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MANAGEMENT REVIEW 
MEETING 2022

We have completed our traditional 3 
days Management Review Meeting for 
2022. Very glad to see the growing team 
and motivation. Our corporate culture 
and the way we accomplish our job as 
a team get stronger day by day. We will 
work harder in 2023, to assess, train 
and retain the most valuable assets of 
the maritime industry in a cost-effective 
way.
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JOINT ILO-IMO MEETING 
ADOPTS GUIDELINES ON 
SEAFARER ABANDONMENT

ew measures to improve conditions 
for seafarers, including those who 
have been abandoned, have been 
adopted at a meeting involving gov-
ernments and maritime workers and 

employers’ organizations.

Guidelines on how to deal with seafarer aban-
donment have been adopted by the first meet-
ing of a joint International Labour Organization 
(ILO)–International Maritime Organization (IMO) 
Tripartite Working Group.

The Guidelines seek to address the significant 
rise in cases of abandonment of crews reported 
to the ILO, which have risen from less than 20 
cases per year between 2011 to 2016, to 40 in 
2019, 85 in 2020, 95 in 2021 and 114 cases as 
of mid-December 2022. The Guidelines aim to 
improve coordination among countries, includ-
ing flag States, port States, States in which 
seafarers are national or resident, and States 
in which recruitment and placement services 
operate, in order to resolve abandonment cases 
more quickly, including getting seafarers paid 
and repatriated home to their families.

The new Guidelines draw on relevant ILO inter-
national labour standards, notably the Maritime 
Labour Convention, 2006, as amended (MLC, 
2006), including its most recent amendments; 
an earlier joint ILO-IMO resolution adopted 
in 2001 (Resolution A.930(22)); relevant IMO 
international frameworks and agreements; and 
relevant trends and developments in regional 
and national law and practice.

N
Under the MLC, 2006, flag States – countries 
where ships are registered and/or whose flag 
the ships are flying – must ensure a financial 
security system is in place for ships under those 
flags. The new Guidelines encourage flag States 
to verify, at least annually, the validity of this 
financial security. Port States are encouraged to 
pay particular attention to this financial security 
during their inspections of foreign ships that 
visit their ports. States where recruitment and 
placement services operate are also called upon 
to regularly verify that those services include a 
system to ensure the protection of the seafarers 
they recruit and place.
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The new Guidelines set out procedures to be 
taken by States if a shipowner fails to fulfil their 
obligations to arrange and cover the cost of re-
patriation of seafarers, outstanding wages and 
other contracted entitlements, and the provision 
of essential needs, including medical care. In 
these circumstances seafarers are then consid-
ered abandoned. 

These procedures include developing, in cooper-
ation with seafarers’ and shipowners’ organiza-
tions, national Standard Operating Procedures 
(SOPs) to explicitly define the liabilities and 
obligations of the competent authority and the 
roles to be played by the various national stake-
holders. These stakeholders include the relevant 
national seafarers’ welfare boards, shipping 
agencies, seafarers’ and shipowners’ organiza-
tions, seafarer welfare organizations, seafarer 
recruitment and placement services, and others.

The ILO–IMO meeting also discussed the im-
portance of the joint ILO-IMO database relating 
to abandoned seafarers, and the need to update 
and improve it.

The Tripartite Working Group’s first meeting 
brought together more than 250 representatives 
and observers from Governments and Shipown-
ers’ and Seafarers’ representative organizations, 
to identify and address seafarer issues. The 
meeting was held in hybrid format in Geneva 
from 13–15 December 2022. The outcomes of 
the meeting will be reported to the ILO Govern-
ing Body and IMO Legal Committee in 2023.

https://www.marineinsight.com/shipping-news/joint-ilo-imo-
meeting-adopts-guidelines-on-seafarer-abandonment/
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SHIP EMISSIONS CAN BE 
REDUCED BY 97.5% IF WE 

SWITCH TO ELECTRIC VESSELS

study published by The Royal Insti-
tute of Technology based in Stock-
holm states that emissions from 
vessels could be lowered by about 
97.5% by shifting from diesel vessels 

to a new electric hydrofoil model that will soon 
be launched in Stockholm in 2023. The Region 
of Stockholm will witness a sea trial for the 
longest-range and fastest electric ferry to date, 
Candela P-12 Shuttle, the first hydrofoil passen-
ger vessel in the world.

