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Lesame dello stato della Sea gu[l prosegui con nuove

prove documentah Da ispezioni a bordo effettuate un
mese prima dell’'ultimo viaggio, il cargo risultava non
conforme anche secondo le leggi liberiane: mancava
I'annotazione dei sondaggi obbligatori nei doppi fondi
delle sentine, non venivano eseguite regolari prove di ab-
bandono della nave, non erano stati registrati gli inci-
denti né le avarie avvenuti in precedenza, non erano sta-
ti controllati gli errori delle bussole, mancava il libro sul-
le caratteristiche di manovra della nave. Alcuni coman- |
danti dei porti erano giunti sino a minacciare severe san-
zioni e a consigliare riparazioni nello stesso interesse de-
gli armatori; ancora nel settembre del 1973 la Capitane-

""" e ria di Douala in Camerun aveva fatto presente che la na-
ve causava problemi nel porto, essendo rimasta per cin-
que giorni senza energia elettrica, e aveva preannunciato
che non Pavrebbe ricevuta in futuro se non si fossero ese-
guiti gli interventi indispensabili.

Come sua abitudine dall’inizio del processo, Rajna ~
prendeva appunti, interessata soprattutto alle anomalie
che rendevano insicura la navigazione: la sovraimmer-
sione per I'impossibilita di svuotare dall’acqua marina
alcuni doppi fondi; le pompe di zavorra inutilizzabili; il
pavimento delle stive in pessime condizioni nonostante
ogni sforzo dell’equipaggio; i pozzetti di sentina conti-
nuamente intasati da residui del carico e, di conseguen-
za, Pimpossibilita di aspirare I'acqua presente nelle stive.
Gli scaricatori di Porto Empedocle confermarono che
nelle stive numero 1 e 5 il fosfato era bagnato dall’acqua
infiltrata fino a un’altezza di venti e pitt centimetri; che
non funzionando i verricelli dovettero usare le gru del
molo. Uno di loro giunse a dire che la Seagull si trovava
in tale stato di abbandono da apparirgli in disarmo. Rife-
rirono inoltre di un incredibile numero di roditori che
infestava la nave, tanto che I'avevano soprannominata
«la nave dei topi».

P —— _ -

L

- —— —— o — T~ —— —— - o — o — — e wm mm ww o e mm me e

Era ormai certo che il dibattimento si sarebbe pro-
- tratto oltre le cinque udienze previste: le numerose te-
stimonianze e le minuziose contestazioni dei periti non
avevano esaurito I'accertamento delle cause del naufra-
gio, restava da valutare I'idoneita del personale di bordo
della Seagull. 1.a pubblica accusa si preparava a dimo-
strare che gli armatori, in quelle condizioni di ineffi-
cienza del cargo, non avevano garantito la presenza di
ufficiali e marinai in grado di far fronte a situazioni di
pericolo.




Tali carenze erano state messe in luce da Rajna nel-
'appello motivato ai militari sin dai primi mesi dopo il
naufragio, quando lei stessa aveva esposto nel porto la
lista degli imbarcati sulla nave. Il dibattimento non
avrebbe dovuto riservarle particolari emozioni, invece
fu presa da commozione in apertura dell’udienza nell’u-
dir leggere la frase contenuta nella lettera inviata da Fra-
ne in partenza per 'ultimo viaggio da Casablanca: «La
verita ¢ che nessuno & sicuro di dormire tranquillo fin-
ché questi due ciechi fanno la guardia in navigazione».

Quelle parole la riportarono indietro nel tempo, alla
mattina di oltre due anni prima, quando nella buca del-
le lettere aveva trovato le missive di Frane e Nicole. Il
suo proposito di farne un atto di accusa s’era realizzato,
ma non riusciva in quel momento a provare soddisfa-
zione, sopraftatta dal ricordo doloroso di quei giorni.

