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EDITORIAL

The value of transversal knowledge (or versatility)

Our fleet will soon suffer a contraction, 3 Vessels will be sold.

I do not want to repeat the need to pay attention to costs, at least not directly, because it has by now become our theme,
leitmotiv, not only ours but of all the world of shipping. I would like to direct my attention to the possibility that a new or-
ganization can create cost optimization through its principles.

Like the Phoenix…

Before moving on, there is a necessary clarification / digression: shipping companies claimed that, although it is possible to
reduce costs to the bone, certain functions in certain quantity still needed to exist for a series of purposes. Let's say that
until the great shipping depression these figures were even redundant, both in terms of quantity and costs. The conviction
that so many people (so many ...) were necessary and the undisputed belief that professional skills could only be found in
the same sector meant that costs followed accordingly.

Finaval's first great intuition was to understand that for the shore offices, having sailed was not the only one necessary
requisite.

This contributed to a first cost reduction.

An intuition that Finaval would like to define as innovative and futuristic (given the situation in the world of shipping).

Now let’s resume the part of the new organization explained to all of you of recent so I can tell you the underlying motiva-
tions, with the hopes that it also turns into a further intuition.

Beyond the graphics, this new organization will support transversal knowledge, especially in the maritime and administra-
tive areas.

All this will take place on the principle that the company will need to operate in all its basic components on a daily basis
with a minimum number of collaborators who will be able to fulfil the function they hold in the organization chart and oth-
er functions which have been assigned to them according to certain characteristics. And according to which they will be
trained over the upcoming three months.

But this will allow us to be reborn

I believe that this principle of flexibility must also be carried out onboard ships, through the desire to increase one’s profes-
sionalism through growth in rank.

I also believe that an element that will help this operation will certainly be the young age of our collaborators, but not for
this less prepared, another element on which I decided to found our organization.

Hunger, flexibility and desire to learn are the identity cards of the young people who will join our philosophy, and not just
the naval interest of our group. I hope that the connotations highlighted above for our young people will stimulate them to
grow not just vertically (careers) but also horizontally by extending their skills to collaborate on other activities of the
group.

Young people with these characteristics must understand that in the future, there will be no such thing as a specialization
for life, but rather intellectual flexibility to carry out many tasks.

First and foremost: their professional future.

The value of transversal knowledge (or versatility)

Giovanni Fagioli
(g.fagioli@finaval.com)
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Ethics as code of communication

HUMAN RESOURCES AREA

Finaval approves this "centalogue" of ethical communication.

How much of it do you use?

Let's start from the axioms

1) One cannot not communicate: it is the fir st axiom in the pragmatics of human communication.

2) among the speakers, moral norms felt as obligations are at work in the same communicative action:
• justice
• solidarity
• co-responsibility

3) The communicative ideal is the result that leads to: a definition of communication, understood as the creation of a common
space for us and others to relate with the perspective of reaching an agreement, not a separation; an under standing,
not misunderstanding;

4) a new way to solve conflicts between human beings through dialogue. If we take dialogue as the fundamental pr inci-
ple of ethics of communication, communicating well means:
a) being open to listen to the other person's reasons, showing attention and respect towards them
b) considering the person someone capable of speech and thought and not an object to be dominated;
c) showing the intention to reach an agreement.

5) The ethics of communication identifies, deepens and justifies moral notions and principles of behaviour that are at work in
communicative action, and motivates their behaviour. Its aim is to define, found and motivate one’s communication in order
to communicate well, that is, to privilege the perspective of an agreement with the interlocutors.

6) Applies to all the interlocutors of the community at work, regardless of hierarchy. In particular, those in a dominant posi-
tion are not only bound by their own professionalism, but also by their own ethics: by the choices they make and for which
they feel responsible, because they are aware of their power and the consequences of their actions.

7) Ethics has a higher ranking than competences, because it aims to morally legitimize the content of one's own profes-
sionalism and of one's own actions.

