) maximum hours of work shall not exceed: 
(i) 14 hours in any 24-hour period; and 
(ii) 72 hours in any 7-day period; 
 


(b) minimum hours of rest shall not be less than: 
(i) 10 hours in any 24-hour period; and 
(ii) 77 hours in any 7-day period. 


 
- if a seafarer is found to have not had a continuous rest period of at least 6 hours in any 24 hour 
period, this would clearly be a serious deficiency with both C. 180 and STCW Regulation VIII/1, 
Fitness for duty (paragraph 4).  
 
- For detailed inspection, PSCO may look for emergency situation in the log book, including 


the necessary hours of work, pay records, seafarers’ individual record of daily hours of work 
or rest and other secondary documentation. 


- If essential personnel as master and chief engineer showing signs of excessive fatigue and 
in the judgement of PSCO regarding the next voyage the situation of excessive fatigue may 
occur immediate danger for the safety of the ship, the crew and/or the environment, this 
deficiency should not be a stand-alone deficiency but should be supported by objective 
evidence before deciding it is grounds for detention. 


The level of manning should be accepted unless it is clearly not in accordance with Convention 
180 and STCW Convention. 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 49/2016/14  
 
Guidelines for PSC inspections of Certification of Seafarers and Manning 
Requirements according to the STCW Convention, MLC and SOLAS  
 


1. INTRODUCTION 
 


1.1. General 
 
The STCW Convention was adopted in 1978 and entered into force in 1984. The convention has 
since been amended several times, latest by the Manila Amendments 2010.  Manning levels on 
board ships are decided by the flag State taking into account the requirements of STCW, SOLAS 
and MLC 2006. 


 
1.2. Goals and purpose 
 
This document is intended to provide basic guidance for a harmonized approach of port State 
control inspections in compliance with Chapter V, Regulation 14, paragraph 2 of SOLAS and 
Regulation I/4 of the STCW Convention, as amended and the requirements for manning in MLC 
2006 Regulation 2.7 


 
1.3. Application 


 
SOLAS Chapter V Regulation 14, paragraph 2 only applies to ships covered by SOLAS Chapter 
I. The STCW Convention as amended applies to all seafarers serving on board seagoing ships. 
The STCW Code is divided into a mandatory Part A and a non-mandatory Part B. Part B of the 
STCW Code is not applicable during the inspection. 


 
All passenger ships regardless of size and all other ships over 500 GT engaged on international 
voyages must have a “Minimum Safe Manning Document or equivalent” on board issued by the 
flag State. 


 
MLC 2006 Reg 2.7 requires the flag State to ensure that there are sufficient numbers of seafarers 
on board to operate the ship safely, efficiently and with due regard to security under all 
conditions, taking into account concerns about seafarer fatigue and the particular nature and 
conditions of the voyage  


 
Any new or single deficiency which is either a deficiency related to SOLAS, STCW or other IMO 
conventions, should preferably be registered with these convention references.  When the 
deficiency is only ILO related, please refer to the appropriate PSCC instructions. 


 
1.4. Relevant documentation 
 


• The minimum safe manning document 
• Certificate of competency 
• Certificate of proficiency 
• Documentary evidence  
• Muster list 
• Table of shipboard working arrangements and/or watch schedule   
• Medical certificate 


 
1.5. Definitions and abbreviations 
 
The PSCCInstruction containing “Definitions and Abbreviations” serves as general document and 
is to be used in conjunction with this Paris MoU document. 
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2. INSPECTION OF SHIP 


 
2.1 Pre-boarding preparation 


 
2.1.1 Taking into account the type, size, engine power and other particulars of the ship, the 


PSCO should be aware of the relevant requirements of SOLAS Chapter V Regulation 
141, STCW Convention and MLC 2006. 
 
Footnotes contained in the relevant instruments are to be taken into account for 
reference purposes only and in any case of uncertainty regarding the manning or 
seafarer certification the flag State is to be consulted. 
 


2.1.2 The PSCO should take notice of the manning and certification tool in the PSCO 
manual. 
 


2.1.3 The PSCO should identify if the flag state is listed in IMO MSC.1/Circular 1163 latest 
edition as a party to STCW 1978 as amended. This Circular lists those Parties 
confirmed by the Maritime Safety Committee to have communicated information 
which demonstrates that full and complete effect is given to the relevant provisions of 
the Convention. If the flag State is not included in the list a more detailed inspection 
should be conducted as the ship may be considered as a ship from a country not 
having ratified the convention (no more favourable treatment). 


 
2.2 Initial Inspection 


 
2.2.1 The inspection should be limited to the following: 


 
2.2.1.1 verification that all seafarers serving on board, who are required to be 


certificated, hold a CoC or a CoP or a valid dispensation, or that they can 
provide documentary proof that an application for an endorsement has been 
submitted to the flag State Administration for recognition of their certificate, if 
applicable 
 


2.2.1.2 verification that the numbers and certificates of the seafarers serving on board 
are in conformity with the applicable Safe Manning requirements of the flag 
State. 


 
2.2.2 Certificates and documents 


 
2.2.2.1 The PSCO should examine the documents in paragraph 1.4, where applicable.2 


 
2.2.2.2 During the verification of the seafarer’s certificates and documents the PSCO 


must check if they are applicable to the ships particulars, the area of operation 
and the position on board of the seafarers. 
 


2.2.2.3 If the flag State Administration has not issued a MSMD or an equivalent 
due to the ships’ size the PSCO should examine the CoC and CoP for the crew 
and compare with the requirements of the STCW Convention and the 
requirements of the flag State Administration which is obliged to determine the 
minimum safe manning for the ship (MLC 2006, Reg.2.7).  Regarding the 
number of seafarers on board the PSCO should then use his/her professional 
judgement taking into account chapter VIII of the STCW Convention and Code 
and the duration and area of the next voyage to determine if the voyage can be 
undertaken safely. The PSCO can also check the numbers of seafarers on 
board during the previous voyage.  If necessary the PSCO should consult the 


1 The PSCO should be aware that SOLAS Ch V Regulation 14 has a footnote reference to Resolution A890(21) which is revoked 
and replaced by A.1047(27). 
2 PSCO’s should note that the Manila Amendments to STCW contain transitional arrangements for the implementation of the 
Amendments. Amongst other provisions the transitional arrangements allow Parties to continue to recognize and endorse 
certificates in accordance with the previous provisions up to 1st January 2017.  
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flag State Administration to verify that the numbers on board are sufficient for 
the next voyage. 
 


2.2.2.4 If a ship is manned in accordance with a MSMD or equivalent document 
issued by the flag State, the PSCO should accept that the ship is safely 
manned unless the document has clearly been issued without regard to the 
principles contained in the relevant instruments, in which case the PSCO 
should act according to the procedure defined in section 3. 
 
The PSCO should be aware that the requirement for radio operators contained 
in STCW Reg I/4.2.4 and II/1 may be different from the minimum requirements 
specified in the MSMD.  In this case the requirements of the MSMD should be 
accepted. 
 


2.2.3 Certificates and endorsements 
 


2.2.3.1 According to Article VI paragraph 2 of the STCW Convention certificates for 
masters and officers shall be endorsed by the issuing Administration in the form 
prescribed in regulation I/2 of the annex to the convention. 
 


2.2.3.2 The requirement in Article VI also covers CoC for masters and officers and CoP 
issued in accordance with the provisions of regulations V/1-1 and V/1-2 to 
masters and officers. 
 


2.2.3.3 The certificates of competency may be issued as one certificate with the 
required endorsement incorporated. If so incorporated, the form used should be 
that shown in section A-I/2, paragraph 1 of the STCW Code. 
 


2.2.3.4 The endorsement may also be issued as separate document. If so, the form 
used should be that shown in section A-I/2, paragraph 2 of the STCW Code. 
 


2.2.3.5 Administrations may use a format different from the format given in section A-
I/2 of the STCW Code, provided that, as a minimum, the required information is 
provided in Roman characters and Arabic figures. 
 


2.2.3.6 Certificates, endorsements attesting the issue of a certificate and 
endorsements attesting the recognition of a certificate (Reg I/10) shall each be 
assigned a unique number, except that endorsements may be assigned the 
same number as the certificate concerned, provided that number is unique. 
 


2.2.3.7 Endorsements attesting the issue of a certificate and endorsements attesting 
the recognition of a certificate (Reg I/10) shall include a date of expiry which 
can not be more than five years after the date of issue.  An endorsement 
expires as soon as the certificate endorsed expires or is suspended, cancelled 
or withdrawn3.  
 


2.2.3.8 The capacity in which the holder of a certificate is authorized to serve shall be 
identified in the form of endorsement in terms identical to those used in the 
applicable safe manning requirements of the Administration. 
 


2.2.3.9 Every seafarer serving on board, holding a certificate issued  under the 
provision of the STCW Convention, must also hold a valid medical certificate 
(Reg.I/9) 
 


2.2.3.10 Every person employed or engaged on a seagoing ship must have  received 
approved familiarisation training before being assigned to shipboard duties 
and documentary evidence of this may normally be found on board.  


3 In accordance with STCW Code B-I/2, if an application for revalidation is made within six months before expiry of the certificate 
endorsed, the certificate may be revalidated until the fifth anniversary of the date of validity, or extension of the validity of the 
certificate 
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2.2.3.11 If seafarers employed or engaged in any capacity on board on the business of 
the ship as part of the ships complement are assigned to any designated 
safety or pollution duties, they must have received basic training and be 
trained and qualified for such duties in accordance with the STCW Convention 
(Certificate of Proficiency). 


 
2.2.3.12 The flag State may, in certain circumstances, in respect of ships other than 


passenger ships of more than 500 gross tonnage engaged on international 
voyages and tankers, exempt the seafarers from some of the requirements of 
Section A-VI/1. (See VI-1 sub 5).   


 
2.2.4 Recognition by endorsement of a certificate issued by an Administration that is 


not the flag State of the ship  
 


2.2.4.1 A CoC and/or CoP issued to masters and officers in accordance with Reg V/1-1 
or V/1-2 that has been issued by a State that is not the flag State Administration 
is required to be recognized by endorsement by the flag State Administration 
(STCW I/2.7). CoCs and CoPs issued by an Administration which is not a party 
included in the IMO MSC.1/circular 1163 cannot be recognized by the flag 
State Administration. 
 


2.2.4.2 Seafarers must have their original CoC on board as well as any original 
endorsements of recognition. 
 


2.2.4.3 An endorsement to attest recognition should not entitle a seafarer to serve in a 
higher capacity than the original CoC. 
 


2.2.4.4 If circumstances require it a flag State Administration may permit a seafarer to 
serve for a period not exceeding three months on ships entitled to fly its flag 
whilst holding a valid CoC issued by another party and valid for service on that 
party’s ships.   
 


2.2.4.5 Documentary proof must be readily available that an application for 
endorsement has been submitted to the Administration of the flag State. This is 
often referred to as the confirmation of receipt of application (CRA). This 
provision allows Administrations to permit seafarers to serve on their ships 
whilst the application for recognition is being processed. 


 
2.2.5 Guidance regarding Certificates, Documents and Endorsements 


 
2.2.5.1 If an endorsement to attest recognition or a certificate of equivalent competency 


has expired or has not been issued, or documentary proof of application for 
endorsement is not readily available, the PSCO should consider whether or not 
the ship can comply with Regulation I/4.1.2.  The PSCO should consider 
whether the numbers and grades of certificates on board are in compliance with 
the applicable safe manning requirements of the flag State.  If they are not this 
may be considered a deficiency in accordance with Reg I/4.2.4 and rectify 
before departure or detention may be applied. 


 
2.2.6 Guidance regarding Alcohol and Drug abuse 


 
2.2.6.1 Drug and alcohol abuse and being under the influence of either is recognised 


as a serious impediment to safety. STCW A-VIII/1.10 requires that 
Administrations establish a limit for masters, officers and seafarers performing 
designated safety, security and marine environmental duties of not greater than 
0.05% blood alcohol level or 0.25 mg/l alcohol in the breath or a quantity of 
alcohol leading to such concentration. PSCO's should refer to their national 
legislation and procedures if they suspect that a seafarer is performing 
designated safety, security or marine, environmental duties whilst under excess 
influence of alcohol or drugs. 
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2.2.6.2 In cases of suspected intoxication of masters, officers and other seafarers while 
performing designated safety, security and marine environmental duties the 
appropriate Authorities of the port and flag State should be notified.  
 


2.2.6.3 If intoxication of a seafarer is proven then a deficiency should be recorded 
against Reg I/4.2.5   


 
2.3 Clear grounds 


 
2.3.1 Refer to Annex 8 and Annex 9 of the MoU text for overriding/unexpected factors and 


examples of “clear grounds” leading to a more detailed inspection.  
 


 
2.4 More Detailed Inspection4 


 
2.4.1 The PSCO should verify 


 
 


2.4.1.1 a sufficient number of certificates from all departments to demonstrate that the 
vessel and the composition of the crew complies with the requirements of the 
STCW Convention. 
 


2.4.1.2 that navigational or engineering watch arrangements conform to the 
requirements specified for the ship in the MSMD by the flag State and the 
requirements of STCW Convention regulation VIII/2 and Code section A-VIII/2. 


 
2.4.2 An assessment of seafarers can only be conducted by the port State if there are clear 


grounds for believing that the ability of the seafarers of the ship to maintain watch 
keeping and security standards, as appropriate, as required by the STCW Convention 
are not being maintained.  
 


2.4.3 Assessment of Competency 
 


2.4.3.1 The assessment procedure provided in the STCW Convention regulation I/4, 
paragraph 1.3, should take the form of a verification that members of the crew 
who are required to be competent do in fact possess the necessary skills 
related to the occurrence. 


 
2.4.3.2 Control procedures under the STCW Convention should be confined to the 


standards of competence of the individual seafarers on board and their skills 
related to watch keeping as defined in part A of the STCW Code. On board 
assessment of competency should commence with verification of the 
certificates of the seafarers. 


 
2.4.3.3 Notwithstanding verification of the certificate, the assessment under the STCW 


Convention regulation I/4, paragraph 1.3 can require the seafarer to 
demonstrate the related competency at the place of duty. Such demonstration 
may include verification that operational requirements in respect of watch 
keeping standards have been met and that there is a proper response to 
emergency situations within the seafarer’s level of competence. 


 
2.4.3.4 In the assessment, only the methods for demonstrating competence together 


with the criteria for its evaluation and the scope of the standards given in part A 
of the STCW Code shall be used. In cases where doubt of knowledge on 
operational use of equipment exists, the relevant officer or crew member should 
be asked to perform an operational control. Failure to perform an operational 
control could indicate the lack of familiarization or competency.  


4 Refer to a PSCC Instruction for guidelines relating to the inspection of hours of work/rest and fitness for duty. 
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2.4.3.5 Assessment of competency related to security should be conducted for those 


seafarers with specific security duties only in case of clear grounds, as provided 
for in chapter XI/2 of the International Convention for the Safety of Life at Sea 
(SOLAS) by the competent security Authority. In all other cases, it should be 
confined to the verification of the certificates and/or endorsements of the 
seafarers. 


 
2.5 Expanded Inspection 


 
2.5.1 An expanded inspection should be carried out in accordance with the PMoU 


procedures and guidelines. There are no special requirements regarding certification 
of seafarers to follow during an expanded inspection, unless clear grounds are noted. 


 
3 FOLLOW-UP ACTION 


 
3.1 Possible action to be considered by PSCO for the manning control in compliance with 


STCW Convention may be dealt with in two ways: 
 


3.1.1 Control regarding ship related documentation 
3.1.2 Control regarding seafarers documentation. 


 
3.2 Possible deficiencies 


 
3.2.1 Refer to Annex 


 
3.2.2 Incorrect wording or missing information may be a cause for suspicion regarding 


fraudulent certificates CoCs, CoPs or endorsements. In this case the PSCO should 
act and investigate according to the procedure defined in section (3.4.2.6).   


 
3.3 Deficiencies warranting detention 


 
3.3.1 A deficiency that may warrant detention is limited by STCW Regulation I/4.2 and I/4.3 


to the following 
 


3.3.1.1 Failure of seafarers to hold a certificate, to have an appropriate certificate, to 
have a valid dispensation or to provide documentary proof that an application 
for endorsement has been submitted to the flag State 
 


3.3.1.2 Failure to comply with the applicable safe manning requirements of the flag 
State 
 


3.3.1.3 Failure of navigational or engineering watch arrangements to conform to the 
requirements specified for the ship by the flag State 
 


3.3.1.4 Absence in a watch of a person qualified to operate equipment essential to safe 
navigation, safety radiocommunications or the prevention of marine pollution 
and  
 


3.3.1.5 Inability to provide, for the first watch at the commencement of a voyage and for 
subsequent relieving watches, persons who are sufficiencly rested and 
otherwise fit for duty. 


 
3.3.2 Before detaining a ship reference should be made to a PSCC Instruction Guidance on 


taking action when deficiencies found.   
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3.4 Actions to be considered 
 


3.4.1 Ship related documentation 
 


3.4.1.1 If a valid safe manning document or equivalent is not presented or if the actual 
crew number or composition does not conform to the manning document, the 
port State should request the flag State for advice as to whether or not the ship 
should be allowed to sail with the actual number of crew and its composition. 
Such a request and response should be by expedient means and either party 
may request the communication in writing. If the actual crew number or 
composition is not brought in accordance with the minimum safe manning 
document or the flag State does not advise that the ship may sail, the ship may 
be considered for detention after the criteria set out in 3.3 have been taken into 
account. 


 
3.4.2 Seafarers documentation 


 
3.4.2.1 All STCW Convention related deficiencies should be rectified before departure 


in accordance with Reg I/4 par 2.1.  
 


3.4.2.2 When the manning is not in accordance with the MSMD and no flag State 
Endorsements or no “documentary proof of application” can be presented, the 
port State should consult the flag State, whenever possible due to time 
difference or other conditions. However, if it is not possible to establish contact 
with the flag State, the port State should forthwith inform, in writing, the master 
of the ship and the Consul or, in his absence, the nearest diplomatic 
representative or the maritime authority of the State whose flag the ship is 
entitled to fly, so that appropriate action may be taken. 
 


3.4.2.3 In cases where an unqualified seafarer has been on duty and/or the watch 
schedule has not been followed the flag State should be informed and this 
could be considered as an ISM related deficiency.  Due account should be 
taken of any onboard procedures or navigational situations that might require a 
change to the schedule – such as when a manoeuvre or other action to avoid a 
hazard is taking place and it would be unsafe to change the watch at that time.  
An unqualified seafarer might be on duty with a qualified seafarer for training 
purposes. 


 
3.4.2.4 In cases where there is a seafarer on duty who is not qualified to carry out an 


operation, that particular operation should be stopped immediately.   
 


3.4.2.5 In assessing if a suspected fraudulent certificate is truly issued by a Party or a 
flag State Administration, the Port State should consult the STCW Parties 
involved asking for a verification of the authenticity and validity of certificates 
produced by seafarers. 
 


3.4.2.6 Proper point of contact to obtain certificates verification via e-mail have been 
given to IMO by some of the certificate-issuing authorities and are available for 
consultation in IMO public website 
(http://www.imo.org/OurWork/HumanElement/TrainingCertification/Pages/Certifi
cateVerification.aspx). Some helpful information are also provided by EMSA 
STCW Information System - STCW-IS 
(https://portal.emsa.europa.eu/web/stcw). 


 
4 REPORTING 


 
4.1  Reports 


 
4.1.1 The PSCO should be aware that more than one relevant instrument (STCW, SOLAS 


or ILO) could be applicable. The PSCO should decide which one is the most 
appropriate.  
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ANNEX  
 
Annex 1 List of possible deficiencies 
 
Annex 2 List of certificates or documentary evidence required under the STCW 
Convention and  Special training requirements for personnel on board tankers and 
passenger ships 


 
Annex 3 Flowchart of inspection 
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Annex 1 List of possible Deficiencies 


 
Group 
code 


Defective item Nature of 
defect 


AT Code Convention 
reference 


Example deficiency Detainable+ 


Certificates and Documentation – ship certificate 
01113 Minimum safe 


manning document 
Missing, 
Invalid, Not 
properly filled, 
Entries 
missing, 
Withdrawn, Not 
as required 


Within 14 days, 
Before departure, At 
an agreed repair 
port, As in the 
agreed class 
condition, Rectified, 
At the next port, As 
in the agreed flag 
State condition, 
Master instructed to .. 