Uno dei due ciechi, come lei sapeva, era il ventenne
secondo ufficiale di coperta, privo di titoli di scuola nau-
tica e di esperienza, in possesso di un diploma di perito,
che aveva navigato per alcuni mesi come telegrafista;
quel disperato ragazzo che desiderava soltanto tornarse-
ne nelle sue colline friulane con un lavoro qualsiasi. Lal-

tro era lo spagnolo imbarcato come carpentiere di bor-
do, privo di patente e di pratica, che montava la guardia
mancando il terzo ufficiale di coperta. E non era tutto:
faceva le veci del primo ufficiale il Capitano stesso.

Rajna apprese che anche tra il personale di macchina
nessuno degli ufficiali possedevai requisiti richiesti, e che
sulla Seagu/l nel gennaio del 74 a Crotone si erano avuti
avanzamenti da fuochista a ufficiale di macchina e da ma-
rinaio a nostromo; e, in precedenza, il passaggio da mari-
naio a nostromo e a terzo di coperta, come era avvenuto
a un teste ascoltato al processo. Inoltre, non essendo faci-
le ingaggiare ufficiali con scuola nautica proptio a causa
delle condizioni disastrose della Seagull, si era giunti a
usare alcuni prestanome al momento dei controlli nei
porti: lo stesso anziano capitano socio dell’ Agenzia aveva
finto di ricoprire l'incarico di ufficiale di coperta ingan-
nando l'ispettore della Liberia per ottenere I'autorizza-
zione alla partenza della nave. Si rendevano conto gli ar-
matori, domando il pubblico ministero, che I'assenza di
ufficiali avrebbe reso impossibile la sostituzione del Co-
mandante in caso di suo impedimento o di morte?

Infine, non potendo entrare nel merito dell’efficien-
za dell’equipaggio, si constatd semplicemente che i di-
ciannove africani arrivavano in buona parte dall’inter-
no, privi di esperienza di mare, e che la provenienza da
diversi paesi o etnie rendeva difficile comunicare tra lo-
ro e con gli ufficiali.
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SHIPS AND PORTS

A Basic Study of their Relationships
By Captain L. G. TAYLOR, Extra Master, M.N.

This is not a text book. It has not been written in that form and should not be read as such.

Itis, however, a collection of Guide Lines, the interpretation of which should indicate the extent to which ships
and ports liaise and how they endeavour to fit into, together, the impact of The Patterns of Trade, and the Business of
Shipping

The Guide Lines, also, explain the influences of the Integrated Transportation Mode and the Intermodal aspects

- of Cargoes and Goods movement. !

The purpose of ships and ports, interali their associations in meeting the implifications of World Trade, is covered,

The 'maritime’ movement of goods/cargoes is an international organizational/administrative matter, no less in

" importance than that pursued in otherwise normal industriai/business activities, albeit it is influenced by the

orientation of world trading flow.

A ship is a 'thing of beauty’ . . . developed out of man's ingenuity and of complex craftsmanship, not withstanding -

the modernization of techniques. Much of custom and tradition still remains in the building of a ship.
A port takes form, and develops, by reason of man's foresight and judgement, and his ability to provide the right

"7 “fit'to a ship design (bearing in mind its trading involvement), which will look for a safe haven on numerous occasions
"inits life.

The port owner(s) is a builder of purpose, no less than the shipbuilder himself. Thus it can be truly said, ‘Ships
are about ports and ports about ships’'.

Apropos the foregoing there is need for the features of planning, coordinating, controlling and motivating, these
being fundamental procedures involving the use of physical and human resources . . . which can be found on ships

| .andin ports.

These procedures, however, are never static but show up differences of application as between different ships,
different cargoes and different ports. They are also influenced by the class, or type, of ship and the kind of port
involved.

Ships, in this modern age are of much changed design and capacity from those hitherto, and the cargoes which

{ they carry are wide in types and character arising from world trading economics, which now calls for realistic

interpretation of the fashions, or patterns by which trade flows. The ports cannot be seen only as places to store
cargoes while awaiting ships for loading or delivery, but as centres of quick reception and distribution, involving the
Support of rail, air, land and water transportation agencies.

