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10. Cargo related matters

Next to this manual, please also note the contents of the other documentations on the cargo subject, especially the circular letters, in which provide you with info, which is collected in the past during operations with all vessels.

10.1 Cargo Uplift
Upon completion of loading, an accurate draft survey shall be carried out by the ship to ensure that the stated quantity has been loaded and that this is in conformity with the B/L figures. 

If the ship is to load a complete cargo on summer draft or winter draft, the Master must ensure that ballast tanks are completely empty. Do not forget that on some ships the sounding pipes are located in the centre of each tank and not, as usual at the end. This is especially true for all 

· Rhine types

· Schelde types

When the actual cargo intake differs from the planned figure and the ship is on summer or winter draft, there can be three reasons for the difference:

· illegal business by Shipper (in excessive differences - Letter of Protest!)

· ship has still ballast water in (ballast valve is hanging, or not fully closed)

· ship is too small, it does not conform with calculated yard’s figures

Master shall never accept Shipper’s figures for cargo weight without checking the same by ship’s own draft survey. Discrepancies have to be reported immediately to the brokers before signing Bs/L.

If there is a discrepancy between Shippers’ and ship’s cargo weight, the Mate’s receipt and B/L should be marked accordingly.

The Master must issue a Letter of Protest concerning „Excessive Cargo Differences“. If agent or Shipper refuse to sign the Letter of Protest, the Master has to sign himself solely with the remark „Shipper, agent refused to sign“. 

Letters of protest will emphasise the seriousness of the situation and all such protests will assist the Owners in their defence of any claim.

Verbal complaints cannot be used as evidence to substantiate protests or to defend  against claims.

Important:

If it is worth talking about it, it is also worth writing about it.

10.2 Deadfreight Claims

Should the Shipper or Shipper’s agent be unable to provide sufficient cargo in accordance with the C/P or voyage instructions, they must inform the ship in writing of the shortfall in cargo.

Finally, only the Charterer or Broker can give instruction for the ship to sail, whereafter the Master can make his claim for deadfreight.

In case of short shipment and Shipper/Charterer has not accepted the Master’s deadfreight claim in writing, the Master must contact the Broker/Charterer immediately and before sailing.

It should be noted in the Statement of Facts, that loading has not been completed, that laytime/demurrage shall continue to count until the required balance of cargo has been loaded or until the deadfreight claim is officially accepted by the Shipper/Charterer

In such instances, the importance of notifying the Shippers in writing of the ship’s readiness to load the intended cargo quantity, at the time of tendering the NOR becomes obvious.

A deadfreight claim will only be accepted if the ship can prove that she can physically load the balance of cargo, i.e. the ship has the space and the deadweight capacity.

In the event the Master was unable to discuss the matter with the Broker, he must issue on behalf of the Owner at least a note of protest for the quantity short-shipped, which Charterers’ agent must countersign.

The amount of claimed deadfreight must be always in connection of what vessel can carry maximum. i.f. when the vessel is fixed for full load 4000 mto  plus/minus 5% the N.o.R. must be tendered with 4200 mto .When vessel got only 4100 to cargo, Master must claim 100 to death freight .

10.3 Statement of Facts

When a Statement of Facts was signed by the Master without remarks, it is not possible to dispute the recorded facts later.

Always sign Statement of Facts as follows: 

„received by Master“ or „for receipt only, Master“

i.e. never sign a Statement of Facts only with ship’s stamp and Master’s name. 

In the case that an agent does not accept „received by Master“ then check carefully and step by step the recorded facts. Be aware of so called switch in dates/figures, for example: 

start of Loading
06.04.1997
12.00 lt

completion Loading
04.07.1997
18.00 lt

Then sign as follows: „for receipt only, Master” and use ship’s stamp
If the Master signs such a Statement of Facts with ship’s stamp and his name, the Company would have to pay port dues for 3 months and not for the actual time of stay, i.e. one and half a day.

When it is raining, carefully check the times and dates recorded. The Master is requested to note all rain periods carefully. When in doubt, contact the Company/Broker by return.

If the Master is aware of delays that might give rise to disputes, he must discuss these items with the agent in order that he can present a correct Statement of Facts.

If a ship’s crane breakdown has been recorded, but the stoppage did not cause any delay or inconvenience to cargo work and the final time of the ship’s sailing was not affected, the Master should also record this fact in the Statement of Facts.

Furthermore the Master must ensure that, when the ship was damaged by stevedores and no repairs were carried out, this damage is recorded in the Statement of Fact with date and time.

Keen attention must be paid to:

· loading, unloading interruptions caused by stevedores (technical malfunction etc)

· loading, unloading interruption caused by the ship

· rain periods

· strikes

· shortage of cargo (deadfreight claim)

· switch in figures/dates

· damage to ship caused by stevedores

Every damage to the ship has to be recorded in the Statement of facts.

THE STATEMENT OF FACTS IS THE VERY LAST DOCUMENT TO BE SIGNED!!

