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COMBATING MARITIME
SECURITY THREATS IN 
WESTERN INDIAN OCEAN AND 
GULF OF ADEN

ignatory States to the revised Code of 
Conduct concerning the repression of 
piracy, armed robbery against ships 
and illicit maritime activity in the west-
ern Indian Ocean and the Gulf of Aden 

Area, known as the Jeddah Amendment to the 
Djibouti Code of Conduct 2017, have agreed a 
raft of measures to combat new and emerging 
threats to maritime security.

The high-level meeting, held in Dubai (28-30 
June), acknowledged that maritime threats have 
evolved and expanded beyond piracy into other 
challenges that have a damaging effect on the 
economies of the Signatory States. The meeting 
adopted four resolutions aimed at strengthening 
measures to meet the new challenges. These 

S
include measures to develop a robust regional 
information sharing network; better coordination 
of capacity building through strengthening of 
relations of international partners through the 
Friends of the DCoC forum; measures to boost 
the DCoC Trust Fund; and to develop mutually 
beneficial relationships with international orga-
nizations and coalitions with a common vision 
to enhance maritime security in the region.

“The response to all these challenges and the 
promotion of maritime security, cannot be 
achieved by one country or organization alone. 
The efforts must be collective and multination-
al,” said European Union Ambassador to the 
United Arab Emirates, Andrea Matteo Fontana.
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“Under the Jeddah Amendment, the region has 
now come up with very good initiatives for what 
we can consider as regional solutions for re-
gional problems. The Jeddah Amendment also 
offers a very good framework for such coop-
eration,” said co-chair H.E. Mrs. Mariam Aweis 
Jama, Somalia Minister for Ports and Marine 
Transport.

The high-level meeting, held in Dubai (28-30 
June) was launched by the UAE Minister of Ener-
gy and Infrastructure, H.E. Suhail Mohammed 
Almazrouei, the Chairman of the DCoC Steering 
Committee, General Mohammed bin Addullah 
Al-Shehri, and the EU Ambassador to UAE, An-
drea Matteo Fontana. IMO Secretary-General Mr. 
Kitack Lim conveyed his message via video.

It was chaired by the Somalia Minister for Ports 
and Marine Transport, H.E. Mrs. Mariam Aweis 
Jama and co-chaired by Seychelles Principal 
Secretary for Civil Aviation, Ports & Marine, Mr. 
Alan Renaud. It was attended by more than 70 
participants representing 15 signatory States, in-
ternational donors, other regional organizations 
and implementing partners.

https://www.imo.org/en/MediaCentre/Pages/WhatsNew-1727.
aspx
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DECARBONISATION 
STRATEGY ROUNDTABLES 

LAUNCHED IN KENYA
he IMO-Norway GreenVoyage2050 
project has launched a series of round-
tables on the creation of National 
Action Plans (NAPs) to address GHG 
emissions from shipping, with the first 

event held in collaboration with the Government 
of Kenya on 12 July. NAPs are an important 
part of efforts to reduce GHG emissions in the 
maritime sector. IMO has encouraged countries 
to develop and submit their plans (read more). 
This will help countries to achieve the emission 
reduction goals set out in IMO’s initial GHG 
strategy.  

“A collaborative and strategic approach is es-
sential for the success of a country’s decarboni-
sation strategy and the NAP roundtables are an 
ideal platform to bring stakeholders together 
to initiate these planning conversations,” says 
Minglee Hoe, GreenVoyage2050 Project Tech-
nical Analyst. “Our bespoke support is intended 
to build upon ongoing activities on the reduction 
of GHG emissions from shipping already taking 
place on a national and regional level.” 

The roundtables, which are available to all 
GreenVoyage2050 partnering countries, offer an 
interactive platform for national authorities and 
relevant stakeholders to explore the motivating 
factors and benefits for creating a NAP, and to 
connect the dots to existing emission reduction 
efforts by the country. The events allow practical 
implementation of the IMO-Norway GreenVoy-
age2050 NAP guide. 

The first roundtable was held online and saw 
active participation by 10 participants repre-
senting various relevant Government Ministries 
and agencies across Kenya. The meeting show-
cased lessons learned from some of the IMO 

T

Member States that have already created NAPs 
(Finland, India, Norway and Singapore) and out-
lined the reasons and benefits to creating this 
national strategy. NAPs submitted to IMO can 
be found here. 