8) Work relations are based on an attitude of mutual trust, without which there would be no communication. The communica-
tor presents themselves as credible and must be able, on request, to prove it. The one who receives the communication expects
the former to be credible, that is, believes what is being said and that the information is fair, correct and truthful. Although
communication is based on trust, every time we communicate, we make mediations with ourselves and with others, through
the use of writing, words, and images. It may happen that these mediations trigger, more or less consciously, detachment, sep-
aration, impropriety and falsehood. In an ethical communication, the communicator acknowledges other peoples’ reasons and
strives to find a shared truth.

9) Practicing ethical virtues is part of the freedom / responsibility in communicating and sharing information and knowledge.
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And now the "centalogue”

¥ Be credible to those who listen to you

¥ Build your reputation

¥ Give value to other people's ideas

¥ Scare fear away

¥ Don’t be short-sighted

¥ Say who you are on the edge of the precipice

¥ Be an accomplice (and think with your head)

¥ Capture the connection

¥ Enjoy giving

¥ Distinguish and choose well

¥ Unveil the important

¥ Become a good detective

¥ Go to the top

¥ Be a sheep and a dove, but also a hawk

¥ Always evaluate what's better

¥ Be careful and evaluate the situation

¥ Think all thoughts

¥ Be creative

¥ Respond to moral norms

¥ Propose original ideas

¥ Move towards meaning

¥ Call things by their name

¥ Communicate with all the senses

¥ Dissect, observe, tell

¥ Clarify so the others can understand

¥ See and show

¥ Trim down to the bone

¥ Anticipate the new

¥ Break rules and prejudices

¥ Invent new narratives

¥ Invest in your originality

¥ Dialogue with others

¥ Present reality in an impartial way

¥ Choose the middle path (like virtue)

¥ Put others first

¥ Explore “if”

¥ Care for your listener

¥ Commit to being honest

¥ Reciprocate

¥ Free your daemon
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¥ Address your conscience

¥ Bring out the best

¥ Be there for your listeners

¥ Share

¥ Make your limits permeable

¥ Satisfy being and having

¥ Donate a lot

¥ Enrich yourself at will

¥ Investigate in depth

¥ Travel beyond the visible

¥ Scan the sky (even if you are not an astronomer)

¥ Be a coach to the critical conscience of others

¥ Always be humble

¥ Feel like a man among men

¥ Keep it simple and save the world

¥ Get off your high horse first

¥ Give voice to the little ones

¥ Cooperate with others to hit the bullseye

¥ Be open to the universal good

¥ Work with those wearing business shoes

¥ Ask for help without being ashamed

¥ Be flexible, jointed, and elastic

¥ Adapted to other people’s identity

¥ Train all the communicative muscles

¥ Feel like you are a part of this world

¥ Put yourself in the role of “we”

¥ Row in favour of others

¥ See the wider horizon

¥ Be empathic

¥ Feel what the others feel

¥ Be in resonance

¥ Immerse yourself

¥ Feel friendship towards others

¥ Cancel the difference between mine and yours

¥ Be loving, not judgmental

¥ Also listen to the "bad guys"

Use the "centalogue" as a mix of necessities to communicate well !!!!!

Gabriele Arveda
(g.arveda@finaval.com)
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CREW AREA

P O S I T I V E M E N T A L H E A L T H A N D P S Y C H O L O G I C A L W E L L B E I N G

We all like to be happy! But did you know that psychological wellbeing is beneficial for your overall health and can even
mean that you live longer? People who score higher on wellbeing measures live longer and have a 50% lower chance of a
heart attack or stroke. They make better decisions and have higher work performance, take fewer risks and have a lower risk
of accidents or injuries . Paying attention to your wellbeing can really make a difference and mean that you can learn to limit
the risks of working at sea and keep yourself fit, healthy and happy.
The World Health Organization defines mental health as a “state of well-being in which every individual realizes his or her
own potential, can cope with the normal stresses of life, can work productively and fruitfully, and is able to make a contribu-
tion to her or his community”
Psychological wellbeing is about being well psychologically, which means that we can function well, we feel generally good
about ourselves and about life, we feel a sense of life satisfaction, a sense of purpose and a sense that our lives are on the right
track.
Psychological wellbeing is not only about the times when things are going well but also about how we cope when things are
more difficult. It is about both feeling good and functioning well . If you feel good then you function more effectively, and if
you function more effectively then you feel better about yourself. But it is difficult to function well if you aren’t feeling good.
How you feel on a day to day basis can change and is affected by all kinds of things in our lives and environment. Our sense
of psychological wellbeing is not fixed, it includes how happy we feel but is more than just our sense of happiness or the
mood that we are in right now. Some people have defined it as the point of balance between the day to day challenges we face
and the resources and skills we have to meet those challenges.