" .In these connections, it is hoped that this book can be a useful introduction to wider and broader professional

studies in the field of Maritime Transportation.
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1) INSURERS WARN AGAINST OVER

~ RELIANCE ON

The Swedish P&! Club has published a report
that highlights the dangers of crews forgetting
collision avoidance principles by assuming
that tools such as ECDIS, ARPA and AlS give
them all the information they need to perform
a manoeuvre.

The Swedish Club's director of technical
loss.and prevention concluded that;

“The widespread adoption of new collision
avoidance'technology has had ne discernible
effect on the high incidence of collisions."

Althougtt modern bridge technology provides
crews with a full picture of their surroundings,
collisions still occur. Preliminary studies
indicate that new technology is creating
new hazards such as.the tendency of vessels
to crowd along the “optimum track” generated
by GPS. Other less easily remedied factors
are thought to be due to the detail and
accuracy of the information provided by
modern bridge systems.

"It seems that having the full picture may
tempt bridge teams to take greater risks -
when avoiding-potential collisions. There is
a temptation to-accept narrow margins
which leave no room for error,” explained
Peter Stalberg. ' : :

The "Mark 1 Eyeball” should still be regarded
as the most important aid to navigation
available to every ship.

Commenting on the report, David Patraiko
of the Nautical Institute pointed out that
crews must look out of the window to fully.
understand what is happening around them.
He felt that there is a temptation for some
crews to concentrate their attention on the
ARPA or the ECDIS even though this can
reduce reaction times in crowded situgtions.

“If you can see a ship's masthead lights you
can tell if it is starting to turn far more quickly
than you can from looking at the AlS or an
ARPA," he said.

The Swedish Club had studied claims for more
than $2 million made between February 2004
and July 2005. Six major collisions occurred
in calm sea conditions at night or in poor

visibility and are twice the number reported -

five years earlier.

Almost all of the incidents occurred inthe -
China/ Taiwan/Singapore region and were
found to be due to human factors such asa -
lack of situational awareness and a failure to
adheretto correct procedures.
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“ There are
no grounds
whatsover for
adopting a
collision
avoidance
strategy with
low safety
margins just
because the
bridge team has
the full picture
on a display

BRIDGE TECHNOLOGY

In an apparently related report, the London
P&! Club has also warned against the dangers .
faced by lone watch keepers. In its “Stop Loss"
bulletin, the Club points out that several
collisions and groundings have occurred when
watch keepers have been unduly confident
in their ability to navigate the ship alone
rather than call for assistance. This is now
thought to be encouraged by the confidence
engendered by modern bridge technology.

Peter Stalberg maintains that ships must keep
to strictly recognised procedures and crews

. r‘ﬁyst realise that close passing, for example,

is always dangerous even if modern bridge
technology is being carried. Such equipment
“offers no immunity against human etror or
the possibility that other vessels will not
behave as-expected,” he said. "There are no
grounds whatsover for adopting a collision
avoidance strategy with low safety margins
just because the bridge team has the full
picturé on a display.”