GreenVoyage2050 will continue to support Ken-
ya as the country explores the possible develop-
ment of a NAP. This will include development of 
policies to reduce emissions, training as well as 
identifying opportunities for pilot projects in the 
region. 

https://www.imo.org/en/MediaCentre/Pages/WhatsNew-1732.
aspx
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LATEST SIRC RESEARCH 
HIGHLIGHTS THE PLIGHT OF 

SEAFARERS 

During the pandemic some 
seafarers have not been able 
to set foot on land at all
“ction is needed to improve the well-

being of seafarers who have been 
unable to take shore leave due to 
COVID-19, an expert from Cardiff Uni-
versity says

A
This has compounded the serious physical and 
psychological challenges they have faced as a 
result of being forced to stay on board for longer 
than their contracted period and of being re-
stricted in their access to medical care.

“During the pandemic some seafarers have not 
been able to set foot on land at all, even though 
some have served much longer than their con-
tracted periods and sometimes in excess of 12 
months. Prior to COVID-19, we would have ex-
pected approximately 90% of seafarers working 
on cargo vessels to have had access to shore 
leave at some point during their contracts. In 
this context, it is vital that we raise awareness 
of the need to improve standards of shipboard 
accommodation.

“We need only look to the relatively recent past, 
and to some of our top quality tonnage today in 
the cargo and passenger sectors, to see exam-
ples of best practice in relation to the provision 
of facilities and space on board.”

Recent analysis by the Seafarers’ International 
Research Centre showed that in August last 
year, of 122 countries, 81 explicitly denied shore-
leave to seafarers. This rose to 87 in December 
2021.

A new animation based on guidelines drafted by 
SIRC, supported by Lloyd’s Register Foundation, 
is launched in a bid to improve the experiences 
of seafarers. The guidelines are designed to 
supplement current regulatory minimum stan-
dards as laid out in the Maritime Labour Con-
vention.

Professor Helen Sampson, based at Cardiff 
University’s School of Social Sciences said: “In 
the course of the pandemic, seafarers have 
often been confined to their vessels and in many 
ports they have been unable to take shore leave. 
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Research completed by SIRC just before the 
start of the pandemic on seafarers’ mental 
health, indicated how important shipboard 
accommodation and facilities are to improving 
happiness and wellbeing on board, with sea-
farers speaking of the depressing nature of the 
shipboard environment in which they live and 
work for months on end.

Professor Sampson added: “We hope the new animation will raise awareness of the importance of 
accommodation design to seafarers and to future recruitment and retention in the industry and that 
it will make a significant and positive impact on the conditions of life onboard vessels.”

https://www.marineinsight.com/shipping-news/latest-sirc-research-highlights-the-plight-of-seafarers/
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AMMONIA-FUELED 
TUGBOAT OBTAINS AIP FROM 

CLASSNK CLASSIFICATION 
SOCIETY

n July 11, NYK Line and IHI Power 
Systems Co., Ltd. (IPS) obtained AiP 
(Approval in Principle) from Japanese 
classification society Nippon Kaiji 
Kyokai (ClassNK) for an ammonia-fu-

eled tugboat currently being jointly researched 
and developed. This is the world’s first tugboat 
using ammonia as fuel has obtained AiP from 
ClassNK.

This R&D is part of the Green Innovation Fund 
project within Japan’s New Energy and Industrial 
Technology Development Organization (NEDO) 
for the development of vessels equipped with a 
domestically produced ammonia-fueled engine, 
adopted in October 2021 for NYK Line and IPS.

Since carbon dioxide (CO2) is not emitted when 
ammonia is combusted, ammonia is viewed 
to have promise as a next-generation fuel that 
could mitigate shipping’s impact on global 
warming. In addition, it is said that zero emis-
sions can be realized considering even the fuel 
life cycle by utilizing CO2-free hydrogen as a raw 
material for ammonia.

O

By using ammonia as a fuel for ships, it will be 
possible to significantly reduce greenhouse gas 
(GHG) emissions during voyages. Therefore, the 
companies are proceeding with research and 
development aiming for early social implemen-
tation.