10.4 Notice of Readiness

Upon arrival at the port, the NOR is to receive immediate attention. If on any occasion you are in doubt about the terms of the C/P concerning the conditions under which the NOR should be tendered, it is wise to tender at the FIRST opportunity, in order not to miss the earliest commencement of laytime counting.

When at anchor, please telex the NOR to the agent and ask him to tender the NOR to the relevant party. If any restrictions apply whereby it cannot be accepted, it is only a matter of submitting a new NOR when all conditions have been met.

When submitting a new NOR, please always make the following new remark therein:

„Without prejudice to Notice of Readiness given .................... (the date and time of the first NOR)

NOR example see folder „Forms“.

Special attention must be given to loading / discharging instructions from Broker/Charterers.

Keen attention has to be paid to the time counting in the NOR: If the ship is around 12.00 hrs on the berth or at the pilot station, then fill in 11.58 or 11.59 but not 12.00 or later. In this case stevedores are forced to start at 14.00 hrs the same day in order to avoid demurrage. The same is valid around 17.00 hrs. i.e. 16.58 instead of 17.00 or later.

If a ship has an ETA of 11.00 hrs on a Monday, it could be that agent asks the Master to reduce speed to ‘eco’ speed because stevedores want to start on a Tuesday- morning and not upon arrival on Monday. Should the Master indeed proceed ‘eco’- speed and he arrives 17.00 hrs on Monday, then time to count starts on Tuesday morning. That is a big financial loss for the Owners. Therefore, never accept Agent instructions. Contact Broker or Company by return. Keep ship’s ETA as it is. 

Except during local weekends or holidays Master must always try to tender NOR before 12.00 hrs. or 17.00 hrs same day. (Note: the difference between the Arabic weekends and the European)

10.5 Bill of Lading Weight

Upon arrival in the loading port, the Master has to establish how the B/L figure is to be obtained. Regardless of the shore method of ascertaining the B/L weight, the Master shall always satisfy himself that the ship’s draft survey agrees with the B/L figure within acceptable limits.

When cargo quantities calculated upon completion of loading indicate an apparent excessive difference, when compared with shore figures, these must be claimed by the Master immediately (see folder Forms; Letter of Protest „Excessive Cargo Differences). 

When cargo intake is ascertained by draft survey, the Master must ensure that he is getting the correct quantity of cargo. 95% of the freights are based upon cargo intake. A ‘0,5 % more or less’ clause can be applicable, but if a ship is having less cargo on board, the Company can be faced with a ‘short landed’ claim.

10.6 Condition of cargo upon loading

It is important for the Master to know how the cargo is to be described in the B/L in order that this complies with the actual cargo on board. The Master and Officers should be on their guard against malpractices that might take place in the port of loading and can give rise to a cargo claim in the port of discharge.

Important:

Never sign clean Bs/L when cargo appears to be damaged. 

The Master should record in the ship’s logbook, Mate’s Receipt and B/L, if a cargo has been loaded from an open stockpile or storage depot (exposed to weather). If a bulk cargo requires to be loaded with a maximum transport moisture limit, then the Master must require written information on this actual moisture content, from either the Shipper the agent. The Master should establish the date and time when the moisture content was checked, particularly when a cargo is loaded from an open stockpile. If in doubt of the outcome, the Master must contact the broker/office immediately.

A B/L remark could read: Cargo stored on open air before loading.Cargo 

completely wet. 
All Masters are reminded, that when cargo is loaded / discharged on an FIO basis and shipper/receiver appoint the stevedores, the Master is fully responsible for the stowage and the supervision of the stevedores.

Any protest or remark regarding the stowage of the cargo or the performance of the stevedores, careless handling, cargo spills, rough handling of cargo gear, etc., must be made in writing to the relevant parties. Always ensure that a copy is sent to the Broker/Charterer and the Company.

When loading bulk cargo Masters must pay attention to the likelihood of contamination of cargo, particularly when loading commences.

Damaged or contaminated cargo must be refused. If such cargo is loaded or when the Master fears that the cargo is not loaded in accordance with the C/P or B/L description, loading should be stopped immediately. The Shipper/agent must be informed in writing that the cargo is not in the condition as described.

Before the resumption of loading the Master should receive written confirmation that the cargo is in accordance with the sales contract.

10.7 Cargo Ventilation, Hatch Cover Tightness

Masters and Officers are required to be familiar with all aspects of cargo hold ventilation in order to prevent or to minimise ship’s sweat and cargo sweat. They should understand the importance of ascertaining which types of cargo require ventilation and proper attention is given to the changes in climatic zones during the voyage.

Water ingress by damaged hatch cover seals is to be avoided. Masters and Officers have to check hatch cover watertightness at least every 3 months by a hose test or the overpressure system (AHTS: Additional Hatch Cover Tightness System). The results must be recorded in the logbook. Preferably, ships equipped with an overpressure system should check watertightness of hatchcovers prior to departure, by activating the system and keeping it running. The overpressure system is designed to repel water ingress. 