SOLAS 74 Ch V 
Reg 14 


Minimum Safe Manning 
Document, or 
equivalent, (SOLAS 
V/R.14) not presented 
or expired or invalid 


Yes 


Certificates and Documentation – crew certificates 
01201 Certificates for 


master and officers 
Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3 
STCW Reg 
I/4.2.4 
STCW Reg 
I/4.2.5 
STCW Reg 
I/9 


Failure of seafarers to 
hold a certificate, to 
have an appropriate 
certificate, to have a 
valid dispensation or to 
provide documentary 
proof that an application 
for endorsement has 
been submitted to the 
flag State as applicable 
 
Missing Flag state 
certificates or 
certificates not in the 
format required by 
STCW.  
 
Certificates out of date 
 
CoC not available or 
serious discrepancy in 
the CoC 
 
Evidence that a 
certificate has been 
fraudulently obtained or 
the holder of a 
certificate is not the 
person to whom that 
certificate was originally 
issued 
 
Failure to provide proof 
of professional 
proficiency for the 
duties assigned to 
seafarers for the safety 
of the ship and the 
prevention of pollution 
 
Failure to hold a valid 
medical fitness 
certificate 


Yes 


01202 Certificate for rating 
for watchkeeping 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3 
STCW Reg 
I/9 


Yes 


01203 Certificates for radio 
personnel 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3 
STCW Reg 
I/4.2.4 
STCW Reg 
I/9 


Yes 


01204 Certificate for 
personnel on 
tankers 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.4 
STCW Reg 
V/1-1 
STCW Reg 
V/1-2 


Tanker Documentation: 
Mandatory basic or 
advanced training or 
endorsement not 
presented 
 
See also 01214 and 
01215 


Yes 


01205 Certificate for 
personnel on fast 
rescue 
boats 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.4 
STCW Reg 


Failure of seafarers to 
hold a certificate or to 
have documentary 
evidence as applicable 
 
No evidence of basic 
training, or other 


Yes 
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in the agreed flag 
State condition, 
Master instructed to 
..., 


VI/2 certificate of 
proficiency, if not 
included in a 
qualification certificate 
held. 01206 Certificate for 


advanced fire-
fighting 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.4 
STCW Reg 
VI/3 


Yes 


01222 Doc evidence for 
personnel on 
passenger 
ships 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.4 
STCW Reg 
V/2 


 Yes 


01209 Manning specified 
by the minimum safe 
manning doc 


Missing, 
Invalid, Entries 
missing, Not as 
required 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg I/4.2 
 
SOLAS 74 Ch V 
Reg 14 


Manning (number or 
qualification) not in 
accordance with the 
Safe Manning 
Document 
 
Failure to comply with 
the applicable safe 
manning requirements 
of the flag State 
 
Failure of navigational 
or engineering watch 
arrangements to 
conform to the 
requirements specified 
for the ship by the flag 
State 
 
Absence in a watch of a 
person qualified to 
operate equipment 
essential to safe 
navigation, safety 
radiocommunications or 
the prevention of 
marine pollution and 


Yes 


01210 Certificate for 
medical first aid 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
VI/4 


Failure of seafarers to 
hold a certificate or to 
have documentary 
evidence as applicable 
 
No evidence of basic 
training, or other 
certificate of 
proficiency, if not 
included in a 
qualification certificate 
held. 


Yes 


01211 Cert for personnel 
on survival craft & 
rescue boat 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.4 
STCW Reg 
VI/2 


Yes 


01212 Certificate for 
medical care 


Missing, 
Invalid, Entries 
missing, Not as 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 


STCW Reg 
I/4.2.1  
STCW Reg 


Yes 
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required, 
Expired, Not 
revalidated 


an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


I/4.2.2 
STCW Reg 
VI/4 


01213 Evidence of basic 
training 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
VI/1 


No evidence of basic 
training, or other 
certificate of 
proficiency, if not 
included in a 
qualification certificate 
held 


Yes 


01214 Endorsement by 
flagstate 


Expired, 
Missing 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3 
STCW Reg 
I/10 


Missing Flag state 
Endorsements  
 
And/or 
 
The ship has a master, 
officer or rating holding 
a certificate issued by a 
country which has not 
ratified STCW as 
amended 


Yes 


01215 Application for 
Endorsement by 
flagstate 


Expired, 
Missing 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3 
STCW Reg 
I/10 


Missing “documentary 
proof of application” or 
“confirmation of receipt 
of application” CRA 


Yes 


01217 Ship Security Officer 
certificate 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
… 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3 
STCW Reg 
VI/5 


 Yes 


01223 Security awareness 
training or security 
training for seafarers 
with designated 
security duties 


Entries 
missing, 
Expired, 
Invalid, 
Missing, Not as 
required, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, As 
in the agreed flag 
State condition,  
Master instructed to 
... 


STCW Reg 
VI/6 


 Yes 


01216 Certificate for 
personnel on ships 
subject to the IGF 
Code 


Missing, 
Invalid, Entries 
missing, Not as 
required, 
Expired, Not 
revalidated 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
..., 


STCW Reg 
V/3 


IGF Documentation: 
Mandatory basic or 
advanced training not 
presented 


Yes 


Certificates and Documentation - document 
01306 Schedules for 


watchkeeping 
personnel 


Missing, Not 
properly filled, 
Not posted, Not 
as 
required 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 


STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3  
STCW Reg 
I/4.2.4 


Watch schedule not 
posted or not being 
followed 
 
Unqualified person on 
duty 


Yes 
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class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
... 


  
Uncertified personnel 
assigned duties on the 
schedule 
 
The absence of a table of 
shipboard working 
arrangement or of records 
of hours of work or rest of 
seafarers. Reference 
should be made to a 
PSCC Instruction 
concerning hours of work 
or rest. 
 
Inability to provide, for the 
first watch at the 
commencement of a 
voyage and for 
subsequent relieving 
watches, persons who 
are sufficiencly rested 
and otherwise fit for duty. 
 
Refer to PSCC Instruction 
on rest hours 


01307 Tables of working 
hours 


Missing, Not 
posted, 
Incorrect 
language, 
Entries 
missing, Not as 
required, Not 
adhered to 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
... 


STCW Reg 
I/4.2.2 
STCW Reg 
I/4.2.3  
STCW Reg 
I/4.2.4 
STCW Reg 
I/4.2.5 


 Yes 


Radiocommunication 
05118 Operation of 


GMDSS equipment 
Lack of 
qualified 
persons, lack of 
familiarity 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition,  
Master instructed to 
... 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.4 
 


Information or evidence 
that the master or crew is 
not familiar with essential 
shipboard radio 
communications 
operations or that such 
operations have not been 
carried out. 


Yes 


Working and living conditions 
09235 Fitness for duty – 


work and rest hours 
Unfit for duty, 
Rest hours 
insufficient, 
Work hours 
exceeded, Not 
as required 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
... 


STCW Reg 
I/4.2.5 


Inability to provide, for the 
first watch at the 
commencement of a 
voyage and for 
subsequent relieving 
watches, persons who 
are sufficiencly rested 
and otherwise fit for duty. 
 
Refer to PSCC Instruction 
on rest hours. 
 
 


Yes 


09237 Fitness for duty - 
intoxication 


Unfit for duty Rectified, before 
departure, Master 
instructed to 


STCW Reg 
I/4.2.5 


Inability to provide, for the 
first watch at the 
commencement of a 
voyage and for 
subsequent relieving 
watches, persons who 
are sufficiently rested and 
otherwise fit for duty. 
 


Yes 


Propulsion and auxiliary machinery 
13108 Operation of 


machinery 
Lack of 
training, lack of 
familiarity 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.4 


Where a qualified 
seafarer’s competence is 
assessed in accordance 
with criteria in STCW for 


Yes 
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agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
... 


 assessing competence 
 
Information or evidence 
that the master or crew is 
not familiar with essential 
shipboard operations 
relating to the safety and 
security of ships or the 
prevention of pollution, or 
that such operations have 
not been carried out. 


Pollution prevention - ballast water 
14806 Crew training and 


familiarization 
Lack of 
familiarity 


Rectified, At the next 
port, Within 14 days, 
Before departure, At 
an 
agreed repair port, 
As in the agreed 
class condition, As 
in the agreed flag 
State condition, 
Master instructed to 
... 


STCW Reg 
I/4.2.1  
STCW Reg 
I/4.2.4 
 


Marpol ballast water 
related deficiency 
 
Information or evidence 
that the master or crew is 
not familiar with essential 
shipboard operations 
relating to the prevention 
of pollution, or that such 
operations have not been 
carried out. 


Yes 


 
 
+  In case of detention, only convention references STCW Regs I/4.2.1 to 4.2.5 should be used
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Annex 2 List of Certificates or Documentary Evidence required under the STCW Convention 


 


Title Reference 
Regulation 


Crew required to be 
trained 


Kind of 
certificate 


Revalidation 
required 


Endorsement 
attesting 


recognition  
Officer in charge of 
navigational watch 
(> 500 GT) 


II/1 
Officers in charge of  a 
navigational watch 


Certificate of 
Competency 


Yes Yes 


Master and Chief Mate  
(> 500 GT) II/2 Master and Chief Mate Certificate of 


Competency 
Yes Yes 


Master and Officer in 
charge of navigational 
watch (< 500 GT) near 
coastal voyages 


II/3 


Master and Officers in 
charge of a navigational 
watch 


Certificate of 
Competency 


Yes Yes 


Master and Officer in 
charge of navigational 
watch (< 500 GT) not 
engaged in near 
coastal voyages 


II/2, II/1 


Master and Officers in 
charge of a navigational 
watch 


Certificate of 
Competency 


Yes Yes 


Rating forming part of a 
navigational watch II/4 Watch keeping personnel  Certificate of 


Proficiency 
No No 


Rating as able seafarer 
deck (>500 GT) II/5 Able seafarer deck 


personnel 
Certificate of 
Proficiency 


No  No 


Engineer in charge of 
an engineering watch 
(> 750 kw) 


III/1 
Engineers in charge of  a 
navigational watch 


Certificate of 
Competency 


Yes Yes 


Chief Engineer and 
Second Engineer 
(> 3000 kw) 


III/2 
Chief and Second 
engineer 


Certificate of 
Competency 


Yes Yes 


Chief Engineer and 
Second Engineer 
(between 750 and 3000 
kw) 


III/3 


Chief and Second 
Engineer 


Certificate of 
Competency 


Yes Yes 


Rating forming part of 
an engineering watch III/4 Watch keeping personnel Certificate of 


Proficiency 
No No 


Rating as able seafarer 
engine (>750 kW) 


III/5 


Able seafarer engine 
personnel in a manned 
engine-room or designated 
to perform duties in a 
periodically unmanned 
engine room 


Certificate of 
Proficiency 


No No 


Electro-technical officer 
(>750 kW) III/6 Electro-technical officer Certificate of 


Competency 
Yes Yes 


Electro-technical rating 
(>750kW) III/7 Electro-technical rating Certificate of 


Proficiency 
No No 


Radio operator 
IV/2 


Refer to Safety Radio 
Certificate and/or  Manning 
Document 


Certificate of 
Competency 


Yes Yes 


Safety Familiarisation 
VI/1 


All persons employed or 
engaged onboard, other 
than passengers 


Evidence No No 


Basic Training* VI/1 
A-VI/1-1 


All seafarers with 
designated safety or 
pollution prevention duties 


Certificate of 
Proficiency 


Yes refresher 
training 


No 


Survival craft , rescue 
boats  VI/2.1 


A-VI/2.1 


Officers  and crew 
specifically designated by 
the muster list 


Certificate of 
Proficiency 


Yes refresher 
training 


No 


Fast Rescue Boats VI/2.2 Officers and crew Certificate of Yes refresher No 


* The proficiency required for these certificates are included in the requirements of II/1, II/2, II/3, III/1, III/2, III/3, III/6 and VII/2.  A 
separate certificate of proficiency may not be issued . 
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A-VI/2.7 to 


10 
specifically designated by 
the muster list 


Proficiency training 


Advanced Fire Fighting* VI/3 
A-VI/3.1 to 4 


Officers  and crew 
designated to control fire-
fighting operations 


Certificate of 
Proficiency 


Yes refresher 
training 


No 


Medical First Aid* VI/4.1 
A-VI/4, para 


1 to 3 


Officers  and crew 
designated to provide 
medical first aid on board 
ship 


Certificate of 
Proficiency 


No No 


Medical Care VI/4.2 
A-VI/4-2, 


para 4 to 6 


Master  and other 
personnel designated to 
take charge of medical 
care on board 


Certificate of 
Proficiency 


No No 


SSO VI/5 SSO designated by 
Company 


Certificate of 
Proficiency 


No No 


Security awareness 
training or security 
training 


VI/6 
Seafarers with designated 
security duties 


Certificate of 
Proficiency 


No No 


 


 
* The proficiency required for these certificates are included in the requirements of II/1, II/2, II/3, III/1, III/2, III/3, III/6 and VII/2.  A 
separate certificate of proficiency may not be issued . 
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Special training requirements for personnel on board Tankers 


 
Title 


Regulation 
Crew required to be 
trained 


Kind of 
Certificate 


Revalidation Endorsement 
attesting 
recognition 


Certificate of 
Proficiency or 
endorsement to a 
Certificate of 
Competency – For 
masters and officers on 
oil, chemical or 
liquefied gas tankers 


V/1-1, V/1-2 


Masters and officers Certificate of 
Proficiency 


Yes Yes 


Certificate of 
Proficiency – For 
ratings on oil, chemical 
or liquefied gas tankers 


V/1-1, V/1-2 


Ratings Certificate of 
Proficiency 


No No 
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Special training requirements for personnel on board Passenger ships 
 


Title Regulation Crew required to be 
trained 


Kind of 
certificate 


Refresh 
every <5 


years 
Training in crowd 
management V/2.4, A 


V/2.1 


Master, officers and other 
personnel designated to 
assist passengers in 
emergency situation 


Documentary 
evidence Required 


Safety Training V/2.5 V/2, A 
V/2.2 


Personnel providing direct 
services to passengers in 
passenger spaces 


Documentary 
evidence Not required 


Training in passenger 
safety, cargo safety 
and hull integrity 
 


V/2.7, A 
V/2.4 


Master, chief mate, chief 
engineer, second engineer 
and every person assigned 
immediate responsibility 
for embarking and 
disembarking passengers, 
loading, discharging or 
securing cargo, or closing 
hull openings on board ro-
ro passenger ships 


Documentary 
evidence Required 


Training in crisis 
management and 
human behaviour V/2.6,A 


V/2.3 
 


Master, chief mate, chief 
engineer, second engineer 
and every person having 
responsibility for the safety 
of passengers in 
emergency situations 


Documentary 
evidence Required 
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Special training requirements for personnel on board ships subject to the IGF Code 


 
Title 


Regulation 
Crew required to be 
trained 


Kind of 
Certificate 


Revalidation Endorsement 
attesting 
recognition 


Certificate of 
Proficiency  in basic 
training for service on 
ships subject 
to the IGF Code 


V/3 


Seafarers responsible for 
designated safety duties 
associated with the care, 
use or in emergency 
response to the fuel on 
board ships subject to the 
IGF Code 


Certificate of 
Proficiency 


No No 


Certificate of 
Proficiency  in 
advanced training for 
service on ships subject 
to the IGF Code 


V/3 


Masters, engineer officers 
and all personnel with 
immediate responsibility 
for the care and use of 
fuels and fuel systems on 
ships subject to the IGF 
Code 


Certificate of 
Proficiency 


No No 
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Annex 3 
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Preboarding preparation 
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Flag State notified and 
requested to respond 


Flag State/ship response 
acceptable to PSCO 


No response from flag State 
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NO 
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NO 


NO 


NO 
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1 INTRODUCTION 
 


1.1 General 


Fatigue is an important contributing factor to maritime casualties and to health problems of 
seafarers. Excessive hours of work, insufficient rest or insufficient manning are addressed by 
the ILO180 Convention “Seafarers Hours of Work and the Manning of Ships Convention” 
aiming at minimizing fatigue of seafarers. 


MLC 2006 revises the ILO180 Convention. 
 
Regarding MLC 2006 and ILO 180: Members of the Paris MoU who have ratified the MLC 
2006 before 20 August 2012 are entitled to conduct PSC inspections according to this 
instruction after 20 August 2013. Members of the Paris MoU who have ratified the MLC 2006 
after 20 August 2012 will first be entitled to conduct PSC inspections in accordance with this 
instruction 12 months after the date of this Members ratification (MLC 2006, Article VIII 
paragraph 4, and Paris Memorandum, paragraph 2.3). Members of the Paris MoU, who have 
not yet ratified MLC 2006 can only conduct PSC inspection on ILO 180 if the Members have 
ratified the Protocol to ILO 147. 
 
STCW Reg VIII/2 and Code A-VIII/2 also lay down minimum limits for the daily rest hours of 
seafarers who’s duties involve watch keeping or designated safety, prevention of pollution or 
security duties. 
 
1.2 Goals and purpose 


This instruction is intended to provide harmonized guidance to PSCO for inspection in 
compliance with ILO180, MLC 2006 Regulation 2.3 and STCW Regulation VIII/1 and Code 
Section A-VIII/1.  
 
1.3 Application 


The ILO180 Convention and MLC 2006 applies to all seafarers on seagoing ships, but not to 
ships which navigate exclusively in inland waters or waters within, or closely adjacent to, 
sheltered waters or areas where port regulations apply. 
For the purpose of these Conventions the term of “seafarer” means any person who is 
employed or engaged or works in any capacity on board a ship to which ILO180 or MLC 
2006 applies. 
 
The ILO180 and MLC 2006 applies “to all ships, whether publicly or privately owned, 
ordinarily engaged in commercial activities, and does not apply to ships of traditional build 
such as dhows and junks”. 
 
STCW Regulation VIII/1 applies to all persons who are assigned duty as officer in charge of 
a watch or as a rating forming part of a watch and those whose duties involve designated 
safety, prevention of pollution and security duties. 
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For the scope of these guidelines as defined in ILO180 or MLC 2006 the term hours of work 
means time during which seafarers are required to do work on account of the ship; hours of 
rest means time outside hours of work; this term does not include short breaks. 
 
Thus when exercising port State control the PSCO may examine information relevant to any 
persons employed on the ship. However, the provisions regarding rest hours contained in the 
STCW Convention apply only to seafarers as described above. 
 
1.4 Relevant documentation 


• the minimum safe manning document1; 
• crew list; 
• tables of shipboard working arrangements; 
• records of daily hours of work or daily hours of rest and other relevant 


documentations; 
• Maritime Labour Certificate, Declaration of Maritime Labour Compliance (DMLC), 


parts 1 and 2, and Seafarers’ Employment Agreement (SEA) or collective agreement 
and other documents, if relevant, after enter into force of MLC 2006. 


 
Footnotes contained in the relevant instruments are to be taken into account for reference 
purposes only. 
 
 
2 INSPECTION OF SHIP 
 
2.1 Pre-boarding preparation 
 
The PSCO should take account of parameters that may have an impact on the ability of the 
crew to comply with rest hour requirements, such as the size or type of ship, the number and 
composition of the crew, and if available, the previous port calls and voyages, the cargo 
operations and management, the port approaches (long pilotage, strait, congested waters, 
meteorological conditions…). 
 
PSCO should consult THETIS to gain an overview of the previous inspection history of the 
ship including any outstanding deficiencies or rectification action plan. 
 