UK INSURERS NOW
BELIEVE THAT THERE IS

A SIGNIFICANT RISK OF
COLLISIONS BEING CAUSED
BY EXCESSIVE RELIANCE
ON BRIDGE TECHNOLOGY,
"REPORTS PAUL EASTAUGH.
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5950+%p /
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Free Sumﬁace- Condition existing when a /&;qw;a/ A glwe, to
tmove «n the tank ok @mpwﬂtmni of @ vessed . Cause)
0, vittual fise of the ship's center of grovity .
The [Zoﬂ@owi/ﬂg /pfcbnour)/&% Mould be Kept in mind :
) The effects of [ree Aunjace debend upon the dimensions of the
sunfoee of the lauid and tle olume of dishlacement ofthe vessel
2) The effects of free sutjace depend to a minot degree upon tlee
edationship between the fpecific Graviby of the liquid in the tonk
and the speeific graviby ofthe £quid in whieh the Veasel 4 ploating.
3 The eflects of [nee Surfoce do ot depend upon the
amount of )Zi,qwdd th the tanka.
4) The weight ard Verdical position of the figuid lave an effect on
transverse stabitity whiek 43 not associated with free sunface offects.
5) The breadth of diquid | which almost wholly accounts for Juee
sunface effects @e«w’g@j when uhcbired | depending upon the hwg&?t
o} the diquid wnthe tank, the d@gk% of wreliration, and the
breodtl-depth, ratio of the tonk . | S
( Vedi : Ea@oﬁdto Frarco - Edementi di Teokia della Nove -
In pankicolake da por £2 : Ganicli diquidi o Lello Jibero ) |
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|| 272025974 V28 8 2 2R
T .
. Ascissa C.G. da PA.| Ordinata C.G.dalC.| Inerzia
Pescrizione Peso - : . )
. . t m tm m tm tm
Dotazioni consumabili’ } 15 20.00 F09.29 7500 22509 /)
fcombustibile /342 70.76 | 94959.92 | 556\ 46152 628
fLubrificanti 57 I352 68952 | 541 | 27581 | 385 -
Acqua dolce 176 541 95216 | 981 | (72656 | 2% .
Carico : cist. centr. 1 | /347 | 72367 16650267 S84\  7866.48.| 1279
" later. 1.]. 7757 123.99 | 15511149\ - 637 | 789381 | 439
" centr. .2 1808 108.22| 19566176\ - 585 | 1057680 | 2375
" later. 2 /394 109.79 | (50816.86) S 90 | B224.60 | 282
M eentr. 3| s572 | 9253 | /4545776 SP5 |- 919620 | 2065
" later. 3 | y272 | 9253 | 1/3071.66| 596 | rigp.97 245
" centr. L | 1572 7297 | 12250596|. 585 | 919600 | 2065
" later. L | /222 | 7797 | 9523046\ S46°| . Jte0d2 | -24F |
Cvocentr. 5| 572 | - 6333 | 99554 .76 595 | . 9/96.28) | 2065 |
" later. 5 | 1227 ‘| - 6333 | 2732503 S | - NS506 | - 246
“_centr. 6| 2759 | 4508 | 1634372 £85 | /380015 | G098
" later. 6 | 720 | 4876 | 5809960 597 | HELID | 246
" __slop tk. S76 | 5783 | 2170008\ 615 | . 3542.40 |- 422 |
Zavorras deep tank ?0 : : _ : S :
cist. centr., 1
A
" later. 6 . _ -
Dotaziond 77 30.00 3500.00| - _76.00 //20.00
Portata lorda . 19980 | .52 160877331, 595 | (/892983 16742 |
Nave asciutta . 6019 00.81 | 366045.39, . 9.79 53926.01 |
Liquidi in circolo L5 28.93 133078 6.76 | . 310.96
Equipaggio & effetti 5 o 25.00 125.00] 15.00 75.00 :
Dislocamento 26050 " J5.86 /97625048 6.84 | 17F2uA.80 76742
STABILITA' ED ASSETTO . N ;
KMT m 1000 Immers. isoca.. (b Lt) n A6/5:
KG m 6. 84 Assetto longitud. ‘m a.39
Corr. spec.liquidi m 2 64 Immers. Pp. AV. (o4 s.cn) m & 43
Altezza metac., cor. m 2.52 Immers. al mezzo ( ps s.cn) m_ - B63
Immers. Pp. AD. . (D4 s.cH) m

8.82 -
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Pagle Temerds dille Cakere dritte 20 tizala | fror
,Lnt@ﬂf{}goea/% Lone. ¢

I - 8615 m.
MCT = 3u50u5 tmx€m
D= 26050 ton—+| KMT= joo0 m,
- LCBoril = 4,6U45 m — X {{6695+7u13 )='ié,5¥95 m.
LeFmil==3 598 m—~ Xq<(173-3598)=", 132 m

f S

Altesza metacerituca offeltiva K‘@w',)

KG - 1182ud80 _ 480 m
26050

CoreZwre Yme. ﬁo}?w&d; - 46%42 _ 064 m.
26050

) GM = {000-6,84-0064 . 252 m.