W E L L B E I N G A T S E A

It is fully acceptable - and often expected - that we should look after our physical health. Our ships have gyms or exercise
equipment and Finaval encourage healthy eating and lifestyle choices to keep seafarers healthy. One of the first things we do
if we are in physical pain is to tell someone close to us about it. We might even contact a doctor. However, this is often not
the case when it’s our mood that’s low and our discomfort is psychological rather than physical. As a seafarer, being away
from family and friends may mean that you’re less likely to talk about a low mood or feelings of unhappiness than someone
ashore who sees their loved ones every day. Just as means of communication with home can be limited, seafarers may face
other restrictions to their wellbeing such as limited shore leave, monotonous routines, long working hours, shift working, and
few opportunities for exercise or socializing. It is vital we pay attention to our mental health because it affects how we think,
feel and act.

H O W C A N W E E N H A N C E O U R P S Y C H O L O G I C A L W E L L B E I N G ?

In a study of more than 3000 people in the US, only 20% were found to have high psychological wellbeing or be
‘flourishing’ . The good news is that there is a large and growing body of evidence about what makes people happy and what
enhances their wellbeing, and that we can control many of these things. We now know that there are several critical factors
which characterize people with high wellbeing; people who ‘flourish’ in their lives. These include positive emotions, engage-
ment, positive relationships and a sense of meaning, purpose and accomplishment. There is a strong body of evidence that
suggests that intentionally engaging in activities to strengthen our psychological wellbeing will have a positive effect, and if
we can make them into habits they will have a long lasting impact on our wellbeing and physical health.

Psychological Wellbeing at Sea
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P O S I T I V E E M O T I O N S

We don’t often deliberately make time for and put effort into doing things that make us feel good, or bring us peace, content-
ment, calm, fun, happiness, enjoyment, pleasure and so on. However, it seems that this is exactly what we can and should do.
When we feel good we have the energy to do all kinds of things, but when we are busy and especially when we are feeling
stressed or low, we forget to do the things that make us happy. We lose motivation to do things and very quickly, we find that
we are not doing the things we enjoy. Evidence suggests that actively and intentionally making time to engage in things we
like to do can have a real and positive impact on our wellbeing. It doesn’t matter what you choose but make time for activities
which you enjoy.

D O M O R E O F W H AT M A K E S YO U H A P P Y

GRATITUDE

Research suggests that gratitude is particularly important. Studies have shown that fostering a sense of gratitude enhances our
wellbeing and reduces depression and anxiety.
Below are some ideas where gratitude could have a positive impact on how you’re feeling
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CREW AREA
P O S I T I V E R E L A T I O N S W I T H O T H E R S

The times when we are truly happy or joyful often involve other people. Relationships are an essential part of our psychologi-
cal wellbeing. Close confiding relationships have a very significant impact on your mental health and even how long you will
live. Social isolation has increasingly been identified as problematic for seafarers and so it is not surprising that if people feel
isolated their wellbeing is likely to be affected. This means that nurturing our relationships with friends and family at home
and connecting with the people around is important.

FRIENDS AND FAMILY
One of the most pressing concerns for seafarers is being away from the people who are most important to you. Communica-
tion is not always easy and often depends on time differences, the connectivity on board and how much shore leave you have.
It is important to remember that more communication is not necessarily better communication. Decide how much and how
often you can talk or skype or email. Try to discuss and agree your expectations of each other before you go away.