2.2 Initial Inspection 
 
2.2.1 Table with the shipboard working arrangements2 
 
The PSCO should check if : 


• the shipboard working arrangements table is in a place easily accessible to the crew. 
It is likely that this table will be posted in common spaces, such as crew and officers’ 


                                                 
1 Resolution A.1047(27) on principles of minimum safe manning may be understood to provide a common understanding for 
practical application of the SOLAS convention requirement (Chapter V, Reg 14 - Manning), and to be an indication of what 
governments - by the act of adoption - generally understand to promote a sound and comprehensive approach in determining 
safe manning. This resolution is “a reference tool” endorsed by the parties to SOLAS but may not be cited by a PSCO as a 
deficiency ‘Convention reference’. 
2 For additional guidance see IMO/ILO* Guidelines for the Development of Tables of Seafarers’ Shipboard Working 


Arrangements and Formats of Records of Seafarers’ Hours of Work or Hours of Rest paragraphs 10-15 (in particular 
paragraph 12), See also STCW Reg. VIII, Section A-VIII/1, para. 5 (IMO/ILO Guidelines, Appendix 2, page 12). ILO, 
together with the IMO developed guidelines and standardized formats relating to shipboard working arrangements and 
hours of work and rest of seafarers, as referred to in articles 11, standard A2.3 of the Convention. The Guidelines have 
been included in the PSCO Manual. They provide guidance to flag States but may also be relevant to port State control. 
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mess and in adjacent passageways and on the navigation bridge; 
• it is in the standardized format or other format established by the flag State; 
• It contains the required information (schedule at sea and service in port and the 


maximum hours of work or the minimum hours of rest required by national laws or 
regulations or applicable collective agreement); 


• it is in the working language of the ship and in English; 
 
2.2.2 Records of seafarers’ hours of work or rest 
 
The PSCO should check if : 


• the records appear to be in conformity with the Convention: 
i)  Do they account for all hours in each 24-hour period? 
ii) Are they in the working language of the ship and in English? 


• the records appear to be in conformity with the table of shipboard working 
arrangements; 


• the records confirm the compliance with the limits set out in ILO180 Art 5 and STCW. 
 
All persons shall be provided with a rest period of not less than: 
 
.1 A minimum of 10 hours of rest in any 24-hour period; and 
 
.2 77 hours in any 7-day period. 
 
The hours of rest may be divided into no more than two periods, one of which shall be at 
least 6 hours in length, and the intervals between consecutive periods of rest shall not 
exceed 14 hours.  
 
The PSCO should examine the applicable documents, found in section 4. Specifically, the 
watch schedule and the records of daily hours of rest. The PSCO may inspect the seafarer's 
personal copy of his/her records pertaining to the hours of rest being held by the seafarer on 
board in order to verify that the records are accurate. 
 
The shipboard working arrangements shall be in a standardized format2, easily accessible to 
the crew and posted in the working language or languages of the ship and in English. 
 
Daily hours of rest shall be maintained in a standardized format2, in the working language or 
languages of the ship and in English. 
 
PSCO should consider that seafarers who are on call, such as when a machinery space is 
unattended, are to be provided with an adequate compensatory rest period if the normal 
period is disturbed by call-outs to work. 
 
While assessing hours of rest, the PSCO should take into account any emergency conditions 
encountered which required a seafarer to perform additional hours of work for the immediate 
safety of the ship. In such cases, the master should be consulted for an explanation of the 
events and how impacted seafarers were provided with an adequate period of rest.  
 
Flag State Administrations may provide exceptions to the requirements of 77 hours in any 7-
day period, and the division of rest periods above, for no more than two consecutive weeks 
provided that the rest period for the seafarer is not less than 70 hours in any 7-day period. 
 
An assistance for PSCO inspecting electronic records is provided at Annex 4. 
 
A guide to exceptions permitted is provided at Annex 1. 
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2.2.3 Age of seafarer 
 
The PSCO should check that seafarers under 18 are not performing night 
work/watchkeeping unless this is part of a training programme. 
 
2.2.4  Maritime labour certificate and DMLC part I and II 
 
During the check of certificates, PSCO should control the maritime labour certificate and the 
declaration of maritime labour compliance.  
 
2.3 Clear grounds 
 
Clear grounds to conduct a more detailed inspection include (non-exhaustive list): 
 


• Seafarer under 18 regularly working at night; 
• Records or work schedules do not take account of disturbance of period of rest by 


call-outs to work; 
• The standardized table of shipboard working arrangements is not in the working 


language of the ship, and in English, is not available, not posted (not easily accessible 
to the crew) or does not contain the required information; 


• Records of hours of work or rest are not available, not reasonably filled in up to date, 
not properly maintained for all seafarers, incorrect, deliberately forged, not signed by 
the master or his representative and by the seafarer; 


• The maximum hours of work are exceeded, or the minimum hours of rest are not 
reached, or the minimum hours of rest are split into more than 2 periods, one of them 
less than 6 hours, or the interval between rest periods exceeds 14 hours; 


• Evidence of exceeding the limits of work hours and a record of suspension of the 
schedule, has not been noted in a logbook or other document; 


• Provisions for exceptions missing. Exceptions to the maximum hours of work or 
minimum hours of rest permitted by the competent authority or registered in a 
collective agreement which does not guarantee countervailing measures (more 
frequent or longer leave period, compensatory leave for watch keeping seafarers or 
seafarers working on board ship on short voyages; 


• Copies of relevant laws, regulations or collective agreements concerning maximums 
hours of work/minimum rest not kept on board and/or not easily accessible to the 
crew; 


• Repeated breaches; 
• Receipt of a report or complaint containing information that the ship appears not to 


comply with ILO180 or STCW; 
• Seafarer hours of work that are consistently at the upper limits or other factors, such 


as rest periods that are disrupted by callouts to work; 
 
2.4 More detailed Inspection 
 
A more detailed inspection should be carried out in the area of ILO180/MLC 2006 and/or 
STCW if clear grounds have been established under section 2.3. 
 
2.4.1 More detailed inspection of the table of shipboard working arrangements and related 


matters (e.g., missing tables, tables not accessible by crew, table not in the ship 
language of the ship and in English, tables missing required information) 


 
• Tables required information 
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In determining if the table of shipboard working arrangements includes the appropriate 
information, the PSCO should bear in mind that, though ILO180 Art 5.1 or MLC 2006 
standard A.2.3.5&6 sets out specific limits to working hours or provides for minimum rest 
periods, paragraph 6 or 13, provides that: 
 


Nothing in paragraphs 1 and 2 (or 5 and 6) of this Article shall prevent a 


Member from having national laws or regulations or a procedure for the 


competent authority to authorize or register collective agreements permitting 


exceptions to the limits set out. Such exceptions shall, as far as possible, 


follow the provisions of this Article but may take account of more frequent or 


longer leave periods or the granting of compensatory leave for watchkeeping 


seafarers or seafarers working on board ships on short voyages. (Refer to 


Annex) 


If the table of shipboard working arrangements does not set out the relevant provisions of the 
laws, regulations or collective agreements in force in the flag State as concerning maximum 
hours of work or minimum periods of rest, this would be a deficiency. 
 


• Evidence of safety-related hours of work 
 
Any seafarer may be required by the master to perform hours of works necessary for the 
immediate safety of the ship, persons on board or cargo or for the purpose of giving 
assistance to a ship or person in distress at sea. In this situation PSCO may look for 
evidence of the emergency situation in the log book, including the necessary hours of work. 
 
As soon as practicable after the normal situation has been restored, the Master shall ensure 
that any seafarers that have performed work in a scheduled rest period are provided with an 
adequate period of rest. This should be reflected in the record of the hours of work or rest.  
 
Normal conditions cover navigation with restricted visibility or during hours of darkness, in 
coastal and congested waters, navigation with pilot on board, or ship at anchor – situations 
that could reasonably have been foreseen or anticipated at the commencement of the 
voyage. 
 
2.4.2  More detailed inspection of records of seafarers’ daily hours of work or their daily 


hours of rest, and related issues 
 


• Records are not maintained in conformity with ILO180 Art 8 and STCW Section A-
VIII/1.7 


 
In the following cases, the PSCO should require that the deficiency is rectified as provided in 
Follow-up Actions: 


 
i) If work hours or rest hours have not been recorded (and the records have 


not been signed) on a periodical basis; 
ii) If the Master provides the working arrangements but does not provide 


records of actual hours worked; 
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iii) If the format of the records is not available in the working language of the 
ship and in English; 


iv) If the format of the records is not in the standardized format established by 
the ILO or in a standardised format established by the competent authority; 


v) If there is no evidence that a copy of the record has been provided to each 
seafarer. 


 
• Records indicate infringement of limits set out in ILO180 or STCW 


 
The Conventions refer to minimum rest period in any 24 hours without specifying “start time”. 
However administrations have different interpretations as to how the 24 hour period is 
defined. So, when calculating the hours of work or rest of a seafarer in a 24 hour period the 
PSCO should take into account any guidelines, instructions or exceptions issued by the flag 
State of the ship. Nevertheless, the limits set out in the ILO180/STCW should be fulfilled to 
ensure continuous compliance. 
In the absence of guidelines, instructions or exceptions, hours of work or rest should be 
calculated for the 24 hours period at any time during the working period. 
 
Only the two longest breaks (that normally compensates interruption of rest period) in that 24 
hour period should be counted. Additional short breaks and meal breaks that may have been 
given should not be added up to arrive at the total daily hours for compliance with ILO/STCW 
conventions however the PSCO should use professional judgment in determining whether 
minor and unrepeated breaches of the hours of work or rest requirements might lead to the 
crew being fatigued. Nevertheless this deficiency should be recorded. 
 
PSCO should exercise professional judgement when inspecting work/rest hour records. 
If infringements of the work/rest hour limits occurred a long time in the past, it may not affect 
the crew at the time of the inspection, but the information should be reported to flag State. 
Regular infringements of the work/rest hour requirements may indicate that the ship is 
insufficiently manned for the trading pattern and should be reported to flag State. 
Recent infringements may be a cause for concern that the seafarers are fatigued and 
appropriate action may be required (see paragraph 3.2). 
 
ILO 180 Art 7, MLC 2006 standard A.2.3.13 and STCW Regulation VIII/1 provide for 
temporary derogations to the limits provided in the Conventions. However, ILO180 Art 7.3 
and STCW Section A-VIII/1.8, require that, in the event of interruption of rest periods or work 
required for the safety of the ship, seafarers must be provided with compensatory rest. If the 
PSCO finds evidence of such interruptions or emergency work, he/she should look for 
evidence that compensatory rest has been provided. 
 


• No record or evidence of false records 
 
ILO conventions and STCW provide a systematic approach to ensuring that seafarers do not 
work excessive hours or have at least minimal rest periods. The system relies on record-
keeping in order to function correctly. Absence of records or falsification of records 
undermines this systematic approach and demonstrates an obvious lack of compliance with 
the Conventions. Both of these situations indicate a likely violation of the relevant 
instruments. 
 
The PSCO should be also aware that ship’s staff will have other duties in respect of security. 
Records of security training, drills and exercise as well as the previous and present security 
levels of the ship could indicate that rest periods have been falsified. However PSCOs 
should note that they are not permitted to scrutinize the ship security plan regarding the 
duties of those assigned security responsibilities without the permission of the flag State. 
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The PSCO may ask to interview crew members in private. 
 
2.4.3 Working hours and rest periods for seafarers under the age of 18 
 
If the examination of the crew list indicates that there is a seafarer on board under the age of 
18, the PSCO should check records of daily hours of work and rest to ensure that this 
seafarer has not been working at night (“night” shall be defined in accordance with national 
law and practise and it shall cover a period of at least 9 hours, starting no later than midnight 
and ending no earlier than 5 a.m.). 
 
If a seafarer under the age of 18 is found to have been working at night, the PSCO should 
determine if the seafarer is at least 16 years of age: 
 


• If below 16, appropriate child labour authorities may be contacted; 
• If between 16 and 18, night working is acceptable if the seafarer is part of a training 


programme, with established schedules, and the specific nature of the duty or a 
recognized training programme requires that the seafarers perform duties at night. 
The competent Authority determine after consultation with the shipowners’ and 
seafarers’ organizations concerned, that the work will not be detrimental to health or 
well-being. 


 
2.4.4  No evidence that disturbance of rest period by call-outs to works are taken into 


consideration 
 
In the examination of compensatory rest periods, if the normal period of rest is disturbed by 
call-outs to work, PSCO should interview the seafarers and may refer to documents such as 
the deck logbook, UMS alarm logbook and engine room logbook in order to corroborate the 
records of seafarer’s hours of work or rest with possible call-outs. 
 


In the case of seafarers that are assigned more than the minimum hours of rest per 24 hour 


period and per week a deficiency should not be recorded in relation to compensatory rest 


unless the minimum rest periods have not been maintained. 


 
2.4.5 Flag State exceptions/Collective agreements 
 
If infringements of limits set out in ILO conventions and STCW Section A-VIII/1 are covered 
by exceptions to the limits of hours of work or hours of rest or collective agreements, the 
PSCO should check if the exception permitted by the flag state doesn’t take account of: 
 


• more frequent of longer leave periods; 
• the granting of compensatory leave for watchkeepers; 
• the granting of compensatory leave for seafarers working on board ships on short 


voyages. 
 
2.4.6  DMLC part 1 and 2 
 
If DMLC 1 or 2 are incomplete, a deficiency shall be reported according PSCC instruction on 
MLC 2006.  
 
2.4.7  S.E.A, collective agreement and other document 
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If S.E.A. or collective agreement are incomplete, a deficiency shall be reported according 
PSCC instruction on MLC, 2006. 
 
2.5 Expanded inspections 
 
Not applicable 
 
 
3 FOLLOW-UP ACTIONS 
 
If a more detailed inspection is carried out, any ILO conventions related deficiencies should 
be individually or collectively considered by the PSCO, using his/her personal judgment, to 
indicate either: 


• if the deficiency could be qualified as a significant deficiency3 according to PSCC 
instruction on MLC 2006;   


• if the deficiency or group of deficiencies shows a failure or serious failure indicating a 
lack of effectiveness of the ISM code. In this case the PSCO should refer to the 
PSCC instruction guidelines for the port state control officer on the ISM Code. 


 
3.1 Possible deficiencies 
 
3.1.1 Examples of deficiencies that should be related to hours of work or rest 
 


• The absence of a table of shipboard working arrangement or of records of hours of 
work or rest of seafarers (MLC Regulation 2.3) 


• The records of hours of rest are inaccurate or incomplete (MLC Regulation 2.3) and 
• Crew member is receiving less than 10 hours rest in any 24-hour period (i.e. working 


in excess of 14 hours) or 77 hours rest in any 7-day period (MLC Regulation 2.3). 
• Records of hours of work or rest have been maintained but are missing some of the 


required information; 
• Records of hours of work or rest are not in standardized format established by the 


competent Authority; 
• Last records of hours of work don't take account of disturbance of rest by call-outs to 


work; 
• Table of shipboard working arrangements has been posted up but is missing some of 


the required information; 
• Shipboard working arrangements are not easily accessible to crew; 
• Table of shipboard working arrangements and/or forms for recording of working hours 


or rest periods are not available in both working language of the ship and in English; 
• Records of daily hours of rest are not on board ().. 


 
3.1.2  Example of significant deficiencies 


 
•  
• Records of hours of work or rest have been deliberately falsified; 
• Evidence of exceeding limits of work (and a record of suspension of the schedule has 


not been noted in a logbook or other document); 
• Exception to maximum hours of work or minimum hours of rest permitted by the 


competent authority or registered in a collective agreement which does not guarantee 
                                                 
3Whether or not deficiencies are determined to be significant will depend upon the professional judgment of the PSCO 
concerned. Deficiencies which, having regard to their nature or quantity or repetition, the PSCO would not expect to find on a 
well run ship would be significant (For further guidance see the Guidelines for Port State Control Officers carrying out 
inspections under the MLC, 2006). 
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countervailing measures (more frequent or longer leave period, compensatory leave 
for watch keeping seafarers or seafarers working on board ship on short voyages; 


• A seafarer’s work schedule does not conform to the applicable standards; 
• Records of hours of work systematically don't take account of disturbance of rest by 


call-outs to work. 
 
This report should be completed with evidence of non-fulfilment of the regulations concerning 
hours of work or hours of rest and manning levels such as copies of documents specified in 
1.4 collected during the more detailed inspection. 
 
A significant deficiency can also provide objective evidence of failure or lack of 
implementation of the ISM code.  


 
3.2 Deficiencies warranting detention 
 
If deficiencies are clearly hazardous to the safety or health of seafarers or if there is clear 
evidence that watchkeeping personnel for the first watch or subsequent relieving watches are 
unduly fatigued or otherwise not fit for duty the PSCO shall detain the ship until deficiencies 
have been rectified or the seafarers in question have been sufficiently rested. 
 
PSCO should be aware that in the scope of this guideline, STCW Regulation I/4.3 clearly 
limits deficiencies warranting detention to: "inability to provide, for the first watch at the 
commencement of a voyage and for subsequent relieving watches, persons who are 
sufficiently rested and otherwise fit for duty". 
 
Example of deficiencies relating to rest hours warranting detention: 


• Seafarers on board under the age of 18 (except training program) are regularly 
working at night, ILO 180 Art 6; MLC 2006, standard A.1.1.2 & 4; 


• No table of shipboard working arrangements or no records of hours of work or rest, , 
ILO180 Art 5, MLC; 2006, standard A.2.3.10; 


• Inability to provide persons who are sufficiently rested and otherwise fit for duty for the 
first watch at the commencement of a voyage and for the subsequent relieving 
watches, STCW Reg I/4 2.5; 


• Essential personnel as master and chief engineer or officer/rating forming part of a 
watch showing signs of excessive fatigue and in the judgement of PSCO regarding 
the next voyage the situation of excessive fatigue may cause an immediate danger for 
the safety of the ship, the crew and/ or the environment (This deficiency should not be 
a stand-alone deficiency but should be supported by objective evidence),STCW Reg 
I/4 4.2.5; 


• Records of hours of work or rest have not been recorded, STCW Reg 1/4.2.5 ILO180 
Art 8 and 10, MLC, 2006 standard A.2.3.12; 


• Records of hours of work or rest have been falsified to hide excessive working hours 
or insufficient rest, STCW I/4 Reg 2.5 ILO180 Art 10, MLC; 2006, standard A.2.3.10; 


• Any follow up action listed has not been taken (i.e., any deficiency has MLC, 2006, 
not been rectified before the ship departed the last port), MLC, 2006, A;5.2.1.6. 


 
3.3 Actions to be considered 
 
If the PSCO finds evidence that records have been falsified, the ship should be detained until 
a proper system of record keeping has been put in place and the Master demonstrates that 
the crew is sufficiently rested to continue the voyage.  
 
 
4. REPORTING  
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Repeated deficiencies or regular infringements of limits governing hours of work or hours of 
rest provided in the Conventions shall be reported to Flag state authority with a copy to the 
Director-General of the International Labour Office (more generally deficiencies concerning 
MLC, 2006 must be report as indicate in PSCC instructions 46/2012/xx). 
 
Information on continued or repeated breaches detected on ships should be conveyed from 
one port to the next by “ship related messages” or an ISM related deficiency in the 
information system. 
 
The codes to be used while inputting the data are the ones attached in Annex 2. 
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Annex 1 
 


Exceptions4 to the limit of hours rest or work according to STCW A VIII/1-9, MLC 
standard A2.3 paragraph 13 and ILO180 Art 5 


 
The Manila amendments to STCW allow for exceptions to the minimum rest periods provided 
for in Section A-VIII/1. The exceptions are contained in paragraph 9. It is important not to 
confuse exceptions with the right of the Master, contained in paragraph 8, to require any 
seafarer to perform any hours necessary for the immediate safety of the ship, persons on 
board or cargo or for the purpose of giving assistance to other ships or persons in distress at 
sea. 
 
Thus, if the table of shipboard working arrangements includes limits which exceed those in 
ILO180 Art 5 , paragraphs 1 and 2, these limits are to be provided in a collective agreement 
which has been registered or authorized by the Flag State. A copy of the relevant provisions 
of the national legislation pertaining to this convention and/or the relevant collective 
agreements should be kept on board and be easily accessible to the crew (However, there is 
no requirement for this national legislation or this collective agreement to be in English, and 
therefore the PSCO may not be able to check the contents of these texts).  
 
If the flag State has ratified ILO180, and if there is evidence that the collective agreement 
authorizing such exceptions has been authorized by or registered with the flag State, then 
exceeding the limits of ILO180 Article 5, paragraph 1 and 2 would not be a deficiency. 
 
However, if the limits permit less rest for watch-keepers than provided in STCW5  this would 
be a deficiency under the ILO180 and STCW (for example, a collective agreement might 
provide for less than 77 hours of rest per week for watch-keepers but should not provide for 
less than the 70 hours required by STCW). 
 