Seawater damage to cargo is the Master’s (Company’s) full responsibility.

Special care must be taken when steel products are carried. Should nevertheless a damage by seawater occur, the ship should try to clean the steel product by wiping it with an oily cloth (gasoil). When seawater is coming over hatches, a regular visual survey of the cargo has to be carried out by the crew. 

Attention is drawn to the following:

· hatch coaming drainage must be clean and free from cargo residues

· drainage pipes are fitted with balls (in case that overpressure system is not working)

· doors of entrances and bulkheads bolts are correctly sealed and closed

· hatch coaming cleats are closed especially the cross joint cleats

· hatch cover seals are maintained in good condition

· hatch cover is closed according to manufacturer’s instruction

· Checklist for hatch cover and cargo hold is observed and adhered to

10.8 Mate’s Receipt

The B/L shall be claused in accordance with the remarks in the Mate’s Receipt. 

It is important for both the Master and Officers to understand that the Mate’s 
Receipt is a legal recognised document and that, when remarks are not shown in the Mate’s Receipt, it is not possible to clause the B/L. Remarks in the Mate’s Receipt must be brought to the attention of the Broker.

When a B/L has to be signed „clean“ in accordance with the C/P, the Master has to ensure that only clean cargo is loaded. Unclean cargo must be rejected or the loading stopped and a written protest to be made to Shippers/Charterers with a copy to the Broker. The Company/Broker should be informed immediately and consulted for further instructions.

When no Mates Receipt is forwarded by agent when cargo is damaged,

make your own one –take a blank peace of paper and put on top mate Receipt

and than write the true condition of cargo into.

One copy has to send to the Broker.

In case of serious disputes with the agent the Broker has to be informed 

and the local P & I Club representative(s) could be consulted , but only

on instructions of the owners. 


 10.9 Bills of Lading

After receiving the cargo, the Master shall carefully load, handle, stow, carry, keep and care for, and at the destination, discharge the cargo carried in the same condition as it was received.

The Master, when signing the Bs/L accepts these responsibilities on behalf of the Owner and of the relevant cargo. The Master has the responsibility to ensure that the cargo is in accordance with the description and weight as stated on the B/L. If the Master has reasonable ground to suspect an inaccuracy, he shall make a remark in the B/L and in accordance with the Mate’ Receipt. 

Greatest attention has to be paid when loading bulk cargoes. The condition has to be inserted in the B/L.

The B/L must be in conformity with the C/P, whereby the Master must always use the following stamp, in case of voyage charter:



All terms and conditions


as per Charter Party 


dated ...............................


at .....................................


including Arbitration

Prior to loading the Master shall inform the agent in writing that this stamp will be used. It does not make a B/L ‘unclean’. Unclean means, that the B/L does bears superimposed remarks as to the apparent condition etc. of the cargo. The above stamp does not spoil the cargo. It is only a statement that all terms and conditions of the relevant Charterparty are incorporated. 

Before signing a B/L the Master must ensure that the details are correct and that the date of issue corresponds with the date when the cargo was loaded, or the entire cargo loading operation was completed. 

Should the Master encounter problems by non-acceptance of this stamp in the B/L, he must contact Broker and/or the Company. In case neither can be reached, he must not wait more than 2 hours in order not to loose too much time

When carrying deckcargo the following stamp must always be used:



Shipped on deck at


Shipper’s / Receiver’s risk.


Owners / Master not to be 


responsible for any loss


of / or damage to cargo


howsoever caused

When containers are loaded the below mentioned stamp must be used in B/L:



Sign of Quantity of Containers 


only. Weights, Contents, Quality, 


Sealnumbers unknown. Accordingly, 


no lien or any other claim against 


the ship or her owners can be 


construed therefrom.

Never sign clean Bs/L when cargo is contaminated or damaged. 

In practice, the Charterer / Shipper may already have expressed his wish for a B/L to be signed „clean“, thus preventing any remarks to be written in it. If, however, during the loading the Master has cause to make remarks, he should immediately inform the Company and the Broker/Charterer. It could happen that the Broker or Charterer requires that the Master shall sign clean Bs/L, but this request must be done solely in writing. In some cases there may exist a so-called „Gentleman agreement“. Any remarks concerning the condition of the cargo, must be made in the Mate’s Receipt.

Under no circumstance should a „Letter of Indemnity“ be accepted from any party in the loading port without prior approval from the Broker and/or the Company. Agreements based on Letters of Indemnity are not legally valid.

If in doubt the Company or the Brokers should be contacted.

In order to ensure that a cargo is delivered to the authorised B/L holder in the discharge port, the Master shall demand that the original B/L is produced, before allowing discharge to commence.

A „freight prepaid“ B/L shall only be signed, when written instructions from the Broker and/or the Company have been received.