Remember: if you have children, your partner is a single parent whilst you are away and they have to manage all the problems
of daily life. Coping when the roof leaks or the children are having problems at school can be difficult. Try to be understand-
ing if you are faced with a barrage of complaints that you can’t do anything to help with. Try to listen and sympathise. Alt-
hough it is tempting to feel that you should be able to solve the problem, often it is someone who will listen and understand
that is just as important. Equally, unless your partner has been to sea with you, they probably don’t have much sense of what
life at sea is like. How long your hours are, how tired you get or how lonely you might feel away from your family. Talking
openly with loved ones back home about any difficulties you’re experiencing may help you see your options more clearly and
may also help to strengthen your relationships. Constantly shifting between different ways of living, from being on your own
with a lot of work responsibilities to being back in the family, can be difficult for both you and your family. You may be tired
at the end of the voyage and need some time to rest and recover, but your children, parents, friends and partner may all expect
you to be as excited to see them as they are to see you. This too needs some discussion, to set expectations and work out how
to manage your needs.

PEOPLE AROUND US

Whilst community, close friends and family are important, research suggests that just interacting with others is also beneficial
for your mental health. A single act of kindness has the biggest impact on our mental wellbeing . Being concerned for others’
welfare, doing something nice for someone, helping them, thanking them, being kind or even a simple smile can all contribute
to your wellbeing. Although the ship’s crew may be made up of people from different countries and cultures, and everyone
has different roles and responsibilities, connecting with the people around you can benefit the wellbeing of everyone on
board. Communal activities are a good way to increase social interaction. Electing a social hub to organize events and activi-
ties can be effective or perhaps a couple of people can just try something new.
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Maybe the following will help inspire some of your own ideas:

Don’t expect everyone to want to get together, but don’t let it stop you if only a small number want to be involved at first. It
might not be easy, but investing in building these connections will have a positive impact on your wellbeing and theirs.

P H Y S I C A L H E A L T H

EXERCISE

Like many workers ashore, seafarers can lead very sedentary lives, but seafarers are generally more limited in the ways they
can exercise. All the same, it is still possible to keep active at sea. Aim to do 30 minutes of exercise a day in addition to any
other physical activity which is part of your normal routine.

DIET

It is also important you pay attention to your diet on board (and when you get home!). A balanced diet is key.
Some general tips:
• Eat plenty of fruit (3 servings per day) and vegetables (approx. 300g per day)
• Favour lean meats, fish, lentils and beans over red meat
• Reduce fats, sugar and salt
• Drink plenty of safe drinking water

REST

Finally, fatigue has been recognized as a significant problem for seafarers and a recent report 10 is spurring the industry into
action. it is important to be aware that seafarers are entitled to the proper rest periods (a minimum of 10 hours in any 24 hour
period ).

Nedo Colombo
(n.colombo@finaval.com)
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This article aim to have a good and professional overview on the Company requirements and main incident investigation
techniques.

Sometimes due to Vessel trading and position, it is impossible that shore Investigator board the Vessel immediately after
incident happen, moreover being the first and only persons present onsite where the incident happen, they have to be
aware on what to do to preserve objective evidence, what and how to collect them if necessary and how to act to avoid to
tamper with evidences.

The Company recognizes the importance of accident and near-miss reporting as well as analysis investigation in order to
identify the root causes which allow the Company to enforce corrective/preventive measure to avoid reoccurrence.

In order to determine the root causes/ factors and to prevent the re-occurrence of similar events, an accident investigation
has to be arranged by the MR-DPA at the first favourable occasion. Whenever an investigation require the support of per-
sonnel from shore, unless the vessel’s trading does not compromise its achievement, the investigation shall take place at
latest at the vessel’s next port of call.

Accident investigation has to be carried out by one or more persons who are not connected with the accident. Capable and
trained senior officers may also take part in accident investigation.

The number of persons taking part of the investigation team depends on the severity of the accident and they are selected
by the DPA and Head of Departments.

In addition, in order to support the investigation and depending on the nature of incident Company require to engage ex-
ternal agencies as appropriate, e.g. Flag, Class, P&I, Coast Guard, law enforcement.

The persons appointed for investigation shall have adequate knowledge and experience of ship operations, technical man-
agement, operational management, safety management, and of the required rules and regulations related to the marine
industry and incident investigation, and in any case, at interval not exceeding 3 years, all those shore based personnel who
may be involved and or required to support an incident investigation must attend a refresh course in incident investigation
practice.