Aselts e immersione da S.CH.

Xo - A9tcouu g8 _¥580m , Ad. DX -Xs) _039m
26050 {00« MCT

Ay =(L-Xg )Ad -020um - Aip = Xe Ad _ 0486m
w (L% A ;Do = Ko m

2/) I/qf(bps,cu,) - I-ALFV"' A = 5iéﬁ5-0,204+0,02 = 8,@3 m.

Im(oﬂs,eﬁ.)f: I+AL[—D + A4 = 8{&/5 ~+0,.a/5é.+0;02 = 9,92 m.



Dalle (Yarene Jrelinote ThasV-Draces di sparte, KN-

| 2a denx = | 46942 knd. | Phacct di
O | KN| g8y tenax | 269°° stabilita
O,64453 - JenX GZ (m)
10° | 4% 1 444 044 Oy
20°| 3,us 234 021 | 0849
30°| w3l 3uz 0,32 0499
4o | 5% Lo o ou | 0,68
50628 524 0,44 054
o0 | 6,64 592 | 055 042
GL | /
2.00)
252 m
100 | —
” \\\
.
o {0 20 30° Mo 500 4™ g0’ X
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4)  stobilibi Dinamica

Anea da o a 30° _ 0,4%5»5'226725'(2% L 04145532925 [
| . 3

QU6+ L4-0,89+0,98| = 0,330 mHad

Area da, O o ud' - 0f47u532‘?25ll'0+ u(o,‘uw 0,49)+
3 L
t+ 2-089+068 ] = 0492 m had

Akea da 30° a o’ - CO, 4q7 -0, 330) = 0462 m/tad
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2) ﬂngpﬂo_ di stabilita, stotieca. Oy = 49°

3) Angolo di stabdita dinomica Od = 39°

5) D(k-) = 834¢4x 4200 = 40344, tonn-m

i)} W dirdocamento D = 403ud,6[ 4468 = B854 torn

Ruserva, totale di stabilita - 38+6,5+1200-0,15% =

= 4808, torn:m-vad
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|  Sound sigrals in mestricted Viscbility

Rule 35/c 1 A Vessl nit Uhden Command |, & Vessel Mestricted
n her abilits to manceuvre o Vessl constrained
by horw draugit | o daiting vemsed, o Vessed
@Hgaéwl e M&(/mg and o vessel {Lng}agad N
towing ok /fowjf;@nga/noﬂu@l{, Vessed

32




T T T T T T T |’a=’0 = ol T 0 T T =T T T La— T
380 wo ; g 20 o , p
. . 9 . .
I \ « - o Saale ¢ d'_:,‘*f-zo
'5'50 .- * L) i . v V) ' T
< ; % V=14:2
0 . s, B
o . : : 3 1
w® i ‘.’Yo
* o . )
as B . N
] £ ¢
) . o .
r gy} . RN &
$ . S [} p
§ ) %
-9 R
G- A
o~ [8 * ca
| . ST JE\o°
° . - ;. o ‘ - 4
S§F8 L : : 3%
. : : |
ol X : : : :
z__gs g R s ; 5 e i % % He
: : : )
o g\ e ! . :
© . " : ) &3
oL "\ . . P R . . ; &
| LT . , i
o N R i i
o {2 . - : . -8
® . . -— N
% AN ; /) fw 054 s .
A T ; 2 Depa = //@0 NM
L o \* - @ &
% : 5 At 8 a Fe.
£ :
. <., : S
L ® . o . . J
o
o X
(] + N
) 1 : .
L ™, -
. RO 7 E
o \\ . \ &
% : S &
o, ; : E
i % N e o? _
A oz \\ # N 0
00z Ny o ¢ . o\ B
o i 04E [s5) *
I L L Loy L L L ) oL L, ¢ . 1 ! L L e ! 1.' x
061 o8 oLt -

