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Glossary Of Terms

Best Practices:
Are approaches, procedures or tools that ship managers use to operate their vessels more safely, greener, smarter and above minimum compliance.

Broken Stowage:
Broken stowage is lost cargo space in the holds of a vessel due to the contour of the hull and / or the shape of the cargo. Dunnage, ladders, and stanchions
are example of broken stowage. Broken stowage is shown as a percentage figure, which is an estimation of the space that will be lost.

Capesize:
Bulk carriers with deadweight of above 90,000 tonnes.

Cargo Unit:
Cargo unit means a vehicle, container, flat, pallet, portable tank, packaged unit, or any other entity, etc., and loading equipment, or any part thereof, which
belongs to the ship but is not fixed to the ship (Assembly resolution A.489 (XII)).

Company:

The company means the owner of the ship, or any other organisation such as a ship manager or bareboat charterer who has assumed the responsibility for
operation of the ship from the owner of the ship, including the duties and responsibilities imposed by the International Safety management (ISM) Code. This
company would normally be the name recorded on the ship's Document of Compliance. May also referred to as vessel's manager (SOLAS) Chapter IX/1,
2020

Competent Authority:

A minister, government department or other authority empowered to issue regulations, orders or other instructions having the force of law.

Competent Person:
A person who has, through a combination of training, education and experience, acquired knowledge and skills enabling that person to correctly perform a
specific task.

Dunnage:

Materials of various types, often timber or matting, placed among the cargo for separation, to increase the friction between the base of the cargo unit and the
deck. This spreads the load of cargo unit across the deck, and hence provides ventilation; protection from damage and, with certain cargoes, provides space
in which the fork lift's tynes truck may be inserted.

Ex- Rated Equipment:
Equipment that has been classified as safe for use in hazardous areas.

Flag Administration:
The maritime administration of a vessel's country of registry.

Flag State:

The Government of the nation whose flag a vessel is entitled to fly.

Fumigator-In-Charge:
A person designated by a fumigation company, government agency or appropriate authority.

Gravity-Based Self-Unloading Vessel:
A bulk carrier equipped with a self-Unloading system that includes hoppered hold, gravity gate, belt conveyor, elevating system and discharge boom. This
type of vessel delivers free-flowing dry bulk commodities. This system has the ability to discharge on shore or to an offshore facility.

Handymax:
Bulk carriers with a deadweight of up to 60,000 tonnes.

Heavy-Lift:
There is no standard definition of a heavy lift in weight terms, although the cargo insurance policy may set a weight figure as part of the critical item criteria.
However, for the purpose of this inspection assessment and questionnaire the term ‘heavy lift’ means a cargo that weighs more than 50 tonnes.

High Modulus Synthetic Fibre:

Manmade, continuous filament synthetic fibre with modulus in the range of 50-150 GPa.

Hybrid Self-Unloading Vessel:
A bulk carrier equipped with both deck cranes and belt conveyor on-board. The hybrid self-unloading system includes conventional cargo hold, deck crane,
hopper, belt conveyor and discharge boom. This system has the ability to discharge on-shore or to an off-shore facility.
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Industry Recommendations:
RightShip supports and endorses particular methods of working or procedure.

Line Design Break Force (LDBF):

Is the minimum force that a new, dry, spliced mooring line will break at when tested according to appendix B of Mooring Equipment Guidelines (MEG4). This
is for all mooring line and tail materials, except those manufactured from nylon which are tested wet and spliced. This value is declared by the manufacturer
on each line's mooring line certificate and is stated on a manufacturer's line data sheet.

Loose Gear.
An item of equipment that can be used to attach a load to a lifting appliance but does not form an integral part of the appliance or load. This includes a block,
shackle, hook, swivel, connecting plate, ring, chain block or hoist, chain or overhauling weight.

Mental Health:
According to the World Health Organization, mental health is “a state of well-being in which every individual realises his or her own potential, can cope with
the normal stresses of life, can work productively and fruitfully, and is able to make a contribution to her or his community.”

Mental Disorders:

Mental disorders comprise a broad range of problems, with different symptoms. However, they are generally characterized by some combination of
abnormal thoughts, emotions, behaviour and relationships with others. Examples are schizophrenia, depression, intellectual disabilities and disorders due to
drug abuse. Most of these disorders can be successfully treated.

Out of Gauge:

The term out-of-gauge refers to any cargo that has dimensions that exceed the normal dimensions of a standard shipping container.

Panamax:
Bulk carriers of between 60,000 to 90,000 deadweight tonnes.

Planned Maintenance System (PMS):
The parts(s) of the company's Safety Management System (SMS) that address inspection, maintenance and repair of the ship.

Ro-Ro Ship:

A ship which has one or more decks (either closed or open), not normally subdivided in any way and generally running the entire length of the ship in which
goods (packaged or in bulk; in / on road vehicles — including road tank vehicles — trailers, containers, pallets, demountable or portable tanks; or in / on
similar cargo transport units or other receptacles) can be loaded or unloaded normally in a horizontal direction.

Safety Management System (SMS):
The Company's documented quality management system provided on board the vessel and in the office which addresses the requirements of the IMO ISM
Code.

Ship Design Minimum Breaking Load (Ship design MBL):

Is the stated value around which a ship's mooring system is designed and established at the ship design stage. The minimum breaking load of new, dry
mooring lines for which a ship's mooring system is designed, to meet IACS standard environmental criteria restraint requirements. The ship design MBL is
the core parameter against which all the other components of a ship's mooring system are sized and designed with defined tolerances.

Statutory Requirements:
Statutory requirements are those that are required by law. These requirements are non-negotiable and must be complied with.
The following are agreed definitions for terms used within this questionnaire.

Sub-Freezing Temperature:
Colder than the temperature at which water freezes (i.e. colder than 32°F or 0°C)

Working Load Limit:

The maximum load that a mooring line should be subjected to in operational service, calculated from the standard environmental criteria. The WLL is
expressed as a percentage of ship design MBL and should be used as a limiting value in both ship design and operational mooring analyses. During
operation, the WLL should not be exceeded.

In the same way that SWL is a limit for fixed equipment, the WLL value is used as a limit with the standard environmental criteria and mooring layout when

establishing mooring system designs. Steel wire ropes have a WLL of 55% of the ship design MBL and all other cordage (synthetic) have a WLL of 50% of the
ship design MBL.
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Abbreviations

ABS: American Bureau of Shipping EEBD: Emergency Escape Breathing Devices
AlS: Automatic Identification System EGCS: Exhaust Gas Cleaning System
AMSA: Australian Maritime Safety Authority ENC: Electronic Navigational Charts
BAC: Blood Alcohol Concentration EPIRB: Emergency Position Indicating Radio Beacon
BFO: Bunkering Facility Organisation ESD: Emergency shutdown
BLU Code: The Code of Practice for the Safe Loading and ERS: Emergency Release System
Unloading of Bulk Carriers .
: e ERC: Emergency Release Coupling
BNWAS: Bridge Navigational Watch Alarm System
ETB: Emergency Towing Booklet
BWM: Ballast Water Management
; ; FML: Flow Moisture Limit
BYOD: Bring Your Own Device
— FOSFA: Federation of Qils, Seeds and Fat Associations
CAP: Condition Assessment Program
GAFTA: Grain and Feed Trade Association
CATZOC: Category Zone of Confidence
- - GMDSS: Global Maritime Distress and Safety System
CBA: Collective Bargaining Agreements
- - GNSS: Global Navigation Satellite System
CBM: Condition Based Maintenance
" GPS: Global Positioning System
CBO: Condition Based Overhaul
. GRB: Garbage Record Book
CBT: Computer Based Training
— — HAZOP: Hazard and Operability Analysis
CCTV: Closed-Circuit Television
- - HDOP: Horizontal Dilution of Precision
CMS: Continuous Machinery Survey
- - HIMP: Hull Inspection and Maintenance Program
CoP: Certificate of Proficiency
- HLS: Helicopter Landing Site
CPA: Closest Point of Approach
- HME: Harmful to the Marine Environment
CPP: Controllable Pitch Propeller
: : R HMSF: High Modulus Synthetic Fibre
CRA: Certificate of Receipt of Application
- IACS: International Association of Classification
CSM: Cargo Securing Manual Societies
cso: Company's Security Officer IAMSAR: International Aeronautical and Maritime Search
CSS Code: Cargo Stowage and Securing Code and Rescue
. . . |APH: International Association of Ports and Harbors
CTF: Coating Technical File
ICS: International Chamber of Shipping
DBMS: Dry Bulk Management Standard
IEC: International Electro- technical Commission.
DG: Dangerous Good
. . o . IEE: International Energy Efficiency
DGNSS: Differential Global Navigation Satellite System
. IEEC International Energy Efficiency Certificate
DRI: Direct Reduced Iron
. . . . IGF Code: The International Code of Safety for Ships
DSC: Digital Selective Calling using Gases or other Low-flashpoint Fuels
DUKC: Dynamic Under Keel Clearance IHO: International Hydrographic Organization
ECA: Emission Control Area ILO: International Labour Organization
ECDIS: Electronic Chart Display and Information

System
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IMDG Code: International Maritime Dangerous Goods Code PRVs: Pressure Relief Valves
IMFO: International Maritime Fumigation PPU: Power Pack Unit

Organisation PWOM: Polar Water Operation Manual
IMO: International Maritime Organisation

RCDS: Raster Chart Display System
IMSBC: International Maritime Solid Bulk Cargoes i - :
RPE: Respiratory Protective Equipment

I0PPC: International Oil Pollution Prevention

Certificate SART: Search and Rescue Transponder
IS Code: International Code on Intact Stability SCAMIN: Scale Minimum
ISM Code: International Safety Management Code SCBA: Self-Contained Breathing Apparatus
ISPS: International Ship and Port Facility Security SCR: Selective Catalytic Reduction
LDBF: Line Design Break Force SDMBL: Ship Design MBL
LMP: Line Management Plan SDS: Safety Data Sheet
LNG: Liquefied Natural Gas SEA: Seafarers' Employment Agreements
LOTO: Lock Out, Tag Out SEEMP: Ship Energy Efficiency Management Plan
LSA: International Life-Saving Appliance SMS: Safety Management System
MARPOL: The International Convention for the Prevention SOLAS: International Convention for the Safety

of Pollution from Ships, 1973 as modified by of Life at Sea.

the Protocol of 1978 SOPEP: Shipboard Qil Pollution Emergency Plan
MBL: Minimum Breaking Load SOx: Sulphur Oxides
MEG4: Mooring Equipment Guidelines Edition 4 SRIM: Security Related Information to Mariners
MFAG: :\r/:sgll\c/:iar:gF:Jr;gﬁfuuSl%eo?ésUse in Accidents SS0- Ship Security Officer
MHB: Material Hazardous only in Bulk SSP: Ship Security Plan
MLC: Maritime Labour Convention STCW: Standards of Training, Certification and Watch
MMSI: Maritime Mobile Service Identity SWBM: z(::lp\;\[;:ter Bending Moment
MPX: Master Pilot exchange SWL: Safe Working Load
MSL: Maximum Securing Load SWSF: Still Water Shear Forces
MSDS: Material Safety Data Sheet T&P NMs: Temporary and Preliminary Notices to Mariners
NATO: North Atlantic Treaty Organization TCPA: Time to Closest Point of Approach
NOx: Nitrogen Oxides TDBF: Tail Design Break Force
OCIMF: 0il Companies International Maritime Forum ™G: Transmitting Magnetic Compass
oCM: Oil Content Meter/Monitor TML: Transportable Moisture Limit
OHS: Occupational Health and Safety UKC: Under Keel Clearance
OMM: Operating and Maintenance Manual UKHO: United Kingdom Hydrographic Office
00c: Out of Gauge UMS: Unattended Machinery Space
oow: Officer of the Watch V/V: Volume of fumigant per total volume of gas
OWs: Oily Water Separator VDR: Voyage Data Recorder
P&I Club: Protection and Indemnity Club VGM: Verified Gross Mass
PFSOs: Port Facility Security Officers WF: Solids that evolve flammable gas when wet
PIC: Person in Charge WIDS: Water Ingress Detector Systems
PMS: Planned Maintenance System WLL: Working Load Limit
PPE: Personal Protective Equipment XTC: Cross-Track Corridors
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Objective of the RightShip dry inspection

The objective of the RightShip inspection is to assess the quality of ships, verify the familiarity and compliance of ship's crew with the safety,
statutory requirements, industry recommendations, best practices and required items within the RightShip Inspection Ship Questionnaire. The
outcome of the RightShip Dry Inspection will reflect the actual condition and standard of operation of the vessel at the time of inspection.