The on board personnel Senior Management are trained by in house and in the shore Company affiliate training centre in
the Incident Investigation techniques, in order to carry on investigation and to assist shore appointed investigator.

The purpose of accident investigation is not to determine liability, or to apportion blame.

However, the investigation team should not refrain from fully reporting the causes for fear that fault or liability
may be inferred from the findings.

Incident Investigation



12

FINAVAL NEWS

MARINE SEP AREA

COLLECTING AND PRESERVING FACTUAL EVIDENCE

There are two main types of evidence:

Factual evidence, which is what a witness actually said or did or saw at the time of an incident

Opinion evidence, which is what a witness thought about what happen

There is no fixed list of what type or number of evidence needs in the investigation process, but the quantity and quality of
evidence required will increase with severity and nature of the incident.

For sake of good order, the investigation must be carried out not only for severe incident, but full investigation shall be car-
ried out also for hazardous occurrence and near miss, because identify the cause help to determine corrective action needs to
avoid reoccurrences and share within the Company, on board and ashore Office premises.

The most important reason for providing good factual evidence is to establish what really happened.

Once that it is to know, it relatively easy to work out to do about it, whether to:

 Prevent it from happening again

 Make sure it is done better next time

Identify root causes
The best factual evidence speaks for itself, whether it is automatically recorded data from the engine room, wheelhouse or
CCR, photographs and samples, contemporary, statement of facts by witnesses.

Opinion evidence is more difficult to deal with because so much will depend on the personality of the witness and their inter-
est in the incident.

Opinion evidence can often contaminate otherwise excellent factual evidence because if the opinion is unnecessary, self-
serving or plain wrong, then questions will be raised about factual evidence as well.

The golden rule in collecting evidence after incident is: FACTS ONLY – NO OPINION.
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Some incidents will need to be consider by many different people, not all of whom will be familiar with shipboard life and
operation. Evidence will often be looked at by external consultant, doctors, insurers, statisticians, civil servants, Flag Authori-
ty inspectors, lawyers, and judges and they may need to be informed about the background to the incident under investigation
to understand it properly. This is one reason why it is advisable to collect a lot of background evidence, such as log books,
check lists, ship’s particulars, extracts from operational and safety management systems, persons documentation and certifi-
cates.

Understanding the importance of routinely collection and maintaining good evidence will have three benefit for mariners:

1. It will help establish the facts, which will make investigations by surveyors, lawyers, and others faster and more accurate.

2. It will help to avoid many smaller and more mundane claims – over time this will make life easier for everyone and will
save a lot of money.

It will lead to an increased awareness of potential problems and hence greater care and professionalism on board, making life
safer for everyone.
Maintaining accurate records

The International Management Code for safety Operation of Ships and for Pollution Prevention (ISM Code) is the foundation
of every ship’s safety management system, which documents the management and operational procedures and provides evi-
dence that those procedures have been followed.

Section 11 of the ISM Code requires ship operators to establish and maintain procedures to control all documents relevant the
safety management system. Within every safety management system there will be procedures for identifying and maintaining
important documents correctly, including but not limited to, and the following list could be not exhaustive:

Ships’ certificate

Official log book

Deck log book

Bridge records

Engine log books

Crew details

Movement books

Stability information

Maintenance and tests records

Cargo documentation

Oil and environmental records

Safety equipment and exercise records

Accident and near miss reports

The importance of keeping these key records accurately cannot be overstated. Well maintained documents are themselves
evidence of accuracy and good records will make the collection of specific evidence and the investigation of any incident and
hazardous occurrences quicker and easier.
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Furthermore, deliberately falsified or altered records are easily identifiable. There are many well-established forensic meth-
ods by which investigators can date and verify written, photographic, electronically and physical evidence as well as identi-
fy any subsequent alteration.

JUST ONE FALSIFIED OR ALTERED ITEM OF EVIDENCE WILL CAST DOUBT ON ALL OTHER EVIDENCE.

The act of falsifying or altering evidence may also be a criminal act with potentially serious consequences for the individu-
als involved.

Never attempt to falsify or alter evidence.