The main design issues when using ammonia 
as a fuel during development are as follows:

1. It is necessary to combust ammonia stably 
and operate the engine while increasing the us-
age ratio of ammonia, which is flame-retardant 
and has low energy density.

2. Since the combustion of ammonia generates 
nitrous oxide (N2O: about 300 times the warm-
ing potential of CO2) instead of CO2, it is nec-
essary to control the combustion to prevent the 
generation of nitrous oxide and not to discharge 
it overboard.

3 .A design to prevent leakage of toxic ammonia 
and adequate safety measures in the event of 
leakage. Safety measures based on risk assess-
ment are necessary to ensure the same level of 
safety as conventional vessels.

For this AiP, NYK Line and IPS attempted a de-
sign to safely and practically install ammonia fu-
el-related equipment in a limited space on board 
by developing an ammonia fuel engine, selecting 
equipment, and devising the equipment layout 
in the design. As a result, the companies have 
achieved the design of A-Tug, which overcomes 
the above challenges without changing the size 
of a conventional tugboat.

https://www.marineinsight.com/shipping-news/ammonia-fu-
eled-tugboat-obtains-aip-from-classnk-classification-society/
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BV COMPLETES NEW STUDY 
ON DE-RISKING AMMONIA 
AS A MARINE FUEL

ureau Veritas (BV),  carried out a study aiming at de-risking the use of ammonia as a ma-
rine fuel, with a specific focus on leak mitigation and treatment, in collaboration with the 
global multi-energy major, TotalEnergies.B

The joint preliminary study has evaluated the health and safety risks from ammonia leaks for crew 
and passengers and pinpointed key safety criteria, broadening the shipping industry’s understand-
ing of ammonia as a marine fuel. So far, the study has examined different leak scenarios for sin-
gle-wall and double-wall containment, as well as during bunkering operations – also providing key 
insights on the efficiency of ventilation and vapor processing systems, the size of safety zones 
needed, and the health risks to people exposed to leaks.

Ammonia is one of the main zero-carbon fuel 
options currently envisioned by shipping as the 
industry seeks to decarbonise. Because it burns 
without emitting CO2 and is zero-carbon “well-
to-wake” when produced from renewable energy, 
it is a top contender among potential alternative 
fuels. However, ammeni presents several safety 
challenges, which must be addressed before it 
can be used on board ships. Ammonia is toxic 
to humans, and exposure beyond certain levels 
and durations can have serious health conse-
quences for crew members and other people on 
board. For ship owners and designers, therefore, 
a key challenge is to prevent accidental ammo-
nia leaks during ship operations and bunkering.

To help de-risk ammonia as fuel, Bureau Veritas 
is building on a tried-and-tested approach that 
was used in the last decade to propel the devel-
opment of LNG as fuel. BV’s Rule Note NR 671 
was also used as a guideline, given its focus on 
preventing ammonia leaks and requirements for 
onboard vapour processing systems.
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As ammonia-powered engines and propulsion 
systems are still being developed, Bureau Veri-
tas and TotalEnergies began by assessing what 
concentrations of ammonia in the air would be 
problematic, and compared those levels to LNG. 
The LNG-fueled tanker served as the model for 
the comparison, showing a stark contrast be-
tween the two fuels. LNG becomes dangerous 
at around 50,000 parts per million (ppm), while 
ammonia starts to have health effects above 30 
ppm when permanently exposed, or around 300 
ppm when exposed for one hour.

Based on this, Bureau Veritas noted that unless modifications are made to design, 
safety distances should be much greater for ammonia than LNG. This confirmed the 
approach outlined in BV’s NR 671, which includes more stringent leak management 
on-board and vapor gas processing to avoid even small leaks reaching manned 
areas.