The RightShip Dry Inspection allows the identification and assessment of risk that the use of vessel may transfer to our clients and external
stakeholders.

RightShip inspection ship questionnaire

The RightShip Inspection Ship Questionnaire covers a series of questions related to safety, environmental protection, maintenance, industry
recommendations and good practices. For inspection purposes the vessels covered in RightShip inspection are grouped into five categories:

1. Bulk carriers that are carrying solid bulk cargoes other than grain

2. Bulk carriers that are carrying grain cargoes

3. General cargo ships that are carrying general and/or container cargoes
4. Container ships that are carrying container cargoes

5. Livestock carriers that are carrying live export

There are two options for the completion of an inspection using the Rightship Ship Inspection Questionnaire. The first is in the traditional
approach where all questions are answered during a physical inspection. The second is a hybrid approach where those questions denoted

with the letter (M) can be completed on review of documentation provided by the vessel managers in advance of a physical inspection, with the
remaining questions denoted with a letter (V) completed during a subsequent shortened physical inspection of the vessel. For either approach all
questions must be answered.

How to answer the RightShip ship
inspection questionnaire

The questions in each section may be accompanied by a “Guide to Inspection”. The Guide to Inspection assists the ship's manager in preparing the
vessel for inspection and the inspector in answering the questions and completing the inspection report.

The questions in each section must be answered by the inspector. The inspector must answer the question on the basis of the “Guide to Inspection” and
any reference sources.

The inspector has an option to select one of four (4) responses for each question:

O] YES: The "Yes" box should be checked when inspector, on the basis of the "Guide to Inspection” and other industry
references, concludes that the answer to the question is “Yes".

® NO: The “No" box should be checked when inspector, on the basis of the “Guide to Inspection” and other industry
references concludes that the answer to question is “No".

® N/A (Not Applicable): The “N/A" box should be checked when the subject matter in question does not apply to the
vessel. If the inspector selects N/A on the basis of his / her judgment, a supplementary comment should be added, and
they should state the reasons the “N/A" box was selected.

® N/V (Not Viewed): The “Not Viewed" box should be checked if the subject matter in question was not checked by the
inspector. A supplementary comment comment should be added, and they should state the reasons the N/O box was selected.

Finding is a failure to meet a requirement which is a need, expectation, or obligation. It can be a deficiency in characteristic, documentation, or procedure,
(including work practice) through finding physical defects, test failures, incorrect or inadequate documentation and maintenance, a deviation from
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testing and inspection, or non-compliance with the industry good practices and recommendations. A Finding means an observed situation where
objective evidence indicates the non-fulfilment of a specified requirement.

>  Theinspector must record a Finding in the Finding box (the "Action” box in the inspection template) when the answer “No" is checked.
The Finding must specify and explain the reason the negative response is made. The inspector must not include the solution for fixing the
Finding.

>  Theinspector shall make supplementary comments in the “Comments"” section, when required by the “Guideline to Inspection” or when an
additional clarification is required to understand the matter related to a specific question.

>  Theinspector must not check the “Yes" box when the inspector's comments contain negative elements. When comments contain negative
elements, the “"No" box must be checked. The inspector must respond to all questions and each question must have one of its check boxes
marked. The inspection report will be rejected and returned if all questions have not been answered. When the "Yes" box is checked, the
inspector may amplify the answer to the question by adding positive comments in the comments box. Objective evidence must be used by
the inspector when answering the question. The word of ship staff alone shall not be considered as sufficient evidence when answering a
question. Crew's familiarity with a task and ability to demonstrate a task is considered an objective evidence. For uniformity, when assessing
coating condition, the assessment should be based on the ABS Guideline "Inspection Grading Criteria for the ABS Hull Inspection and
Maintenance Program (HIMP)". The inspector shall download the guideline prior to inspection and use the guideline when assessing the
coating condition on board the vessel. Please download the guideline via this link: click here

> Inthe "Supplementary Comments" section at the end of each section, the inspector may add comments related to the section or a subject
related to the section that has not been covered by the question. All dates should be entered in the format DD/MMM/YYYY.

Inspection procedure

The inspector must conduct the RightShip Dry Inspection as per the following mandatory requirements.

Boarding the vessel and opening meeting
The Inspector must show a valid identification card upon boarding the vessel.

The inspector must always wear appropriate PPE and must set a good example in all respects by maintaining the highest standard of ethical
behaviour throughout the inspection.

The inspector must have an opening meeting with the Master or Master's representative. The inspector is required to introduce themselves and
outline the objectives, requirements, and plan for the inspection. The inspector and the Master or Master's representative should agree on the
sequence for the inspection.

The sequence of inspection must not affect the safe operation of the ship or effect the rest hours of the ship’s personnel.

The minimum PPE for Rightship inspectors includes, safety shoes, overalls, safety helmet, hearing protection, gloves, safety glasses and the
Rightship Hi Vis vest.

During inspection
The inspector must always be accompanied by a qualified and responsible Officer.

The actual tank and hold access for physical assessment of the condition of ballast tanks, void spaces and cargo holds can be made only with
the authority of the Master and provided that port and terminal regulations allow. In all cases, the enclosed space entry procedures set out in
Resolution A.1050 (27) (Revised Recommendations for Entering Enclosed Spaces Aboard Ships) must be strictly observed.

The inspector must be an observer throughout the inspection and must not be involved or interfere with the operation and/or operate any items on
board the ship. However, the inspector must notify the ship's staff when observing any unsafe conditions or operations being carried out.

The inspection shall not take place at night unless it has been authorised by RightShip and agreed by the vessel's manager.

If the inspector notes any Finding, then they must be pointed out and discussed at the time and the location, with the person accompanying the
inspector. In this way, the nature of the Finding can be more easily understood by the ship's staff and this will reduce the duration of the closing
meeting.

Closing meeting
The inspector must not provide any advice or suggestion on how to rectify any Findings. The inspector must not give any verbal indication about
the overall inspection result.

A copy of the list of Findings must be provided to the Master. The inspector must record any Findings, on which action was taken to rectify while
he or she was on board.
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Scope and guide to timing of inspection

The inspector is expected to manage and complete the inspection within 14 hours.

The inspector is NOT required to enter the ballast tanks, void spaces, duck keel or cofferdam. The inspector shall sight and assess the physical
condition of ballast tanks, void space, and cofferdam from the deck only, where the access hatches or manhole plates can be removed. In any
event, actual entry should only made following specific written instruction from RightShip.

The inspector is required to complete a Hull Structural Supplement Questionnaire only following a specific instruction from Rightship.

The inspector is required to enter one cargo hold and sight the physical condition of bulkhead, tank top, condition of bilge, outfitting inside the
cargo hold (handrails, vertical ladders), coating condition and test the water ingress system. When an Australian ladder is installed as a means of

access to the cargo hold, the inspector must use it when entering the cargo hold for inspection.

The sequence of the RightShip inspection will be dependent on the availability of personnel and operational status of the vessel but will include
the following components:

> Areview of the vessel's documentation
> Inspection of the wheelhouse and navigation, communications

> General external areas (including mooring, main deck, hatch covers, one cargo hold and physical assessment of at least two ballast tanks from
deck level, machinery of cargo cranes and one operator's crane cab), ship's office / ballast control room

> Machinery space and
> Accommodation (Up to14 hours).

In addition to his/her own hours of work, the inspector must consider the rest periods of the ship's crew when planning for the inspection.

Completion of the list of Findings and inspection report

On completion of the inspection, the list of Findings shall be submitted to RightShip immediately after the inspection. The inspector must then
complete the inspection report and send the completed ship inspection report to the RightShip within 72 hours of departing the vessel. If for any
reason the 72 hours deadline cannot be achieved, the inspector must advise RightShip of the reason why and when the report can be expected to
be sent.

The inspector must avoid subjective comments and Findings which are based on assumptions, beliefs and opinions or influenced by emotions or
personal feelings. The inspector's Findings and comments must be based on facts, observations, and valid references within the industry.

If the inspector made any subjective comments or expressed an opinion, they must give the factual basis and specific reasons why such a
comment / opinion was recorded.

Vessel's manager

The vessel's manager is responsible for ensuring the records relating to the officers on board the vessel (Deck and Engineers Matrix) is up-to-date
and send to RightShip prior to inspection.

The time taken for inspection can be greatly reduced by the state of preparedness of the ship. The latest edition of the RightShip Inspection Ship
Questionnaire should be on board and, as applicable, the RightShip Questionnaire should have been completed. To expedite the inspection, the
ship's Manager may consider having a representative on board during the inspection. However, any representative shall not interfere with the
inspection unless there are safety concerns.

Electronic certificates

Where the vessel is issued with electronic certificates, Rightship recommends the vessel's manager provide Inspectors a temporary access to
their online electronic certificate system at least two(2) days before the inspection. This will facilitate the inspectors to minimise the time of
inspection on board the vessel.
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Remote review of digital documentation
Rightship may ask for remote review of digital documentation to minimise the time of inspection on board the vessel. If agreeable by the vessel's
manager, the additional digital documents must be securely sent to the appointed inspector 72 hours prior to inspection.

Root Cause Analysis
The vessel's manager may send written comments relating to the report, to RightShip.

The vessel's manager is required to provide a meaningful root-cause analysis including, corrective actions and sustainable long term preventative
actions for each Finding within 15 days of physical inspection of the vessel.

Please note that the inspection process cannot be completed until a satisfactory response has been received. If a satisfactory response is not
received within 15 days, the inspection will be invalid.

Assessment of the vessel's management begins when the physical inspection of the ship is completed. The quality of the vessel's management
system will be evaluated by the quality of the replies that the vessel's manager makes to the Findings recorded during the RightShip inspection.
The inspection outcome will be determined by the RightShip Dry inspections team.

The vessel, crew and manager / owner are part of a team of resources that must “fit" together to maximise the requirements of our clients and
external stakeholders. Maintaining a safe and high-quality fleet of vessels that not only complies with the statutory requirements but also
complies with industry good practices, is operated by well-trained ship's crew and has an effective management system, creates a distinctive
competitive advantage for the ship owner.

Engaging with the Inspector — code of conduct

RightShip Inspectors adhere to the RightShip code of conduct and will uphold professionalism and integrity while carrying out the inspection. Any
attempts to coerce or offer bribes at any point during the inspection will not be tolerated. Please note that RightShip Inspectors will report any
cases of attempted coercion or attempts to manipulate Inspection outcomes. In these cases, the Inspection will likely be deemed unacceptable.

Section 1: General Information

1.1 Vessel's name as it appears on the Certificate of Registry: (M)
1.2 Vessel's IMO Number. (M)

1.3 Flag: (M)

1.4 Date the vessel was delivered: (M)

Guide to Inspection

Date of delivery can be found either in form A of the International Oil Pollution Prevention (IOPP) Certificate or Safety
Construction Certificate.

1.5 Date of layup, if any greater than three months since vessel's delivery: N/A D

Guide to Inspection

If the vessel is out of service for 3 months or more, record the date, otherwise this question should be answered N/A

1.6 Maximum assigned deadweight (metric tonnes):

1.7 Vessel type: (M)
D Bulk carrier - carrying solid bulk cargos other than grain
D Bulk carrier - carrying grain cargos

DGeneraI cargo ship - carrying general and/or container cargos
D Container ship - carrying container cargos
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1.8 Hull type: (M)

D Double Bottom-Single Skin Side
D Double Hull

1.9 Vessel's operation at the time of inspection:
[ JLoading
D Discharging
D Bunkering
DA’( anchor
[ idie
D In dry dock / shipyard
DAt sea/river transit
D Repairs afloat

1.10 Name of cargo being handled: N/A D

Guide to Inspection

This question should be answered N/A when vessel is in ballast condition.
Refer to shipper declaration and/or dangerous goods declaration to determine the correct name of the cargo.