Besides being supremely fast and extremely 
comfortable, a study published by Stockholm’s 
KTH Royal Institute of Technology suggests that 
vessels operating on electric hydrofoil technolo-
gy could lower emissions from marine transport 

A

by 97.5% compared to the current diesel ves-
sels. Domestic shipping emitted in Sweden was 
about 680,000 tonnes of Co2 in 2020, more than 
domestic flights, trains, and buses combined.

The nation’s top-notch technical university, 
KTH, has compared the Candela P-12 Shuttle 
with the diesel-powered vessels of the city in 
an advanced life cycle analysis. The research 
examines the various phases of the product’s 
life; raw material extraction, manufacturing, and 
use degree until the product is no longer used 
and must be disposed of or recycled. The study 
reflects that over a lifetime of three decades, 
the carbon footprint of a Candela P-12 Shuttle 
is about 97.5% lower than that of the compared 
diesel vessels.

Per the authors, the study is the first to highlight 
the difference in environmental impacts be-
tween electric hydrofoils and traditional ferries. 
It also reflects that electric-flying ferries play 
a vital role in the switch to more sustainable 
forms of maritime transport.

Using hydrofoils and being powered by electric-
ity is the primary factor in lowering emissions. 
And as Sweden’s electricity grid is nearly free of 
carbon dioxide emissions, such type of vessel 
has an advantage, explains Felix Glaunsinger, 
one of the authors associated with the study.

The hydrofoil technology indicates that the boat 
is lifted on wings that ’fly’ underwater, lowering 
water resistance from pushing the hull through 
the water. Hydrofoils decrease energy consump-
tion by about 80% compared to conventional 
vessels.
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When the 30-knot Candela P-12 gets into the 
sea trials next year, it will be the fastest electric 
vessel in the world and the fastest passenger 
vessel in Stockholm’s public transport fleet.

With a range of approximately 60 nautical miles, 
it can reportedly cover the archipelago’s long 
routes. As the flying ferry does not create any 
wake, the city has granted it an exemption from 
the speed limits, reducing the travel times from 
25 minutes to 55 minutes on the maiden route 
from Ekerö to Stockholm (central).

The KTH study highlights that the Candela P-12 
Shuttle has a relatively low carbon footprint 
from production when compared to the diesel 
ferries already scrutinized – an exciting finding, 
as other electric vehicles, like cars, tend to have 
a relatively heavier carbon footprint due to pro-
duction than fossil-fuel-driven equivalents owing 
to the severe negative impact of manufacturing 
batteries.

Just like aircraft, the vessels are made to be as 
light as possible to help increase the number of 
passengers and performance. A bright side of 
the impact is that we can use smaller batteries 
and lesser raw material, which means a reduced 
negative climate impact, says Erik Eklund, the 
head of commercial vessels of Candela.

Globally, vessels account for approximately 3% 
of greenhouse gasses, comparable to the world-
wide aviation industry’s emissions.

Emissions are expected to go up over the com-
ing years despite the International Maritime 
Organisation’s ambition to cut vessels’ carbon 
intensity by about 40% by 2030.

https://www.marineinsight.com/shipping-news/ship-emissions-
can-be-reduced-by-97-5-if-we-switch-to-electric-vessels/
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2022 RECORD YEAR FOR TANKER 
DERIVATIVE VOLUMES, PER BALTIC 

EXCHANGE DATA
he derivatives market for clean and 
dirty tankers saw increased traded 
volumes in 2022, according to data 
released by the Baltic Exchange.

Tanker Forward Freight Agreement (FFA) vol-
umes hit 734,972 lots, up 33% on 2021.

Dry Forward Freight Agreement (FFA) volumes 
reached 2,218,249 lots, down 12% on 2021. 
Handysize volumes continued to grow following 
changes implemented to the Baltic Exchange’s 
Handysize Index in 2020. Options trading vol-
umes in the dry market were 395,163.