The Master is only allowed to sign a ‘Ship’s’ B/L and not a ‘Charterers’ B/L (such as Liner B/L, Through B/L). The difference between both is very simple. In the righthand corner of the B/L the Charterer’s name/address is mentioned. On the ‘Ship’s’ B/L is nothing (see example). 

Reason: When a Charterers’ B/L is signed by the Master, the liability is extended  to the ship, i.e. from point of origin of the cargo to its final destination. Normally the ship is liable only from tackle to tackle (hook to hook). 

Never sign a Charterers’ B/L. Never!!

You accept liability from factory to end receiver!

Before signing Bs/L , the  Company must be contacted.
Definition of ‘dirty’ BL: When a B/L has remarks inserted in it as to the condition or quantity of the cargo, it is said to be a ‘dirty’ B/L.

Also, remarks such as: second hand cases, used drums, and clauses that disclaim, on the part of the Carrier the knowledge of contents, weight, measurements, quality or technical specification of the goods, and clauses that shift the liability from the B/L to the C/P, do not make a B/L ‘dirty’. 

10.10 Power of Attorney to Agent to sign Bs/L

One of the following two reasons that an agent may sign on Master’s behalf a B/L can be:

1. terms and condition of Charter Party or

2. Master is required to sign a clean B/L, although cargo is damaged

In both cases the Master must authorise in writing Agent/Charterers’ agent to sign Bs/L in strict confirmity with Mate’s Receipt remarks. Do not forget the stamps “All terms and condition ……. on the mate’s receipt.

Only then the Agent is fully responsible for the content of the Bs/L. If not, the Master remains responsible.

As mentioned before the Master is not entitled to sign clean Bs/L when cargo is damaged, unless he receives a written confirmation from the Broker or the Company. 

If the Charterers insist on a clean B/L, the Master can give the Agent/Charterers authority to sign Bs/L on behalf of the Master but only as per the remarks in the Mate’s receipt. If this is refused and the Master has no instructions from Broker or the Company, then the ship will remain in the port until further instructions are received by the Master.

10.11 Cargo Out-Turn in Discharge Port

The Master must establish how the out-turn weight is to be checked in the port of discharge. In some instances the B/L weight is accepted, but in most cases the cargo is weighed and/or confirmed by ship’s draft survey.

The Master must find out where the cargo is to be weighed, by weigh bridge, at receiver’s premises, etc. When this is to be done in the port, then the facility must be inspected and established that no malpractices take place. When another ship is in port and discharging a similar cargo, there is a likelihood that trucks from both ships will be mixed.

Cargo Out-Turn Report must be signed as follows: „received, Master“ or „for receipt only, Master“. Do not use ship’s stamp, whenever possible.

In case the agent does not accept this, then B/L-Weight and Cargo Outturn Weight must be carefully checked. Should this differ, the reason thereof must be found! Has there been any malpractice, have lorries not passed the weighing bridge, for example? 

Then sign as follows: „for receipt only, Master” and use ship’s stamp.
A difference in weight must immediately form the basis for a letter of protest.

Letters of protest will only emphasize the seriousness of the situation and all such protest will assist the Owners in their defence in any claim.

Verbal complaints cannot be used as evidence to substantiate protests or defence against claims.

Important:

When it is worth talking about ... Then it is worth writing about.

10.12 Prior Loading, Loading, Transportation, Discharging

10.12.1 General
The Company must rely heavily on the expertise and experience of the Master and Officer of each ship employed in the trade, to take the greatest interest and care during the loading, carriage and discharge of the cargo.

The Company’s reputation can be made or broken on every occasion. The discharge and delivery of 1 cargo in poor condition, can endanger our good reputation and the relationship with the cargo industry, built up over years and spoil our chances of renewing a contract or voyage.

Under no circumstances a Master of one of our vessels will be forced to load cargo, when the cargo hold is not prepared for loading !

The Master is full responsible for the stowage of the cargo!

10.12.2 Prior Loading a Cargo

It depends on the type of cargo, how cargo hold has to be prepared. For scrap it is not necessary that hold is washed and dried but only swept.

In general, the hold has to be prepared as follows:

1. Cargo hold must completely clean, dry and free from loose rust, rust pittings, flaking paint and odour.

2. If seawater has been used for washing the holds, the holds should then be washed with freshwater to remove all salt crystals. Be aware that at times, due to very cold weather it may be too cold for washing the hold.

3. Ensure that the tank tops and bilges are completely dry. Bilges should be left accessible for tank top drainage during the voyage.

4. Hatch covers and hatch coamings shall be examined for watertightness prior to loading. Hatch covers and the top of hatch coamings must be free from mechanical damage and rust that might effect the watertightness. Use and check hold’s over pressure system to trace possible leakages.

5. Rubber packings must be in good and undamaged condition.

6. All hatch coaming drains must be examined to make sure that they are open and clear. 

7. All hatch cover securing devices, cleats dogs, hydraulic system must be thoroughly examined

8. The securing dogs and rubber linings on access hatches, coaming ventilators must be watertight and well maintained

9. All hold ventilators, of whatever type installed, must be examined to ensure that they are in good working order and can be effectively closed.