1.11 Details of Port State Control inspection history for the last 12 months: (M) N/A D

Guide to Inspection

Inspector shall record the summary of significant deficiencies and, if the vessel was detained, detainable
deficiencies. The records of Port State inspection should be retained on board for at least two years.

If the vessel's name and/or the vessel's manager changed after the inspection, record the name of vessel
and/or vessel's manager at the time of inspection.

1.12 Name of classification society: (M)
D IACS- Classification Society
D Non-IACS- Classification Society

1.13 Expiry date of class certificate: (M)

1.14 Date the last Special Survey was completed: (M) N/A D
1.15 Date of last routine dry dock: (M) N/A D
1.16 Date of unscheduled repair / and or dry dock: (M) N/A D

Guide to Inspection

Record the reason for unscheduled repair and/or dry dock.

117 EEDI: (M) n/al ]

Guide to Inspection

Inspector shall record the EEDI from the IEEC.
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n/al]

1.18 Date of last Flag inspection: (M)

Guide to Inspection

Inspector shall record the summary of significant deficiencies.
Not all flag states require an annual inspection to be performed on the vessel.

1.19 Name of the vessel's manager. (M)

Guide to Inspection

The name of the vessel's manager is recorded in the vessel's Document of Compliance.

1.20 Date the current vessel's manager took over the vessel:

Guide to Inspection

The date of the vessel's manager taking over the vessel is recorded in the Continuous Synopsis Record.

1.21 Dates of last two visits of the ship's manager: (M)

1st Visit: [ n/all
2nd Visit: [ n/all

Guide to Inspection

Record the position of ship's manager attending i.e. Marine Superintendent, Engineer Superintendent
or Naval Architect.

1.22 Name of the Rightship inspector:

1.23 Port of inspection: (V)

1.24 Date and time Rightship Inspector arrived at the vessel: (V)
1.25 Date and time Rightship inspector left the vessel: (V)

Guide to Inspection

Record the arrival and departure time/dates for each session of the inspection (when the inspection was carried
out in more than one session) or when the inspection was carried out by more than one inspector.

1.26 Total time taken for inspection: (V)

1.27 Date the inspection was completed: (V)

Guide to Inspection

Record the actual time of inspection and exclude suspension of inspection for any reason i.e., meals,
PSC inspection etc.
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

1.28 Name of the ship's P&l club:(M)

D International Group of P&l
D Non-International Group of P&l

Guide to Inspection

The current list of P&I Clubs that are member of the International Group is provided below.
American Steamship Owners Mutual Protection and Indemnity Association, Inc
Assuranceforeningen Skuld

Skuld Mutual Protection and Indemnity Association (Bermuda) Ltd

Gard P&I (Bermuda) Ltd

Assuranceforeningen Gard

The Britannia Steam Ship Insurance Association Limited

The Japan Ship Owners' Mutual Protection & Indemnity Association

The London Steam-Ship Owners' Mutual Insurance Association Limited

The North of England Protecting & Indemnity Association Limited (now called North P&I)
The Shipowners' Mutual Protection & Indemnity Association (Luxembourg)
The Standard Club Ltd

The Standard Club Europe Ltd.

The Standard Club Asia Ltd.

The Steamship Mutual Underwriting Association (Bermuda) Limited

The Steamship Mutual Underwriting Association Ltd

Sveriges Angfartygs Assurans Férening / The Swedish Club

United Kingdom Mutual Steam Ship Assurance Association (Bermuda) Limited
United Kingdom Mutual Steam Ship Assurance Association (Europe) Ltd.

The West of England

Ship Owners Mutual Insurance Association (Luxembourg)

VVV V V VYV VYV VVV VYV VVVV VYV

Section 2: Certification and personnel management

2.1 Is the latest Class Survey Status available and are all statutory certificates listed in the Class Survey Status
valid, and is the vessel free of condition of class or significant recommendations and are all classification
and statutory surveys not overdue?

DYes D No D N/A D N/V

Guide to Inspection

The PDF copy of the class survey status that was evaluated during the inspection shall be attached to the inspection report
by the inspector. Record Finding if the vessel has any condition of class, significant recommendation, and memorandum.

The class survey status shall be available on board and should be dated not more than 14 days prior to the date of the
inspection. Record a Finding if an up-to-date class survey status was not available on board.

The Inspector should accept electronic certificates containing the features below:

1. Validity and consistency with the format and content required by the relevant international convention or instrument, as
applicable

2. Protected from edits, modifications, or revisions other than those authorised by the issuer or the Administration

3. A unique tracking number, and

4. A printable and visible symbol that confirms the source of issuance

(GUIDELINES FOR THE USE OF ELECTRONIC CERTIFICATES, 2016)
The inspector may request the Master to demonstrate the validity of the electronic certificate following the instructions
available on board the ship.

If the Master fails to demonstrate, to the satisfaction of the inspector, that an electronic certificate meets the requirements,
the inspector shall record a Finding.

The IMSBC Code fitness certificate in accordance with IMSBC Code (2020 Edition) may be issued upon request from owners/
shipbuilders on voluntary basis from 1 January 2020.

For cargoes listed in Table G1 (Cargo newly added and requirements on construction/equipment (IMSBC Code-4th
amendment) as ‘Group A and B' or ‘Group B', IMSBC Code (2020 Edition) a fitness certificate will be issued in cases where
ships comply with requirements in Table G1.
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RIGHTSHIP

RightShip Inspection

Ship Questionnaire (RISQ)

2.2 Has the vessel been provided with certificates of financial security for seafarers? (M)

DYes D No D N/A D N/V

Guide to Inspection

From 18 January 2017, all ships which are subject to MLC have been required to carry and display on board two
certificates confirming that financial security is in place for:

(a) shipowners' liabilities for repatriation of crew, essential needs such as food, accommodation, medical care and up to
four months' outstanding contractual wages and entitlements in the event of abandonment (Regulation 2.5, Standard
A2.5.2 Paragraph 9)

(b) contractual payments for death or long-term disability due to an occupational injury, illness or hazard set out in the
employment agreement or collective agreement (Regulation 4.2, Standard A4.2.1 paragraph 1(b))

(FAQs: Maritime Labour Convention 2006 As Amended Financial Security Requirements - The Shipowners' Club, 2020)

23 Can all crew communicate effectively in the working language of the ship? (V)

Llves [noe [lwa  [lnwv

Guide to Inspection

Record the common language and the level of English proficiency of the crew on board the vessel.

On all ships, to ensure effective crew performance in safety matters, a working language shall be established and recorded in
the ship's logbook. The company, as defined in regulation IX/1, or the Master, as appropriate, shall determine the appropriate
working language. Each seafarer shall be required to understand and, where appropriate, give orders and instructions and to

report back in that language. If the working language is not an official language of the State whose Flag the ship is entitled to
fly, all plans and lists required to be posted shall include a translation into the working language.

On ships to which SOLAS chapter | applies, English must be used on the bridge as the working language for bridge-to-

bridge and bridge-to-shore safety communications as well as for communications on board between the pilot and bridge

watchkeeping personnel, unless those directly involved in the communication speak a common language other than English.
(SOLAS 74,2020)

24 Is the vessel's manning in compliance with the Safe Manning Certificate? (V)

[lves [Ino [lwa  [lnw

Guide to Inspection

Record in comments the actual and required manning of the vessel.

Minimum safe manning is the level of manning that will ensure that a ship is sufficiently, effectively, and efficiently
manned to provide safety and security of the ship, safe navigation and operations at sea, safe operations in port,
prevention of human injury or loss of life, the avoidance of damage to the marine environment and property, and to
ensure the welfare and health of seafarers through the avoidance of fatigue.

Except in ships of limited size or propulsion power (which are not quantified), the determination of the minimum safe
manning level should also consider the provision of qualified officers to ensure that it is not necessary for the Master
or Chief Engineer to keep regular watches by adopting a three-watch system.

(PRINCIPLES OF SAFE MANNING, IMO resolution 1047(27) , 2000)

Inspectors should review the crew list and, considering the level of operation at sea and port, assess if there are
enough personnel on board to fulfil the following principles of safe manning:

Maintain safe navigation by adequate manning of bridge throughout the passage.

Mooring, tending mooring at port and unmooring the ship safely.

Effective performance of cargo operation to ensure safe carriage of cargo during transit.

Performance of on-board functions such as drills, ship security issues, equipment maintenance.

Manning levels should be such as to ensure that the time and place available for taking rest periods are
appropriate for achieving a good quality of rest.

vV V.V VvV V

If it is suspected that the manning levels are low, attention should be paid when answering the following questions
where necessary (record Finding under the relevant questions):

> Navigation bridge, @ 3.8 and Q 3.9

>  Moorings Q 10.7

>  Engine Control Room Q 13.2,Q13.5
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RIGHTSHIP

RightShip Inspection
Ship Questionnaire (RISQ)

25 Do all personnel maintain rest period/work hours and are the rest hours in compliance with
STCW or MLC requirements? (V)

D Yes D No D N/A D N/V

Guide to Inspection

Record a Finding if:

>  There are two or more consecutive violations by any seafarer on-board in any 30 day period.

>  The vessel's manager has not been informed at least monthly of compliance levels on board.

> The work hour records are not to ILO format - Inspector should refer to the IMO/ILO guideline “Guidelines for the
Development of Tables of Seafarers' Shipboard Working Arrangements and Formats of Records of Seafarers’ Hours of
Work or Hours of Rest".

“Hours of rest” means time outside hours of work and does not include short breaks. The minimum requirement for hours of

rest provided should be:

> Minimum 10 hours in any 24-hour period, which may be divided into no more than 2 periods, one of which shall be at
least 6 hours in length, and no more than 14 hours between any consecutive periods; and

> Minimum 77 hours in any 7-day period.

A record must be kept of the seafarers' daily hours of rest, the principal purpose for the record being to allow monitoring and
provide documentary evidence of compliance with the minimum hours of rest requirements, and to record any deviations
from the requirements.

Musters, firefighting and lifeboat drills, and drills prescribed by national laws and regulations and by international instruments
shall be conducted in a manner that minimizes the disturbance of rest periods and does not induce fatigue.

In respect of situations when a seafarer is on call, such as when a machinery space is unattended, the seafarer shall have an
adequate compensatory rest period if the normal period of rest is disturbed by callouts to work.
(Article 5- Seafarers' Hours of Work and the Manning of Ships Convention, 1996 (No. 180))

The standard format for the record of daily hours of rest should comply with the ILO Guideline of Rest.

Shipowners may develop, or purchase, electronic systems that record the hours of rest for seafarers on their vessels and
these systems should be as follows:

1. The format must be based on the ILO guidelines.

2. The electronic records must be accessible to all seafarers be secure from unauthorized alterations after entering.
3. There must be a means for the records to be endorsed by the seafarer and the Master.

4. There must be a means for the seafarer to receive a copy of their hour of rest records.

(IMO/ILO guidelines for the development of tables of seafarers' shipboard working arrangements
and formats of records of seafarers' hours of work or hours of rest, 1999)

26 Has the Master been provided with relevant ship handling training? (V)

Llves [noe [lwa  [lnwv

Guide to Inspection

A Master with less than 5 years sea time in rank must have attended a ship handling course.

It is important that Masters and chief mates should have had relevant experience and training before assuming the duties of
Master or chief mate of large ships or ships having unusual manoeuvring and handling characteristics significantly different
from those in which they have recently served. Such characteristics will generally be found in ships which are of considerable
deadweight or length or of special design or of high speed.

(Section B-V/a, STCW 2010)

The Master should have attended an approved ship-handling simulator course on an installation capable of simulating the
manoeuvring characteristics of such a ship as per IMO Model course 1.22.
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

2.7 Have officers and ratings responsible for cargo handling on ships carrying dangerous and hazardous
substances in solid form in bulk, undergone formal training? (V)

DYes D No D N/A D N/V

Guide to Inspection

Guidance regarding training of officers and ratings responsible for cargo handling on ships carrying dangerous and
hazardous substances in solid form in bulk.