Laurent Leblanc, Senior Vice President Tech-
nical & Operations at Bureau Veritas Marine & 
Offshore, commented: “While further experimen-
tation and analysis are required to reach defin-
itive conclusions, this preliminary study helped 
identify future areas to explore for de-risking 
ammonia as fuel. Additional tests could be 
performed for leak design scenarios, bunkering 
safety zones, bunkering arrangements, and the 
effect of weather conditions, for example.

https://www.marineinsight.com/shipping-news/bureau-veritas-
completes-new-study-on-de-risking-ammonia-as-a-marine-fuel/
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A GAP – A SLIP – AN INJURY

•   We are often tempted to overreach when accomplishing a job. Better to have help
•   Proper PPE is important. In this case, the engineer was wearing only a light cloth coverall. It is 
likely a more robust coverall would have afforded better protection.
•   Permits to work and workplace inspections before beginning work are good risk reduction mea-
sures but they cannot remove all risks. Careful attention to our actions and common sense are 
needed throughout the task.

n LNG tanker was moored at an offshore terminal. Work 
was to be done in the engine room dismantling the 
auxiliary generator. A permit to work was issued and 
a workplace inspection was carried out before work 
began.

As the work progressed, one of the engineers was standing on 
top of the generator. There was a walking platform adjacent to 
the generator top, at the same height but separated by a gap of 
40 cm. The engineer required some nuts that were lying on the 
platform, but were out of his reach. He attempted to step onto 
the platform from the top of the generator. He steadied himself 
with his right hand on the djacent ladder handhold and stepped 
onto the platform with his right foot. As he brought his left leg 
forward he slipped. His leg struck the edge of an angle bar sup-
porting the exhaust manifold with some force.

The blow resulted in a cut 15 cm long and 3 to 5 cm deep on the calf of his left leg. He was given 
first aid and later disembarked for shore treatment. He was declared fit for work about three weeks 
later.

https://www.nautinst.org/resources-page/202227-a-gap-a-slip-an-injury.html

A

Lessons Learned
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COLLISION WITH TUG
ro-ro vessel was inbound and had just 
boarded a pilot. The Master was soon 
to take a pilot exemption certificate 
for the port, so he asked the pilot for 
permission to manoeuvre the vessel 

into the harbour under the pilot’s supervision. 
The pilot had no objections.

Infrastructure works were taking place in the 
harbour near the ro-ro vessel’s dock. On the day 
of the occurrence, a dredging barge, split hopper 
barge and an attending tug were working as a 
group in an area indicated by four yellow buoys.

As the ro-ro vessel entered the harbour, it had 
to turn through 180 degrees before berthing. An 
officer, in direct radio contact with the bridge, 
was posted on the quarterdeck in order to 
assess and report the distance between the 
vessel’s stern and the dredging units. Once the 
vessel’s stern had passed the last yellow buoy 
of the dredging area at a distance of 30 me-
tres, the Master initiated the turn to port, using 
the rudder and side thrusters (bow and stern). 
The Master then moved to the portside bridge 
wing where the engine, rudder and side thruster 
controls were now switched. At about the same 
time, the pilot moved over to the starboard side 
of the bridge in order to have a better view of the 
vessel’s stern. 

A The vessel gained speed astern, and was clos-
ing on the dredging units. The officer on the 
quarter-deck warned the bridge team that the 
vessel was now 20 metres from the dredging 
units and continued to give the distances, which 
were closing quickly as the ro-ro was now mak-
ing about two knots astern. At some point, full 
ahead was applied on the engine controls but 
the effect was too late. The stern of the ro-ro 
continued to sweep over the attending dredging 
tug. The tug wheelhouse was torn from its at-
tachments, and was left hanging over the star-
board side of the tug. 

After the collision the ro-ro proceeded ahead in 
order to pass the dredging unit, complete the 
turn and reverse into its berth. The three crew 
of the dredging unit were unharmed but the tug 
was listing heavily.

https://www.nautinst.org/resources-page/202231-colli-
sion-with-tug.html

  

Controlling a vessel that is moving in two directions (swinging and fore/aft movement) is harder 
than controlling a vessel that is moving in only one. The fact that the vessel was turning at the 
same time as it was reversing probably affected the bridge team’s situational awareness.

Lessons Learned
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GALLSTONE AND GALLBLADDER 
DISEASE WHAT IT IS AND HOW 
TO TREAT IT

he UK Club provid-
ed health advice on 
the Gallstone and 
Gallbladder disease, 
informing about its 

symptoms, as well as preventa-
tive and treatment methods.