Maintaining accurate records

‘One picture is worth than thousand words’ is a true today as when it was written. Most mobile phone and handheld devic-
es now have a digital camera that can also take videos and Fleet Vessels are all equipped with camera EX proof that can
also take pictures and videos in hazardous areas. These cameras can be very useful tool for collecting visual evidence of an
incident and its consequences.

Digital photographs and/or video recordings can provide essential evidence but a number of points must be remembered to
ensure the images have the maximum evidential value.

Above all, it is important for investigators to know exactly what the recording show; its context and scale must be clear.
For example, photograph of a hole in steel plating is of little value as evidence if there is nothing to indicate the location of
the hole within the structure, the orientation of the structure, the size of the hole and when the imagine was recorded.

The following points should be remembered:

 Photographs and videos should be taken as close to the time of the incident as possible and nothing should be moved
or altered.

 Photograph and videos should be clear and detailed when viewed at full screen size on a standard computer monitor –
low resolution, out of focus or over exposed and under-exposed recordings have less value.

 Ensure the correct date; time and time zone appear on the image.

Make a separate note, signed and dated by the person taking the photograph or video image states:
Who made the image(name and rank)

The position of the camera (for example: Hold n.3, looking forward, starboard side, frame n.X)

What the image actually show

 Where the size of the subject matter is relevant (for example, an area of damage) the image should include something
to indicate the scale, maybe a rule or tape measure, a tool, a hand of foot or whole person.

 Where appropriate include some background images, such as of the ship, the berth or the port.

 Keep photographic and video records safe and secure, as it is so easy for them to be deleted. Options include down-
loading the files into the ship’s computer or onto a separate memory device.

Particular care should be taken if the images are sensitive, for example following a death or serious injury. The main risk is
for the images to be too widely distributed, particularly if that might cause distress and offence. Ideally, the camera will be
secured and not used again but, if that is not possible, the images should be downloaded onto a single, secure site and the
originals then deleted from camera.
Making reports

Many different kinds of shipboard reports are needed - some are routine and others are in response to specific incidents.
Specific report are required by the ship’s safety management system and others required by outside agencies such as Flag
or Port State inspectors, port Authorities and investigators.

Written reports should be as short as possible and should always keep strictly to the facts, with no opinion. A good tech-
nique is to attach any relevant record to the report, such as statement of facts or a computer printout, and then simply refer
to it.

Some report forms ask for an opinion on how an incident happened or for an opinion on how similar incident might be
avoided in future. These questions can only be answered after full investigation and they are often better answered by ship
operators ashore rather than by mariners, who may have been too closely involved. It is often to say something like, ‘to
follow on completion of full inquiry’, or, ‘refer to ship operators’, rather than to express an opinion based on incomplete
knowledge.

MARINE SEP AREA
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Legal privilege

Sometimes reports and documents carry legal privilege. Which means they do not have to be disclosed to third parties. No
report from a ship will carry legal privilege unless the dominant purpose of writing the report is for use in legal proceed-
ings. For example, a report cannot be privileged if it is required:

By the safety management system

Under a charter party

As part of an insurance claim

At the direction of a competent authority

The best way of asserting legal privilege over witness evidence is by making a formal, written statement to lawyer. Even
then, other reports on the same incident that are required, for example, under the safety management system, will not privi-
leged.

If a detailed report on an incident is required when a lawyer is not available, the report should be confined to facts as much
as possible and it should begin with the following words:

‘Confidential report prepared only for the company’s legal advisors for the purpose of obtaining legal, professional advice
on pending, anticipated or threatened proceeding’.

These words should not be put on any report required by the safety management system, by regulation or requested by a
competent authority as they would serve no purpose and may attract unnecessary suspicions.

Preserving evidence

Every bit as important as collecting evidence is preserving it and keeping it safe. Physical evidence, such as:

 Paper documents

 Pieces of equipment

 Managed or replaced machinery parts

Cargo and bunker samples
Needs to be kept safe and secure on board. All items of evidence, including documents, should be clearly labelled and se-
curely packaged.

A record should always be kept of what evidence was preserved and where it was retained or sent. Where evidence is sent
of the ship, whether to the ship operator, to experts or to lawyers, it must be sent by the safest and most secure method pos-
sible and not just by ordinary post (DHL CURRIER).