Training should be divided into two parts, a general section on the principles involved and a section on the application of
such principles to ship operation. All training and instruction should be given by properly qualified and suitably experienced
personnel and cover at least the subjects given in paragraphs 2 to 14 of section B/V b of STCW.

Shipboard application:

Class 4.1 - Flammable solids

Class 4.2 - Substances liable to spontaneous combustion

Class 4.3 - Substances which, in contact with water, emit flammable gases
Class 5.1 - Oxidizing substances

Class 6.1 - Toxic substances

Class 7 — Radioactive

Class 8 - Corrosives

Class 9 - Miscellaneous dangerous substances and articles

RightShip recommends that all officers and ratings responsible for the carriage and care of dangerous and hazardous
substances in solid form in bulk, including Material Hazardous Only in Bulk (MHB), have received appropriate training to
comply with the STCW Convention and Code's 2010 Manila Amendments.

238 Have officers and ratings responsible for cargo handling on ships carrying dangerous and hazardous
substances in packaged form, undergone formal training (V)?

D Yes D No D N/A D N/V

Guide to Inspection

This question should be answered N/A if the vessel isn't a general cargo ship, a roll on roll off (Ro-Ro) ship, or a non-cellular ship
fitted for the carriage of containers.

Training should be divided into two parts, a general section on the principles involved and a section on the application of such
principles to ship operation. All training and instruction should be given by properly qualified and suitably experienced personnel
and cover at least the subjects given in paragraphs 2 to 19 of section B-V/c of STCW.

(Section B-V/c, STCW 2010)
RightShip recommends that all officers and ratings responsible for the carriage and care of dangerous and hazardous substances
in packaged form undertake appropriate training to ensure compliance with the STCW Convention and Code's 2010 Manila
Amendments.

29 Has an SMS policy and procedure been established to enforce the STCW Convention and Code requirements
for the purpose of preventing drug and alcohol abuse? (V & M)

[lves [Inoe [lwa  [lnw

Guide to Inspection

Record a Finding if the testing requirements are not included in the company's drug and alcohol policy or if the vessel has failed to
conduct the tests in line with the company's policy.

Companies should consider the implementation of a clearly written policy of drug and alcohol abuse prevention, including
prohibition to consume alcohol within four hours prior to serving as a member of a watch either by inclusion in the company's
quality-management system or by means of providing adequate information and education to the seafarers.

Those involved in establishing drug and alcohol abuse-prevention programmes should take into account the guidance contained in
the ILO publication Drug and Alcohol Prevention Programmes in the Maritime Industry (A Manual for Planners), as may be amended.

(Section B-VIII/1, Guidance regarding fitness for duty, STCW 2010)
RightShip urges vessel managers to adopt a clear written policy prohibiting seafarers from abusing drugs or alcohol. To carry out
their policy, vessel managers should establish codes of conduct and controls aimed at preventing seafarers from engaging in
activities while impaired by drugs or alcohol. It is recommended that seafarers be subjected to random drug and alcohol testing
and screening, as well as routine medical examinations. These tests should include an unannounced alcohol test initiated by the
vessel's manager, routine on-board tests conducted by the Master or Master nominees, and an unannounced drug test conducted
by an independent agency. The testing procedure should detail the manner in which these tests are to be performed. The frequency
with which these tests are administered should be sufficient to deter such abuse.

If alcohol consumption is permitted on board, the policy should regulate the distribution, consumption, and administration of
alcohol on board.
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

2.10 Are the limits of blood and breath alcohol contents in the drug and alcohol policy equal to, or less than the
STCW mandatory alcohol limit? (V&M)

D Yes D No D N/A D N/V

Guide to Inspection

Each Administration shall establish, for the purpose of preventing alcohol abuse, a limit of not greater than 0.05% blood
alcohol concentration (BAC) or 0.25 mg/I alcohol in the breath or a quantity of alcohol leading to such alcohol concentration
for Masters, officers and other seafarers while performing designated safety, security, and marine environmental duties.

(Section B-VIII/1, Guidance regarding fitness for duty, STCW 2010)

2.11 When was the date of the last recorded unannounced on-board group alcohol test? (M)
Record the date: N/A

Guide to Inspection

The inspector is required to explain why the N/A response was selected.
If the test was not conducted in accordance with the vessel's drug and alcohol policy, the response to this question should be
N/A, and the inspector should record Finding under Q 2.9.

2.12 When was the date of the last unannounced drug test undertaken by an external agency? (M)
Record the date: N/A

Guide to Inspection

The inspector is required to explain why the N/A response was selected.
If the test was not conducted in accordance with the vessel's drug and alcohol policy, the response to this question should be
N/A, and the inspector should record Finding under Q 2.9.

2.13 Is the officer matrix accurately completed and does it reflect the information on officers and engineers on
board the vessel at the time of inspection? (V)

Llves [noe [lwa v

Guide to Inspection

Inspector must not record a Finding when crew change(s) took place within seven days before the date of the inspection.

The vessel's manager shall provide sufficient overlap for Master / Chief Officer and Chief Engineer / Second Engineer to ensure
that they are familiar with the vessel's operation before taking charge, and both senior officers and senior engineers are not
changed at the same time.

The vessel's manager is responsible to maintain up-to-date records relating to the officers and engineers on board the

vessel at the time of inspection. The inspector should have a copy of the updated officer matrix and check the tour on board,
qualifications and experience of officers and engineers against the crew list and seaman books. The actual details of Master,
Chief Engineer, Chief Officer and Second Engineer / First Engineer must be checked against the data contained in the matrix and
a Finding shall be recorded for inaccurate updates.

Random checks must be made of the actual records applicable to junior officers and junior engineers.
A seafarer may hold a Certificate of Receipt of Application (CRA) and a valid national STCW Certificate, for a period not exceeding

three (3) months while an application for the STCW Endorsement Certificate is being processed. The inspector shall check the
validity of CRAs.
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

2.14 If ECDIS was fitted on board, have the Master and Deck Officers completed Generic training and
type-specific familiarisation? (V)

D Yes D No D N/A D N/V

Guide to Inspection

Inspector to record how the familiarisation training was carried out.

ECDIS familiarisation should be provided to all on-signing deck officers before they take an independent navigation
watch, and each time they join any vessel. (Recommendations on Usage of ECDIS and Preventing Incident, 2020)
The STCW Code contains requirements for approved training on ECDIS. In cases where the approved training has not been
completed, a limitation shall be included on the certificate and endorsements issued to the seafarer.

Where such a limitation is not specified, the certificate and endorsements are evidence of having successfully completed the
required approved training and that the standard of competence has been achieved.

No requirement exists for the approved training on ECDIS equipment to be type specific. The knowledge, understanding and
proficiency required to be demonstrated is generalized to ensure seafarers have the necessary skills for basic operation of all
types of equipment.

In accordance with regulation, I/14, companies are responsible for ensuring that seafarers employed on their ships are
familiarized with the installed equipment, including ECDIS.
It is agreed that seafarers required to have training in the use of ECDIS:
1. Should not be required to provide documentation of training in ECDIS that is specific to the installed equipment; and
2. Are required to be familiarised with the ECDIS equipment installed on board.

(STCW.7/Circ.24/Rev.1, 2017)
Deck officers who hold a Certificate of Competency with validity over 01 January 2017, in accordance to regulations I1/1 and
11/2 of the annex to the STCW-Convention and without an ECDIS limitation, fulfil the requirement of generic ECDIS-training.

The vessel's manager can consider a wide variety of options for achieving familiarisation both on-board and ashore. These
include but are not limited to:
Shore based manufacturer training followed by installation-specific training.
Familiarisation on-board.
Independent training on specific systems followed by installation specific familiarisation.
Computer Based Training (CBT), followed by installation-specific familiarisation on-board.
Internet / Intranet Based Training (eLearning) followed by installation specific Familiarisation on-board.
On-board training by appropriately trained crew or training personnel.
Manufacturer provided training mode on the ECDIS, followed by installation-specific familiarisation on-board.
> Company bridge procedures and manuals.
Regardless of the method(s) used, it is essential that all watch keeping officers are competent in the use of the on-board
ECDIS prior to taking charge of a navigational watch and remain so thereafter.
(Industry Recommendations for ECDIS Familiarisation, 2012)

VVVVYV VYV

2.15 Does the ship's manager provide value-added training courses beyond the STCW to its
on-board engineers? (V)

D Yes D No D N/A D N/V

Guide to Inspection

Record any recent additional training conducted.

he vessel's management is responsible for identifying additional training needs, whether they apply to a specific
individual or vessel or to the entire fleet. The training technique may involve classroom training or computer-based
training. However, a course's content shall address and comply to industry requirements.

Trainings listed in section B of the STCW, Bridge Resource Management, Engine Room Resource Management,
operation and maintenance of engine-specific types, injectors, exhaust valves, electronic fuel valves, electronic
governors, dual fuel systems, fuel pump maintenance, boiler automation, plan maintenance system, and hydraulic
machinery are examples of additional training.
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

Section 3: Navigation

3.1 Is practical guidance on navigational safety incorporated in the vessel manager's navigation instruction /
procedures and are officer's familiar with the company's navigation procedures? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The practical guidance on navigational safety shall include the following:
> Allocation of bridge watch keeping duties and responsibilities.

> Procedures for passage planning and navigation, including departures from the passage plan.

>  Chart and nautical publication update and correction procedures.

>  ECDIS procedure (including chart and software updates).

> Procedures to ensure that all essential navigation equipment and main and auxiliary machinery are available
and fully operational.

> Ship position reporting procedures.

> Accident and near miss reporting procedures.

> Recording of relevant events and Voyage Data Recorder (VDR) policy.

> Use of Bridge Navigational Watch Alarm System (BNWAS) modes (automatic, manual, on and off) and procedures for
ensuring correct operation.

>  Bridge access and distraction prevention procedures.

> Procedures for familiarisation and effective handover when crew changes occur.

> Training and drill requirements.

> Asystem for identifying particular training needs.

> Aprocedure for when to call the Master to the bridge.

(Bridge Procedure Guide 2022)

The ECDIS procedure should include the following:
Voyage planning and execution
Watch-keeping with ECDIS
Ensuring against over-reliance on ECDIS
Chart Maintenance
Departure and Arrival checks
ECDIS failure and backup system
Safety settings
The use and reliability of CATZOC
ECDIS display layers for various navigation conditions.
Managing manual layers to ensure current important information is available and out-of-date material is archived or
removed.
Display T&Ps NMs and use of AlO function.
Where there is no appropriate safety contour available on the ENC
Depth contour shading: two shade versus four-shade
Define the XTC for various sea area, such as pilotage water, confined waters, coastal waters, and open water, for each
leg of voyage.
> Post voyage review, so that any hazards or useful information discovered can be incorporated into future passage
plans.
The route validation
A protocol for naming and identifying saved routes to avoid selecting and incorrect route.
The frequency of, and preferred method for, position verification while using ECDIS.

vV V V V V VvV VYV VvV Yy

v VvV Vv Vv

Where ECDIS is being used as the primary means of navigation it must be clearly stated as such by the company and a policy
in the SMS.(Admiralty guide to ECDIS implementation, policy, and procedures, 2016)

A checklist should be established with clear instructions on how to deal with sensory input failure of ECDIS and how it may
affect safe navigation. This checklist should be kept in bridge.

(ECDIS LTD, 2019)
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

Anchoring procedures must be incorporated in the navigation procedure and shall provide guidance on the following:

> How to select a good anchorage location, planning the anchoring position and approach in different weathers and
visibility condition; bridge team management; traffic density, negotiating overcrowded anchorages with additional risks
of collision; safety of swing room, under keel clearance

> Keeping a safe anchor watch, including position-keeping, proper use of radar and GPS guard rings/alarms. OOW use of
main engine.
The minimum requirement for the Master's Bridge Orders.
When to have the engineers on stand-by, the engine room manned, and the main engines on standby or ready for
immediate use.