Requirements 
 
Parties may allow exceptions from the required hours of rest in paragraph 2.2 (77 hours in 
any 7-day period) and paragraph 3 (hours of rest may be divided into no more than two 
periods, one of which shall be at least 6 hours in length, and the intervals between 
consecutive periods of rest shall not exceed 14 hours). These requirements of article 5 of 
ILO180 provided that the rest period is not less than 70 hours in any 7-day period. 
 
Exceptions from the weekly rest period provided for in paragraph 2.2 shall not be allowed for 
more than two consecutive weeks. The intervals between two periods of exceptions on board 
shall not be less than twice the duration of the exception. 
 
The hours of rest provided for in paragraph 2.1 (a minimum of 10 hours of rest in any 24 hour 
period) may be divided into no more than three periods, one of which shall be at least 6 
hours in length and neither of the other two periods shall be less than one hour in length. The 
intervals .between consecutive periods of rest shall not exceed 14 hours.  
Exceptions shall not extend beyond two 24-hour periods in any 7-day period. 
 
Explanation 
 
A 24 hour period is not a calendar day – it is the 24 hour period beginning at a certain time 
on one day and ending at the same time on the next day. 
                                                 
4 Exceptions shall, as far as possible take into account the guidance regarding prevention of fatigue in STCW code section B-


VIII/1). 
5 See STCW Regulation VIII/1, Fitness for duty, Section A-VIII/1, Fitness for duty, paragraphs 1 to 4 (these provisions are set 


out in Appendix 2 of the IMO/ILO Guidelines). 
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The exceptions must have been allowed for the ship by the Party to the convention, which is 
normally the flag State. There should be documentation on board from that Party showing 
that it has allowed an exception. There is no obligation on the flag State to specify what the 
terms of the exception are. 
 
The exceptions rule allows for a number of combinations of resting hours to provide for 
flexibility in certain shipping trades. No more than two 24 hour periods of exceptions are 
allowed in any 7 day period and these 24 hours need not be consecutive. For example an 
exception could be  
applied for 24 hours at the beginning and the end of a 7 day period but at least 70 hours of 
rest must have been given in that 7 day period. The next time that this work pattern could be 
applied would be 14 days later (twice the duration of the exception). In the example above 
the hours of  
rest on day 1 and day 7 must still be at least 10 hours but this 10 hours may be divided into 
no more than three periods of rest (minimum of 6+1+3 or 6+2+2). There could be more than 
10 hours rest provided but divided into three periods (6+2+3). 
 
PSCO’s should examine the records carefully when an exception has been granted to 
ensure that the minimum rest periods are being provided. 
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Annex 2 
 


Deficiency Codes 
 


Group 
code 


Defective item Nature of defect AT Code Convention reference 


011 - Certificates and Documentation – ship certificate 
01113 Minimum safe manning 


document 
Missing, Invalid, Not 
properly filled, Entries 
missing, Withdrawn, Not as 
required 


Within 14 days, Before 
departure, Rectified, At the 
next port, As in the agreed 
flag State condition, Master 
instructed to ... 


SOLAS 74 Ch V Reg 14 


012 - Certificates and Documentation – crew certificates 
01209 Manning specified by the 


minimum safe 
manning doc 


Missing, Invalid, Entries 
missing, Not as required 


Rectified, At the next port, 
Within 14 days, Before 
departure, As in the agreed 
flag State condition, Master 
instructed to ..., 


MLC Art IV.2, Reg 2.7,  
Std A2.7/1,2, 3 
 
STCW Reg I/4 2.2 
 
SOLAS 74 Ch V Reg 14 


013 - Certificates and Documentation - document 
01306 Schedules for 


watchkeeping personnel 
Missing, Not properly filled, 
Not posted, Not as 
required 


Rectified, At the next port, 
Within 14 days, Before 
departure, As in the agreed 
flag State condition, Master 
instructed to ... 


STCW Sec A-VIII/1.5 


01307 Table of shipboard 
working arrangement 
(actual namming “Tables 
of working hour”) 
 


Missing, Not posted, 
Incorrect language, Entries 
missing, Not as required, 
Not adhered to 


Rectified, At the next port, 
Within 14 days, Before 
departureAs in the agreed 
flag State condition, Master 
instructed to ... 


MLC Art IV.2, Reg 2.3, 
Std A2.3/10,11 
 
STCW Sec A-VIII/1.5 
 


01308 Records of seafarers' daily 
hours of work or rest 
(actual namming “Records 
of rest”) 
 


Missing, False, Not 
endorsed, Incorrect 
language, Entries missing, 
Incorrect entries 
 
 
 


Rectified, At the next port, 
Within 14 days, Before 
departure, As in the agreed 
flag 
State condition, Master 
instructed to... 


MLC Art IV.2, Reg 2.3,  
Std A2.3/12,13 
 
STCW Sec A-VIII/1.7 
 


092 - Working and Living Conditions - Working Conditions 
09234 Night working for seafarer 


under the age 
of 18 


Not as required Rectified, At the next port, 
Within 14 days, Before 
departure, As in the agreed 
flag State condition, Master 
instructed to ... 


MLC Art IV.3, Std A.1.1. 
2/3 
 


09235 Fitness for duty – work 
and rest hours 


Unfit for duty, Rest hours 
insufficient, Work hours 
exceeded, Not as required 


Rectified, At the next port, 
Within 14 days, Before 
departure, As in the agreed 
flag State condition, Master 
instructed to ... 


STCW Reg I/4.2.5 
 
MLC Art IV.2, Reg 2.3, 
Std A2.3/2,3,4,5,6,7,8,9, 
13 


09236 Legal documentation on 
work and rest hours 
 


Missing, incomplete, Not as 
required 


Rectified, At the next port, 
Within 14 days, Before 
departure, As in the agreed 
flag State condition, Master 
instructed to ... 


MLC Art IV.2, Reg 2.3,  
Std A2.3/12,13 
 
(ILO180 art 5) 
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Annex 3 
 


Practical guidance for PSCO inspecting records of work or rest hours. 
 
During the pre-boarding preparation or initial inspection or more detailed inspection due to an 
overriding factor (ships involved in a collision), special attention should be paid to: 


• Ships operating at their minimum safe manning limit as specified in the MSMD; 
• Ships operating with minimum safe manning that doesn’t appear to consider 


principles laid down in SOLAS Chapter V, Reg 146  
• 6 on/6 off watches (2 watch system), with or without Master on watch; 
• Short sea trades involving frequent port calls and stand bys; 
• Long pilotage, for example, when transiting long estuaries or congested waters 


such as the Dover straights, Gibraltar straights, Skagerrak Strait… 
• Type of ship and type of operation involving the crew in loading and/or 


discharge. 
• Ships with previous PSC inspection reports with deficiencies related to hours 


of work or hours of rest matters; 
• Ships with PSC notification related to manning or hours of work/hours of rest; 
• Pilot report or evidence of erratic manoeuvring. 


 
Basic requirements7 
 


 
 
How to check basic requirements 
 
In case of a more detailed inspection, checks have to be done according paragraph 2.4 of 
the instruction. 
 
STCW requires that records of daily hours of rest are maintained, however ILO permits either 
daily hours of rest or daily hours of work to be recorded. When recording rest hours the 
regulations allow for more working hours so it is usually rest hours that are recorded. In 
either case it should be clear whether rest or work hours are being recorded. 
 
The records of rest should be kept in a standardised format – either following the IMO/ILO 
model table or a format established by the competent authority of the flag State. The 


                                                 
6 See Resolution A.1047(27) on principles of minimum safe manning. 
7 See exceptions under STCW A-VIII/1 paragraph 9 
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principal purpose of the records is to monitor compliance with the provisions and should 
therefore be simple to complete and allow any non-conformities to be identified readily. If the 
records of rest are not in the IMO/ILO format the PSCO should look for evidence that the 
format being used is agreed by the flag State. All the seafarers rest records on board should 
be in similar format. Records should not be kept on scraps of paper nor should just a total of 
daily hours of rest be provided. An inspector should be able to determine quickly and clearly 
what the actual times of rest were for each day. 
 
Are the records maintained or kept reasonably up-to-date? 


 
If the records have not been updated for more than about three days the PSCO should 
interview various crewmembers to determine that they have kept, or can recall, a personal 
record of their hours of work or rest. These personal records should be checked against the 
tables of working hours and other documents such as log-book entries to verify that they are 
an accurate record of hours worked or rested. 
Details of any exceptions granted by the flag State may be found in the collective bargaining 
agreement or in the seafarers employment agreement.  
 
The PSCO should examine documentation that can provide confirmation of accuracy of the 
individuals records : 


o the minimum safe manning document8; 
o crew list; 
o tables of shipboard working arrangements; 
o records of daily hours of work or daily hours of rest and other relevant 


documentations; 
o Bridge and engine logbooks (bell book); 
o Sea passage planning; 
o Oil record book; 
o UMS alarm records; 
o Monthly account of wages; 
o Flag state reports; 
o Previous PSC reports; 
o Safety Management System; 
o Muster list; 
o Cargo Oil Record Book; 
o Port calls. 


 
Using the information contained in the documentation, the PSCO should reconstitute 
seafarers’ schedules taking account of manoeuvres, trading areas, frequency of port calls, 
length and nature of the voyage, commercial operations (e.g tank washing operation) at sea 
or at port, anchoring, pilot on board, navigation in restricted waters, administrative tasks, 
technical task (maintenance…), and have an idea of the possible infringements or 
compliance of the on-going compliance of limits set out in ILO180 or STCW. 


                                                 
8 Resolution A.1047(27) on principles of minimum safe manning may be understood to provide a common understanding for 
practical application of the SOLAS convention requirement (Chapter V, Reg 14 - Manning), and to be an indication of what 
governments - by the act of adoption - generally understand to promote a sound and comprehensive approach in determining 
safe manning. This resolution is “a reference tool” endorsed by the parties to SOLAS but may not be cited by a PSCO as a 
deficiency ‘Convention reference’. 
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A graphic could be drawn to have a clear overview of the records kept. 


 
 
Comparison between the hours of work/rest records with other could confirm accuracy of 
recording and compliance with the basic requirements concerning the minimum hours of rest 
or the maximum hours of work. 
 
When the ship is only in port for a short period it may be necessary for surveyors to take 
copies of the hours of work/rest records for examination ashore. In such circumstances the 
master should be asked to sign the documents as certified copies. 
 
Seafarers could be also interviewed in case of doubt on records. 
 
When proofs a non-conformance have been found out, copies of these documents must be 
kept. The level of manning shall ensure on-going compliance with the limits set out in ILO180 
Art 5 or MLC, 2006, Standard A.2.7.1 , 2 and 3.If case of repeated infringements of limits set 
out in STCW or ILO conventions are found out,  follow-up action concerning port State 
should be done according the PSCC instruction 46/2013/XX REV “Guidelines for PSC 
inspections of certification of seafarer according to the STCW convention and Manning 
requirements from the flag state. 
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Annex 4 
 


Assistance for PSCO inspecting electronic records of work or rest hours 
 
In case the ship does not have any instructions from the flag State, then the following 
guidance could be used when checking the hours of work or rest of a seafarer. 
 
• How does a PSCO verify that the records are up to date ? 
 
Constraints: visual inspection of the spreadsheets on board on the electronic or computer 
based system. 
 
Guidance for PSCO 
 
Records of the daily hours of work or of rest should be inspected on board to verify 
compliance with the rest or work hour requirements of the relevant instruments. Individual 
seafarers should be interviewed to verify the accuracy of the records and should be able to 
show that the hours recorded electronically are accurate in respect of the hours 
worked/rested. 
 
• How does a PSCO verify that the records are in a standardized format ? 
 
Constraints: the standardized format should be established by the flag State; if not, the 
model format should be the ILO one. 
 
Guidance for PSCO 
 
The work or rest hour records are required to be kept either in the standard format of the ILO 
or if not in this format then they are to be kept in a standard format established by the flag 
State. If the flag State establishes a format which differs from the ILO format, it could be 
expected that all ships of that flag use the same format. If an electronic system is used it may 
not be feasible for every ship of that flag to use the same recording programme, however the 
output sheets and recording should follow the ILO format or be approved by the flag State 
and allow for an easy visual calculation of work or rest hours. 
Sometimes electronic records are kept in a spreadsheet format which is set up to print in ILO 
format – otherwise they should print out in flag State standardized format. The standardized 
format should make it clear whether hours of rest or hours of work are being recorded for the 
purpose of compliance with the standards. 
 
• How does a PSCO verify that a seafarer has received a copy ? 
 
Constraints: direct questioning of seafarers and documentary evidence is used to verify that 
a copy of the records have been given to each seafarer.   
 
Guidance for PSCO 
 
PSCO’s should verify that seafarers have received a signed, or otherwise endorsed, copy of 
the records of work or rest pertaining to them. The copy could be in electronic format, 
however it is required that both the Master or authorized person and the seafarer sign the 
copy. 
 
• How does a PSCO verify that the record is endorsed by the master or a person 


authorized by the master ? 
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Constraints: visual inspection of the records – electronic records might have some 
acceptable form of endorsement other than being printed out – such as being emailed 
internally to seafarers. 
 
Guidance for PSCO 
 
Records of rest or work hours should be inspected to make sure that they have been signed, 
or otherwise endorsed, by the Master or an authorized person.  If electronic, there should be 
some method acceptable to the competent authority whereby the seafarer receives a copy of 
the record and endorses it to indicate his/her approval. 
 
• How does a PSCO verify that a seafarer has endorse his/her records ? 
 
Constraints: visual inspection of the records – electronic records might have some 
acceptable form of endorsement other than being printed out – such as being emailed 
internally and personally to seafarer. 
 
Guidance for PSCO 
 
Records of rest or work hours should be inspected to see that they have been signed, or 
otherwise endorsed, by the seafarer. If electronic, there should be some method acceptable 
to the competent authority whereby the seafarer receives a copy of the record and endorses 
it to indicate his/her approval. It should not be possible for the seafarer to alter the records so 
that both the Masters copy and the seafarers copies are the same. There would also need to 
be a mechanism whereby the seafarer may reject the records (or not sign/accept them) in 
the case of dispute about the accuracy. 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 50/2017/19 
 
GUIDELINES FOR PORT STATE CONTROL OFFICERS ON SECURITY ASPECTS 
 
1. Selection of ships to be inspected. 
 
.1  This guidance applies only to ships mentioned in regulation 2.1 of SOLAS74 ChXI-2 
 
.2     PSCO’s should follow the current criteria for targeting ships in Annex 9 of the MOU. 
 
.3     The PSCO should be aware of the security level of the port facility at which a ship is 
to be inspected. 
 
.4  Reports or complaints, which relate to security received by PSCO’s prior to boarding 
the ship should be passed to the competent security authority1 who will decide on priority for 
security inspection by an Officer Duly Authorised for Security. 
 
.5     While the master of a ship has discretion for ship security he is not entitled to deny 
access to a duly authorised PSCO to carry out an inspection. There may be cases when it is 
mandatory to carry out a port state control inspection but the master attempts to limit the 
inspection on grounds of security. If the PSCO considers this to be unreasonable he should 
consult the competent security authority. 
 
.6     PSCO’s should be aware that on a ship at security level 3 the protective measures 
set up might restrict the scope of the "safety" port state control inspection. For example a full 
emergency drill may not be allowed. There may also be circumstances where the competent 
security authority restricts port state control activity. 
 
2. Initial inspection 
 
These instructions for the initial inspection comply with IMO’s Interim Guidance on Control 
and Compliance Measures to Enhance Maritime Security (MSC/Circ. 1111 chapter 4 - 
Control of Ships in Port) 
 
During the initial inspection the PSCO should: 
 
.1     while approaching and boarding the ship and moving around the ship take note of the 
security aspects listed in the Annex taking into account the security level imposed by the port 
and ship. PSCO’s are not required to test the security system and should only consider those 
aspects, which arise during the course of their normal business on board. 
 
.2     check that the International Ship Security Certificate (ISSC) or the Interim ISSC is on 
board, valid and has been issued by the ship's Administration, a Recognised Security 
Organisation authorised by it or by another Contracting Government at the request of the 
Administration.  Details of which RSO’s are authorised by each Administration can be found 
in the ISPS Code database on the IMO website: 
http://www2.imo.org/ISPSCode/ISPSInformation.aspx 
 


1 The Authority designated by the state for the application of security measures. Port State Control 
Authorities should clearly communicate to PSCO’s the identity, and contact details, of the competent 
security authority for their State 
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.3 check that the ship security officer (SSO), designated by the Company, holds a 
certificate of proficiency for SSO2 
 
.4     ask the master with which security level the ship is complying and confirm that this is 
at least the level imposed by the port. 
 
.5     when checking other documentation ask for evidence that security drills have been 
carried out at appropriate intervals - at least every 3 months but also after certain crew 
changes - (ISPS Code Part A section 13 and Part B paragraphs 13.6 and 13.7) and seek 
information on any exercise involving the ship. 
 
.6     check the records of the last 10 calls at port facilities including any. ship/port or 
ship/ship interfaces which should include for each interface: 
 


-  security level at which ship operated 
-  any special or additional security measures that were taken 
-  that appropriate ship security measures were maintained during any ship/ship 


activity 
 
Note. The requirements under regulations XI-2/9.2.3to keep records of past calls at port 


facilities commences on 1 July 2004 and only applies to calls on or after that date 
 
.7     assess whether key members of the ship's personnel are able to communicate 
effectively with each other 
 
3.     Clear grounds 
 


.1  The PSCO may establish clear grounds during the initial PSC inspection as follows: 
 
.1 ISSC is not valid or it has expired (ISPS Code Part B para. 4.33.1, ISPS Code 


Part A section 19) 
 
.2 SSO does not hold a valid certificate of proficiency (STCW 78 Regulation 


VI/5) 
 
.3 The ship is at a lower security level than the port (ISPS Code Part B para. 


4.33.2, SOLAS74 Ch XI-2 reg 4.3) 
 
.4 Drills related to the security of the ship have not been carried out (ISPS Code 


Part B para. 4.33.4, ISPS Code Part A section 13.4 
 
.5 Records for the last 10 ship/port or ship/ship interfaces are incomplete (ISPS 


Code Part B para. 4.33.2, SOLAS74 Ch XI-2 reg 9.2.3) 
 
.6 Evidence or observation that key members of ship's personnel cannot 


communicate with each other (ISPS Code Part B para. 4.33.5). 
 
.7 Evidence from observations of aspects listed in Annex that serious 


deficiencies exist in security arrangements (ISPS Code Part B para 4.33.2) 
 
.8  Information from third parties such as a report or a complaint concerning 


security related information (ISPS Code Part B para 4.33.3) 
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.9  The ship holds a subsequent, consecutively issued Interim International Ship 


Security Certificate (ISSC) and in the professional judgement of the PSCO 
one of the purposes of the ship or Company in requesting such a certificate is 
to avoid full compliance with SOLAS74 Ch XI-2 and part A of the ISPS Code, 
beyond the period of the initial Interim Certificate (ISPS Code Part B para 
4.33.8). ISPS Code Part A para 19.4.1 and 19.4.2 specify the circumstances 
when an Interim Certificate may be issued. 


 
.2.  If clear grounds as described above are established the PSCO will immediately 
inform the competent security authority (unless the PSCO is also a Officer Duly Authorised 
for Security). The competent security authority will then decide on what further control 
measures are necessary taking into account the security level in accordance with Regulation 
9 of SOLAS Ch.Xl. 
 
.3     Clear grounds other than those above are a matter for the Officer Duly Authorised for 
Security and are detailed in ISPS Code Part B paragraph 4.33. 
 
 
4. Further control measures 
 
.1     If there is no valid International Ship Security Certificate (ISSC) or Interim ISSC 
onboard the PSCO will detain the ship and apply the detention procedure in Annex I section 
9 of the Paris MOU procedures. 
 
.2     All other control measures will be decided by the competent security authority. These 
are listed in SOLAS74 Ch XI-2 regulation 9 and may include: 
 


-  a (more detailed) inspection of the ship (see MSC/Circ.1111 Chapter 5) 
-  delay of the ship 
-  detention of the ship 
-  restrictions of operations including movement within the port 
-  expulsion of the ship from the port 
-  additional or alternative lesser administrative or corrective measures. 