10. If there is any doubt about the watertightness of a hatch cover it must be properly water tested ,but at least every 2 month or tested by hold’s over pressure system.

11. An entry must be made in the deck log book prior to the commencement of loading stating:

All hatch covers, coamings, ventilators and accesses to hold must be examined and found to be in satisfactory condition for the safe carriage of .................. (insert ‘cargo nature’).

When the cargo surveyor comes on board and agree that vessel is ready for loading, try to get a signed letter “ Certificate of Cleanliness”,

Which you find in the green folder forms.

10.12.3 Loading

Upon arrival at the load berth and weather conditions cannot be trusted, the hatches must remain closed, but in state of readiness to be opened at short notice. The Broker/Charterers must be informed by return.

Prior to opening the hatches, if necessary the hatch covers must be cleaned with fresh water and then completely wiped off to avoid (sea-) water damage to cargo, even when the covers are fitted with water drains.

When loading sensitive cargo, for example woodpulp, it can be necessary that tank top is covered with corrugated cardboard, which then is to be ordered by the Master upon arrival. 

It must always be ensured that the loading process is supervised by the Master or an Officer. Damaged or contaminated cargo must be refused. If necessary and possible a careful tally should be kept.

Master is responsible of stowing and securing of the cargo.

When loading has finished, the Master must ensure himself by draft survey of the quantity loaded. Hatch covers must be closed according to the manufacturers’ instructions. When possible watertightness must be checked by starting hold’s overpressure system. Leakages can be determined easily by the escaping air.

When a ship is loading on a berth ‘not always afloat’ (NAABSA), the Master must ensure that hatchcovers are closed before the ship is listing 5 degrees and more. Broker/Charterers and the Company must be informed. It might be necessary that the Master is issuing a „Letter of Protest“ concerning „unsafe berth“. 

Before closing hatches, the hold must be checked on stowaways very thoroughly. In port, the Master must always ensure that a deck watch is maintained to prevent stowaways.

When ship’s own lashing material or container lashing materials is used, during discharging a deck watch must permanently be maintained to ensure these materials are returned to the ship.

10.12.4 Transportation

During the voyage the cargo must be inspected, as good as possible, whereby 

following items must be observed:

· Ventilation? 

Is it necessary? Condition of hold climate, moisture, condensation water? 

· Cargo lashings? Are sufficient lashings applied? Is enough dunnage used? Are wedges placed? What is the weatherforecast? Are more lashings necessary?

· Water ingress? Seawater? ==> Any traces to be removed! Use an oily gasoil-drenched cloth to remove seawater traces on steel products; Are bilges empty? 

· Hold’s over pressure system is working? If not, Why not? 

· Is it necessary that ship’s own dehumidifiers are working? Do these protect cargo’s condition?

· Cargo hold heater is working? Is it necessary?

Never enter the hold and connecting rooms prior to testing quantity/quality of the oxygen. It must be ensured that enough breathing air is available. When the heating system is not used, the bracket connection (knee pipe) of heating tube must be dismantled (Weser types!). All other ships equipped with a hold heater, must be aware that a connection from/to the hold exists. 

Heavy weather requires that the Master reduces speed to avoid cargo damages. Also he must checks the cargo twice a day. Therefore put vessels head into the sea to prevent accident of crew and than check cargo. 

Under these circumstances check again when entering destination port.

10.12.5 Discharging

Prior to discharging, it must be ensured that cargo shall be discharged as stated in the B/L. If, due to cargo damage caused during transportation, this is not possible, only the Company must be informed and nobody else, i.e. third parties.

If damage to the cargo and/or ship has been caused by heavy weather, then a sea protest shall be made, but only after consultation with the Company.

If the Agent or the Charterer is issuing a „Letter of Protest“ to the Master, he must inform the Company’s insurance department by return.

Before opening hatch covers, ensure that no water is on top.

All administrative paperwork must be dealt with utmost care, according to Company’s instructions in this Manual.

When cargo is not properly discharged by stevedores, the Master must inform the Broker/Charterer and the Company by return. A voyage charterer is obliged to redeliver ship’s hold in clean condition. Even if there is a small quantity of cargo residue left in the hold, the hold must be „sweep clean“ before signing the Statement of Facts. If hold is not clean the Master is not allowed to sign ‘Statement of Facts’. 

After discharging of bulk cargoes both bulk heads must be moved and the space between and underneath the hatch covers must be cleaned.

10.13 Cargo Claims

In the event of known damages to cargo, the Master must inform the Company by return and nobody else. The slogan is: „Do not wake up sleeping dogs“. The Master must wait for a „Note of Protest“ from the Receiver. It is not the intention to remind him!!