Commenting on the figures, Baltic Exchange 
Chief Executive Mark Jackson said:

“2022 was another year of growth for the tank-
er FFA market and a good performance for dry 
bulk. Underpinning these volumes are world-
class clearing, volatility, trust in the Baltic Ex-
change’s settlement data and increased partic-
ipation by owners, charterers and traders. The 

T Baltic Exchange’s status as a regulated bench-
mark provider has helped to create a mature and 
liquid market.”

He added:
“Tanker market volatility has largely been 
caused by Russia’s invasion of Ukraine and vol-
umes jumped significantly after war broke out. 
This was seen across all sizes and sectors from 
VLCCs down.

“The most liquid dirty route was the VLCC route 
Middle East Gulf to China (TD3C), but TD20 
(Suezmax) contributed volume too. There were 
good levels of activity on the clean routes with 
MR TC2, TC14 and the LR1 route TC5 all con-
tributing significantly. We were also pleased to 
see continued volume growth in the handysize 
segment following the change in our vessel de-
scription to a 38,000-dwt type.”

https://www.marineinsight.com/shipping-news/2022-record-
year-for-tanker-derivative-volumes-per-baltic-exchange-data/
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THE OIL ERA OF SHIPPING IS 
COMING TO AN END

or nearly a century, the world’s ocean-
going fleet has been operating on 
crude. The 50,000 vessels ploughing 
the high seas consume over five mil-
lion barrels daily, not much less than 

the aircraft. One-twentieth of oil ends up getting 
burned in a ship’s engine. But these days may be 
ending soon.

This is because the world’s merchant vessels 
are about to undergo the most significant and 
profound change they have ever experienced 

F since the dying phase of coal-powered steam-
ships. Regulations and rules being hammered 
out silently by the International Maritime Organi-
zation or IMO (the UN body regulating shipping) 
are about to change the industry beyond mea-
sure.

New and unique energy technologies for vehicle 
engines and power stations are the most sig-
nificant drivers behind decarbonization today. 
That does not look like it is happening just yet in 
shipping. Even so, we may be reaching a tipping 
point.
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Following decades of resistance, the IMO is 
about to implement measures to reduce its 
carbon footprint in the shipping world. It wants 
to lower emissions intensity to about 40% below 
the levels of 2008 by the end of the decade, with 
carbon pollution by the year 2050 dropping to 
half of the observed levels of 2008. From 2023, 
all vessels will have to share their emissions and 
report their strategies to improve if they have 
been underperforming.

The shipping industry is conservative, and the 
IMO is typically dominated by the industry it 
has been regulating. The regulations are largely 
voluntary, in line with what ship-owners do for 
cost management. Some of the most significant 
contributions will come from easy measures like 
slowing the ships’ speed on open oceans and 
regularly cleaning hulls.

Even so, the fueling of vessels is undergoing a 
revolution — or multiple overlapping changes. 
Three years ago, all ships were operated by 
heavy fuel oil (HFO), a refinery byproduct that 
costs nearly a third less than crude.

HFO is cheap but nasty. It comes with a heavy 
sulfur content that can damage the environ-
ment. The IMO tightened rules on sulfur emis-
sions at the start of 2020, mandating any vessel 
that could not install pollution-control devices to 
switch to cleaner diesel overnight.

It is possible that several broader problems in 
the oil market can be traced back to that deci-
sion. It soon added more than a million daily 
barrels of diesel demand within a market that 
churns out approximately 27 million barrels 
daily.

As freight rates have returned to normality in 
the past few months and fuel costs instead 
of port-specific bottlenecks have resumed the 
role as the headache for cargo lines, the spread 
between low-sulfur diesel and high-sulfur fuel 
oil has drastically widened. Diesel now tends to 
cost over twice as much as HFO.

Faced with rising costs to power fleets, ship 
owners are now switching to eco-friendly alter-
natives. So far, the winner has been LNG, which 
typically delivers energy at a considerably lower 
price than diesel but was unknown as a marine 
fuel even until a few years ago.