 
.3  Subject to national legislation and arrangements the competent security authority 
may request the PSCO to make further verifications before coming to a decision or until 
Officers Duly Authorised for Security can board the ship. These verifications should be 
limited to: 
 


.1 verifying that a security plan is on board and that a ship security officer (SSO) 
is onboard. 


 
.2 verifying that the master and ship's personnel, in particular the SSO, duty 


officer and person(s) controlling access, are familiar with essential shipboard 
security procedures. 


  
.3 verifying that communication has been established between the SSO and the 


Port Facility Security Officer 
 
.4 verifying that records exist for maintaining the ship's security system including: 


 
- internal audits and reviews of security activities 
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- periodic review of the ship security assessment 
- periodic review of the ship security plan  
- implementation of any amendments to the ship security plan  
- maintenance, calibration and testing of any security equipment provided 


on board including testing of the ship security alert system 
 


.5     checking records of any: 
 


-  security threats 
-  breaches of security 
-  changes in security levels 
-  communications relating to the direct security of the ship 


 
.4     Section 9.8.1 of Part A of the ISPS Code identifies the limitations on access by PSCO 
to specific sections of the Ship Security Plan. Where the only means to verify or rectify the 
non compliance is to review the relevant requirements of the ship security plan, limited 
access to specific sections of the plan relating to the non compliance is exceptionally 
allowed, but only with the consent of the Contracting Government, or the master, of the ship 
concerned. These specific sections are listed in the table below: 
 
Areas of Plan which may be inspected with consent of Contracting Government of 
ship or Master of ship 
 
Area of Plan ISPS Ref. 
Prevention of introduction of non-authorised articles A/9.4.1 
Prevention of unauthorised access to the ship A/9.4.3 
Evacuation of the ship A/9.4.6 
Auditing security activities A/9.4.8 
Training, drills and exercises A/9.4.9 
Interfacing with port facility security activities A/9.4.10 
Review of ship security plan A9.4.11 
Reporting security incidents A/9.4.12 
Identification of the ship security officer A/9.4.13 
Identification of the company security officer A/9.4.14 
Frequency of testing or calibration of security equipment A/9.4.16 
Security of Ship Security Assessment and Plan A/9.6 
Security activities not covered by ISPS code B/9.51 
 
.5     Provisions of the plan relating to certain confidential information cannot be subject to 
inspection unless agreed by the Contracting Government concerned. These specific sections 
are listed in the table below: 
 
Areas of Plan which may be inspected ONLY with consent of Contracting 
Government of ship 
 
Area of Plan ISPS Ref. 
Restricted areas A/9.4.2 
Responding to security threats or breaches of security, including 
frequency of inspection data 


A9.4.4 


Responding to any security instructions at security level 3 A/9.4.5 
Duties of those assigned security responsibilities A9.4.7 
Procedures for maintenance of security equipment A/9.4.15 
Ship security alert system A9.4.17&18 
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.6     If the competent security takes further control actions, which limit the scope of or 
prevent the completion of the "safety" port state control inspection the PSCO should liase 
with the competent security authority and endeavour to complete the safety inspection when 
the ship has been cleared. The principle of not unduly delaying a ship still applies. However 
the fact that security breaches have been found would normally justify the PSCO completing 
the initial safety inspection or continuing where clear grounds for a more detailed inspection 
of non-security aspects have been found. 
 
.7     If the competent security authority decides to expel the ship the PSCO should ensure 
that the competent security authority is made fully aware of the possible safety and/or 
environmental consequences of the ship leaving the berth and/or putting to sea. This may 
include risks arising from the interruption of cargo operations. The competent security 
authority should decide on the necessary action taking account of all risks. 
 
.8     An expulsion would not mean that safety deficiencies were rectified. The inspection 
should be entered into THETIS with a ship related action "expelled on security grounds". The 
final action taken for any outstanding deficiencies should be recorded as "rectify at next port" 
and the next port informed if it is known and in the Paris MOU. If not the final action taken 
should be recorded as "rectify before departure" and the following ship related message 
added: 
 


- "Ship expelled on security grounds- outstanding non-security 
 deficiencies". 


 
.9     If a ship is detained on non-security grounds but then expelled before the ship is 
finally released, the detention will count towards a ban under the MOU. 
 
5. Reports and input to the Information system 
 
.1     Any security deficiencies found by the PSCO should be recorded on the Report of 
Inspection issued by the PSCO using the following codes ONLY: 
 
Defective Item Nature of defect Item code 
International Ship Security 
Certificate 
 


missing, invalid, expired, 
entries missing, not properly 
filled  


01122 


Certificate for Ship security 
officer 


missing, invalid, expired, not 
as required, entries missing, 
not revalidated 


01217 


   
Ship security alert system not as required 16102 
Ship security plan not as required 16103 
Ship security officer not as required 16104 
Access control to ship not as required 16105 
Security drills not as required 16106 
Other (maritime security) not as required 16199 
 
.2     The PSCO should explain the defect in the additional comments field on the Report of 
Inspection and in the Information system. 
 
.3  If the competent security authority is informed the action taken "competent security 
authority informed' should be recorded against each relevant deficiency. 
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.4  Deficiencies relating to certification/qualification of ship security officer should be 
recorded e.g. the SSO does not hold appropriate certificate or qualification as required by 
STCW. Deficiencies concerning functioning of SSO should be recorded e.g. there is no SSO 
onboard or the SSO fails to carry out its duty
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Annex 
 
Security Aspects at Initial Inspection 
 
As a guide the PSCO should take note of the following security aspects during the initial 
inspection, taking into account the security level imposed by the ship and the port: 
 
Note: Non-compliance with one or more particular aspects may not necessarily constitute a 
failure to comply with mandatory requirements of Chapter XI-2 or Part A of the ISPS Code. 
 
1. ACCESS TO SHIP WHEN IN PORT 
 
Ships at Security Level 1 
 
Ramps, walkways or any access points to a vessel should be controlled. 
.1 Is there some form of control on the walkways or access points to the vessel? (ISPS 


Code Part A, section 7.2.2) 
.2 Is it noticeable that the ship has controls in place as you approach it? (ISPS Code 


Part A, section 7.2.4) 
.3 Is the identity of all persons seeking to board the ship checked? (ISPS Code Part A, 


section 7.2.4 and Part B, section 9.14.1 ) 
 
Additionally for passenger ships control at Security Level 1 
.4 In liaison with port facility have designated secure areas been established for 


searching? (ISPS Code Part B, section 9.14.2) 
.5 Are checked persons and their personal effects segregated from unchecked persons 


and their effects? (ISPS Code Part B, section 9.14.4) 
.6 Are embarking passengers segregated from disembarking passengers? (ISPS Code 


Part B, section 9.14.5) 
.7 Has access been secured to unattended spaces adjoining areas to which passengers 


and visitors have access? (ISPS Code Part B, section 9.14.7) 
 
Ships at Security Level 2 
.8 Has the number of access points been limited? (ISPS Code Part B, section 9.16.2) 
 
.9 Have steps been taken to deter waterside access to the ship, which may be 


implemented in conjunction with the port facility? (ISPS Code Part B, section 9.16.3) 
 
.10 Has a restricted area on the shore-side of the ship been established, which may be


 implemented in conjunction with the port facility? (ISPS Code Part B, section 9.16.4) 
 
.11 Are visitors escorted on the ship? (ISPS Code Part B, section 9.16.6) 
 
.12 Can the master confirm that full or partial searches of the ship have been carried out? 


(ISPS Code Part B, section 9.16.8) 
 
.13 Can the master confirm that an additional security briefing has been carried out? 


(ISPS Code Part B paragraph 9.16.7) 
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2. ACCESS TO BRIDGE, ENGINE ROOM AND OTHER SENSITIVE AREAS: 
 
Ships at Security Level 1 
 
.1 Is the bridge and engine room capable of being locked or secured? (ISPS Code Part 


B, section 9.21.1) 
 
.2 Is the bridge and engine room locked or is access otherwise controlled (e.g. by being 


manned or using surveillance equipment to monitor the areas )? (ISPS Code Part B, 
section 9.22.2) 


 
.3 Are doors to sensitive areas locked (steering gear, machinery spaces, air conditioning 


plants, etc)? (ISPS Code Part B, sections 9.21.1 -9) 
 
Additionally for passenger ships at Security Level 1: 
.4  Are Restricted Areas marked? (ISPS Code Part B, section 9.20) 
 
Additionally for passenger ships at Security Level 2: 
.5 Have Restricted Areas been established adjacent to access points in order to avoid a 


large number of persons congregating in those areas? (ISPS Code Part B, section 
9.23.1) 


 
3. MONITORING THE SECURITY OF THE SHIP: 
 
Ships at Security Level 1 
 
.1 Is it noticeable that there are deck watches in place during your inspection or that 


guards or security patrols are being undertaken in the locality of the vessel or that 
surveillance equipment is being used to monitor the areas? Security watches 
provided by shore services are acceptable (ISPS Code Part B, sections 9.22.2 and 3) 


 
.2 Do the deck watches take account of both landward and seaward approaches? (ISPS 


Code Part B, section 9.46.1 and 2 
 
Ships at Security Level 2 
.3 If surveillance equipment is being used is it being monitored at frequent intervals? 


(ISPS Code Part B, section 9.23, 9.47.2) 
 
.4 Are there additional personnel dedicated to guard and patrol restricted areas in 


place? (ISPS Code Part B, section 9.16.1,9.47.3) 
 
4.     CHECKS AND SEARCHES OF SHIPS' STORES AND PROVISIONS (if these 
aspects are observable while on board) 
 
Ships at Security Level 1 
.1 Are ships stores being checked before being loaded for signs that they have been 


tampered or interfered with? (ISPS Code Part B, section 9.33.3) 
 
.2 Are checks made to ensure stores match the order prior to being loaded (ISPS Code 


Part B, section 9.35.1) 
 
.3 Are stores securely stored once loaded (ISPS Code Part B, section 9.35.2) 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 43/2010/32rev3 
 
 
GUIDELINES FOR PSCO’s CHECKING A VOYAGE DATA RECORDER (VDR) 
 
 


1. Determine, based on the age and type of vessel, whether a VDR is required. 


2. For vessels that require one, check whether the Flag State has issued any exemption 
from carriage or from any of the required functions. 


3. Vessels that require a VDR but do not have one and do not have an exemption 
should be detained. 


4. The VDR should be of an approved type. Check that the ship has a type approval 
certificate. If the VDR is not type approved request the ship to provide confirmation 
from the manufacturer that the equipment meets the performance standards of IMO 
Resolution A.861(20) (amended by MSC.214(81)), MSC.97(73) (Amended by 
MSC.222(82), MSC.260(84), MSC.271(85)) and IEC 61996.  The vessel must be 
detained if the VDR is not type approved and it is not provided with confirmation that 
the required standards have been met.  


5. SOLAS requires that an annual test of the VDR is carried out by suitably qualified and 
experienced personnel. Check that the ship has a certificate confirming that a 
satisfactory test has been carried out (Certificate of conformity). 


6. Locate the VDR main unit containing the controls, indicators, and alarm display. If this 
unit is not on the bridge then a remote visual and audible alarm repeater will be 
located on the bridge. 


7. Ask a responsible officer to demonstrate a test of all operational indicators (lamp 
test), following the manufacturers instructions if necessary. Confirm that the visual 
indicators and audible alarm are operational. This test will also confirm that the VDR 
is switched on. 


8. Confirm that no alarms are indicated. An existing alarm may have previously been 
audibly muted, but the visual alarm indication could remain. 


9. The IEC technical standard for VDR’s treats the interfaces and the actual VDR as 
separate items and requires an alarm for the VDR but not the interfaces. The 
existence of an alarm on the VDR does not necessarily indicate that it is not recording 
and in most cases it probably still is. If there is an alarm the unit may indicate the 
nature of the alarm. This may be in coded form which should be explained in the 
manufacturer’s handbook. 


10. In many cases however only the annual inspection or a specific investigation by 
service engineers is likely to determine: 


a) the status of the interfaces; 
b) whether an active alarm indicates a system recording malfunction; 
c) whether (more likely) a set parameter is below the threshold (e.g. bit rate) but 


the system still functioning. 
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11. If the ship is unable to provide information about the status of an alarm the PSCO 


should require that it is investigated immediately, if necessary by a service engineer.  
 


12. Once the nature of the fault is determined the PSCO will need to decide on an 
appropriate action. In reaching a decision the PSCO should be guided by the matrix 
in table 1 below which assigns a relative importance to each interface and an 
appropriate maximum delay for rectification. 


 
13. The delay for rectification should be recorded using the ‘As in the agreed flag State 


condition (code 48)’ option. 
 


14. A flowchart of this procedure is annexed to this instruction. 
 
 
 
 


GUIDANCE FOR DETERMINING THE SERIOUSNESS OF VDR EQUIPMENT FAULTS 
 


A.861(20) 
REFERENCE 


DATA ITEM-IMO 
Performance Standard 
(Res.A.861(20) 
,amended by 
MSC.214(81)) and IEC 
Information format (IEC 
61996) 


RISK LEVEL SOURCE 


5.4.1 Date & time 2 * Preferably external to ship 
(e.g:GNSS) 


5.4.2 Ship’s position 2 * Electronic Positioning system 
5.4.3 Speed (through water 


or over ground) 
2 * Ship’s Speed and Distance Measuring 


Equipment (SDME) 
5.4.4 Heading 2 * Ship’s compass 
5.4.5 Bridge Audio 1 1 or more bridge microphones 
5.4.6 Communications-Audio 2 * VHF 
5.4.7 Radar data-post 


display selection 
2 * Master radar display 


5.4.8 Water depth 3 Echo Sounder 
5.4.9 Main alarms 3 All mandatory alarms on bridge 
5.4.10 Rudder order & 


response 
3 Steering gear & autopilot 


5.4.11 Engine order & 
response 


3 Telegraphs, controls and thrusters 


5.4.12 Hull openings status 3 All mandatory status information 
displayed on bridge 


5.4.13 Watertight & fire door 
status 


3 All mandatory status information 
displayed on bridge 


5.4.14 Acceleration & hull 
stresses 


3 Hull stress and response monitoring 
equipment when fitted 


5.4.15 Wind speed & direction 3 Anemometer when fitted 
 


1. Explanation 
Risk Level 1 = High risk 
Risk Level 2 = Medium risk 
Risk Level 3 = Low risk 
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This is an indication of the level of risk (associated with data loss to a casualty investigation) 
if a particular function is not being recorded 
 
Level 1 item could constitute a non functioning VDR and would have to be rectified before 
departure. 
 
With level 2 items the VDR could be considered as still functioning if only one of these 
particular functions is not being recorded and a maximum period of 30 days could be allowed 
for rectification if necessary.  Nevertheless the ship should be instructed to put in place 
suitable temporary arrangements for this period, e.g. bridge announcements to be made 
regularly by watch officers covering the loss of data caused by the deficiency in order to be 
recorded by the bridge audio. 
 
* In cases where more than one level 2 item is not being recorded by the VDR, the VDR 
should be repaired before departure. 
 
Level 3 items could be considered non-critical. If the faults are in the VDR system, including 
cabling and interfaces, the VDR should be repaired within a period not exceeding 3 months.  
If necessary the master should be instructed to put in place suitable temporary arrangements 
for this period, e.g. bridge announcements (as for category 2 above)  
 
Faults within the equipment feeding the VDR should be rectified in accordance with existing 
PSC procedures.
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                                                                                                                                                              VDR Inspection Flowchart 
CHECK AGE, TYPE AND GT OF VESSEL 


 NOIS VDR REQUIRED? 
 
 
 
 
 
 
 


 
 
 


 


1 It is not intended that a check on Type Approval Certification should be carried 
  out during each PSC inspection. This check should only be requested if a PSC 
  officer has serious doubt about the integrity of a particular VDR installation. 
 


1. IS THE VESSEL EXEMPTED 
FROM CARRYING A VDR?  


YES 


Or 
2. IS IT EXEMPTED FROM SOME OF 


THE REQUIRED RECORDING 
FUNCTIONS? 


IS THERE AN EXEMPTION ISSUED 
BY THE FLAG STATE? 


YES


Go to Page 2 


VESSEL DETAINED 


THERE IS CONFIRMATION FROM THE 
MANUFACTURER THAT VDR MEETS IMO RESOLUTION 
A.861 (20) Amended by MSC.214(81)AND IEC 
61996)? 


1. YES


IS THE VDR AN APPROVED 
TYPE?  (In some cases it may be 
appropriate for the PSC Officer to 
ASK for a copy of THE TYPE 
APPROVAL CERTIFICATE) 1 


VDR SHOULD BE CHECKED WITHOUT 
CONSIDERING THE EXEMPTED FUNCTIONS 


THERE IS A VALID ANNUAL 
SERVICE CERTIFICATE?  
(CERTIFICATION OF CONFORMITY)


NO 


YES 


NO NO


YES 


NO


2. YES


YES 







REPAIR WITHIN A 
MAXIMUM OF 3  MONTHS 
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Come from Page 1 


YES 
IF THERE IS AN ALARM HAS IT BEEN CONFIRMED THAT 
THE VDR IS UNABLE TO RECORD THE BRIDGE AUDIO? 


THERE ARE OTHER CONFIRMED FAULTS 
THAT DO NOT AFFECT THE VDR’S ABILITY 
TO RECORD THE PREVIOUS DATA ITEMS? 


VDR SHOULD BE CONSIDERED 
AS FUNCTIONING 


THE FAULT IS IN THE VDR SYSTEM, 
CABLING OR INTERFACE?


IF THERE IS AN ALARM HAS IT 
BEEN CONFIRMED THAT THE VDR 
IS UNABLE TO RECORD: 
- COMMUNICATIONS AUDIO 
- RADAR DATA 
- SHIPS’ POSITION 
- SPEED 
- HEADING 
- DATE AND TIME 


ONLY ONE HAS FAILED? 


THEN THE FAULT IS IN THE 
EQUIPMENT FEEDING THE VDR  


NO 


NO 


YES NO


YES


NO 


YES


VESSEL DETAINED  


REPAIR WITHIN A 
MAXIMUM OF 30 DAYS


YES


NO


RECTIFY IN ACCORDANCE WITH 
EXISTING PSC PROCEDURES 


VESSEL DETAINED  


THE SHIP SHOULD BE INSTRUCTED 
TO PUT IN PLACE TEMPORARY 
ARRANGEMENTS DURING THIS 


PERIOD 


ASK FOR A TEST OF 
INDICATORS AND CHECK 
FOR ALARMS





				2021-03-31T08:46:56+0000
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PORT STATE CONTROL COMMITTEE INSTRUCTION 46/2013/18  
 


INSPECTION GUIDELINES ON MARPOL ANNEX I
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1. INTRODUCTION 


1.1. General 
 


These instructions apply to inspection of the requirements for machinery spaces of all ships 
for compliance with Parts A, B and C of chapter 3 of Annex I to the MARPOL Convention. 
These instructions also apply to control of the Condition Assessment Scheme (CAS) of 
single hull oil tankers. 


 
1.2. Goals and purpose 


 
1.2.1 Inspection of machinery spaces of all ships 
 


The purpose of the inspection is to verify that the ship complies with: 
 


- Regulation 12, Tanks for oil residues (sludge) 
- Regulation 12A, oil fuel tank protection, and  
- Regulation 13, standard discharge connection. 
- Regulation 14, oil filtering equipment. 
- Regulation 15, control of discharge of oil. 
- Regulation 16, segregation of oil and water ballast and 


carriage of oil in forepeak tanks, and 
- Regulation 17, oil record book part I – Machinery space 


operations 
 


The purpose is also to investigate the operability of OFE systems as per Regulation 14, and 
to find out whether sludge has been discharged into port reception facilities, burnt in an 
incinerator or in an auxiliary boiler suitable for burning oil residues, mixed with fuel or other 
alternative arrangements. 


 
1.2.2 Inspection of the Condition Assessment Scheme (CAS) of single hull oil tankers 


 
The purpose of the inspection is to verify that a single hull oil tanker complies with the 
Condition Assessment Scheme adopted on 27 April 2001 by the Marine Environment 
Protection Committee by resolution MEPC.94(46). The resolution has subsequently been 
amended by resolutions MEPC.99(48) and MEPC.112(50) and MEPC.155(55). 