> Amount of cable, scope, holding ground, anchor holding power, proximity of shoreline, dangers of dragging anchor, and

risk of collision and grounding.

When the vessel is in ballast condition, the use of additional ballast.

The use of two anchors

The limitations on the anchoring equipment under heavy stress

The use of anchors in an emergency

Deep water anchoring

Recognising when a dangerous situation is developing when at anchor and when to move

Taking early and effective action

Factors affecting a vessel when at anchor in heavy weather, including yawing and snatching

Putting to sea in the advent of adverse and severe weather

V VV VYV YV VvV VYV

(Standard Safety Bulletin on Safe Anchoring, 2008)
Special consideration should be taken to create a backup of ECDIS data on a regular basis so any part of the passage could
be reviewed. The company SMS should include frequency and arrangement of ECDIS data backup.
(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

3.2 Are the requirements of the Master's standing orders explained to the deck officers? and are bridge order
books (Night Order) being completed by the Master and countersigned by the officers? (V & M)

D Yes D No D N/A D N/V

Guide to Inspection

Record a Finding if the detail of visibility criteria, calling the Master, minimum CPA and ECDIS display layers for various
navigation conditions was not incorporated in the Master's standing order. The Master shall clearly highlight the potential
safety risks involved in VHF radio communication between vessels and reliance on AIS communication information, for the
purpose of collision avoidance. The VHF or AIS text facility should not be used for collision avoidance purpose. Master shall
be called if the vessel is needed to exit the XTC.

The Master shall ensure that all situations requiring the Master's call are documented in the Master standing order in line
with the Bridge Procedures Guide checklist C2.17 “calling the Master". The Master should explain particular requirements to
the Bridge team in the Master's Standing Orders. These orders should be drafted to support the SMS.

Company and Masters' Standing Orders should be read by all Bridge Team members upon joining the ship, signed, and
dated. A copy of the orders should be available on the bridge for reference.

In addition to Master's Standing Orders, specific instructions will be needed. At least at daily intervals, the Master should
write in the bridge order book what is expected of the OOW for that period. These orders should be signed by each OOW when
taking over a watch, to confirm that they have read, understood, and will comply with the orders.
The OOW should brief other members of the Bridge Team, as appropriate, on any activities or requirements for the
forthcoming watch. The Master may also issue night orders for periods when the Master is resting, and specific information
about the current leg of the passage should be included in them.

(Bridge Procedure Guide, 2022)

There is an expectation that bridge order book entries are made by the Master at least daily when the vessel is at sea.

AIS information overlaid on ECDIS should be used as an identification tool and not as a collision avoidance tool.

(Recommendations on Usage of ECDIS and Preventing Incident, 2020)
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RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

33 Is the manoeuvring information for the vessel displayed on the bridge and are bridge logbooks, bell book,
radar performance book, and Change of Watch at Sea check list being correctly maintained? (V)

DYes D No D N/A D N/V

Guide to Inspection

The OOW shall be familiar with the difference between X-Band (3 cm) and S-Band (10 cm) radars, as well as their
characteristics and limitations, such as the impact of different weather conditions on their performance and shallow
and blind sectors. For all ships of 100 metres in length and over and all chemical tankers and gas carriers regardless
of size, a pilot card, wheelhouse poster and manoeuvring booklet should be provided.

(Provision and display of manoeuvring information on board ships, 2011)

The OOW should be familiar with the handling characteristics and stopping distances of the ship. In addition,
the OOW should know how these characteristics are affected by the current and anticipated machinery status.
Information regarding the manoeuvring characteristics should be recorded on the Pilot Card and on the Wheelhouse
Poster and the manoeuvring booklet. Please refer to Bridge Procedure Guide Checklists C1.2 and C1.3.

(Bridge Procedure Guide, 2022)

All ships engaged on international voyages shall keep on board a record of navigational activities and incidents
including drills and pre-departure tests. When such information is not maintained in the ship's logbook, it shall be
maintained in another form approved by the Administration.

(SOLAS 1974, regulations V/26 and V/28.1)

The quality of the radar picture needs to be checked regularly. This may be done automatically using a performance
monitor.
(Bridge Procedure Guide, 2022)

The following should be recorded in the bridge logbook:

> Navigational information including positions at regular intervals and method of position fixing, courses steered,
allowances made for compass error, leeway and set.
Record of course, distance and speed made good, and course and distance to go should be completed daily.
Full set of routine weather observations, with a report of sea and swell conditions, should be entered at the end
of each watch.
Details of severe weather met during the voyage, and the action taken should be recorded.
Full details of any matters which might affect the cargo and its condition.

RightShip recommends that the performance of the radar(s) when operational should be checked and recorded by
the OOW at the end of each watch unless this contradicts the makers recommendations. A numeric, percentage,
graphical, or other measurement value should be recorded.

Before taking over a navigation watch, the incoming officer should positively confirm the ECDIS configuration against
the passage plan requirement. The outgoing officer should highlight any changes to the ECDIS configuration outside
the passage plan parameters.

If an ECDIS alarm must be disabled for any reason, this should be recorded on a formal tracking form to be handed
over to subsequent watches and approved by the Master.
(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

The communicated ECDIS configuration by the officer of watch should be documented.

Change of Watch at Sea checklist should be used as per section C2 (Checklist C2.16) of the Bridge Procedure Guide
and at any other time required by the SMS.

Rightship recommends that the ECDIS display setting should be incorporated into the Change of Watch at Sea
checklist.

34 Have operational checks on navigational equipment been done and are checklists being effectively
completed when preparing for sea and prior to port entry? (V)

DYes D No D N/A D N/V

Guide to Inspection

Operational checks on navigational equipment should be undertaken when preparing for sea and prior to port entry as
per section C ( Checklists C2.1,C2.6 and C2.7) of the Bridge Procedure Guide and at any other time required by the SMS.

Before entering restricted or coastal waters, it is important also to check that full control of engine and steering
function is available.
(Bridge Procedure Guide, 2022)
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Ship Questionnaire (RISQ)

35 Are there records indicating that routine tests and checks of bridge equipment are being
undertaken regularly? (V)

Clves [noe [lwa v

Guide to Inspection

Daily tests and checks of bridge equipment should be undertaken, including the following:

> Manual steering should be tested at least once per watch (as per Checklist C2.1 of BPG).

> Gyro and magnetic compass errors should be checked and recorded at least once a watch when this is
possible.

>  The synchronisation of all compass repeaters, including repeaters at the emergency steering position, should be
regularly checked.

> To ensure adequate performance, information from electronic equipment should always be compared and
verified against information from different independent sources; and

> All available positioning systems and sources (GNSS, DGNSS, satellite communications terminals with
integrated GNSS, and terrestrial radio navigation aids) should be cross checked.

Checks should confirm that the equipment is functioning properly and that it is successfully communicating with any

other bridge system to which it is connected:

> Built-in test facilities should be used frequently, including alarm self-test functions.

>  Configuration settings should be checked and confirmed to be in accordance with the SMS and the passage
plan; and

>  Operational settings and alarms should be correctly set and checked on the equipment and/or the BNWAS.

(Bridge Procedure Guide, 2022)

36 Has the Master/Pilot information exchange been taking place effectively and is the standard pilot card
being completed as required? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The pilot and the Master should exchange information regarding the pilot's intentions, the ship's characteristics, and
operational factor as soon as practicable after the pilot has boarded the ship.

For an effective Master/Pilot information exchange, use should be made of the MPX checklist (Checklist C1.1 of

Bridge Procedure Guide). It is essential that the MPX result in clear and effective communication and should cover:

>  Presentation of a completed standard Pilot Card (Checklist C1.2 of Bridge Procedure Guide);

>  The pilotage plan and the circumstances when deviation from the plan may be required.

> Any amendments to the plan should be agreed, and any changes in individual Bridge Team responsibilities
made before pilotage commences.
Updates on local conditions such as weather, depth of water, tides and tidal streams.
An update on traffic conditions.
Ship's dimensions and manoeuvring information should be provided in the form of the Wheelhouse Poster
(Checklist C1.3 of Bridge Procedure Guide). A manoeuvring booklet containing more detailed information should
also be available on the bridge.

> Any unusual ship handling characteristics and machinery, navigational equipment and crew limitations that
could affect the safe conduct of pilotage and berthing.

> Information on berthing arrangements including the use, characteristics and number of tugs, mooring boats,
mooring arrangements and other external facilities.

>  Contingency plans should also be considered. These should identify possible abort points in the event of a
malfunction or a shipboard emergency; and

> Formal confirmation of the working language.

(Bridge Procedure Guide, 2022)
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37 Does the vessel's manager produce a guideline for under keel clearance and air draft clearance? (M)

D Yes D No D N/A D N/V

Guide to Inspection

Inspector should verify the accuracy of the UKC calculation.

The UKC policy should incorporate the minimum allowed under-keel clearance for both coastal, river navigation and
while alongside, including guidance on the action to be taken in shallow water to ensure the minimum clearance is
maintained. The required minimum air draft for passing under bridges or overhead cables must be defined by the
vessel's manager. The vessel's manager's guidelines shall cover the calculation of Dynamic Under Keel Clearance
(DUKC) and air draft. The UKC Calculation on board shall take CATZOC information in the account.

The CATZOC value highlights the accuracy of data presented on charts.
With six categories, it informs the user about how far they can rely on the chart when planning a passage or
conducting navigation.

Companies should set out their minimum UKC and procedures for operating within different values of CATZOC in the SMS.
(Bridge Procedure Guide ,2022)

For each Zone of Confidence (ZOC) value, reference shall be made to either Hydrographic publication UKHO NP 5012
or figure 3.8 of the Bridge Procedure Guide 2022.

38 Are the fire and safety rounds being conducted at the end of each watch? (V)

DYes D No D N/A D N/V

Guide to Inspection

No other activity or duties should be allowed to interfere with keeping a proper look-out. The officer of watch should
not be the sole look-out during hours of darkness.

(Bridge Procedure Guide, 2022)
In areas not covered by a fire detection system, regular fire patrols should be conducted. Such patrols should avoid
using the bridge lookout during the hours of darkness.

3.9 Does the manning level in the bridge at all stages of the voyage and anchor meet or exceed that required by
the Bridge Manning Matrix and are lookout arrangements adequate? (V)

[lves [Inoe [lwa  [lawv

Guide to Inspection

The recommended form and example of the Bridge Manning Matrix is contained in the Bridge Procedures Guide. The
Bridge Manning Matrix shall be posted in the Bridge.

Under the STCW Code, the Officer of the Watch (OOW) may, in certain circumstances, be the sole look-out in daylight
conditions. Clear guidance on the conduct of sole look-out should be included in the SMS.

(Bridge Procedure Guide, 2022)

3.10 Is navigation equipment in good order? (V)

D Yes D No D N/A D N/V

Guide to Inspection

Record a Finding if the magnetron of radar was not changed as per manufacturer recommendation.

The ship-borne navigational systems and equipment shall comply with SOLAS Chapter V Regulation 19.

The navigation equipment when fitted in the bridge, regardless of whether a vessel is required by legislation to carry
such equipment, should be operational.

Random checks should be made to ensure that equipment is operational.
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3N Are navigation lights, emergency navigation lights, shapes and signalling equipment in working order? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The OOW is responsible for ensuring that the navigation lights, emergency navigation lights and signalling equipment
are in working order and are ready for immediate use at all times. The condition of lights, flags and shapes should be
checked at regular intervals. Sound signalling equipment should be checked daily and maintained in an operational
condition. (Bridge Procedure Guide, 2022)

A procedure for testing of the navigation light failure alarm should be posted on the bridge.

The signalling lamp should have 3 spare bulbs and a portable battery pack.

(PERFORMANCE STANDARDS FOR DAYLIGHT SIGNALLING LAMPS, 2000)

3.12 Was the Bridge Navigational Watch Alarm System operational when the ship was underway and at anchor,
and required tests conducted and recorded accordingly? (V)

DYes D No D N/A D N/V

Guide to Inspection

The BNWAS must be operational whenever the ship is underway and should be used at anchor. Use of Bridge Navigational
Watch Alarm System (BNWAS) modes (automatic, manual, on and off) and procedures for ensuring correct operation
should be incorporated in the company navigation procedure. The operation of the BNWAS should be part of the departure
checklist and a key,if supplied, should be kept with the Master when switched on.