When the Master is receiving a „Note of Protest“ concerning damage to cargo, he must inform in writing the Company and Brokers immediately. The Company will contact the Master to assist and instruct him. It depends on the extent of the damage whether a P & I surveyor will be called in or not. Therefore the Company needs a detailed description of the damage. Owners will not appoint a surveyor when they  are not invited for a survey.

When the Master receives a „Letter of Protest“, the following must be sent to the Company’s insurance department:

· The Master’s report including details of the voyage, lashings, weather conditions, wind and sea courses, speed, whether ventilation and/or over pressure system has been working, detailed description of the damage, loading and discharging operations.

· port, voyage, date and time, agent

· B/L

· Mate’s Receipt

· Statement of Facts

· Out-Turn Report

· Letter of Protest

· photographs

The Master must keep the insurance department up-to-date with progress and report to them if he believes that insufficient attention or lack of organisation is evident.

Master must be aware that any claim settled by the P & I Club, will almost certainly be reflected in higher premiums for the following years.

Therefore utmost care must be taken to avoid cargo claims.

Never forget: The experience and attitude of surveyors vary widely between the industrialised seafaring nations and the less developed countries.

Silver Nitrate Tests:

Never accept a surveyor’s „Silver Nitrate Tests“ to prove a seawater damage. 

This reacts only to clorides  and we have them also in drinking water.

Only chemical analyses are acceptable.

Note : Try to prevent cargo damages by reducing speed. The costs of cargo damages are higher than these of lost time.

10.14 Strike Club

This is an assembly of some examples covered by our insurance Strike Club :

-Strike of customs duty Strike by port officials 

-Time lost by ecological-objectors Strike by Dockers
-Fire, explosion or machinery failure ashore 

-Obstruction of seaways because of bad weather conditions Weather conditions obstruct port and interior Machinery failure ashore 

-Lost of a vehicle, which carries Cargo to a vessel 

-Port closure by officials because of bad weather conditions High Water levels-closure of -seaway 

-Rockfall-physical obstruction of a seaway High and low Water 

-Closure of a port because of a lawful disposal by the responsible authorities Physical barricade of a seaway Low Water levels 

-Time lost by stowaways 

-Arrest in consequence of a collision with a fixed object Fire, 

Note :
 We have only the chance to get covered if the strike lasts since at least 24 hours!

10.15 Stevedore Damage

In every voyage C/P there normally is a ‘stevedore damage’ clause. The wording in this clause must closely be followed, in order that the ship can be compensated for any stevedore damage.

It is of utmost importance that the Officer in charge reports immediately to the stevedore foreman or person in charge of operations, that damage has occurred. This verbal notification should be given immediately within the same working shift. The damage should be inspected and agreed upon by both parties.

A written notification on a „Stevedore Damage Report“ form must follow promptly. Obtaining a signature of acknowledgement will often raise problems. Nobody has the authority to sign. When this happened please write into the damage report” Stevedores refused to sign and let the agent sign in this case. 

When stevedore damage to the ship has occurred, there is a guideline and deadline:

· The Master must send a tlx  to Charterers,  stevedores and company about the damages and hold charterers and stevedores responsible.

· A copy of damage report thereof must be send to the Broker and the Company’s insurance department immediately.

· This must be done before leaving the harbour and best when it happened or latest 24 hours after occurance.

· A photo must be send to company with the report for estimate  repair costs

when damages was not repaired. 

Preferably, the stevedores should repair the damage to the ship’s satisfaction before sailing. Alternatively, an invoice can be made out for minor repairs. Preferably stevedores must pay into ship’s cash box. It is not allowed to accept compensation for larger unrepaired damages from stevedores. A signature from the responsible person should be obtained on the Damage report. If this is not possible then immediate notification to the Company is necessary. 

The Master is reminded of the importance of fully inspecting the ship for any damages, prior to signing the Statement of Facts. If the damage to the ship is not mentioned in the Statement of Fact, then the damage must be added with date and time and extent thereof, on the Statement of Facts. Furthermore a signed „Stevedore Damage Report“ must be attached. Should there be problems, the Broker and the Company must be contacted.

Neither GL nor any other surveyor from the H+M (Hull & Machinery) Underwriters shall be called in, without having received the Company’s permission, even if the ship is pressured or squeezed by agent or port authorities. The Master is not entitled afterwards to sign a letter that he has called GL although the agent or port authorities did it. 

Everybody wants your best! That’s your money.

10.16 Time Charter

A Master shall be fully aware that when a ship has been fixed on a T/C, the Master has full responsibility for ensuring that he complies strictly with Time Charterer’s instructions and that the ship performs at sea and in port according to the ship’s T/C description.

Therefore the Master must have a valid Charter Party on board. If not, he must ask for it.

Any failure of the ship / equipment to perform, any doubt about the ship’s ability to load the intended cargo(es) must be immediately reported in writing to the Company’s office.

It is important that the Master immediately informs the Broker and the Company of the 

· date

· time

· place of delivery

· bunkers remaining on board on delivery

· quantity of lashing material, especially for containers

when ship will be delivered to the Charterers (Delivery Certificate).