 
During an inspection a PSCO should normally only have to verify the required 
documentation. This instruction gives guidance on documentation verification for those 
ships that are required to undertake a CAS survey, and the alignment of the timing of the 
first CAS survey. 


 
CAS deals with oil tankers defined by age, construction and deadweight. According to 
regulation 20.6 of Annex I to the MARPOL Convention a Category 2 or 3 oil tanker of 15 
years and over after the date of its delivery shall comply with the Condition Assessment 
Scheme.  


 
According to regulation 20.7 the Administration may allow continued operation of a 
Category 2 or 3 oil tanker beyond the date specified in paragraph 4 of this regulation, if 
satisfactory results of the Condition Assessment Scheme warrant that, in the opinion of the 
Administration, the ship is fit to continue such operation, provided that the operation shall 
not go beyond the anniversary of the date of delivery of the ship in 2015 or the date on 
which the ship reaches 25 years after the date of its delivery, whichever is the earlier date. 







 Nieuwe Uitleg 1 
P.O.  Box 90653 
2509 LR The Hague 
The Netherlands 


Telephone: +31 70 456 1508 
Telefax: +31 70 456 1599 
E-mail: secretariat@parismou.org 
Internet : www.parismou.org 


 


 


Revision 3  Page 3 of 15 


PMoU Confidential 


 
According to regulation 21.6.1 The Administration may allow continued operation of an oil 
tanker of 5,000 tonnes deadweight and above, carrying crude oil having a density at 15ºC 
higher than 900 kg/m3 but lower than 945 kg/m3, beyond the date specified in paragraph 
4.1 of this regulation, if satisfactory results of the Condition Assessment Scheme referred to 
in regulation 20.6 warrant that, in the opinion of the Administration, the ship is fit to continue 
such operation, having regard to the size, age, operational area and structural conditions of 
the ship and provided that the operation shall not go beyond the date on which the ship 
reaches 25 years after the date of its delivery. 
  
  
1.3. Application 


 
These instructions apply to inspection of machinery spaces of all ships and inspection of 
single hull tankers, which have to comply with the CAS. 


 
1.4. Relevant documentation 


 
The following ship documents are relevant for this inspection: 


- IOPP Certificate and its Supplement (FORM A of FORM B) 
- Oil Record Book 
- Statement of Compliance issued under the provision of the 


Condition Assessment Scheme (CAS) adopted by the Organization 
 


1.5. Definitions and abbreviations 
 
The PSCC Instruction containing “Definitions and Abbreviations” serves as general 
document and is to be used in conjunction with this Paris MoU document. 


  
 


2. INSPECTION OF SHIP 
 


2.1 Pre-boarding preparation 
 


Check if outstanding deficiencies have been found during the previous inspections. 
 
All necessary information for the inspection can be found in the following documents: 


- IOPP certificate and the supplement to it (FORM A or FORM B) 
- Oil Record Book 


 
PSCO should consider consulting the data base of the classification society in order to 
review possible class conditions. 


 
 


2.2 Initial Inspection 
 


Check, when appropriate, whether outstanding deficiencies found during the previous 
inspections have been rectified. 
 
2.2.1  Inspection of ma
 
Check that the overall condition, i.e. cleanliness, of the machinery spaces is satisfactory. 
 
Compliance with Annex I to the MARPOL Convention can be done by checking the IOPP 
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certificate and the Supplement to it.  
 
2.2.1.1 Inspection of construction requirements 
 
Check that the ship is provided with a tank or tanks of adequate capacity to receive the oil 
residues (sludge) which cannot be dealt with otherwise, see section 3.1 of FORM A or B.  
 
Other means of disposal of oil residues retained in sludge tanks are: Incinerator for oil 
residues (see section 3.2.1 of FORM A or B) and auxiliary boiler suitable for burning oil 
residues (see section 3.2.2 of FROM A or B). 
 
Check that ships delivered on or after 1 August 2010 comply with regulation 12A, see 
sections 2A.1 and 2A.2 of FORM A or B. 
 
Check that the ship is provided with a pipeline for the discharge of residues from machinery 
bilges and sludge tanks to reception facilities, fitted with a standard discharge connection, 
see section 4.1 of FORM A or B. 
 
With regarding to the capacity of the sludge tanks, Unified Interpretation for MARPOL 
Annex I, UI 16.1.5 should be taken into consideration. This means that the reduction of 
sludge tanks’ capacity is not allowed even though incinerators, homogenizers or other 
means of recognized means onboard for the control of sludge is installed on the ship. 
 


2.2.1.2 Inspection of oil filtering equipment 
 
Information on the OFE can be found in paragraph 2.2.1 or 2.2.2 of FORM A or FORM B of 
the IOPP Certificate of the ship.  


 
All ships of 400 gross tonnage and above, regardless of age, must be fitted with 15 ppm oil 
filtering equipment (OFE). The OFE system of all ships discharging processed bilge water 
into the sea in Special areas must also have an automatic stopping device and an oil 
content meter, see section 2.3.3 of FORM A or B. For more details, see section 2.4.1.2. 


However, the OFE system is not compulsory for ships which are engaged exclusively on 
the voyages within Special Areas of Annex I to the MARPOL Convention. If the vessel does 
not have an OFE system on board, the vessel should be waived of regulation 14.1 or 14.2, 
see paragraph 2.5 of the FORM A or B. The waiver should be documented in FORM A or B 
and the vessel should have enough holding tank capacity for storage of all bilge water. 


 


2.2.2 Inspection of the Condition Assessment Scheme of a single hull oil tanker 


During an initial inspection it will need to be determined if there is an application of 
regulation 20.4 of Annex I of the MARPOL Convention, with an assigned date (phase-out 
date) by which the tanker needs to comply with the double hull requirements of regulation 
19. This information should be available on the IOPP Certificate – Supplement (Form B). If 
there is no application of regulation 20.4, there is no application of CAS. 


 If the PSCO cannot verify from the IOPP Certificate – Supplement (Form B) if there is an 
application of regulation 20, queries need to be raised as to: 


(i)  
the Category of oil tanker being inspected (Category 1, 2 or 3),  


(ii)  
the age of the vessel (date of delivery) and the applicable date of 
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compliance with the requirements of regulation 20 


(iii)  
the application or otherwise of the CAS 


(iv)  
the Enhanced Survey of Inspection (ESP) schedule with due respect to 
the first CAS survey to be aligned with the first intermediate or renewal 
survey after 05 April 2005, or after the date when the ship reaches 15 
years of age, whichever occurs later. 


Where there is a query on the carriage of heavy grade oil, the Bill of Lading may be 
checked when in doubt of type of cargo.  


If the PSCO cannot verify from the IOPP Certificate – Supplement (Form B) if there is an 
application of regulation 20, queries need to be raised as to: 


The above information should clarify if a tanker is in contravention of the CAS and/or phase 
out requirements. 


In tankers where the CAS survey requirements have been completed satisfactorily, the 
original of the Statement of Compliance should be on board as a supplement to the ship’s 
International Oil Pollution Prevention Certificate, together with a copy of the CAS Final 
Report reviewed by the Administration. The Statement of Compliance should be verified 
that it is valid. 


In order to allow an Administration sufficient time to review the CAS Final Report submitted 
by the Recognized Organization (RO) prior to the issue of a Full term Statement of 
Compliance, there is a facility for the RO which carried out the CAS survey to issue an 
Interim Statement of Compliance upon satisfactory completion of the CAS survey, for a 
validity period not exceeding 5 months. It shall remain valid until its expiry date, or the date 
of issue of the Full Term Statement of Compliance, whichever is the earlier date, and shall 
be accepted by other Parties to MARPOL.  


The validity of the Full Term Statement of Compliance shall not exceed 5 years and 6 
months from the date of completion of the CAS survey. 


A ship without a Statement of Compliance, or in case the Statement has been suspended 
or withdrawn, should be detained. Flag and responsible Recognized Organization should 
be informed according to PMOU procedures. 


The PSCO may also verify that the correct note is made in the supplement (form B) of the 
IOPP certificate. 


IMO´s website (www.imo.org/cas) may be consulted to see if SoC is issued, and if it has 
been suspended or withdrawn. 


 


2.3 Clear grounds 
 


According to Annex 9, Section 6 of the Memorandum the following are examples for 
clear grounds for a more detailed inspection in relation to MARPOL Annex I issues:  


 
1. during examination of the certificates and documents referred to in 


Annex 10 of the Memorandum, inaccuracies have been revealed or the 
documents have not been properly kept or updated;  


2. failure of the master of an oil tanker to produce the record of the oil 
discharge monitoring and control system for the last ballast voyage;  


3. the absence of principal equipment or arrangements required by the 
conventions;  
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4. excessively unclean condition of the machinery spaces of the ship; and 
5. information or evidence that the master or crew is not familiar with 


essential shipboard operations relating to the prevention of pollution, or 
that such operations have not been carried out;  


 
2.4 More Detailed Inspection 


 
In the exercise of a more detailed inspection the PSCO will take into account:  


1. the provisions of the PSCC Instruction Guidance on Type of Inspection;  
2. the provisions of Annex I to the MARPOL Convention;  
3. the provisions of the PSCC Instructions for PSCO’s and Annex 9 of the 


Memorandum, as appropriate.  
 
Guidance on areas not covered by specific PSCCInstructions: 
 


2.4.1 Inspection of construction requirements related to machinery spaces 
 


2.4.1.1 Inspection of the sludge pipeline and the standard discharge connection 
 
According to regulation 12.3 piping to and from sludge tanks shall have no direct 
connection overboard, other than the standard discharge connection referred to in 
regulation 13. This can be verified by inspecting the drawings of the sludge piping 
systems, or by visual inspection in the machinery room of the vessel, if such drawings are 
not available for inspection.  
 
The standard discharge connection shall be in accordance with regulation 13 of Annex I 
to the MARPOL Convention.  
 
Illegal by-passes in the OFE system 
 
Illegal by-passes in the OFE system can be detected by visual inspection of the 
connections and pipelines in the machinery room of the vessel. No connections are 
permitted to pass the separator, the 15 ppm alarm, the 3-way-valve or the automatic 
stopping device, allowing bilges to be discharged directly overboard. 
 
Bilge line from engine room spaces is permitted directly overboard in case of an 
emergency e.g. flooding of engine room. 
 
If suspecting illegal discharge – check flanges/bolts/connections, on line connecters, to 
OFE (if bearing sign of being opened/bypassed). 
 
If strong suspicion of illegal discharge, disconnect overboard line from OFE for inspection 
of inner oil film/sediments.  
 
If illegal by-passes are found, the ship should be considered for detention and action 
should be taken to rectify the deficiency. 


 
2.4.1.2 Inspection of Oil Filtering Equipment 
 
Type approval of the OFE 


 
The separating/filtering equipment and the oil content meter installed on ships, the keels 
of which were laid or which were at a similar stage of construction before 1 January 2005, 
should comply (see paragraph 1.3.3 of Resolution MEPC.107(49)): 
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.1 with the Reccommendation on International Performance and Test Specificatins for 
Oily water Separating Equipment and Oil Content Meters adopted under resolution A.393 
(X) for equipment installed onboard on or after 14 Nov. 1978, as applicable;or 
 
.2 with the Guidelines and specification adopted under resolution MEPC.60(33), for 
pollution prevention equipment installed onboard on or after 30 April 1994, as 
applicable;or – this is to be continued by the next paragraph in this document. 
 
 
The separating/filtering equipment and the oil content meter installed on ships, the keels 
of which were laid or which were at a similar stage of construction after 1 January 2005, 
shall be approved in accordance with resolution MEPC.107(49). This also applies to new 
installations fitted on or after 1 January 2005 to ships, the keels of which were laid or 
which were at a similar stage of construction before 1 January 2005 in so far as is 
reasonable and practicable.   
 
Resolution MEPC.205(62) - 2011 Guidelines and Specification for Add-on equipments for 
upgrading resolution MEPC.60(33) - compliant oil filtering equipment is not mandatory 
under MARPOL Annex I. But if it is installed, the type approval standard should be in 
compliance with this resolution. 
 
Inspection of the alarm and an automatic stopping device 
 
Information of the alarm and the automatic stopping device can be found in paragraph 
2.2.2 of FORM A or FORM B of the IOPP Certificate of the vessel. 
 
According to regulation 14.2 all ships of 10 000 GT and above must be fitted with an 
alarm and automatic stopping device. According to regulation 15.3 of Annex I processed 
bilge water from machinery spaces is only allowed to be discharged into the sea through 
any vessel’s OFE system in a Special Area of Annex I to the MARPOL Convention, if the 
system has an alarm and automatic stopping device. For example, the Baltic Sea area 
and the North-West European waters are Special Areas of Annex I. A complete list of 
Special Areas is included in regulation 1.11 of Annex I to MARPOL Convention. 
 
However, since this is not a requirement of regulation 14.1, ships less than 10 000 gross 
tonnage need not be equipped with such an alarm and stopping device, if no effluent from 
machinery space bilges is discharged within special areas. Conversely, the discharge of 
effluent within special areas from ships without an automatic stopping device is a 
contravention of the Convention, even if the oil content of the effluent is below 15 ppm. 


 
If the gross tonnage of the vessel is less than 10 000, and the vessel does not have an 
alarm and automatic stopping device, and the vessel has been sailing in special areas, a 
holding tank must have been identified in the IOPP Certificate for the retention of oily bilge 
water on board while sailing in a special area. However, if the vessel has used its OFE 
system in a Special Area of Annex I, action should be taken to rectify the deficiency. Use 
of the OFE system is recorded in the Oil Record Book with Code letter D, Item number 
15.1 or with Code letter E. 


 
2.4.2 Inspection of construction requirements related to CAS 
 
When an expanded inspection is carried out at least one ballast tank shall be examined 
from tank manhole/deck access. Or if the inspector establishes clear grounds based on 
observation and the ESP records, the tank may be internally examined, if needed, 
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provided safe access is guaranteed, taking into account the precautionary measures in 
Annex 1. 
 
2.4.3 Inspection of control of discharge of oil  
 
Discharge of sludge and/or bilge water into port reception facilities 
 
Disposal of sludge in port reception facilities can be verified by inspecting the Oil Record 
Book (Code letter C, Item number 12.1, if sludge is discharged or Code letter D, item 
number 15.2, if bilge water is discharged). The Master of the vessel may also have 
obtained receipts or certificates of sludge disposal from the operators of the port reception 
facilities, but this is not compulsory according to the MARPOL Convention. 
 
However, if sludge has not been discharged into port reception facilities, the incinerator or 
the auxiliary boiler may have been used for burning sludge on board. This can be verified 
by inspecting the Oil Record Book (Code letter C, Item number 12.3.). 
 
If the ship has not discharged sludge into port reception facilties, the reason for this 
should be investigated. If the vessel uses HFO, sludge should have been generated on 
board the vessel, and if sludge has neither been discharged into port reception facilities 
nor burnt in the vessel’s incinerator or in the auxiliary boiler for a long period of time, there 
are sufficient reasons to believe that illegal discharges into the sea may have taken place. 
At least an inspection at the next port should be done in this case. 
 
However, if the vessel uses high quality oil, like gas oil, as fuel oil, it is likely that no illegal 
discharges of sludge have taken place. 
 
Be aware, that there are also other alternatives e.g. mixing with fuel for burning in large 
steam boilers or mixing with the slop in crude oil tankers. 
 
Capacity of the sludge and/or bilge water tank(s) for the next voyage 
 
It can be estimated that the amount of sludge generated during the voyage is about 0.7 % 
- 1.2 % of the daily fuel oil consumption for ships using HFO, and about 0.5 % of the daily 
fuel oil consumption for ships using MDO. 
 
If the capacity of the sludge and/or bilge water tanks is insufficient for the next voyage, the 
ship should be considered for detention and a sufficient amount of sludge should be 
discharged into port reception facilities before the vessel leaves the port. 
 
Bilge water quantities cannot be estimated accurately. However there must be evidence 
for appropriate handling of oily bilge water in the Oil Record Book. (Code letter D, Item 
number 13 and also Code E for automatic bilge pumping systems). 


 
2.5 Expanded Inspection  


 
2.5.1 Test of oil filtering equipment 


 
Check that the 15 ppm alarm is correctly adjusted and operable: The crew is invited to 
demonstrate the operability of the 15 ppm alarm according to the instruction manual of the 
equipment. 
 
Check that the 3-way-valve or stopping device is functioning: The crew is invited to 
demonstrate the operability of the 3-way-valve or stopping device according to the 
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instruction manual of the equipment. 
 
In accordance with Resolution MEPC.107 (49), paragraph 4.2.11, equipment type 
approval by this Resolution requires the 15 ppm bilge alarm accuracy to be checked at 
IOPP Certificate renewal surveys. Verify this record.  
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      3.    FOLLOW-UP ACTION 
 


3.1 Possible deficiencies 
    Examples of deficiencies relating to MARPOL Annex I (With THETIS base code 04010 = MARPOL Annex I.) 
THETIS 
Code  Defective item  Delay action taken  Nature of Defect   Detainable  


01117 International Oil Pollution Prevention (IOPP) 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition , Master instructed to ...


Missing, Invalid, Entries missing, Not 
properly filled, Expired, Withdrawn, 
Incomplete, Survey out of window 


Yes 


01120 Statement of Compliance CAS 


At the next port, Before departure, 
Rectified, Within 14 days, As in the 
agreed class condition, As in the agreed 
flag State condition,  Master instructed to 
... 


Incorrect Language, Entries missing, 
Incomplete, Invalid, Missing 


Yes 


01121 Interim Statement of Compliance CAS 


At the next port, Before departure, 
Rectified, Within 14 days, As in the 
agreed class condition, As in the agreed 
flag State condition,  Master instructed to 
... 


Incorrect Language, Entries missing, 
Incomplete, Invalid, Missing 


Yes 


01314 SOPEP 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Incorrect, missing, not approved, not 
updated, Entries missing 


Yes 


01315 Oil record book 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed flag 
State condition, Master instructed to ... 


Incorrect, missing, not properly filled, not 
as required, Entries missing 


Yes 


02103 Stability/strenght/loading information and 
instruments 


Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ...


Missing, incomplete, not as required, 
insufficient, not available, 
Documentation missing 


Yes 


02134 Loading/Ballast condition (Tanker) 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed Class 
condition, As in the agreed flag State 
condition, Master instructed to ...


Not as required, Insufficient stability Yes 


04112 Shipboard Marine Pollution emergency operations 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ...


Inadequate, not as required No 


06106 Cargo transfer - Tankers 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to …


Not as required, improperly used, 
leaking, damaged, missing 


Yes 


14101 Control of discharge Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 


Not as required Yes 
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condition, As in the agreed flag State 
condition, Master instructed to ... 


14102 Retention of oil on board 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Missing, full, overboard connection, 
connected to bilge, inoperative, not as 
required 


Yes 


14103 Segregation of oil and water ballast 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Wrong information, Entries missing, not 
as required 


Yes 


14104 Oil filtering equipment 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Inoperative, not properly maintained, not 
as required, missing, Documentation 
missing 


Yes 


14105 Pumping, piping and discharge arrangements 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Inoperative, not properly maintained, 
damaged, not as required, missing 


Yes 


14106 Pump room bottom Protection 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Not as required Yes 


14107 Oil disch. Monitoring and control system 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Inoperative, not properly maintained, not 
as required, missing, damaged 


Yes 


14108 15 PPM Alarm arrangmts. 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Inoperative, not properly maintained, not 
as required, missing, damaged, not 
properly tested, Inoperative 


Yes 


14109 Oil/water interface detector 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Inoperative, not properly maintained, not 
as required, missing, damaged 


Yes 


14110 


 
 
Standard disch. conn. 
 
 
 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Missing, not as required Yes 


14111 SBT, CBT, COW 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 


Not as required, inoperative, not 
properly maintained, wrong information, 


Yes 
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condition, Master instructed to ... entries missing 


14112 Cow operations and equipment manual 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Missing, not as required, incorrect 
language 


Yes 


14113 Double hull construction 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Not as required Yes 


14114 Hydrostatically balanced loading 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Not as required Yes 


14115 Condition assesment scheme 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Not as required Yes 


14116 Pollution report-MARPOL Annex I 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Not as required Yes 


14117 Ship type designation 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Not permitted cargo Yes 


14118 Other (MARPOL Annex I) 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to ... 


Other Yes 


14119 Oil and oily mixtures from machinery spaces 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition, Master 
instructed to .. 