(Bridge Procedure Guide, 2022)

If a failure (e.g., internal communication failure) of, or power supply failure to, the BNWAS is detected, it is to be indicated
by visual and audible alarms. Means are to be provided to allow the repeat of this indication on a central alarm panel, if
fitted.

The means of selecting the Operational Mode and the duration of the Dormant Period should be security protected so
that access to these controls should be restricted to the Master only. The BNWAS should be powered from the ship's
main power supply. The malfunction indication, and all elements of the Emergency Call facility, if incorporated, should be
powered from a battery-maintained supply.

If a malfunction of, or power supply failure to, the BNWAS is detected, this should be indicated. Means shall be provided to
allow the repeat of this indication on a central alarm panel if fitted.

(Resolution MSC.128 (75) Performance Standard For a BNWAS, 2002)

3.13 Where fitted are the standard magnetic compass, gyro compass and Global Navigation Satellite System
compass, operational, adjusted and properly maintained? (V & M)

[lves [Inoe [lwa  [lnwv

Guide to Inspection

Record a Finding if the gyro compass was not serviced as per manufacturer recommendation.

The magnetic compass is generally fitted above the navigating bridge on the centreline and fitted with a periscope so that the
compass is readable from the helmsman's position. Where the magnetic compass is needed to provide heading outputs to
other bridge systems, a transmitting magnetic compass (TMC) is fitted. TMC outputs should be corrected for compass error
and the TMC should be tested once a week.

A compass deviation card should be maintained on the bridge. The deviation will need to be determined and the compass
adjusted at intervals during the ship's life, particularly after any major steel conversion work to the ship. Caution should be
observed when using the magnetic compass on ships that carry or have recently carried magnetic cargoes such as iron ore
and steel.

Compass safe distances are specified on all electrical bridge equipment and provide the minimum distances from the
magnetic compass that equipment can be installed.

A TMC may have variation automatically applied. However, this correction will not include deviation. When correcting TMC
outputs for compass error, care should be taken to ensure that the correct values for variation and deviation are applied.
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The gyro compass should be run continuously. Should a gyro compass stop for any reason, it should be restarted and
subsequently regularly checked and only relied on again when it has “settled” and the error is known.

Where the gyro has no direct speed log or position input, manual corrections should be made as required.

The gyro will support a number of repeaters, including a required repeater at the emergency steering position. Gyro repeaters
on the bridge should be checked against the main gyro at least once per watch and after significant manoeuvring. Other
repeaters should be checked frequently.

A Global Navigation Satellite System (GNSS) compass provides an alternative to a gyro compass as a non-magnetic
transmitting heading device able to provide heading data to AIS, radar and automatic plotting aids. A GNSS compass or
equivalent is required on ships navigating in polar waters at latitudes above 80 degrees. (Bridge Procedure Guide, 2022)

If the observations for a magnetic compass on a vessel show a deviation of the compass on any heading of more than 5
degrees, the compass must be adjusted by a qualified compass adjuster or the Master of the vessel to correct the deviation.
If the compass is adjusted by the Master, RightShip recommends that the compass adjustment be checked by a qualified
compass adjuster at the next available opportunity.

All magnetic compasses shall be swung and adjusted at least:
> Every two years.

> After dry docking; or

> After significant structural work.

(BS SO 25862:2019, 2019)

Where flag States have their own requirements then these should be followed.

3.14 Where manual steering is engaged, is the change over from auto steering, and vice versa, recorded? (V)

LClves [noe [lwa v

Guide to Inspection

Times and locations of engaging hand steering should be recorded in the deck loghook or bell book.

Manual steering should be used whenever appropriate including in:

> Areas of high traffic density.

> Conditions of restricted visibility; and

> Any other potentially hazardous situations and particularly when an automatic steering system may provide
insufficient control.

> Manual steering should be tested once per watch as per the checklist C2.1 of the Bridge Procedures Guide.

(Bridge Procedure Guide, 2022)

Examples of other potentially hazardous situations are river transits and when navigating through restricted waters.

3.15 Are deck officers familiar with the procedure to preserve the VDR data in the event of an incident and is
there a company policy within the SMS relating to the playback of VDR data? (V)

D Yes D No D N/A D N/V

Guide to Inspection

Watch-keeping officers should understand and be familiar with the procedures for preserving records as required by the SMS.

Company policy relating to the playback of VDR data should be contained within the SMS. Playback of VDR data may provide a
tool for analysing the performance of the Bridge Team. A mistake as long as it is not intentional or caused by carelessness, should
normally be treated as a learning opportunity. A ‘just’ culture should give personnel the confidence to admit any mistakes or ‘near
misses', and this leads to a safer working environment.

Testing is required annually and should always be carried out following repair or maintenance work to the VDR or to any source
providing data to the VDR. Preserving records.

(Bridge Procedure Guide, 2022)
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3.16 Is a chart and publication management system being implemented to ensure that all charts, nautical
publications, and other publications on board are current, maintained and up to date? (V & M)

D Yes D No D N/A D N/V

Guide to Inspection

RightShip recommends that a shore-based company be engaged to provide navigation support services including ENC's, paper
charts and marine publications, so as to ensure that those on board are up to date with the latest edition available.

Use of a chart and publication management system will help to ensure that charts and publications are effectively maintained.

A management system should record the charts, publications and licences/ permits carried, and when the charts and other

publications were last corrected. Licensees and permits are available from the hydrographic office that produced the ENC or RNC.

Licensing arrangements usually include:

> Pre-pay licensing based on intended use. Normally licenses and permits are specific to a ship and typically allow a chart to
be viewed for a period of 3,6 or 12 months on that ship;or

> Dynamic or pay as you sail(PAYS) licensing based on actual passage. Ships have access to all charts for planning
purposes but only pay for charts that they use during navigation.

Licenses and permits should be managed using the ship's chart management system.
(Bridge Procedure Guide, 2022)

The Weekly Notice to Mariners Section VIIl and the README file contains important safety information relating to ENCs and ECDIS.
Thefile is included on all ENC media but some ECDIS may not be able to display it; it can however be read on any standalone PC.
The vessel's officers should all be aware of the recent content of the file and be able to demonstrate the practical application of the
information.

(Admiralty Guide to ECDIS Implementation, Policy and Procedures, 2016)
The chart and publication management system shall cover the ENC management and correction process, including safety
measures, to avoid viruses. NP133C Admiralty ENC Maintenance Record book should be available on board.

An effective ENC management system should be in place on board to record ECDIS identification numbers and when licences/
permits were received on board and should include a record of when the ENCs were last updated. This is generally part of ECDI
software logging.

(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

3.17 Were appropriate charts and publication used for the previous voyage? (V)

DYes D No D N/A D N/V

Guide to Inspection

Vessel should obtain licences for and use the largest scale of ENCs available for all stages of each passage.
(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

Only up-to-date official charts and publications should be used for the appraisal, planning, execution, and monitoring of a
passage plan.

For coastal and pilotage planning and for plotting each course alteration point, large scale charts should be used. Any additional
charts and publications needed for the intended passage should be identified and obtained before departure.

For ocean passage planning and open water legs, the largest scale charts that are appropriate should be used
(Sections 2.3.1 Bridge Procedure Guide, 2016)

Photocopied/scanned copies of official paper charts (whether subsequently corrected to latest notices to mariner or not) are
NOT regarded as satisfying the SOLAS chart carriage requirement.

The following publications shall be available on board and referred to when the primary means of navigation is ECDIS:
> NP 231 Admiralty Guide to the Practical Use of ENC's.
> NP 5012 Admiralty Guide to ENC Symbols Used in ECDIS

The Seafarers Handbook for Australian Waters (AHP20) is an official nautical publication providing mariners with important
maritime information from various Australian government agencies, under the cover of one combined reference. It is expected
that all commercial vessels operating in Australian waters carry and refer to the publication.
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3.18 Can the Master and watch-keeping officer demonstrate a familiarity with the use of ECDIS? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The Master and watch keepers should be able to demonstrate their competency with the operation of ECDIS. This can be
established by requesting use of basic functionality of the ECDIS in the presence of the inspector. These functions may
include:

Safety setting

Setting voyage plan

Checking voyage plan

Interrogating chart updates

ENC symbol identification

Manual position fixing (NP5012/NP232)

AIS and or Radar overlay if fitted

Understanding the limitations of operating in RCDS mode

Knowledge of SCAMIN and how it is displayed

Knowledge of CATZOCs

Familiarity of deck officers with contingency action in case of ECDIS failure.

Setting of safety frame/safety cone

Creating parallel index lines

Route checking and management of alarms

Handling unresolved ENC update errors

VVV V V VYV VYV VVVYV VYV
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Is the ECDIS of an approved type and does it meet the SOLAS requirement? (M)

DYes D No D N/A D N/V

Guide to Inspection

Where an ECDIS is being used to meet the chart carriage requirements of SOLAS, it must:

>  Betype approved.

> Use up-to-date electronic nautical charts (ENC);

> Bemaintained so as to be compatible with the latest applicable International Hydrographic Organisation (IHO)
standards; and

> Have adequate, independent back-up arrangements in place.

According to SOLAS regulation V/18, ECDIS units on board ships must be type approved. Type approval is the certification
process that ECDIS equipment must undergo before it can be considered as complying with IMO performance standards.
The process is carried out by flag Administration-accredited type-approval organisations or marine classification societies
in accordance with the relevant test standards developed by, inter alia, the International Electro- technical Commission (IEC)
(e.g., IEC61174).

(MSC.1/Circ.1503/Rev.1, ECDIS — GUIDANCE FOR GOOD PRACTICE, 2017)

Information related to current standards and latest software related to ENC and ECDIS are available on the IHO web site.

The IHO has issued a new version of the ECDIS presentation library edition 4.0. There will be no need to run the IHO ENC/
ECDIS data presentation and performance checks on the ECDIS.

The inspector should check the version of the IHO Standards installed on the ECDIS to confirm it is current.

3.20 Are T&P NMs and navigation warnings being used correctly in voyage planning and monitoring? (V)

[lves [Ino [lwa  [lnw

Guide to Inspection

Some ECDIS have a feature to automatically import navigational warning from Sat-C or NAVTEX terminals. Navigation
Officers should verify that navigation warning information is currently displayed.

Specific details of a critical navigational warning should be plotted and made alarmable by using the look-ahead feature to
highlight the navigational hazard for the Officer of the Watch.
(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

Ensure the vessel has access to all necessary T&P NM information and that this is documented.

29 | www.rightship.com Vv/03



https://iho.int/

RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

Where relevant to the voyage plan, T&P corrections should be inserted on the ECDIS display using manual corrections. The
ADMIRALTY Information overlay (AIO) provides easy reference to T&P information; this can be displayed on a range of ECDIS
or on back of bridge systems such as ADMIRALTY e-Navigator.

(Admiralty Guide to ECDIS Implementation, Policy and Procedures, 2016)
Inspectors should check if the system is installed and verify if relevant notices are effectively managed.

The overlay is displayed as a single layer on top of the basic ENC. This ensures that users have the most up to date T&P
information available regardless of where they are in the world.

T&P NMs are delivered on a weekly basis on the update DVD or with the online/email updates, depending on requirements.

The information contained in the Overlay is important navigational information that should be used when planning a
voyage and may be referred to when navigating. The Admiralty Information Overlay contains all Admiralty T&P NMs in force
worldwide and additional ENC P (EP) NMs, which relate specifically to ENCs. (Admiralty Guide to ECDIS Implementation,
Policy and Procedures, 2016)

Navigation officer should not entirely rely on AlO as they may not be updated, and applicable T&P notices should be verified
against weekly notices to mariners.

(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

321 Has the vessel been safely navigated in compliance with international and inland regulations? (V)

D Yes D No D N/A D N/V

Guide to Inspection

ENC's/Charts of the last voyage should be checked by the inspector to assess whether the vessel has been safely navigated.
The inspector shall consider following when assessing the last voyage charts:

Largest scale charts to be available with route plotted.