This information must be sent without delay, as the Time Charterers must be invoiced soonest for the first T/C hire.  

Likewise the redelivery details (Redelivery Certificate) must be sent soonest in order to finalise the accounts.

When on T/C, the Master must keep separate accounts for expenditures. Such expenditures should always be in accordance with the C/P rates agreed:

· communication costs (mobile phone, telex)

· representation/hospitality

· victualing 

At the end of each month and upon the ship’s redelivery, the office must be informed immediately (by telex or fax) of the total amounts involved. 

The statement and vouchers must be sent to the office immediately, for debiting the Time Charterers.

Example of Delivery and Redelivery Certificate ,see folder „Forms“

Do not forget the stamp “Important notice…” on every delivery note from bunker company.

It is of vital importance that when a ship is on T/C that all invoices, receipts, services and supplies ordered by the Time Charterer or their agents are clearly marked:



           IMPORTANT  NOTICE


The goods and / or services being hereby


acknowledged receipted for and / or ordered


are being accepted and / or ordered solely


    for the account of the Charterers

of the MV „.....................................“ and for the 


account of said ship or her Owners/ Manager.


Accordingly no lien or other claim against


said ship can arise therefrom.


Owners of the MV „............................“
If the Master is ordering on behalf of Charterers, he must use the following stamp:



for Charterer’s account

It is obvious that between the above mentioned stamps there is an important difference:

The first stamp is used when Charterer or Charterer’s agent is ordering services, supplies, etc.

The second stamp is used when the Master, on behalf of the Charterer is ordering services, supplies, etc. 

Ships chartered in the United States/South America trade must use the following stamp:





No lien agreement


Goods or services which are furnished to the ship


MV „.........................................“ for the account of 


Charterers Messrs.  .................................................



during her various calls in the port during her charter


shall be furnished solely on the basis of the credit-


worthiness of the Charterers and not on the basis of 


the creditworthiness of the ship nor it’s Owner 


Messrs. .....................................................................


No person or company supplying any such goods or


services shall have a maritime lien, charge or encum-


brance as a result of furnishing goods or services. 

Examples:

services:
boatmen, pilot, tugs, lashing gang ......

supplies:
bunker, additional lashing material, tarpaulins, airbags, dunnage .....

These services are ordered on behalf and paid for by Charterers and not by the Company.

10.17 Ships on tramp market, free trade, RP, pilotage

Ships operating on the tramp market must adhere to the following rules:

The Company and Broker must be informed when the ship is declared Off-Hire due to technical problems or for other reasons, like deviation, etc. 

Technical problems are: 
stoppage of main engine





not ready to load, to discharge





reduced speed due to improper working of equipment





etc.

Other reasons:

deviation due to stowaways





deviation due to injured crewmember





waiting for crewmember(s)





etc.

The Company needs in writing the following information:

· Date and time when problem arose

· Bunker consumption in that period

· All other costs and outlays resulting therefrom

For victualing (RP) the Master has an amount per month available of 

Nlg. 150,00. 

This is an monthly average,  not a fixed amount. (Not for Dutch Flag)

If he needs more than Nlg 150,-- (for example: Morocco), it must then be explained in detail in the monthly cash box report. 

The Master must use proper judgement with self pilotage, which  is only allowed in areas where he is familiar with the situation. In case of accidents the position of the Owner versus the Insurance Company may be jeopardised.  

10.18  No Safe Berth

„Safe Berth“ means a berth which the ship can reach, remain at and depart from without being exposed to danger that cannot be avoided by good navigation and seamanship. 

The Master is requested, and has the authority, to refuse berthing if the berth seems to be unsafe. Unsafe situations can occur due to wind, current, swell, not always afloat and not safely aground, obstacles, piracy, extremely low water, etc.

:Example        Bilbao, first basin after second breakwater, sometimes heavy swell

Arklow Jetty, Berth is located in the Irish Sea, sometimes heavy swell and strong current



Cadiz, sometimes heavy swell and strong current



Mardas, Single Berth Harbour Amberti



Bantry Bay



New Port, no anchoring at Berry Road worse seabed and many lost 

anchors, go to Blue Anchorage if weather permits anchoring

San Ciprian on Northerly and westerly winds

Figueira da Foz always swell

La Coruna 

Seahill jetty(Llandulas)

Killroot Jetty

Corcubian on south westerly winds

Milos on westerly winds

Bayonne , swell

Bejaja(Algeria) swell

Algier , swell

Algeciras ,swell

Basse Indre

Harper Liberia, swell

If the ship is alongside a berth and the situation changes to an unsafe berth, the Master is requested to leave berth immediately. 