The gallbladder is a small, 
pouch-like organ found under-
neath the liver. Its main pur-
pose within the body is to store 
and concentrate bile. Bile is a 
liquid produced by the liver to 
help digest fats. Bile is passed 
from the liver into the gallblad-
der through a series of chan-
nels known as bile ducts.

The bile is stored in the gall-
bladder, and over time, it be-
comes more concentrated, 
which makes it better at di-
gesting fats. The gallbladder 
releases bile into the digestive 
system when it’s needed.

Gallstones are formed when 
substances, such as cholester-
ol, bile pigments and/or calci-
um salts, harden into a solid 
form. When gallbladder block-
age or another obstruction per-
sists, it can cause gallbladder 
inflammation called Cholecys-
titis. Although Cholecystitis is 
very treatable, if left untreated 
it can become severe.

This disease can develop 
rapidly in a matter of hours or 

reoccur over a longer period of time. Acute Cholecystitis starts 
suddenly and causes pain in the abdomen (which can last longer 
than 6 hours).

Symptoms
Signs and symptoms may include:
•   Severe abdominal pain, especially at the top right-side or cen-
tre of the abdomen
•   Pain that spreads to the back or right-hand shoulder blade
•   Nausea that occurs at the same time as abdominal pain
•   Abdominal pain that is linked to eating a fatty meal
•   Jaundice (yellowing of the skin or eyes)
•   Clay coloured stools or dark urine

T

Acute Cholecystitis starts suddenly 
and causes pain in the abdomen.“
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Normally, the pain lasts for a period of 30 min-
utes but begins to subside after 1 hour. An 
attack of biliary colic usually lasts less than 6 
hours.
Prevention
Good lifestyle choices can assist in reducing the 
risk of gallstones. In order to prevent gallstones, 
seafarers should understand the importance of 
avoiding crash diets or a very low intake of calo-
ries (i.e. less than 800 calories daily).
It is also important to seek out good sources of 
fibre – raw fruits and vegetables, cooked dried 
beans and peas, whole-grain cereals and bran – 
and avoid eating too much fat.

In fact, recent studies have shown that mod-
erate consumption of olive oil (about 2 table-
spoons a day) can lower the chances of devel-
oping gallstones. Researches found that the 
incidence of gallstones is relatively low among 
people who live in areas where olive oil con-
sumption is high.

Treatment
The treatment of gallbladder disease depends on the type of disease present. When it 
comes to treating gallstones, there are generally three options;

• A “watch and wait” approach if there are no 
symptoms;

• Surgery to remove the gallbladder and the 
stones;

• Medication to break up the gallstones.
The most common manifestation of gallbladder 
disease is gallstones. However, most gallstones 
cause no symptoms and therefore do not war-
rant treatment. When they do cause pain though, 
surgery is generally warranted. Medications are 
rarely used to treat gallstones, although they are 
used to treat the pain of gallbladder disease.

Prevention
Gallstone and gallbladder disease only require treatment if they cause symptoms (such as 
abdominal pain) or complications (such as jaundice or pancreatitis). In these cases, keyhole 
surgery to remove the gallbladder is recommended.

The prescribed treatment will depend on how the disorder is affecting the seafarer and if 
they are at risk for ongoing gallbladder disease and accompanying pain. Gallbladder remov-
al is the most common treatment for gallstones that causes ongoing signs and symptoms, 
infections or other complications. 

Alternatively, if the gallbladder removal surgery is deemed too risky, gallstones can be dis-
solved with drugs taken orally.

https://safety4sea.com/gallstone-and-gallbladder-disease-what-it-is-and-how-to-treat-it/
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IMO REVISED PERFORMANCE 
STANDARDS FOR  EPIRBS AND VDRS

Part A Updated General requirement:

•   The EPIRB should be capable of transmitting a distress alert, including encoded position infor-
mation from a receiver using a recognized GNSS with global coverage, to satellites equipped with a 
search and rescue 406 MHz processor or repeater.
•   The EPIRB should be provided with a GNSS receiver for position fixes and an associated indica-
tion that GNSS signal reception is satisfactory or unsatisfactory; and be provided with an AIS locat-
ing signal in accordance with the Recommendation ITU-R M.1371, technical characteristics for an 
AIS using time division multiple access in the VHF maritime mobile frequency band.
•   When the EPIRB is activated: the GNSS position fix shall be updated at intervals of no more than 
five minutes; and, when an updated fix is transmitted in the AIS message for the first time, the error 
between the transmitted and the actual position shall not exceed 30 m assuming a drift rate of 3 
kn.