Record of weather forecast.

Appropriate measures to be taken to comply with environmental requirements and regulations.
Safety and alarm setting of ECDIS.

Maintenance of safe distance off the coast, from prohibited area and dangerous wrecks.
Adequate bridge manning to ensure a proper look-out.

Ship's position confirmation at appropriate intervals.

Weather monitoring by making regular barometer observations.

NAVAREA navigational warning broadcasts where applicable checked.

Participation in area reporting systems; and

Gyro and magnetic compass errors and radar performance checked properly.

Correct minimum layers of ECDIS according to the company SMS.

V V V VYV VYV VYV YV VYV

If an appropriate safety contour is not available on the ENC, a manual alarmable contour should be drawn as a manual layer
on the ENC that should always be selected and displayed during the passage.
(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

3.22 Are records available to show that the echo-sounder recorder is being switched on prior to each approach
to shallow water, port entry and departure and has the echo sounder remained in operation while the vessel
has been transiting in shallow waters? (V)

Clves [noe [lwa v

Guide to Inspection

The echo sounder should always be used when making a landfall and kept switched on in coastal and pilotage waters. If the echo
sounder is fitted with a shallow water alarm, the alarm should be set to an appropriate safe depth to warn of approaching shallow
water. tis important to check the units of soundings on the echo sounder are the same as those on the chart in use.
The depth alarm on the echo sounder should not be set to a value lower than the ship's sailing draft.

(Bridge Procedure Guide, 2022)
The date and time of switching on should be marked on the recorder chart.

The echo sounders may have an internal memory and record data from the past 24 hours, in which case the recorder is not
required.
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3.23 Was the berth-to-berth passage plan of the previous voyage comprehensive and approved by the Master? (V)

D Yes D No D N/A D N/V

Guide to Inspection

When using ECDIS for passage planning, the following factors should be considered:

> Availability of and access to the required up-to date ENCs and RNCs for the intended passage. This should include
identification of areas where ECDIS may need to be in raster chart display system (RCDC) mode and where paper charts
might therefore be required;

> Ifreusing a previous passage plan, the need to recheck the route to confirm that it remains safe and no changes are

necessary;

An appropriate large scale ENC or RNC should be used when planning a route;

Making sure that any old or previous routes are removed from the display;

The need to select chart symbols(pick report) on ENCs to get additional detailed safety and navigational information;

Applying a maximum acceptable cross track distance (XTD)to each leg of a route. This should comply with any requirements

in the SMS and be appropriate for the areg;

> Calculating safety depths and safety contour and setting them up in line with the under keel clearance(UKC) requirements in
the SMS;

> Setting estimated time of arrival(ETA) information manually or using route planning tools. If this is set incorrectly, it may affect
tidal data and time dependent information for the route;

> Applying current and tidal data, if integrated with ECDIS and up to date, to the route; and

> Checking information about the vessel's characteristics and confirming it as correct. This includes details about draft
(including any allowance for squat or additional safety margins),turn radius and vessel dimensions;
The passage plan should be saved, backed up and locked to prevent unauthorised editing.

> The Master should check and approve the passage plan. The person responsible for the passage plan shall brief the bridge
team. This must all be documented in accordance with Bridge Procedures Guide check list C.2.9.

The shallow contour value must be equal to or more than the lowest draft of the ship.

vV V. VvV V

The officer of watch shall consider following when calculating the safety contour.
The ship's sailing draft and trim

Expected squat or allowance for squat

UKC as per company SMS

Expected height of tide

vV VvV VvV VvV Yy

By setting a safety depth, spot soundings are highlighted in grey (deep waters) or black(shallow waters) when compared with the
safety depth value entered by the OOW.

-In calculating the ship's safety depth, it is also important to consider the category zone of confidence (CATZOC) value of the chart
in use.
(Bridge Procedure Guide ,2022)
Route validation is a critical aspect of a passage plan. The route validation involves the following stages:
Visual checks
Manual and auto-validation features
Cross-checks by the bridge team
Final validation and authorisation by the Master
Re-validation along the route.

vV VvV VvV VvV Yy

>

The Master should only authorise the plan once all stages of visual check and route validation have been completed.
(Recommendations on Usage of ECDIS and Preventing Incident, 2020)

The route validation check of previous voyage should be documented and reviewed by inspector.

The following should be marked on the paper chart and/or ENCs:
No-go areas

Course alterations and wheel over points

Parallel Indexing

Aborts and contingencies

Change in engine status

Minimum UKC

Use of echo sounder

Safe speed

Air draft

Reporting points

Considerations relating to the protection of the marine environment
Strong tide and current

Look-ahead zone.

VVVVVVVVVVYVVYV
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Alist of ENCs used for the intended voyage should be part of passage plan. The parameters for the look-ahead zone should be
planned so that the size of the zone is appropriate for the vessel's speed and manoeuvring characteristics. They should be set for
each leg of the passage and should consider conditions such as proceeding from ocean to coastal waters, pilotage areas or speed.
The look-ahead zone should be reassessed in CATZOC area that have reduced position accuracy (such as B, C, D, U) to ensure the
vessel has a sufficient safety margin.

Amendment to the passage plan should be officially documented and specific changes recorded on the passage plan form,
according to company SMS.

Alarm-setting parameters should be agreed by the Master and bridge team at the passage planning stage and captured in
the relevant passage plan form.

(Recommendations on Usage of ECDIS and Preventing Incident, 2020)
The following marine environmental factors shall be taken into account during an appraisal of the passage plan:

Ballast water management

Emission Control Areas (ECA)
MARPOL Special Areas

National or regional requirements
Particularly Sensitive Sea area(PSSA)
Garbage disposal

Port reception facility

V VVVVVYV

(Bridge Procedure Guide , 2022)

3.24 Have the parallel index techniques been used when monitoring the passage in coastal and pilotage waters,
particularly in conditions of restricted visibility or at night? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The following techniques should be used when monitoring the passage in coastal and pilotage waters, particularly in
conditions of restricted visibility or at night:
>  Parallel indexing, which is recommended to ensure the ship's track is maintained.
> Radar bearings; and
>  Radarranges.
(Bridge Procedure Guide, 2022)

3.25 Was the track of the ship monitored at sea and during the pilotage? (V)

Llves [noe [lwa  [Clnwv

Guide to Inspection

Radar overlays should be used for position verification at regular interval, as defined by company SMS requirements, and for
various navigation conditions such as in open waters, confined waters, fairways/channels, or pilotage waters.

Position plotting should also be undertaken using traditional techniques, using lines of position to plot visual /radar fixes.
This will act as a cross check and will be recorded on the ECDIS data log. (Recommendations on Usage of ECDIS and
Preventing Incident, 2020)

Compliance with the passage plan should be closely monitored by the OOW:

>  To check that the ship's position is maintained within an authorized XTD, including following alterations of course to
avoid collision or following a planned course alteration;

By fixing the ship's position at the frequency based on existing conditions and the proximity of navigational hazards;
By cross checking the ship's position using all appropriate means including;

By visual and/or radar fixing techniques using ranges and bearing of charted objects;

By echo sounder to monitor charted depths and contours; and

By monitoring the integrity of information displayed on navigation equipment.

vV V.V VvV V

(Bridge Procedure Guide, 2022)

32 | www.rightship.com

Vv/03



RIGHTSHIP

RightShip Inspection
Ship Questionnaire (RISQ)

3.26 Is the Global Navigation Satellite System (GNSS) set to the correct Geodetic Datum, and are officers aware
of the errors and alarms associated with GNSS?

D Yes D No D N/A D N/V

Guide to Inspection

A GNSS is a satellite-based system that provides continuous worldwide position, time and speed(over ground) information.
Two systems that give near global coverage are available to ships:

> Global Positioning system (GPS) operated by the United States; and

>  Global Navigation Satellite System (GLONASS) operated by the Russian Federation.

Other satellite systems recognized as components of the World-Wide Radio Navigation System (WWRNS) are:

>  BeiDou Navigation Satellite System (BDS) operated by China; and

> Galileo Global Satellite System (Galileo) operated by the EU.

GNSS generally have a based accuracy in the order of 15-25 meters. Differential GNSS receivers offers greater navigational
accuracy by applying corrections received from ground based reference stations.

The OOW should be familiar with the GNSS system used on board.

The GNSS system should indicate its current operating status and any associated alarms or errors.

Some common errors are:

Dilution of precision error (DOP): This error occur when fewer satellites are available to the ship. It is common when sailing in
area with high mountains such as Alaska or Norway.

Receiver autonomous integrity monitoring (RAIM): This error relates to the quality of the data being sent to the GNSS receiver.
If the system detects a drop in quality, it will alert the user.

GNSS jamming or spoofing: This can happen in an area of increased military presence. The OOW may notice a position jump
on ECDIS or, when cross- checking position, the GNSS position may be unreliable.

Multi path error: Similar to the DOP error. The GNSS receiver may be blocked or receiving a double signal. This could be due to
interference by structure, mountains, etc.

-ENCs use WGS 84 as the geodetic datum. Many GNSS receivers have internal facilities to transform positions between
different geodetic datum, eliminating the need to apply datum offsets manually.

(Bridge Procedure Guide, 2022)

3.27 Does the vessel utilise a weather routeing service? (V)

DYes D No D N/A D N/V

Guide to Inspection

Weather routeing allows the Master and the bridge team to follow a passage plan that avoids the worst weather in the
interest of safety and fuel consumption efficiency.

Weather routeing predicts the movement of weather systems associated with poor conditions and rough seas. The most
favorable route is then planned, taking these systems into consideration.

The main benefits of weather routeing are:

> Increase safety;

> Better conditions for cargo or passengers

> Fuel and time saving; and

> Reduced costs overall

Weather routeing is an aid to navigation and the Master should always consider routeing information as well as applying
good seamanship.

The safety of the ship, its crew and its cargo or its passengers should always have priority over the ETA.

The bridge team should be familiar with dedicated software for weather routeing on board.

(Bridge Procedure Guide ,2022)
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3.28 Are there procedures in place to limit the use of cell phones, personal electronic devices, the internet, and
email on the bridge?

D Yes D No D N/A D N/V

Guide to Inspection

A quiet bridge to allow VHF radio calls and sound signals to be heard.

The company should have a written policy requiring that mobile phones or other personal electronic devices should only be
used on the bridge in circumstances approved by the Master. While on some occasions the use of mobile phones or personal
electronic devices may be permitted, the company policy should minimise the distraction resulting from such devices by, in
general, limiting their use to operationally necessary circumstances.

Where internet and email services are available on the bridge, the Company should have a policy to manage their use. Access
to internet and email use by bridge watch keepers should generally be limited to those circumstances where it is necessary
for the safe navigation of the ship, in order to minimise distraction that might be caused to the Bridge Team.

Internet access and email on the bridge should usually be restricted to:

> Updates for nautical charts and publications, licences and permits.

> Weather information.

> Navigational warnings; and

> Information relevant to the ship's operations and passage plan.

(Bridge Procedure Guide, 2022)

Section 4: ISM System

4.1 Has the vessel's manager established a documented system for personnel to effectively
implement the ISM Code? (V)

Llves [noe [na [Ulnwv

Guide to Inspection

The latest revision of ISM manuals, procedure and instructions should be available. The inspector shall examine the
compliance of the vessel with the procedures and instruction during the course of inspection

The company should define and document the responsibility, authority, and interrelation of all personnel who manager,
perform and verify work relating to and affecting safety and pollution prevention.

The company should establish procedures, plans and instructions, including checklists as appropriate, for key shipboard
operations concerning the safety of the personnel and, ship and protection of the environment. The various tasks should be
defined and assigned to qualified personnel.

(ISM code and guidelines on the implementation of the ISM code, 2018)

The documents used to define and implement the SMS may be described as the Safety Management Manual. It may be more
than one manual and may take the form that the company considers most appropriate. Policies, practices, and procedures
are to be followed in order to ensure safe functioning of ships at sea.