About 98% of car carriers currently on order are 
LNG powered, with about 49% of cruise vessels, 
32% of bulk carriers, 26% of container vessels, 
and 28% of tankers, per a study carried out in 
2021. Of new ships ordered in 2022, 444 — 63% 
of the by tonnage — have been alternative fu-
el-operated, per a leading shipping data service 
firm.

LNG’s dominance is not a massive win in terms 
of emissions. While its carbon footprint is com-
paratively better than crude-oil items, the perfor-
mance can deteriorate if the gas escapes with-
out getting combusted — a problem common to 
most marine engines. However, the increasing 
cost of diesel makes other fuels all the more 
attractive. Methanol is made from natural gas, 
and a 30 to 70 mix of diesel and biofuel is com-
petitive with the rate of low-sulfur fuel oil, per an 
October presentation made to the IMO.

By using IMO to implement unity on the market 
and, at the same time, punish free riders, the 
vessel owners with the most significant fleets 
stand a chance of passing the costs on, helping 
to entrench their position.

https://www.marineinsight.com/shipping-news/the-oil-era-of-
shipping-is-coming-to-an-end/
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ABS LAUNCHES CUSTOM 
RULE BOOK, FIRST 
DEVELOPMENT OF ITS KIND 
IN CLASSIFICATION

BS has launched Custom Rule Book, a powerful new tool which allows users to create 
tailored ABS rule sets in moments, saving significant time. In the first development of 
its kind in classification, ABS MyFreedomTM users can now quickly filter 140 rules and 
guides, 28,000 pages and 600 notations to generate a Custom Rule Book for their specific 
vessel or project. By simply inputting a vessel’s ABS class number or selecting six attri-

butes, a custom collection of rules applicable to the vessel or project will be instantly created.
The service is available to all users who are signed up on the ABS MyFreedomTM client portal.

A
“ABS is committed to offering the most ad-
vanced class services to support our clients’ 
operations, and the Custom Rule Book is the 
latest example of this. We are using technology 
to simplify and speed access to key information 
that will increase efficiency and make ABS even 
easier to work with,” said Dan Cronin, ABS Vice 
President, Class Standards.

“As more types of marine vessels are needed 
in the 21st century, the quantity and complexity 
of regulations continues to expand. The ABS 
Custom Rule Book helps shipyards streamline 
the regulatory process by forming a single docu-
ment which captures the unique ABS Rules and 
optional notations applicable to each individual 
vessel.

The benefits to the ABS Custom Rule Book are 
clear, concise, and tracible requirements that 
correlate explicitly to the project stakeholder’s 
needs on design and survey,” said Rene J. Leon-
ard, Conrad Shipyard Vice President for Engi-
neering and Program Management.

https://www.marineinsight.com/shipping-news/abs-launches-
custom-rule-book-first-development-of-its-kind-in-classification/

Credits: ABS
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SMOKE BUT NO FIRE YET 
INDICATIONS OF WEAK SAFETY 
CULTURE

• If your windlass has been sidelined due to hydraulic problems it may be a good idea to stay at 
berth until it can be properly repaired.

• When in doubt about how to proceed when equipment fails, consult your Classification Society.
• Searching for someone to blame is a red flag for a weak safety culture. Accidents and incidents 

are caused by unsafe conditions. Period. Even complacency, which has been cited as a con-
tributing factor to some accidents, is not in and of itself a true underlying cause. Complacency 
does not suddenly appear, it grows and multiplies under the tacit approval of the leadership. 
Why was this complacency not detected and corrected? The unsafe condition could more 
correctly be stated as weak safety leadership, less than adequate auditing, or procedural slip to 
name but three.