Lack of familiarity Yes 


14120 Load, unload & clean proc. for cargo sp.(tankers) 


Rectified, At the next port, Within 14 days, 
Before departure, At an agreed repair 
port, As in the agreed class condition, As 
in the agreed flag State condition,  Master 
instructed to ... 


Lack of familiarity Yes 


14121 Suspected of discharge violation 
Rectified, At the next port, Within 14 days, 
Before departure, As in the agreed class 
condition, As in the agreed flag State 
condition, Master instructed to ... 


Not as required Yes 
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3.2 Deficiencies warranting detention 
 
Examples of detainable deficiencies relating to MARPOL Annex I 
 
1. Absence, serious deterioration or failure of proper operation of the oily-water 
filtering equipment, the oil discharge monitoring and control system or the 15 ppm 
alarm arrangements; 
2. Remaining capacity of slop and/or sludge tank insufficient for the intended voyage; 
3. Oil record book not available; 
4. Unauthorized discharge bypass fitted; 
5. Survey report file missing or not in conformity with the double hull and double 
bottom requirements. 
6. Suspected discharge violation 


 
3.3 Actions to be considered 
 
Deficiencies that may warrant a detention of the ship can be found in section 3.2 above. The 
PSCO should use professional judgement to decide whether the deficiencies reported are 
detainable or not and whether an ISM related deficiency should also be reported. 
 
See Port State Committee Instruction Guidance on Taking Action when Deficiencies found . 


 
4.    REPORTING  


 
Reporting on deficiencies takes place in the THETIS information system. 
 
Clear evidence, like e.g. photographs and copies of the Oil Record Book, are always 
helpful in identifying and describing deficiencies.
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Annex 1 
 


Safety of personnel 
 
When a visual examination via the manhole of at least one selected tank is required, the 
PSCO must receive proof that the selected tank is in a gas free condition for examination 
from tank manhole / deck access. 
 
Clear grounds found could require a further visual examination and may require random 
tests with ultra sonic equipment inside selected tank(s).  
 
When the tank needs to be entered the master and terminal must be informed together 
with Flag, classification society and or recognized organization. A complete inspection 
may take between 1-5 days that means it must be agreed on a suitable place for the 
inspection – at the terminal, at anchorage or at a ship yard. 
 
Preparation  
The ports/terminals may impose limitations on inspections on tanks before/during/after 
cargo operation.  
 
A PSCO will need to obtain necessary information on the ship such as records on 
enhanced survey programme, Class and PSC records, maintenance records (ISM), 
procedures for the safe entry of (ballast) tanks (ISM), plan of all tanks, access to 
applicable drawings. A PSCO need also to be well informed of actual terminal rules for the 
control. Adequate insurance may be applicable for the PSCO depending on national 
legislation.   
 
The loading condition must be considered before emptying any tanks. Any changes of 
ballast or cargo must not affect the ships stability and structural stress. 
 
Clear ground  
When clear ground is established the flag State and class should be informed. The flag 
State should take full responsibility for further actions which may include;  
- An agreement with the PSCO, the captain and the harbour master and of the 
port/terminal on further action.   


- Gas free condition in selected tank by authorised body.  
- Continuous ventilation in tank during inspection 
- Closed space entry permit is issued.  
- Scaffolding to be rigged in tank to gain access to all parts and to be built and approved 
by authorised body.   
- Adjacent areas are safe during the control – gas free and not inert.  
- Tank to be clean – free from mud and other particles. 
- ISGOTT-procedures are observed. 
 
If a tank cannot be entered as required, the ship may be transferred to another port or 
shipyard. 
 
Equipment  
The PSCO should consider the following as a minimum of personal safety equipment and 
arrangements;  
- Helmet and protective shoes  
- Boiler suit and gloves  
- Torch (ex-proof) 
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- Communication possibilities to deck, including a life line 
- Oxygen meter (ex-proof)  
- Guard at tank entry with breathing apparatus,  
- EEBD (Emergency Escape Breathing Device) 
- Safe and adequate fixed lighting  
 
This list is not to be considered exhaustive and further requirements may be necessary. 
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PORT STATE CONTROL COMMITTEE INSTRUCTION 43/2010/28 
 
GUIDELINES FOR PORT STATE CONTROL OFFICERS ON CHECKING SHIP HULL 
STRUCTURE CONDITION ON THE BASIS OF RESIDUAL THICKNESS MEASUREMENTS’ 
REPORTS 
 
Table of Contents: 
 
1.  Introductory remarks  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . .  1 
2.  Purpose: . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . .  2 
3.  Scope of application. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  2 
4.  Action undertaken by PSCO. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . 3 
5. Thickness measurements and close up survey requirements . . . . . . . . . . . .. . . . . . . . . 4 
6.  Equipment for thickness measurement . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 
7.  Procedure of thickness measurement . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 
8.  Requirements for the Thickness Measurement Company (TMC) . . . . . . . . . . . . . . . . . . 5 
9.  TM reporting . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . ..  5 
10. Evaluation of TM results . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . 6 
11. Abbreviations used in these Guidelines . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  6 
 
Attachments: 
 
Table 1: Extent of TM at a Renewal Survey of Bulk Carriers  
Table 2: Scope of Close-Up Survey at Renewal Survey of Bulk Carriers  
Table 3: Extent of TM at Renewal Survey of Double-Hull Tankers,  
Table 4: Minimum Requirements for Close-up Survey at Renewal Survey of Double-Hull Oil 


Tankers 
Table 5 Minimum Requirements for Overall and Close-Up Surveys and TM at Intermediate 


Survey of Double-Hull Oil Tankers.  
Table 6: Extent of TM at Renewal Survey for Tankers other than Double-Hull  
Table 7: Scope of Close-Up Survey Requirements at Renewal Survey of Tankers other than 


Double-Hull  
 
 
1.  Introductory remarks. 
 
Paragraph 3.8 of Paris Memorandum requires that “…Where the decision to send a ship to a 
repair yard is due to a lack of compliance with IMO Resolution A.744 (18), as amended, either 
with respect to ship’s documentation or with respect to ship’s structural failures and deficiencies, 
the Authority may require that the necessary thickness measurements (TM) are carried in the 
port of detention before the ship is allowed to sail”.  
 
Paragraph 39 of Annex 10 of Paris MoU requires, inter alia, that Survey Report Files (SRF) for 
bulk carriers or oil tankers should be readily available for initial inspection and examination by 
PSCOs.  
 
Apart from those, procedures for control of operational requirements further instruct PSCOs on 
how to deal with the structural integrity and seaworthiness of bulk carriers and oil tankers. Their 
provisions prescribe, in particular, that:  
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•  the SRFs required by Resolution A.744(18) as amended should contain reports on 
structural surveys, condition evaluation reports (translated into English and endorsed by 
flag State Administration), thickness measurement reports and a survey planning 
document;  


 
•  if there are any inconsistencies in the SRF, or if it is missing, then PSCO should give 


special attention to “…hull structure, piping systems in way of cargo tanks or holds, 
pump-rooms, cofferdams, pipe tunnels, void spaces within the cargo area, and ballast 
tanks” in the course of a more detailed inspection;  


 
•  in case of bulk carriers, PSCO should “…inspect holds’ main structure for any obviously 


unauthorized repairs”.  
 
Further on, Guidance on type of inspection prescribes examination of one ballast tank on oil 
tankers while carrying out mandatory expanded inspections of tankers having a GT of more than 
3000 and older than 15 years of age, and verification of SRF on the said oil tankers and bulk 
carriers older than 12 years.  
 
In addition to the above, general guidance on how to conduct inspections of the hull structure of 
bulk carriers is given in PSCC Instruction Guidance for checking the structure of Bulk Carriers 
currently in force within Paris MOU.   
 
References to all detailed requirements for surveys under the so-called “enhanced programme 
of inspections”, or “ESP”, are given in IMO Assembly Resolution A.744(18) as amended.   
 
TM is part of a complex work consisting of a collection of factual data, and its subsequent 
analysis aimed at defining the degree of risk involved. This work should be performed by suitably 
qualified Flag State surveyors, or, which is more common, delegated to recognized 
organizations (RO, classification societies), due to the relative complexity of the analysis and 
amount of computation ensuing.   
 
Port State Control, remaining a sampling process by its very nature, cannot substitute for ESP 
nor oversee TM, and is intended to complement it and identify failures of complying with its 
requirements, if any.  
 
2.  Purpose:  
 
The purpose of the present Guidelines is to provide PSCOs with necessary indications on 
residual thickness measurement as regards:  
 


•  completeness and correctness of measurements recorded in available corresponding 
SRF section(s) in relation to the actual condition of ship structures;  


 
•  procedures of measurement in relation to: who is authorized to carry them out; by which 


means such measurements may be made; what is allowable thickness reduction; which 
format thickness measurement (TM) reports should follow; how the TM reports should be 
planned and how should they be formatted;  


 
•  criteria of technical assessment of the risk represented by worn structural members;  
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•  how to direct a vessel to undertake TM if considered necessary in accordance with Paris 
MoU paragraph 3.8.  


 
3.  Scope of application. 
 
IMO Assembly Resolution A.744(18) has been amended six times by now, by 
MSC.49(66),MSC.105(73),SOLAS/CONF. 4/25,MSC.125(75), MSC.144(77) MSC.197(80) 
 
Annex A to the said Resolution covers bulk cargo ships, and Annex B deals with oil tankers; Part 
A of Annex B deals with double-hull tankers, and Part B with ships other than double-hull ones.  
 
The Guidelines appearing herein embrace all the amendments referred to above, and should 
apply to all self-propelled bulk cargo carriers and all oil (single and double hull) tankers of 500 
gross tonnage and above.  
 
As it follows from the common practice, consideration of previous TM results (as well as 
conducting new TM) forms part of mandatory surveys prescribed by the SOLAS Convention (in 
relation to the Cargo Ship Construction Certificate). Residual thickness measurements as such 
may be made at any other time between such surveys, and during these surveys as well 
(especially during drydocking surveys). In case when a so-called ‘close-up examination’ (ref. 
A.744(18) as amended) shows that no structural diminution and/or loss of coating efficiency took 
place, TM in some cases may be dispensed with at all or reduced correspondingly.  
 
It should be particularly noted that not only bulk carriers and oil tankers carry on board TM 
reports. Some Flag States and some ROs introduced practice of TM on other ship types (dry 
cargo ships, in particular). As this practice does not fall into the scope of PSC procedures under 
Paris MOU rules, in case of doubt PSCOs should contact such Flag States and/or their ROs for 
clarifications, prior to drawing any decision.  
 
It should be also observed that the present Guidelines do not cover instances of an obvious 
need to repair or renew structures, such as cracks, holes, fractures, grooving, buckling, 
detachment, pitting, and likewise. Equally, no guidance on how to assess ‘acceptable defects’ 
(according to A.744(18) terminology), i.e. residual local deformations such as bents, slope of 
beams & longitudinals, stiffeners etc., is given here. All this means that only even wear due to 
corrosion, physical contact of structures with extraneous items (e.g. with ice, grabs, bull-dozer 
blades…) is considered.  
 
It may be stressed that the present Guidelines should not be construed as a stand-alone 
document, and they are intended to be used in conjunction with A.744(18), which they cannot 
replace, due to the complexity and specific character of that Resolution. Therefore these 
Guidelines may be taken rather as a shortcut to A.744(18).  
 
Finally, it should be observed that the Guidelines do not cover oil tankers subject to the 
Condition Assessment Scheme (CAS), as provided for in Resolutions of the IMO’s Marine 
Environment Protection Committee MEPC.94(46), Amended by MEPC.99(48), MEPC.112(50), 
MEPC.131(53), MEPC.155(55). For CAS tankers, refer to these instruments for details.  
 
4.   Action undertaken by PSCO. 
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At any PSC inspection of ships subject to the Enhanced Programme of Inspections (ESP), 
especially mandatory expanded inspections of oil tankers and bulk carriers, as defined by 
the Guidance on type of inspection, the PSCO should 
 


4.1. check the availability of SRF and TM reports being part thereof on board. Tables 1 
through 7 in Annex 1 of these Guidelines may be used to evaluate the completeness 
and correctness of the SRF and any required TM;   


 
4.2  in case SRF are missing, the ship is strongly considered for detention and, as a 
minimum, the PSCO should act in accordance with paragraphs 5.2.4 and 5.2.5 of Annex 1 to 
Paris MoU. Due regard should be paid to the safety of inspection (gas-freeing of inspected 
compartments, absence of explosive vapours, personal safety equipment, communication 
etc.);  


 
4.3  if results of the check referred to in 4.1 indicate to serious and uneven wastage of 
hull structures, including piping systems, the PSCO should:  
 


4.3.1 contact flag State Administration and/or its Recognized Organization (RO) for 
investigating reasons of the absence of SRF;  
 
4.3.2 in case no answer is received, and depending on the degree of wastage, the PSCO 
may require the vessel to carry out TM, clearly indicating the scope and extent of such 
measurements, having due regard, in particular for oil tankers, to Annex 4 to Part A of 
Annex B, and Annex 4 to Part B of Annex B to Resolution A.744 (18) as amended;  
 
4.3.3 any measurements undertaken in accordance with 4.3.2 should be carried out by a 
TMC complying with requirements of Section 6 of the present document. It is highly 
desirable that the PSCO witnesses and validates the TM results;  
 
4.3.4 assessment and evaluation of any TM results obtained according to 4.3.2 should be 
made by a RO having appropriate experience in ship structure strength assessment;  
 
4.3.5 where the assessment and evaluation of TM results carried out by the RO indicate 
excessive wear and insufficient strength of ship hull structures, the PSCO will detain the 
ship and administer to carry out repairs either in his port or, if it is not feasible, at an 
agreed repair yard in accordance with Paris MoU paragraph 3.8. All these repairs should 
be conducted on conditions and by means approved by the RO in question.  
 
Note: provisions of 4.3.3 do not preclude the PSCO from carrying out random TM at 
representative locations, but any results thereof should be brought to the attention of the 
RO in question for their consideration and appropriate action. 


 
4.4 If SRF and related TM reports are in place, the PSCO will make sure that:  


 
4.4.1 SRF are translated into English and endorsed by the Administration or RO acting 
on its behalf;  
 
4.4.2 TM reports are duly verified and signed by the responsible flag State or RO 
surveyor;  
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4.4.3 TM reports are up-to-date as scheduled by the SRF;  
 


 
4.4.4 TM are complete having due regard to Section 3 of the present Guidelines;  
 
4.4.4 TM have been carried out by a TMC meeting requirements set out in Section 8, by 
means of instruments complying with Section 6, and in a format following provisions of 
Section 9 of the present Guidelines;  
 
4.4.5 the last Condition Evaluation Report referred to in Section 10 is based on the actual 
TM carried out, adequately reflects their results (e.g. ‘acceptable’, or needs 
repairs/renewal, or treats a location as a ‘suspect area’ to be surveyed during next 
survey, etc.).  


 
4.5 In case of any instance of non-compliance revealed when checking items 4.4.1 to 4.4.5, 
the PSCO will apply his/her professional judgment in assessing the risk represented by the 
item in question. An advice by the responsible Flag or RO surveyor is preferably to be taken.  
 


4.6 For ships subject to mandatory expanded inspections (ref. Paris MoU, Annex 1, Section 
8), a ballast compartment of a bulk carrier to be examined is preferably to be chosen on the 
basis of ‘memoranda’ referred to in Section 10 below, forming part of the last Condition 
Evaluation Report. Such compartment is likely to demonstrate the worst case of wastage 
(e.g. maximum number of ‘suspect areas’ etc.). In case of doubts, the PSCO may require the 
vessel to undertake TM, as provided for in paragraphs. 4.3.2 to 4.3.4 (or as set out in the 
Note after 4.3.5), and will act having regard to paragraph 4.3.5, if appropriate. 


 
5. Thickness measurements and close-up survey requirements 
 


5.1. Annual Survey.  Thickness measurements during an annual survey are carried out when 
considered necessary by the surveyor. If such TM, should they have been conducted at the 
discretion of the surveyor, indicate that ‘substantial corrosion’ has been found, the scope of 
such TM should be increased as necessary, in accordance with the provisions of Annex 4 to 
Part B of Annex B to Resolution A.744(18) as amended (refer to A.744(18) for details).  


 
5.2. Renewal Surveys:  


 
5.2.1  Bulk carriers.  
 


5.2.1.1 The extent of thickness measurements at renewal surveys for bulk 
carriers depends on the ship’s age and is given in Table 1.   


 
5.2.1.2. The scope of the close up survey for bulk carriers that must be 


conducted at a renewal survey depends on the ship’s age and is given in 
Table 2.   


 
5.2.2  Double Hull Oil Tankers.  


 
5.2.2.1 The extent of thickness measurements at renewal surveys for double-hull 


oil tankers depends on the ship’s age and is given in Table 3.   
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5.2.2.2 The scope of the close up survey for double-hull oil tankers that must be 
conducted at a renewal survey depends on the ship’s age and is given in 
Table 4. 


 
5.2.2.3 The minimum requirements for overall and close-up surveys and TM at 


intermediate surveys for double-hull oil tankers depends on the ship’s age 
and is listed in Table 5. 


   
5.2.3  Tankers other than Double Hulled 


 
5.2.3.1.The extent of thickness measurements at renewal surveys for other oil 


tankers depends on the ship’s age and is given in Table 6.   
 


5.2.3.2.The scope of the close-up survey for other oil tankers that must be 
conducted at intermediate surveys depends on the ship’s age and is given 
in Table 7.   


 
6. Equipment for thickness measurement. 
 
The PSCO should ascertain that TM have been carried out by means of ultrasonic test 
equipment (UTE). Accuracy of the UTE used should be recorded in TM reports.  
 
7. Procedure of thickness measurement. 
 
TM should normally be carried out under the supervision of the surveyor. However, the surveyor 
may accept TM results provided that:  
 


•  they were performed by a qualified company certified by an organization 
recognized by the Administration;  


•  their extent and accuracy are to the satisfaction of the surveyor, and  
•  such TM were carried out within 12 months prior to the completion of any 


preceding periodical or intermediate survey.  
 
8. Requirements for the Thickness Measurement Company (TMC) 
 
The TMC should be certified in accordance with the principles laid down in Annex 5 to Annex A, 
or Annex 7 to Part A of Annex B, or Annex 7 to Part B of Annex B to A.744(18), as appropriate, 
see A.744(18) as amended for details. The TMC certificate should be renewed/endorsed at 
intervals not exceeding 3 years by verification that original conditions that had enabled it to 
obtain its certificate, are duly maintained.  
 
The TMC should be part of the survey planning meeting to be held prior to commencing the 
survey.  
 
9. TM reporting 
 
TM reports should generally follow formats laid down in the corresponding sections of A.744(18) 
as amended, namely:  
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9.1 for bulk carriers: reporting forms TM1-BC, TM2-BC, TM3-BC, TM4-BC, TM5-BC, TM6-BC, 
and TM7-BC should be used for recording thickness measurements (refer to Annex 8 to 
Annex A of A.744(18) for details);  


 
9.2 for double-hull oil tankers, reporting forms TM1-DHT, TM2-DHT(i), TM2-DHT(ii), TM3-DHT, 


TM4-DHT, TM5-DHT and TM6-DHT should be used for recording thickness measurements 
(refer to Annex 10 to Part A of Annex B of A.744(18) for details);  


 
9.3 for oil tankers other than double-hull, reporting forms TM1-T, TM2-T, TM3-T, TM4-T, TM5-T 


and TM6-T should be used for recording thickness measurements (refer to Annex 10 to Part 
B of Annex B of A.744(18) for details).  


 
TM reports should be translated into English, give date or dates of TM taking, type(s) of 
measuring equipment, names of personnel together with their qualification, name and details of 
a TMC (see Section 6), and be verified and signed by the surveyor controlling TM on board. 
 