4.2 Has a safety officer been appointed and trained, and is the safety officer familiar with the principles
and practice of risk assessment? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The safety officer is the safety adviser aboard the ship and shall provide valuable assistance to the company and to individual
employers in meeting the statutory responsibilities for health and safety. Some training may be provided on board, but the
safety officer should have attended a suitable safety officer's training course.

The safety officer should be familiar with the principles and practice of risk assessment and should be available to advise
those preparing and reviewing risk assessments.

(Code of Safe Working Practices for Merchant Seafarer's 2020)
The Safety Officer training course shall adhere to the STCW Code 2010 Tables A-11/2 and A-111/2 and the IMO Model Course 3.11.
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4.3 Are the latest shipboard internal and external audits, as well as navigation audits, available, and are
corrective actions being taken in response to non-conformances?

D Yes D No D N/A D N/V

Guide to Inspection

Internal audits should be held as required by the management system, at intervals not exceeding twelve months. Reports
should be available on board. The interval of internal audit may be exceeded by not more than three months in exceptional
circumstances.

RightShip recommends audits in addition to those required by the ISM Code should also be considered, such as navigation
assessments. Master's navigation audits should be conducted using a standard questionnaire that addresses company-
specific navigational requirements such as UKC, restricted visibility procedures, and calling the Master, as well as random chart
correction checks, passage plan adherence, log and bell book review, and compliance with bridge watch manning requirements.

At least once a year, each vessel should be subjected to a Master's navigation audit to ensure compliance with the Dry Bulk
Management Standard (DBMS).

A Guide to Best Practice for Navigational Assessments and Audits, first edition 2018, from OCIMF provides further guidance on
how to conduct a navigation assessment.

4.4 Does the Master periodically review the effectiveness of the onboard Safety Management System, report
the findings to shore based management and receive feedback from them? (M)

D Yes D No D N/A D N/V

Guide to Inspection

Effective Master reviews should be carried out at least once every 12 months and evidence of the company's response to the
Master's review should be available on board.

4.5 Is the vessel provided with an enclosed space entry procedure, and is there documented evidence that it was
followed, and is there evidence that the crew assigned to responsibilities requiring entry into enclosed spaces
has attended a dedicated enclosed space entry course?

DYes D No D N/A D N/V

Guide to Inspection

Rightship recommends that if the ballast treatment system is installed in an independent enclosed compartment, such
compartment shall be identified as an enclosed space.
A dangerous space may not necessarily be enclosed on all sides. Some places may not be considered dangerous spaces
but the atmosphere may become dangerous because of a change in the condition inside or in the degree of enclosure or
confinement, which may occur intermittently, e.g.cargo space access ways.

(Code of Safe Working Practices for Merchant Seafarer's 2020)

A forecastle space could be an example of such a space if the access to cargo hold no. 1 is located within that space.

Solid bulk cargoes classed as Materials Hazardous only in Bulk (MHB) according to Appendix 1 of the IMSBC Code may pose
chemical hazards when transported in bulk in addition to materials classified as dangerous goods under the IMDG Code.

If the cargo's boundaries are not gastight, combustible gas emitted by MHB cargo may escape into adjacent spaces. When a
ship is carrying solid bulk cargo, the compartment housing the access to holds shall be designated as a confined place, and
the proper entry procedure shall be followed.

The entry permit should have a clear period of validity that does not exceed 12 hours and remains valid only as long as the
permit conditions are met.

It should also state in the entry permit the maximum permitted time between atmosphere-testing of spaces and when
they are entered by personnel, as well as maximum time permitted between testing while the space is occupied. It is
recommended this period should not exceed 30 minutes between testing and that records of the tests are maintained, and
this should be defined in the operator's SMS.

(International safety guide for oil tankers & terminals, 2020).
Identifying an enclosed space
The company shall identify the spaces where there is a risk of oxygen-deficient, oxygen-enriched, flammable and/or toxic
atmosphere, all of which are hazardous to human health. An area with inadequate ventilation, which might not generally be
considered an enclosed space, can still develop a harmful atmosphere under various conditions.
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An enclosed space may not necessarily be enclosed on all sides, e.g., a ship hold may have open tops, but the nature of the cargo
makes the atmosphere in the lower hold toxic. Such places are not usually considered to be enclosed spaces, but the atmosphere
may become toxic because of a change in the condition inside or in the degree of enclosure or confinement. Personnel should also
exercise caution before entering any space on board a ship that has not been opened for some time. Section 15.1.5 of the Code of
Safe Working Practice for Merchant Seafarers 2015 Edition — Amendment 5, October 2020, contains an example of an enclosed
space list.

Training and awareness
All seafarers whose duties may involve entry into enclosed spaces should attend a dedicated course for entry into enclosed spaces.
See COSWP chapter 15.12 training, instruction, and information.

Drills:
Drills must be participated in by seafarers whose responsibilities include entry into or rescue from enclosed spaces.

Entrances to Enclosed Spaces

The Master of a ship must ensure that all entrances to unattended enclosed spaces on the vessel are either kept closed or
otherwise secured against entry, except when entry is necessary. There should be safety signage advising of potential hazardous
atmospheres, even in areas which are kept closed or locked and when procedures prohibit entry to the enclosed space.

Risk Assessment of an Enclosed Space

An authorized officer or competent person should follow company procedures to assess the risks of enclosed spaces. Based

on the findings of the risk assessment appropriate control measures should be put in place to protect anyone who may enter an
enclosed space. Enclosed spaces may be dangerous on account of a number of factors.

Arisk assessment should not be limited only to entry into the enclosed space but also consider the environment and activity as
awhole and any other potential safety hazards, including but not limited to low lighting and reduced visibility, trip hazards, low
ceilings and narrow walkways. Any activity which may cause a change in atmosphere such as hot work and use of paints, glues
and coatings poses a particular risk. Spaces that are connected to or adjacent to enclosed spaces can become dangerous or cause
the enclosed space to become dangerous, due to the migration of gases between the spaces. This is usually invisible to the human
eye, therefore it is important to maintain awareness of this risk, and the fact that atmospheres can change over time.

Personal Protective Equipment (PPE)

Respirators: provide no protection against an oxygen-deficient atmosphere. They are designed to purify the air of specific
contaminants and they do not supply any further air. They should never be used to provide protection in dangerous (enclosed)
spaces such as tanks, cofferdams, double bottoms or other similar spaces against dangerous fumes, gases or vapors. Only
breathing apparatus (self-contained or airline) is capable of giving protection in such circumstances

Personal gas monitors: should be carried when working in dangerous (enclosed) spaces. Monitors should be in good working
order and calibrated and tested in accordance with the manufacturer's recommendations.

Personal monitoring equipment is designed for personal use only, to provide a warning against oxygen deficiency, toxic gases and
explosive atmospheres whilst the wearer is in the space. This equipment should not be used as a means of determining whether
adangerous (enclosed) space is safe prior to entry, unless the specific equipment has the necessary certified/approved additional
capability to conduct remote readings (i.e. pumped capability)

RightShip recommends that the enclosed space entry procedure comprise at a minimum the following:
Define confined space.

Dangers associated with enclosed space atmospheres

Identify a confined space

Precautions in general

Entry authorization

Requirements for entrance into confined spaces

Precautions to take before entering an enclosed space

Work in confined spaces

Education and awareness

An enclosed space's risk assessment

Drills

Requirement for personal protective equipment

Requirements for equipment and testing

Evacuation and rescue from enclosed spaces

Entering enclosed spaces with known or suspected hazardous atmospheres

VVVVVVVVVVVVYVVYV
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4.6 Is entry into and rescue from enclosed space training undertaken and are regular drills conducted? (V)

D Yes D No D N/A D N/V

Guide to Inspection

Enclosed space entry and rescue drills should be planned and conducted in a safe manner, considering, as appropriate, the
guidance provided in the recommendations developed by the IMO as adopted by Resolution.

Crew members with enclosed space entry or rescue responsibilities shall participate in an enclosed space entry and rescue
drill to be held on board the ship at least once every two months.

Each enclosed space entry and rescue drill shall include:
> checking and use of personal protective equipment required for entry.

> checking and use of communication equipment and procedures.
> checking and use of instruments for measuring the atmosphere in enclosed spaces.
> checking and use of rescue equipment and procedures; and
> Instructions in first aid and resuscitation techniques.
(Regulation 19 — Emergency training and drills /Amendments to SOLAS 74 as amended, 2013)
(Revised Recommendation for Entering Enclosed Spaces Aboard Ships, 2011)
4.7 Are procedures in place for the control of hot work, are they incorporated in the safety management system

and is there documented evidence of compliance? (M)

DYes D No D N/A D N/V

Guide to Inspection

Permits to hot work should be specific regarding the exact risks associated with the specific hot work, location, timing, and
hazards.

Permits to hot work should address dangers to all adjacent cargo or other flammable materials that may be exposed, as well
as the necessity for additional protective covers.

Hot work means any work requiring the use of electric arc or gas welding equipment, cutting burner equipment or other forms
of naked flame, as well as heating or spark generating tools, regardless of where it is carried out on board a ship. The safety
management system (SMS) on board should include adequate guidance on control of hot work and should be robust enough
to ensure compliance. Absence of guidance should be regarded as prohibition, rather than approval.

Whenever possible, a space such as a workshop where conditions are deemed safe, should be designated for hot work to be
performed and first consideration given to performing any hot work in that space.
> Hot work performed outside that space should be subject to the following considerations.

Hot work outside the designated space:

> The Master or designated safety officer should be responsible for deciding whether hot work is justified and whether it
can be conducted safely.

A permit-to-work system should be employed.

Hot work procedures should take account of national laws or regulations or other national safety and health rules.

A responsible officer, not involved in the hot work, should be designated to ensure that safe procedures are followed.
A written plan for the operation should be agreed by all who will have responsibilities in connection with the hot work.
The work area should be carefully prepared and isolated before hot work commences.

Fire safety precautions should be reviewed, including fire equipment preparations, setting a fire watch in adjacent
compartments and areas, and fire-extinguishing measures.

> Isolation of the work area and fire precautions should be continued until the risk of fire no longer exists.

vV VVV\Vy

(Principles for Hot Work on Board all Types of Ships, 2003)
Hot work in places other than the workshop should be the subject of a permit to work.

(Code of Safe Working Practices for Merchant Seafarer's, 2020)

37 | www.rightship.com Vv/03




RIGHTSHIP RightShip Inspection
Ship Questionnaire (RISQ)

4.8 Has a specific permit to work and effective Lock-Out/Tag-Out (LOTO) system been introduced for high-risk
duties and are the permits being used effectively? (V)

D Yes D No D N/A D N/V

Guide to Inspection

The vessel's manager should identify the High-risk tasks on board and create a specific permit and risk assessment system for
the ship.

The safety management system for individual ships will determine when permit to work systems should be used, and the form
of the permit to work. (Code of Safe Working Practices for Merchant Seafarer's, 2020)

Wherever there is a high-risk job taking place, a written permit to work procedure should always be used. Jobs considered to be
high risk should include:

> Entryinto enclosed or confined spaces.

Working on machinery or equipment which can start automatically or requires isolation.

Hot work including welding.

Working aloft or overside.

General electrical work (Under 1000 Volts);

Electrical high voltage work (Over 1000 Volts); and

Working on lift machinery.

vV VVVVy

Additional Permits to Work may be required depending on the trade of the ship and the work carried out. Permits can be
individual or cover a number of work types.
(Permits to work: a seafarer's friend, 2016)
Working aloft or overside:
> The ship's manager shall specify a height above a deck or tank top that is considered to be “working aloft or from height,
> Define the meaning of working over or near the side.
> Identify shipboard tasks that may require a seafarer to work from height or over the side and the need for the risk
assessments for those tasks to identify and address the associated hazards.
> Identify practical alternatives for completing routine-routine tasks without a seafarer needing to work from height or over
the side;
> Articulate the need for all seafarers to remain vigilant-vigilant and exercise care whenever they move about the ship.

Plant is a general name for equipment, machinery, appliances, tools and implements. Every year, seafarers at work are injured,
sometimes fatally, when plant inadvertently activates or stored energy including electricity, heat, steam, and fluids released
during inspection, repair, maintenance, or cleaning. T