NOTA

L’argomento, molto interessante, ¢ stato trattato, con modalita diverse, in vari appunti €

pubblicazioni dall’autore. Ad esempio:

Esposito Franco — Rotazione del percorso relativo in funzione della manovra della nostra nave

nei 3 casi:

Vp>Vb; 2° Vp=Vb;

3° Vp<Vb
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RISP OSTA AT QUESITI RICHIESTI

I , 3

1) TPa= 21 25 34 su Rilvs ~183°

2) Conclusa manovra & tf=21"26™nel punto (¢ =51° 08}3N, A=01° 30}5E)

3) Sconfitnamento dal mar01ne destro di 1 mg.

COMMENTO AILA MANOVRA SCELTA

La manovra a dritta & auspicabile per i seguenti motivi:

1)Si d4& alla nave PA'" la certezza dell'accostata senza equiveco che potrebs
be essere deleterio.- v '

2)Non si impegna in alcun modo la corgia di flusso che,sebbene nello stes:
s0 senso di marcia,potrebbe creare perrlessita alle P&Vl che eventualmente
razziungono (vedi nave "B")

B)Lo sconflnampnto dal margine destro.di 1 mg. non desta preoccupazicne
perché si rimane sempre ad 1,3 B di distanza dal light Vessel

411 tempo di dlSlﬂUP@no & di 13

5)Tale manovra & in 51nton1a con il regolamento perché evita il passaggio
di prua alls nave "A".~

L'accostata a sinistra puo! presentare i seguenti inconvenienti:

1)I1 tempo di disimpegno si prolunga di 8™ con 1l totale attraversamento
del flusso di traffico in un tempo complessivo di 22™ che ci porta sul=
la linea di separazione centralej;questo,come gia dettc,potrebbe provo=
care qualche perp1@551ta alle navi che evenuualuente ci raggiungono e
alle navi che navigano ne¢l' altra corsia (vedi nave "C")

2)Accostando z sinistra non si da alla nave "A"™ la netta sensazione della
manovra,cosa che potrebbe provocare titubanza al Comando della nave ber=
saglio cne non percependo la nostra manovra in modo netto,potrebbe crea=
re una svtuaz1ope di estremo pericolo.

In qualsiasi manovra & importante mettersli nei pannl di coloro che gover=

nano la nave bersaglio e tener ben presente che le situazioni che si pre=

sentano non hanno il tempo di essere studiate ma attuate in un tempo bre=

vissimoe. _ ‘

Cio' premesso,chi puo' dire come si oomuo ta la nave bersaglio quando non

percepisce chiaramente la nogstra manovra? In proposito il regolamento e

chiarissimo. .

~Fatto le considerazionl di ordine teorico passiamo alltattuazione prati=

‘ca della manovra cogi' come,per esperienza,la gente di mare usa,al di fuo=

ri di ogni considerazicne.

Personalmente attuerei IN PARTE la manovra cosiddetta "CURVA DEL CANE" che

consiste nel puntare la prua sulla nave "A"™ fino & disimpegno avvenuto;

si eviterebbe di sconfinare oltre la linea di separazione o,tutto al piu,

di unsa -quantita irrisoria.-

Ricordo che la "CURVA DEL CANE'porta,a fine manovra,di poppa al bersaglio

sul prolungamento del suo piano lonvltudlnaLe (cloe sulla stessa rotta) ed

a distanza pari alla mebta di gquella egistente all'inizio della manovra.

81 rientra in rotta con il piu piccolo angolo possibile rispetto alla
direzione generale della corrente di traffico.-

3%
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Allegato ISF

DON'T BE A STATISTIC!

A study info the causes of serious injuries to seafarers was
recently carried out by the West of England P&I Club.

