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Practicalities of ISPS
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The International Ship and Port Security Code requires that shipping companies take responsibility for the personnel they allow onboard their vessel, up the gangway, at gunpoint or stowed in a container. Is this practical? There was some discussion at Norshipping 
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“The design of security measures is incomplete,” said Dimitris Lyras,

director of shipping company Paralos Maritime, speaking at the Norshipping

maritime security conference. “There are a lot of questions. Some will be

highly disruptive if they’re not answered shortly.”

Mr Lyras pointed out that some aspects of the code are downright

impractical, such as asking ship officers to make an assessment of the level

of security of every port of call. Some are very open ended such as determining what type of terrorist risk is being guarded against. 

But even improving security onboard the vessel is not easy because nobody

knows specifically what they have to achieve and nobody knows how to get

seafarers to follow the new plans in addition to everything else they have

to do and be aware of.

“We have just added another awareness to the vessel and expect our officers

to intuitively apply it and we have to do this forever, in the light of all

the other changes and improvements we’d like the mariners to make.”

Thinking about security could mean that seafarers pay less attention to

safety and environmental issues, he warned, or have less time to keep

practised operating differ rent machinery onboard.

But also, the ISPS code does not integrate well with the other schemes which

seafarers are forced to follow, such as the ISM code.

The ISM code, which has already been implemented, is designed to encourage

seafarers to make continuous improvements to the safety and security of the

vessel. 

It would be much easier if the security requirements were integrated

in the SMS system in practice, rather than as a separate tier of legislation compliance. For the ISPS code to work we have to sew the new practices into peoples daily task not patch it on by adding another manual. 

One of the central points of the ISPS code, putting a ship security plan

onboard, is not particularly well thought out, he said, because there was no

guarantee that anyone would read it.

The maritime industry should have learned its lesson from the ISM code, he

said, when 700 – 1000 pages of procedure were placed onboard every vessel

but rarely read.

An example of how unclear maritime inspectors are in the implementation of

the code was illustrated recently when a vetting inspector asked Paralos

Maritime if it trained seafarers in the ISM code, a piece of legal legislature.

Paralos Maritime answered that it trained seafarers to operate the vessel

safely, but the legal technicalities of the ISM code were not things which

seafarers needed to know.
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Training seafarers ISPS

Training managers have to somehow convey the gaps between instructions, as

put in the ISPS code, and how seafarers actually operate vessels.

Seafarers do not run vessels by following one rule after another, but by

practising things so they become intuitive, he said. “We do a lot of drills

on the vessel and train people so things become intuitive.”

It is not enough just to tell seafarers that they need to watch who comes

onboard; procedures have to be developed, such as explaining who

specifically is in charge of watching the gangway and what specific

identification they should accept to allow visitors onboard or to allow service providers on board,.

Paralos Maritime lists in details the specific tasks of all of the seafarers

onboard its vessels; this exercise led to the development of Ulysses Systems

Task Assistant, the software for seafarers to manage their tasks.

The company tried to work out how many of the specific tasks of a bosun

would change through the implementation of the ISPS code, and discovered

that 50 per cent of the tasks changed, or in other words, half of the job

function changed.
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Barber’s Marine Consultancy 

Barber Marine Consultants is a ship security consultancy established by Barber Shipmanagement, a subsidary of shipping giant Wilh Wilhelmsen.

The company believes that it takes about 4-6 months to make and implement a plan, so shipping companies and ports have until the end of this year to start work.” If you haven’t satred by this year you will be in big trouble,” says Svein H Guldteig, business development manager.

Barber has a team of ex-seafarers who are helping shipping companies implement the plans, making sure they can keep the ISPS inspectors happy and minimise the costs. 

The consultancy gained experience by implanting the ship security plan on Barber’s own vessels, including appointing and training 700 shipboard security officers and implementing company security cards.

BASS, its software subsidiary, is also on the act with its CrewNet software to help monitor the training of individual seafarers, and make sure they have the right documents. Its SAFIR software can be used to record any incidents. 