Under certain circumstances a berth where a ship may sit aground, may still be a safe berth (NAABSA – not always afloat but safely aground)

When the Master refuses to berth, he must of course tender the „Notice of Readiness“ NOR and a „Note of Protest“ to the Agent/Charterer by telex immediately. He must indicate that he is waiting for a safe berth. In many cases, it is Charterers’ responsibility, as per the C/P to order a safe berth. If the berth seems to be unsafe, the Charterers have not fulfilled their obligation and the time is counting for the ship. Later, when the ship is alongside, the NOR and the Note of Protest have to be countersigned by the Agent/Charterers. A copy must be sent to the office.

In such cases the Master must present the Agent with a „Note of Protest“ for unsafe berth. We decide between three cases 

· Unsafe Berth

· Not Always Afloat But Safe Aground

· Grounding

These Letters of Protest are available for the shipscommand in the folder Forms. 

Keen attention must be paid to the time counting in the NOR: If a ship is around 12.00 hrs at the berth or pilot station, then 11.58 or 11.59 must be filled in, not 12.00 or later. The same is valid when it is around 17.00 hrs, i.e. 16.58 instead of 17.00 or later must be filled in.

10.19 Lloyds Open Form (LOF 2000)

Special attention must be paid to Lloyds Open Form (LOF 2000).

The Master is never to accept Lloyds Open Form without the Company’s confirmation in writing. LOF will cost the Company at least 10 % of the value of ship and cargo, i.e. starting from 800.000 German Marks and further unlimited.

In case of engine breakdown only tug assistance must be ordered and nothing else. These costs are around USD 2000,-- (depending on tug size and situation) in coastal areas. 

In emergency cases or engine breakdown, many tug owners try to get towing line on board. In that case the Master has accepted LOF. The crew must be instructed accordingly. 

Do not touch the heaving line of tugboat! Never do this.

The Owner and the insurance company can tender within minutes for a better contract and they advise the Master immediately. 

Please pay attion to following change of rules:

“ No cure, no pay” never exists any longer, that means we have to pay always

even when vessels wracked. 

10.20  Container Carriage

Due to some occurrences in the past, the crew’s attention is drawn to the following standing order when a ship is loading/discharging containers:

When a container-charter starts, an accurate inventory of all lashing material must be made. This list must be handed to the Charterers’ agent. This list is a part of the Delivery Certificate (see Folder „FORMS“). In some Charter Parties the Charterers are responsible for any loss and damage of materials. If  Charterers are not doing an „on hire survey“,  a delivery notice incl. bunker, quantity and type of lashing material must be handed to the Charterers’ Agent, together with a confirmation that the ship is in every respect ready to load containers. This delivery certificate forms the legal basis, in case of damage or losses to container lashing material. When a charter is finished the Master must issue a Redelivery Certificate, stating the quantity of lashing material on board. Differences between Delivery and Redelivery Certificates must be claimed from the Charterers.

10.20.1 Containers in general

1. a permanent watch during cargo operation by at least one crewmember

2. damage or loss of container lashing materials must be reported by the Master immediately to the Agent

3. a list of lost and/or damaged lashing material must be handed over by the Master to the Agent before leaving port. This list must be countersigned by both the Agent and the Master

4. every month a rough check of the quantity of lashing materials must be done by the crew. In case of differences, the Charterers and the Company must be informed in writing about type and quantity by return.

5. In general always a short list of lost material must be handed over to the Agent in each port. For example: two twistlocks fell overboard, one was damaged. 

6. Check hatch cover dovetail foundations regularly. 

7. After cargo operations on the terminal are finished, the berth is to be checked by the crew carefully for ship’s own lashing material (twistlocks, etc.). Empty containers onshore must be checked as well.

8. Only sealed container should be loaded and seals are to be checked.

9. Empty containers must be checked for stowaways. In the past it has occurred, that even in sealed empty containers, stowaways were found.

10. Request extra seals from Charterers’ agent for eventual resealing of empty containers

11. Resealing must always be entered in the log book

10.20.2. Reefer containers

1. Officers must insist on presentation of the temperature sheet of how a reefer container was standing on shore / at the terminal

2. every reefer container must be inspected carefully on possible damage or cracks

3. when the reefer container is cracked or damaged, loading must be refused absolutely

4. the set point must be checked: Fahrenheit or Celsius?

5. Check the loading temperature for differences between actual temperature and set point. Is the unit cooling down, check this permanently. If cooling down is not possible, the reefer container must be discharged immediately or refused.

6. at sea,  the reefer sheet / temperature must be checked daily at least 4 times

7. malfunctions must be reported to the Charterers immediately. Time, date, contents of report and contact person must be entered in the log book

8. If repair of a faulty reefer container is not successful, the Charterers and the Company also have to be informed immediately 

9. Charterers must deliver a repair kit on board. If this is not done, the Company and Charterers must be notified by return.

10.21 Port of Refugee

Whenever the Master deceided to enter a port of refugee for i.e. 

Shifting of cargo, the company must be informed immediately.

The vessels should not leave the harbour without permission of the owner.

All actions must be agreed and confirmed with insurance company.

Otherwise we will loose a lot of money.

PAGE  
28