It established that many accidents happen because basic safe
working practices are not followed correctly. The International
Shipping Federation and the International Chamber of ;
Shipping have used some of the findings to highlight the key
areas where accidents have arisen to draw attention to safe
routines and procedures, refresh minds and improve safety
awareness.

All accidents and dangerous occurrences should be reported
at once to a responsible officer for investigation so that the
ship’s safety committee can take prompt action where
necessary or make suitable recommendations to the company.
This process is essential if similar incidents are to be avoided
in the future, since health and safety matters at sea are the
concern of all seafarers individually, the vessel's operators, the
owners, and their underwriters. Any accident, however minor,
has an impact.

above o, ACCIDENT PREVENTION
COMES FIRST!

Cartoons by Vo‘ gg\om % :
” ﬁ oy E 5
1/ L @”8¥ U ®

g



|
3

|
o

95% ihfittitetetieteeeee

OF SERIOUS INJURIES HAPPEN
WHILE CARRYING OUT
 ROUTINE TASKS

Only a small
proportion of
injuries are
caused by
exceptional
incidents such as
collisions and
groundings.

The maijority of
accidents arise
because
recognised safe
working practices
or company
procedures are
ignored.

Always follow
safe working
pracfices.

ACCIDENTS HAPPEN WHEN LEAST EXPECTED




OF SERIOUS ACCIDENTS ARE DUE
TO HUMAN ERROR o

80%’1‘1‘1‘?’!‘1‘“‘1‘1‘1‘1‘1‘1‘1‘1‘1‘1‘1‘1 '

The number of
injuries caused by
failure of
machinery or-
equipment is
‘ small compared
p with those caused
by human error.
Some accidents
happen because
of lapses in
concentration or
misjudgements,
others are caused
by inexperience
or recklessness.
Over-confidence
can lead to
carelessness, and
experienced
seafarers who
have performed
the same task
many times
before can be
particularly at
risk. Always ask
for help or advice
before carrying
out an unfamiliar
task.

TAKING CHANCES RISKS LIVES

{ra
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Wet areas,
leaking pipes,
oily engine room
plates, poor

~ lighting,
unguarded
openings, untidy
decks and
wearing
unsuitable
footwear are the
most common
causes of such-
accidents.
Always keep
decks ship-
shape, clean up
and report oil or
water leaks, use
sand on wet deck
areas, replace
dead light bulbs
and rig guard
rails around
unprotected
openings.

f
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OF SERIOUS INJURIES ARE DUE TO
SLIPS, TRIPS AND FALLS

WEAR SAFETY FOOTWEAR AND
WATCH OUT FOR HAZARDS




Back injuries are
painful and can
disable you or
make it impossible
for you to carry
out your duties
effectively. Many
back injuries are
caused by lifting
heavy objects
alone and/or
failing to use the
correct lifting
techniques.

WHEN LIFTING
HEAVY OBJECTS
ASK FOR HELP.

When lifting:

(1) crouch down,
(2) keep your
knees bent, back
straight and chin
tucked in,

{3) grip the load
securely, and

(4) lift by
straightening the
legs.

S
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OF SERIOUS INJURIES ARE
BACK INJURIES

LIFT WITH CARE

S v —
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The atmosphere in
enclosed spaces such
as pumprooms, oil
tanks, double
boftoms, ballast tanks
and coffer-dams may
be lacking in oxygen
or contain dangerous
gases that cannot be
seen or have no
smell. Entering an
enclosed space
without telling anyone
has often resulted in
frcgedy.

Rescue attempts can
lead to more
casualties if proper
precautions are not
taken.

Before entering an
enclosed space
always obtain
permission and
observe the correct
procedures.

The space must be
properly ventilated
and the atmosphere
tested before
entering. Breathing
apparatus must be
worn where the
atmosphere is unsafe.

