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How do you prove you are safe?


DECK HEAD
Online systems can be used by shipping lines to prove to the world that they run safe operations. How can this work best in practise? 
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CAPTION: Technology to prove you are safe



BOX TEXT Kamar Zaman is director of Drewry Technical Services in London. He was previously managing director of Wallem UK. He can be contacted on zaman@drewry.co.uk

BODY
Shipping is a competitive business and each party must be allowed to have, whatever edge it wishes, as long as it does not compromise safety of environment and people.

Information technology can do a great deal to share information and show people how far a shipping company is going to keep its operations safe.

Information technology is widely used in transfer of information and record archiving. More advanced use is being made to solve shipboard problems. The ISM has been designed to have an audit trail and thus if any investigation is required same can be done quite easily.

Already information is readily available and can be accessed quite quickly if required e.g. most class societies maintain online class record and access is given to owner using password.

IMO and other Government agencies are concerned with safety and security and while they cannot mandate how information is made available, some rule making requires information to be supplied 24 hrs in advance of an action involving loading, before shipment. Obviously the quickest means of transferring such documents /cargo manifest must perforce use IT.


SUBHEAD
Is shipping safe?

No doubt some of the questionable entrants to shipping, for a quick profit have given the industry a tarnished image. But a vast majority of shipping operators tend to have a safety culture embodied in the management's policy and procedure.

Safety culture has been variously defined "as the product of individual and group values, attitudes, perceptions, competencies and patterns of behaviour that determine the commitment to, and the style and proficiency of, an organisation’s health and safety management.”

If we look at the constituents of this culture there are perhaps two levels.

At level one, we have health and safety management of organisation, which is quite easy to verify, i.e. systems instituted for reporting, verification maintenance of library, manuals, directives in short practice adopted by an organisation.

Some of these matters are covered under ISM and others, if the company adopts a quality assurance system,in fact places an organisation at a level somewhat  higher than its competitors.

Level 2 is commitments, proficiencies and method. This area is somewhat harder to quantify. I.e, how far does an organisation go beyond the "lip service" commitment to safety?

Is this necessarily to be measured only in monetary terms? Or there are other ways of gauging that the organisation goes that extra one mile, not because of competition but from a genuine desire to ensure the well-being of all those that help in the company's prosperity?

How clear is top management’s, middle management's and staff's understanding is of this culture?

Methods are the procedures is it rigorously applied or thoughtfully adapted to suit the circumstance, and to take into account commercial imperatives and proficiencies. 

Does the system actually work? What are the means for measuring results? If you cannot measure you cannot correct.

These are the fundamentals that must constitute a safety culture as versus awareness.



SUBHEAD
Paying shipmanagers

Ship managers are in the forefront for executing and creating this safety culture, without the pressure an in-house management team has to face sitting within the owners office, and being constantly reminded that they are the expense part of the operation.

The quoted cost, by a manager, for the management of a ship, must necessarily take into consideration his operating philosophy and if he is committed, he may not accept a ship from a reluctant owner.

Big shipping companies, as above have a committed safety culture, which is understood by all staff serving in them. The senior management's commitment /involvement is all pervasive.


SUBHEAD
Charterers

Charterers: There has been criticism of a charterer whenever a ship has had an incidence raising questions whether sufficient details were checked about the ship or its management.

Oil Companies have created OCIMF (Oil Companies Maritime Forum) and under its SIRE (Ship Inspection and reporting Programme), requires tankers to be vetted at regular intervals, and unless a vessel has a current approval for its employment oil companies generally will not charter that vessel.

A non-oil company charterer generally requires approval by an oil major since it must use one of the oil major's terminal for loading/unloading operation. 


Because of rate differential between an older vessel versus a newer tonnage, often the older tonnage is fixed to transport the cargo, if an accident is to happen Murphy's Law states that it is likely to be the older tonnage, that will become a victim. Although in the Exxon Valdez incidence, this was otherwise.

Tanker condition reports in particular are available on Equasis. There is also the Mackenzie rating available.

Often Charterers require owner to list out all survey dates. Tankers and Bulkers over 10 years of age require maintaining executive hull summary onboard, and available for inspection to any interested party.

Charterers can insist, if they so wish, to have the vessels record inspected at class society head office.A responsible owner is unlikely to withold such permission from being given 


Some ports offer discounted fees for ships that have undertaken to be vetted and awardeded a "Green Award" substantial saving can be made by charterer, in way of port cost and cargo insurance, using these vessels, but naturally there is a premium attached to such ships.

Many shipbrokers may actually compile their own database on ships, which they use when fixing vessels.


SUBHEAD
Legal, class and  insurance

The audit trail that can be traced by the requirement under ISM can be very onerous upon the Ship Manager/Owner.

The duty of care as stated in different parts of this document, can make the company extremely vulnerable.

But as said earlier that if the top management of the  company is committed to a safety culture, with good verification methodology in place, in the event of an accident which may have been caused by an error rather than gross negligence, the company may get censored, and perhaps suggestions will be forthcoming for improvements but its unlikely to cause revocation of the ISM certificate or a penalty.

There has been a recent incidence in which a ship under a reputable
management company suffered a fire onboard, resulting in ship being declared a constructive total loss. The court found managers failure to implement proper procedures, as the cause for the loss of the vessel. The follow-up litigations against the manager, if any,is not published.

A ship manager is normally insured as a co-assured under an Owners P&I and defence .The H&M insurers in the foregoing incidence have not declined to pay the insured. This will be an interesting case, and may set some precedents

Class Societies: Class societies themselves have come under criticism for their failures in surveys and rule making Even as we write the class society or some of them are trying to have a unified rule for new construction.

Question asked is could the class societies not have insisted on better scantlings,earlier? The technology has been in existence for quite some time.  Instead of competing among themselves and allowing the shipyards to dictate terms? 


Had the societies insisted on superior scantlings the prices sought,by shipyards would perhaps have been higher but applicable to all  prospective owners .This may have deterred  excessive tonnage and probably encouraged a worthwhile return on investment

Questions often asked is, should the Class surveyor be paid by shipyard or owner during construction?. Had owners paid these cost could they have built better ships? Or an owner would try to get added value at no additional cost?Would a prospective owner use the class as a pawn and use the class to becoming judge in his favour incase of a dispute with shipyard?

Insurance Companies: depending upon an owners claim record his premiums are fixed at renewal, whether he gets a favourable rate or renewed as expiring depends much on record and volume of business. Needless to say a good claim record is appreciated and reflected at renewal.