n LNG vessel had completed loading and 
preparations for departure were underway. 
With the pilot now on board, the forward 
winch was started prior to singling up. Soon 
after, the fire detection system indicated 

smoke in the bosun store.
The unmooring operation was suspended and the 
officer forward reported seeing smoke coming from 
the bosun store. The mooring winches were stopped 
using the remote external shut off button and the 
smoke decreased. Once it was deemed safe to enter, 
the crew saw that a loose screw had caused lubricat-
ing oil to leak, generating smoke when it struck the 
hot motor.
The ship left the dock without the thdeficiencycy corrected because the necessary spare part was 
not quickly available – possibly not even on board. In order to prevent the smoke, it was decided 
not to use the mooring winches forward, so lines were handled manually. This was accomplished 
fairly well, but it was a big challenge for the crew to manually heave in the tug escort line forward. 
The vessel’s windlass was alsaffecteded by the decision to not use the forward mooring hydraulics, 
so the anchors could only be cast by gravity.
In this case, the reporting person mentioned that he disagreed with the Master about leaving the 
berth without having deficiencyency corrected, but had to acquiesce as compromise was not 
possible. He was also critical of the company’s response and confided that many senofficerscers 
were often searching for someone to blame instead of discovering the contributing factors of an 
incident. Another complicating factor was that the ship was quite new and still under the builder’s 
guarantee, so deficiencies were supposed to be taken care of by the builder.

https://www.nautinst.org/resources-page/202304-smoke-but-no-fi-re-yet-indications-of-weak-safety-culture.html

A

Lessons Learned
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ENCLOSED SPACE 
CLOSE CALL

bulk carrier was underway. During his 
inspections, Chief Mate noticed trac-
es of bunker fuel oil in the forepeak 
ballast tank. Because that tank was 
adjacent to a bunker fuel tank, he sus-

pected a leak from the bunker tank. He tasked 
two crew to enter and inspect the ballast tank 
with a view to confirming the situation. A third 
person was detailed as a safety watchman at 
the tank manhole entrance.

A After a time, another officer came by and asked 
the safety watchman how the inspection was 
going. He said everything was OK but when the 
officer yelled down to validate the state of the 
two crew in the tank, he received no response. 
Without hesitating, the officer entered the tank 
and continued shouting to find the two men. He 
soon saw them both lying motionless at bottom 
of the tank.

The officer quickly climbed back up and out 
of the tank. He had no VHF radio, so attempt-
ed to raise the alarm by waving his hands and 
shouting toward the bridge to attract attention. 
Fortunately, the OOW saw him and sounded the 
alarm. Soon, all crew was mustered and a team 
entered the tank – without breathing apparatus. 
Both crews were rescued.

The victims were taken to the accommodation 
and given oxygen and CPR. Both victims were 
resuscitated and were deemed recovered.

https://www.nautinst.org/resources-page/202301-enclosed-
space-close-call.html

  
• Incredibly, this accident did not claim any lives! Statistics show that persons that attempt to 

rescue victims in an enclosed space often become victims themselves.
• The safety watchman must be vigilant and attentive to the persons within an enclosed space. 

Ideally, there should be near constant communication.
• Enclosed space procedures need to be thoroughly followed, including ventilating and testing the 

atmosphere before entry, having emergency rescue gear at the ready, and equipping at least one 
of the crew who enter with a gas detector.

Lessons Learned
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TIPS FOR MANAGING 
SEASICKNESS ONBOARD

easickness, also 
known as motion 
sickness, is a form of 
nausea and discom-
fort experienced by 

some people while traveling by 
ship or boat. It is one category 
of motion sickness, which can 
occur to someone when trav-
eling by car (carsick), airplane 
(airsick), or just on an amuse-
ment park ride. Symptoms can 
range from mild discomfort 
to vomiting and extreme dizzi-
ness.

What causes seasickness?
Motion sickness usually oc-
curs due to the movement of a 
vehicle and the human body’s 
inability to adjust to the chang-
es in this movement. This hap-
pens when different body parts 
send conflicting information to 
the brain.

For how long will I be seasick?
Seasickness usually occurs 
in the first 12-24 hours after 
the voyage begins, and goes 
away as soon as the body gets 
used to the ship’s motion. It is 
not very common for anyone 
to stay ill for longer unless the 
vessel encounters really rough 
waves.

3 random facts about motion sickness
• An estimated one in three people get motion sickness at 

some point.
• Women and children aged 2-12 are more likely to get motion 

sickness, but the condition can affect anyone.
• Family history of motion sickness increases your chances of 

getting seasick.