Mt AY

OF SERIOUS ACCIDENTS HAPPEN
IN ENCLOSED SPACES

ENCLOSED SPACES CAN KILL
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0 oF HEAD, EYE AND FOOT
? INJURIES COULD BE MINIMISED
BY USING PROTECTIVE EQUIPMENT

Many injuries to
the head are
caused by falling
objects.

Eyes can be
seriously
damaged by
flying particles or
splashes of paint
or chemicals and
poor footwear
will not protect
the feet from
being crushed.
Wear safety
helmets and
safety footwear
in the workplace.
Wear goggles
when chipping,
painting, using
lathes or
handling

chemicals.

ALWAYS USE PROTECTIVE
EQUIPMENT
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OF SERIOUS ACCIDENTS HAPPEN
INSIDE CARGO HOLDS OR

WHEN OPENING OR CLOSING
'HATCH COVERS

d
[
0

;
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Always rig fences
around open
tween decks.
Switch on hold
lights before
entering.

Do not use badly
damaged hold
ladders. Never
stand on moving
hatch covers.

Use a signaller to
indicate when
hatch covers are )
clear to operate. — "

ENTER ilOl.DS AND OPERATE
HATCH COVERS WITH CAUTION
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Oil leaks are a
fire hazard, and
can also cause
slips and falls.
Unguarded
machinery can
trap limbs.
Spare equipment
can break free
during heavy
weather if not
tightly secured.
Machinery
spaces are noisy,
and hearing can
be damaged if
proper
precautions are
not taken.
Always clean up
and report oil
leaks.

Fit guards to all
dangerous
moving parts.
Lash down spare
gear securely.
Wear hearing
protectors in
noisy areas.

trreetintetetetibee

OF SERIOUS ACCIDENTS HAPPEN
IN MACHINERY SPACES

e e

TAKE EXTRA CARE IN
MACHINERY SPACES

% §)
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Accidents while
boarding or

' { disembarking are

often caused by
badly rigged guard
rails, poor
illumination or
incorrectly
positioned safety
nets.
Many accidents
involving crew
members occur while
the gangway is
being broken out or
rigged for use.
Failing fo tend the
gangway in port can
create a serious
hazard, particularly
if the bottom
platform is left
hanging high above
the quay.
Remember your
] personal safety when
g rigging gangways.
| Keep guard ropes or
chains tight and
stanchions well
secured. Rig safety
nets correctly. Tend
gangways regularly.
llluminate at night.

thirtetetatteteneene

OF SERIOUS FALLS HAPPEN
ONGANGWAYS OR
ACCOMMODATION LADDERS

RIG GANGWAYS SAFELY

R R B e G

(s



i

'Is% ftippitetttitettite

OF SERIOUS FALLS HAPPEN WHILE
WORKING ALOFT |

4
i

Falls from aloft can
be fatal or disable
you for life unless
proper precautions
are taken.

Using a bosun’s
chair, a cradle, a
stage or a ladder
demands careful
supervision and
suitable safety
equipment must be
worn.

Trying fo reach too
far while working

| from a height is

J‘ extremely
dangerous and
may cause you fo
overbalance. Get
permission before
working aloft.
Check equipment
and securing
arrangements
carefully.

Wear o safety
harness and
lifeline.

TAKE PROPER PRECAUTIONS WHEN
WORKING ALOFT




Standing within the
bight of a line is
dangerous as it
may suddenly
tighten
unexpectedly.
Many other
mooring accidents
are caused by
parting ropes or
wires.

Man-made fibre
ropes under strain
may break without
warning, and the
whip-lash effect of
any parting line
may cause severe
injuries.

Only experienced
. seafarers should
operate a mooring
winch. Never stand
in the bight of a
line. Always stand
in a safe position
when lines are
under strain.
Report signs of
wear in ropes and
wires.

| o
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OF SERIOUS MOORING ACCIDENTS
ARE DUE TO LINES BREAKING OR
TIGHTENING UNEXPECTEDLY

\'_‘_ . = - -
THINK PERSONAL SAFETY WHEN

MOORING
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