For guidance, the TM reports should at least contain the following entries for every element 
measured:  
 


•  identification of an element; a scheme or sketch showing location of structural 
members subject to TM may be attached for clarity;  


•  original thickness in mm;  
•  gauged (residual) thickness in millimeters (mm);  
•  diminution of thickness, mm;  
•  maximum allowable diminution, mm. Note that the ‘maximum allowable 


diminution’, or ‘allowable thickness reduction’ (both terms in use by A.744(18)) is 
set up by the Administration;  


•  residual thickness as percentage of original thickness, %.  
 
Reports may be accompanied by photos of elements measured, if deemed appropriate.  
 
10. Evaluation of TM results  
 
The results of TM are included in the Condition Evaluation Report as a part thereof. The 
Condition Evaluation Report should be endorsed by the Administration.  
 
The TM results are then processed for calculating overall and local ship’s strength 
characteristics, such as, e.g., section moduli (SM) values of the ship at chosen transverse 
sections of the hull (oil tankers having a length of 130 meters and over, and age of 10 years or 
more), or strength of cargo hatch cover securing arrangements of bulk carriers.  
 
The said SM values obtained on the basis of residual thickness measurements (also taking into 
account of repairs and reinforcements), or cross-sectional data of worn structural members are 
then compared to the required values. On the basis of the outcome obtained, recommendations 
for further survey action are made (usually referred to as ‘memoranda’). 
 
11. Abbreviations used in these Guidelines:  
 
CAS  Condition Assessment Scheme 
ESP Enhanced programme of inspections 







Nieuwe uitleg 1 
P.O. Box 90653 
2509  LR The Hague 
The Netherlands  


Telephone: +31 70 456 1508
Telefax: +31 70 456 1599


E-mail: secretariat@parismou.org
Internet : www.parismou.org 


 


Rev.2                                            Page 8 of 16 
PMoU Confidential 


GT  Gross tonnage 
IMO  International Maritime Organization 
MEPC Marine Environment Protection Committee  
mm millimeters 
MSC  Maritime Safety Committee 
Paris MoU  Paris Memorandum of Understanding 
PSCO  Port State Control Officer 
RO Recognized Organization 
SM section moduli 
SRF  Survey Report Files 
TMC  Thickness Measurement Company  
UTE  ultrasonic test equipment  
 
Attachments: 
 
Table 1: Extent of TM at a Renewal Survey of Bulk Carriers  
Table 2: Scope of Close-Up Survey at Renewal Survey of Bulk Carriers  
Table 3: Extent of TM at Renewal Survey of Double-Hull Tankers 
Table 4: Minimum Requirements for Close-up Survey at Renewal Survey of Double-Hull Oil 


Tankers 
Table 5 Minimum Requirements for Overall and Close-Up Surveys and TM at Intermediate 


Survey of Double-Hull Oil Tankers 
Table 6: Extent of TM at Renewal Survey for Tankers other than Double-Hull  
Table 7: Scope of Close-Up Survey Requirements at Renewal Survey of Tankers other than 


Double-Hull  
 


 
 


Table 1 – extent of TM at a renewal survey of bulk carriers  
 
age ≤ 5yrs 5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
Suspect areas* Suspect areas* Suspect areas* Suspect areas* 
 Within the cargo length 


area: 
Within the cargo 
length area: 


Within the cargo length 
area: 


 Two transverse 
sections of deck plating 
outside the line of 
cargo hatch openings 


Each deck plate 
outside the line of 
cargo hatch openings 


Each deck plate out-
side the line of cargo 
hatch openings 


  Two transverse 
sections, one of which 
should be in the 
amidship area, outside 
the line of cargo hatch 
openings 


Three transverse 
sections, one of which 
should be in the 
amidship area, outside 
the line of cargo hatch 
openings 


   Each bottom plate 
 Measurement, for 


general assessment 
and recording of 
corrosion pattern, of 
those structural 


Measurement, for 
general assessment 
and recording of 
corrosion pattern, of 
those structural 


Measurement, for 
general assessment 
and recording of 
corrosion pattern, of 
those structural 
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members subject to 
close-up survey**, see 
Table 2. 


members subject to 
close-up survey**, see 
Table 2. 


members subject to 
close-up survey**, see 
Table 2. 


 Selected cargo hold 
hatch covers and 
coamings (plating and 
stiffeners) 


All cargo hold hatch 
covers and coamings 
(plating and stiffeners) 


All cargo hold hatch 
covers and coamings 
(plating and stiffeners) 


 Selected areas of deck 
plating inside the line of 
openings between 
cargo hold hatches 


All deck plating inside 
the line of openings 
between cargo hold 
hatches  
 


All deck plating inside 
the line of openings 
between cargo hold 
hatches  
 


 All wind and water 
strakes within the 
cargo length area 


All wind and water 
strakes within the 
cargo length area 


All wind and water 
strakes within the 
cargo length area 


  Selected wind and 
water strakes outside 
the cargo length area 


Selected wind and 
water strakes outside 
the cargo length area 


Notes:  
*) ‘suspect area’ stands for location showing substantial corrosion and/or considered by the 
surveyor to be prone to rapid wastage; 
**) ‘close-up survey’ is a survey where the details of structural components are within the close 
visual inspection range of the surveyor, preferably within reach of hand. To be carried out at 
each renewal survey; the extent of close-up survey (also during a renewal survey) should 
correspond to the requirements of Table 2.  
 
Table 2 – Scope of close-up survey at renewal survey of bulk carriers  


age ≤ 5yrs 5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
25% of frames in the 
forward cargo hold at 
representative 
positions  
 


25% of frames in the 
forward cargo hold at 
representative 
positions  
 


25% of frames in all 
cargo holds  
 


All frames in all cargo 
holds  
 


Selected frames in 
remaining cargo holds  
 


Selected frames in 
remaining cargo holds 
 


  


  Two transverse 
sections, one of which 
should be in the 
amidship area, 
outside the line of 
cargo hatch openings 
 


Three transverse 
sections, one of which 
should be in the 
amidship area, 
outside the line of 
cargo hatch openings 


   Each bottom plate  
 


 Measurement, for 
general assessment 
and recording of 
corrosion pattern, of 


Measurement, for 
general assessment 
and recording of 
corrosion pattern, of 


Measurement, for 
general assessment 
and recording of 
corrosion pattern, of 
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those structural 
members subject to 
close-up survey  
 


those structural 
members subject to 
close-up survey  
 


those structural 
members subject to 
close-up survey  
 


 Selected cargo hold 
hatch covers and 
coamings (plating and 
stiffeners)  
 


All cargo hold hatch 
covers and coamings 
(plating and stiffeners) 
 


All cargo hold hatch 
covers and coamings 
(plating and stiffeners) 
 


 Selected areas of 
deck plating inside the 
line of openings 
between cargo hold 
hatches  
 


All deck plating inside 
the line of openings 
between cargo hold 
hatches  
 


All deck plating inside 
the line of openings 
between cargo hold 
hatches  
 


 All wind and water 
strakes within the 
cargo length area  
 


All wind and water 
strakes within the 
cargo length area  
 


All wind and water 
strakes within the 
cargo length area  
 


  Selected wind and 
water strakes outside 
the cargo length area  
 


Selected wind and 
water strakes outside 
the cargo length area  
 


Notes: 
Under ESP, a ‘renewal survey’ is a procedure which may be commenced at the fourth annual 
survey, and be progressed during the succeeding year with a view to completion by the fifth 
anniversary date. As to the thickness measurement, it should not be held before the fourth 
annual survey.  
 
2) ‘Substantial corrosion’ in this context is an extent of corrosion such that assessment of 
corrosion pattern indicates wastage in excess of 75% of allowable margins, but still within the 
acceptable limits.  
 
3) Thickness measurements during an intermediate survey are carried out to an extent sufficient 
to determine general and local corrosion levels in areas subject to close-up survey (see Note **) 
to Table 1), and in areas found to be ‘suspect’ (see Note *) to Table 1) at the previous renewal 
survey. If ‘substantial corrosion’ is found, the scope of TM should be increased, up to the extent 
indicated in Tables 1 and 2. However, TM may be dispensed with, provided that the surveyor is 
satisfied by the results of close-up survey, that there is no structural diminution, and the coating 
(where applied) remains effective. Where a protective coating in cargo holds is found in good 
condition (having only minor spot rusting), the extent of close-up survey and TM may be suitably 
reduced.  
 
 
************************************************************************************************************* 
Table 3 – double-hull tankers, extent of TM at renewal survey  
 


age ≤ 5yrs 5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
One section of deck 
plating for the full 


Within the cargo area: 
.1 each deck plate;  


Within the cargo area: 
.1 each deck plate;  


Within the cargo area: 
.1 each deck plate;  
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beam of the ship 
within the cargo area 


.2 one transverse 
section 


.2 two transverse 
sections*;  
.3 all wind and water 
strakes 


.2 three transverse 
sections*;  
.3 each bottom plate;  
.4 all wind and water 
strakes 


 Selected wind and 
water strakes outside 
the cargo area 


Selected wind and 
water strakes outside 
the cargo area 


Selected wind and 
water strakes outside 
the cargo area 


Measurements, for 
general assessment 
and recording of 
corrosion pattern, of 
those structural 
members subject to 
close-up survey** 


Measurements, for 
general assessment 
and recording of 
corrosion pattern, of 
those structural 
members subject to 
close-up survey** 


Measurements, for 
general assessment 
and recording of 
corrosion pattern, of 
those structural 
members subject to 
close-up survey** 


Measurements, for 
general assessment 
and recording of 
corrosion pattern, of 
those structural 
members subject to 
close-up survey** 


Suspect areas Suspect areas Suspect areas Suspect areas 
* at least one section should be within 0.5L amidships;  
** see table 4, including notes 1 to 7 thereto. 
 
Notes:  
1. “close-up survey”: see note **) to Table 1 and Table 4 together with notes 1 to 7 thereto 
defining areas of close-up survey;  
2. in case where ‘substantial corrosion’ is found, the extent of TM shown in Table 3 should be 
increased in accordance with the provisions of Annex 4 to Part A of Annex B to Resolution 
A.744(18) as amended (refer to A.744(18) for details).  
Table 4 – minimum requirements for close-up survey at renewal survey of double-hull oil tankers  
 


age ≤ 5yrs 5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
One web frame (1), in 
a complete ballast 
tank (see A) 


All web frames (1), in 
a complete ballast 
tank (see A).  
The knuckle area and 
the upper part (5m 
approximately) of one 
web frame in each 
remaining ballast tank 
(6) 


All web frames (1) in 
all ballast tanks 


As for ships 10 < age 
≤ 15; additional 
transverse areas as 
deemed necessary by 
the Administration 


One deck transverse, 
in a cargo oil tank (2) 


One deck transverse, 
in two cargo oil tanks 
(2) 


All web frames (7), 
including deck trans-
verse and cross-ties, 
if fitted, in a cargo oil 
tank.  
One web frame (7), 
including deck trans-
verse and cross-ties, 
if fitted, in each 
remaining cargo oil 
tank. 


 


One transverse bulk- One transverse bulk- All transverse bulk-  
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head (4), in a 
complete ballast tank 
(see A) 


head (4), in a 
complete ballast tank 
(see A) 


heads, in all cargo oil 
(3) and ballast (4) 
tanks 


One transverse bulk-
head (5) in a cargo oil 
centre tank. One 
transverse bulk-head 
(5) in a cargo oil wing 
tank (see B) 


One transverse bulk-
head (5) in two cargo 
oil centre tanks. One 
transverse bulk-head 
(5) in a cargo oil wing 
tank (see B) 


  


 
Notes:  
1.  ‘Web frame’ in a ballast tank means vertical web in side tank, hopper web in hopper tank, 


floor in double bottom tank, and deck transverse in double deck tank (if any), including 
adjacent structural members. In fore and aft peak tanks, ‘web frame’ means complete 
transverse web frame ring including adjacent structural members.  


2.  Deck transverse, including adjacent deck structural members (or external structure on deck 
in way of the tank, if any).  


3.  Transverse bulkhead complete in cargo tanks, including girder system, adjacent structural 
members (e.g. longitudinal bulkheads) and internal structure of lower and upper stools, 
where fitted.  


4.  Transverse bulkhead complete in ballast tanks, including girder system and adjacent 
structural members, such as longitudinal bulkheads, girders in double bottom tanks, inner 
bottom plating, hopper side, connecting brackets.  


5.  Transverse bulkhead lower part in cargo tank, including girder system, adjacent structural 
members (e.g. longitudinal bulkheads) and internal structure of lower stool, where fitted.  


6.  The knuckle area and the upper part (5m approximately), including adjacent structural 
members. Knuckle area is the area of the web frame around the connections of the slope 
hopper plating to the inner hull bulkhead and the inner bottom plating, up to 2m from the 
corners both on the bulk-head and the double bottom.  


7.  ‘Web frame’ in a cargo oil tank means deck transverse, longitudinal bulkhead vertical girder 
and cross-ties, if any, including adjacent structural members.  


 
Areas 1 to 7 are areas subjected to close-up surveys and TM.  
 
A: ‘complete ballast tank’ means a double bottom tank plus double side tank plus double deck 
tank, as applicable, even if these tanks are separate.  
 
B: where no centre tanks are fitted (as in the case of a centre longitudinal bulkhead), transverse 
bulk-heads in wing tanks should be surveyed.  
 
See note 1) to Table 2 as regards the renewal survey.  
 
See note 3) to Table 2 as regards substantial corrosion.  
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Table 5 Minimum Requirements for Overall and Close-Up Surveys and TM at Intermediate 


Survey of Double-Hull Oil Tankers.  
 


5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
Overall survey* of 
representative salt water 
ballast tanks selected by the 
attending surveyor (selection 
should include fore and aft 
peak tanks & three other 
tanks where a protective 
coating is found in poor 
condition) 


Overall survey* of all salt 
water ballast tanks, including 
combined cargo/ballast tanks, 
if any 


As for renewal survey, see  
Table 4. 


 Overall survey* of at least two 
representative cargo tanks 


 


 Close-up survey in salt water 
ballast tanks of:  
- all web frames (1) in one 
complete tank (see A) – the 
knuckle area and the upper 
part (appr. 5m) of one web 
frame in each remaining 
ballast tank (6);  
- one transverse bulkhead (4) 
in each complete tank (see A) 


 


 Close-up survey in two cargo 
tanks (or two combined 
cargo/ballast tanks, where 
fitted). The extent of surveys 
should be based on the re-
cords of the previous renewal 
survey and repair history of 
the tanks 


 


TM of areas found to be 
‘suspect areas’ (see Table 1) 
at the previous renewal 
survey 


TM of areas found to be 
‘suspect areas’ (see Table 1) 
at the previous renewal 
survey 


As for the renewal survey, see 
Table 3. 


 
Notes:  
Areas 1, 4 and 6, and A – see notes to Table 4. 


 
*) Overall survey is a survey intended to report on the overall condition of the hull 


structure and determine the extent of additional close-up surveys.  
 
************************************************************************************************************* 
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Table 6: Extent of TM at Renewal Survey for Tankers other than Double-Hull  
 


age ≤ 5yrs 5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
One section of deck 
plating for the full 
beam of the ship 
within the cargo area 
(in way of a ballast 
tank, if any, or a cargo 
tank used primarily for 
water ballast) 


Within the cargo area: 
.1 each deck plate;  
.2 one transverse 
section 


Within the cargo area: 
.1 each deck plate;  
.2 two transverse 
sections 


Within the cargo area: 
.1 each deck plate;  
.2 three transverse 
sections;  
.3 each bottom plate 


Measurements of 
structural members 
subject to close-up 
survey for general 
assessment and re-
cording of corrosion 
pattern 


Measurements of 
structural members 
subject to close-up 
survey for general 
assessment and re-
cording of corrosion 
pattern 


Measurements of 
structural members 
subject to close-up 
survey for general 
assessment and re-
cording of corrosion 
pattern 


Measurements of 
structural members 
subject to close-up 
survey for general 
assessment and re-
cording of corrosion 
pattern 


Suspect areas Suspect areas Suspect areas Suspect areas 
 Selected wind and 


water strakes outside 
the cargo area 


Selected wind and 
water strakes outside 
the cargo area 


Selected wind and 
water strakes outside 
the cargo area 


  All wind and water 
strakes within the 
cargo area 


All wind and water 
strakes within the 
cargo area 


 
Notes: explanations for ‘suspect areas’ and ‘close-up survey’ – see notes to Table 1. Scope of 
close-up survey requirements at intermediate survey of tankers other than double-hull, see 
Table 7.   
 
 
 
************************************************************************************************************* 
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Table 7 – Scope of close-up survey requirements at renewal survey of tankers other than 
double-hull  
 


age ≤ 5yrs 5 < age ≤ 10 10 < age ≤ 15 age > 15yrs 
Complete transverse web frame ring including adjacent structural members 


One web frame ring – 
in a ballast wing tank, 
if any, or a cargo wing 
tank used primarily for 
water ballast. 


All web frame rings – 
in a ballast wing tank, 
if any, or a cargo wing 
tank used primarily for 
water ballast. 


All web frame rings in 
all ballast tanks;  
all web frame rings in 
a cargo wing tank;  
a minimum of 30% of 
all web frame rings in 
each remaining cargo 
wing tank*. 


All web frame rings in 
all ballast tanks;  
all web frame rings in 
a cargo wing tank;  
a minimum of 30% of 
all web frame rings in 
each remaining cargo 
wing tank*.  
In addition, 
transverses are 
included as deemed 
necessary by the 
Administration. 


Deck transverse including adjacent deck structural members 
One deck transverse 
in a cargo tank. 


One deck transverse 
in a cargo tank in 
each of the remaining 
ballast tanks, if any;  
one deck transverse 
in a cargo wing tank;  
one deck transverse 
in two cargo centre 
tanks. 


  


Transverse bulkhead complete, including girder system and adjacent members 
 Both transverse bulk-


heads in a wing 
ballast tank, if any, or 
a cargo wing tank 
used primarily for 
water ballast. 


All transverse 
bulkheads in all cargo 
and ballast tanks. 


All transverse 
bulkheads in all cargo 
and ballast tanks. In 
addition, transverses 
are included as 
deemed necessary by 
the Administration. 


Transverse bulkhead lower part, including girder system and adjacent members 
One transverse bulk-
head in a ballast tank;  
one transverse bulk-
head in a centre tank. 


One transverse bulk-
head in each 
remaining ballast 
tank;  
one transverse bulk-
head in a cargo wing 
tank;  
one transverse bulk-
head in two cargo 
centre tanks. 


  


Deck and bottom transverse including adjacent structural members (for ore/oil ships, applicable 
to deck transverse only) 







Nieuwe uitleg 1 
P.O. Box 90653 
2509  LR The Hague 
The Netherlands  


Telephone: +31 70 456 1508
Telefax: +31 70 456 1599


E-mail: secretariat@parismou.org
Internet : www.parismou.org 


 


Rev.2                                            Page 16 of 16 
PMoU Confidential 


  A minimum of 30% of 
deck and bottom 
transverses, including 
adjacent structural 
members in each 
cargo centre tank 


A minimum of 30% of 
deck and bottom 
transverses, including 
adjacent structural 
members in each 
cargo centre tank*. In 
addition, transverses 
are included as 
deemed necessary by 
the Administration 


Additional complete transverse web frame ring 
  As considered 


necessary by the 
Administration 


As considered 
necessary by the 
Administration 


 
Notes:  
*) the 30% should be rounded up to the next whole integer.  
 
For ‘renewal survey’ under ESP, see note 1) to Table 2.  
 
Thickness measurements during an annual survey are carried out when considered necessary 
by the surveyor. But if such TM, should they have been conducted at the discretion of the 
surveyor, indicated that ‘substantial corrosion’ was found, the scope of such TM should be 
increased as necessary, in accordance with the provisions of Annex 4 to Part B of Annex B to 
Resolution A.744(18) as amended (refer to A.744(18) for details).  
 
See note 3) to Table 2 as regards substantial corrosion.  
 
Thickness measurements during an intermediate survey are to be carried out for ‘suspect areas’ 
(see Note *) to Table 1), identified at the previous renewal survey. 
 
However, TM may be dispensed with, provided that the surveyor is satisfied by the results of 
close-up survey, that there is no structural diminution, and the coating (where applied) remains 
effective. Where a protective coating in cargo holds is found in good condition (having only minor 
spot rusting), the extent of close-up survey and TM may be suitably reduced.  
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