9 Key tips for managing seasickness
1. Stay hydrated: Staying hydrated helps keep the body’s fluids 
balanced, which can help to prevent feelings of nausea. Drinking 
plenty of water also helps to keep the body’s electrolytes in bal-
ance, reducing the severity of seasickness.

2. Avoid drinking alcohol: Drinking alcohol can worsen symptoms 
of seasickness by causing dehydration, increasing feelings of 
nausea, and making you even dizzier. Alcohol can also increase 
sensitivity to motion and make you more susceptible to experi-
encing seasickness.

S

Recovery from seasickness is only 
a matter of time“
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3. Stay on the deck: If possible, you should sit 
in the middle of the ship, which experiences the 
least amount of movement, providing a more 
stable environment. It is also helpful if you stay 
on the upper deck, where you will be in the fresh 
air. Direct air vents to blow toward you.

4. Eat bland foods to settle your stomach: Bland 
foods, such as crackers or toast, are low in fat 
and sugar, which can make nausea worse. In ad-
dition, research has proven ginger helps allevi-
ate moderate cases of motion sickness. Studies 
have shown it to be as effective as Dramamine, 
but with fewer side effects.

5. Avoid reading or other activities that require focus: Reading can make seasickness worse be-
cause it can distract you from how your body is feeling, and therefore make it harder to recognize 
the early signs of seasickness. Additionally, the motion of the vessel combined with trying to focus 
on the text can deteriorate the symptoms.

6. Try relaxation techniques: The benefits of yoga or meditation for general well-being have been 
extensively discussed. Such techniques help reduce stress and anxiety, which are often the root 
causes of seasickness. They can also help calm the mind and body and distract the mind from the 
motion of the waves, which can reduce the symptoms of seasickness.

7. Get plenty of rest: Working as a seafarer does 
not make quality sleep always easy, but getting 
some good rest reduces fatigue, exhaustion and 
anxiety, factors which can make the symptoms 
of seasickness worse.

8. Medication can help: If you are a seafarer at 
sea for consecutive months, you cannot take 
medication every day. But in specific cases 
-such as in the first two days of the voyage or 
in case of extreme weather- taking anti-nausea 
medication may help you prevent seasickness. 
However, it is always recommended to consult a healthcare professional beforehand.

9. Wear an acupressure wristband: Available at most pharmacies, acupressure wristbands apply 
pressure to your wrists, which helps to stimulate the body’s natural anti-nausea and anti-vomiting 
reflex, thus reducing the symptoms of seasickness. The wristbands also help to prevent any further 
nausea or vomiting by helping to reduce stress and tension, which can be a major factor in seasick-
ness.

https://safety4sea.com/cm-tips-for-managing-seasickness-onboard/
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WHAT’S ON THE REGULATORY 
AGENDA FOR 2023

023 is going to be a year of focus on 
the environment. Following COP27, 
the message is clear; we need to act 
now against the climate change and 
for the maritime industry, IMO has 

already paved the way with the enforcement of 
strict environmental rules; nonetheless, mari-
time safety will always be a key concern for the 
industry.

The requirements for EEXI and CII certification 
will become effective from 1 January 2023 while 
the first annual reporting is to be completed 
in 2023. Data collection related to CII will take 
place throughout 2023. After the conclusion of 
2023, the submission of fuel oil consumption 
data and attained annual operational CII must 
be completed by 31 March 2024 and each cal-
endar year.

2

PSCOs to Focus on Fire Safety from 1 September to 30 November, 2023
This year, the planned Concentrated Inspections Campaigns across several MoUs will focus on 
fire safety. In particular, for three months, PSC Officers will check topics relevant with fire safety 
measures onboard to ensure full compliance. Fire Safety is a key area of concern during PSC in-
spections.  It is widely known that fire is one of the worst-case scenarios for an on board emergen-
cy. PSC data analysis from the last five years shows that there is a lot of concern for onboard fire 
safety while ships have still several issues to address in this area.

Australia to Raise Awareness on Crew Certifications
AMSA informed that Marine Order 505 which clarifies the requirement for seafarers to hold cer-
tificates of competency, comes into force on Jan 1st, 2023. In this context, AMSA will conduct an 
education campaign within the first three quarters of 2023, to raise awareness of the changes in 
requirements surrounding crew certification in the period leading up to and following the new re-
quirements coming into force.