Installed date Applicable Standards
On or after July 1, 2022 EPIRBs should conform to performance  tandards and type-approv-

al standards not inferior to those specified in the annex to resolution 
MSC.471(101).

Before July 1, 2022 EPIRBs should conform to performance standards not inferior to those 
specified in the annex to resolution A.810(19), as amended by resolu-
tions MSC.56(66) and MSC.120(74) and be type-approved to standards 
not inferior to those specified in resolution A.696(17).

he IMO has adopted Resolutions 
MSC.471(101) and MSC.494(104) for 
EPIRBs and VDRs, updating perfor-
mance standards for equipment in-
stalled on or after July 1, 2022.

Resolution MSC.471(101) (adopted June 14, 
2019) details an updated standard governing 
the performance of float-free emergency posi-
tion indicating radio beacons (EPIRBs) operat-
ing on 406 MHz, which form part of the Global 
Maritime Distress and Safety System (GMDSS). 
The resolution standardizes the physical attri-
butes of these devices, the ambient conditions 
in which they are expected to perform, as well 
as the technical characteristics of the transmit-
ted signal.

T
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Simplified Voyage Data Recorders (S-VDRS)

Resolution MSC.493(104) (adopted 7 October 2021) recommends that S- VDRs should be con-
structed to minimize risk of damage during recovery operations to the same extent as that required 
by MSC.471(101) for float-free EPIRBs. The float-free type protective capsule should:

•   Be fitted with means to facilitate grappling and recovery;
•   Be capable of transmitting an initial satellite distress alerting signal and further locating and 
homing signals over a period of not less than seven days/168 hours.

Installed date Applicable Standards
On or after July 1, 2022 S-VDRs should conform to performance standards not inferior to those 

specified in the annex to resolution MSC.163(78), as amended by reso-
lution MSC.214(81) and the present resolution;

On or after June 1, 2008, and 
before July 1, 2022

S-VDRs should conform to performance standards not inferior to those 
specified in the annex to resolution MSC.163(78), as amended by reso-
lution MSC.214(81); and

Before July 1, 2022 S-VDRs should conform to performance standards not inferior to those 
specified in the annex to resolution MSC.163(78).

Shipborne Voyage Data Recorders (VDR)

Resolution MSC 494(104) (adopted October 7, 2021) recommends that VDRs in addition to the 
above S-VDR requirement, the VDRs’ float-free recording medium should be installed in a float-free 
capsule which should:

•   Maintain the recorded data for a period of at least six months following termination of recording;
•   Be capable of being accessed following an incident but secure against a physical or electronical-
ly manipulated change or deletion of recorded data.

Installed date Applicable Standards
On or after July 1, 2022 VDRs should conform to performance standards not inferior to those 

specified in the annex to resolution MSC.333(90), as amended by the 
present resolution.

On or after July 1, 2014, and 
before July 1, 2022

VDRs should conform to performance standards not inferior to those 
specified in the annex to resolution MSC.333(90)

On or after June 1, 2008, and 
before July 1, 2022

VDRs should conform to performance standards not inferior to those 
specified in the annex to resolution A.861(20), as amended by resolu-
tion MSC.214(81;); and

Before July 1, 2022 VDRs should conform to performance standards not inferior to those 
specified in the annex to resolution A.861(20).

https://safety4sea.com/imo-revised-performance-standards-for-epirbs-and-vdrs/
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SOME OF OUR NEW PROJECTS

LET - COLREG 2
Almost all operations on the ship are danger-
ous and they all have their own procedures and 
precautions. Knowing all the COLREG Rules and 
applying them while navigating will ensure the 
safety of you and the ships around you.

CBT -BULLYING & 
HARESSMENT
Workplace harassment and bullying may have 
a negative effect on both the mental health of 
individual seafarers and the mental health of 
the whole organization. This course is aimed 
to provide valuable information, role-play ac-
tivities, and guidance to eliminate harassment 
and bullying and improve the working environ-
ment on board.
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