IMO Strategy for Reduction of GHG Emissions from Ships
During MEPC79 in December 2022, an IMO Working Group discussed the proposals for the revision 
of the Initial GHG Strategy. The Committee reaffirmed its commitment to:
•   adopt a revised IMO GHG Strategy, in all its elements, including with a strengthened level of am-
bition by MEPC 80;
•   continue its work on identifying the candidate GHG reduction measures to be developed in prior-
ity as part of a basket of measures consisting of both technical and economic elements by MEPC 
80 in accordance with the Work plan; and
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OCIMF’s SIRE 2.0 vessel inspection to start 
trials
OCIMF has confirmed its updated SIRE 2.0 will 
be delivered to industry in a ‘phased approach’ 
comprising four stages, rather than a single ‘go-
live’ switch between the current SIRE (VIQ7) and 
new SIRE 2.0. This phased approach will provide 
the opportunity for all industry sectors to be-
come fully familiar with the SIRE 2.0 guidance 
materials, training materials and inspection 
process

Amendments to the STCW Convention effective 
for all seafarers
The draft resolution proposes a new definition 
for “high-voltage”: “High-voltage means an alter-
nating current (AC) or direct current (DC) voltage 
in excess of 1,000 volts.” In each instance in the 
STCW Convention where there is a minimum 
standard of competence using the terminology 
“high voltage”, the new definition will apply.

•   undertake a comprehensive impact assessment of the basket of candidate measures ahead of 
their adoption in accordance with the Work plan and the revised Procedure for assessing impacts 
on States.
As announced, the revised IMO Strategy for Reduction of GHG Emissions from Ships is expected 
for adoption during MEPC80, 3-7 July 2023.

Amendments to Part A of the STCW Code ef-
fective for all ships carrying electro-technical 
officers
The functions in the standards of competence 
for electro-technical officers are provided at 
operational level, but the definition of the term 
operational level does not include electro-tech-
nical officers. This amendment would include 
electro-technical officers in the definition of 
“operational level” and clarifies their responsibili-
ties. Electro-technical officers will be considered 
as being responsible at the operational level.

Amendment to the AFS Convention effective 
for all ships>400gt engaged in international 
voyages
MEPC 76 adopted draft amendments to Annex-
es 1 and 4 to the AFS Convention and the form 
of the International Anti-fouling System Certifi-
cate (IAFSC) to include controls on cybutryne. 
The amendments mean that anti-fouling sys-
tems (AFS) containing cybutryne shall not be 
applied or reapplied to ships on or after 1 Janu-
ary 2023. 

Amendments to ESP Code effective for new 
and existing double hull oil tankers
To evaluate the actual wastage while undertak-
ing thickness measurements of the areas identi-
fied in annex B, part A, annex 2 of the 2011 ESP 
Code, as amended by resolution MSC.461(101) 
at the first renewal survey; extensive data col-
lection from oil tankers was undertaken by the 
industry and presented to the IMO for consid-
eration.  Deliberations over the analysis of this 
data resulted in a consensus that the normal 
range of reported wastage was minimal and, as 
such, amending the first renewal survey re-
quirements to include only “suspect areas” was 
proposed. The amendment deems it sufficient 
to consider only suspect areas for thickness 
measurements of the areas identified, at the 
first renewal survey of double hull oil tankers

https://safety4sea.com/cm-whats-on-the-regulatory-agenda-
for-2023/
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SOME OF OUR NEW PROJECTS

CBT-HAZARDOUS MATERIALS 
Trainees who successfully complete this 
course will be able to contribute to the safe 
transportation of dangerous goods and ma-
rine pollutants by sea by understanding the 
important physical and chemical properties, 
the classification of dangerous substances 
and materials containing chemical hazards, 
and the dangers associated with each class.

CBT- STEWARD TRAINING
This training is designed to provide continu-
ous training of the galley crew in accordance 
with the MLC 2006 Convention requirements. 
The training is to be implemented for Stew-
ards who are responsible for food handling 
and preparation.
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