Original documents should always be copied first. If any doubt, ship’s staff should check with the ship operator’s office,
which may ask for assistance from the P&I club’s local correspondent.

Electronic evidence such as digital photographs or videos should be downloaded to proper storage devices such as memory
sticks, removable hard disk or ship’s computer.

The Recovery of the VDR relevant information has to be undertaken as soon as possible after an accident to best preserve
the relevant evidence for the following investigation.

Being in compliance to the governing rules, Fleet Vessel instruments preserve data of last 12 hours, thence it is of para-
mount of importance to preserve pushing save button FIRST when incident occur, and to better assist Investigation Team,
Master, or whoever has been delegate to save VDR data, must preserve, as far as practicable, SECOND TIME, the VDR
data 8 hours after first saving (post-incident ), bearing in mind that User can save data 4 times, each of 12 hours data stor-
age, if User save more than 4 times, oldest data will be substitute new save data.

In the case of abandonment of a vessel during an emergency, Masters should, where time and other responsibilities permit,
take the necessary steps to preserve the VDR information until it can be passed to the investigation team.

The Data retrieval has to be done as per the manufacturers instruction, which has to be posted near the VDR along with
present abstract of Company QSE Procedures Manual in order to have clear instruction at all time.

Master have to be sure that all deck officers are well familiar with present Company’s instruction and maker’s instruction.

MARINE SEP AREA
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Always err on the side of caution and do not destroy or dispose of anything that might be relevant, If in doubt, preserve the
evidence until proper advice can be obtained on whether it needs to be kept.

It is also important to bear in mind that relevant evidence will include not only formal documents, such as log books, but
also more informal records, for example rough and scrap logs that may be used to write up a fair log. Scraps of paper and
informal records are relevant and must be kept. Often they will have particular importance because they were contempo-
rary.

Some ship’s staff keep notebooks in which they write things down during the course of their work. These records are also
very important and must be kept. Any notebooks which are related to work are not considered private documents.

After any incident or accident, witnesses should make a signed and dated note of what they saw as soon as possible while
their memory is still fresh. This is easier than trying to recall events later – sometimes much later - and it will be great help
if a formal statement is ever needed.

DO NOT DISPOSE OF ANYTHING WITHOUT GETTING ADVICE FIRST

MARINE SEP AREA

Paolo Pandolfi
(p.pandolfi@finaval.com)
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The international requirements on emissions of SOx (Sulphur oxides) are determined by the MARPOL convention Annex
VI, which specifies a global limit and a local (SOx ECA = Emission Control Area) limit on the Sulphur content for fuel oil
used on board. The specified Sulphur limits will change according to the illustration here below, showing the value 0.1%
in SOx ECA from 2015, and a reduction in the global Sulphur limit from the present 3.5% to 0.5% , starting from the 1st
January 2020.
The interpretation “fuel oil used on board” includes the use in main and auxiliary engines and boilers.

Fuel Sulphur limits according to MARPOL Annex VI

Existing SOx ECA – In North America and Northern Europe

The IMO (International Maritime Organization) requirements on SOx can be met by using a low-sulphur fuel or alternative
methods to reduce the emissions of SOx to an equivalent level (Scrubber & LNG = Liquid Natural Gas).
Long since the Finaval’s Staff has taken into consideration the problems that the date 1 January 2020 may involve in the
ships’ operation. Information and advises have been taken from experts and consultants on the low Sulphur fuels and on the
Scrubbers, in order to evaluate the two methods available on the market.
A number of producers are developing compliant 0.50% Sulphur fuel oil products, but the difficulty in creating these
blends means their supply is likely to be restricted and availability limited in the world’s major refining centres. A small
number of vessels will use LNG and other alternative compliant bunkers (after having been specially designed or modified
to do so). These last products are still niche products, and the number of ports where they are available is still very limited.
It is not advisable to build new vessels or refit ships who are trading world-wide, if using these combustibles is expected.

Higher production costs and increased use of gas oil in the 0.5% blend may effectively drive up fuel cost. At the same time,
a lack of demand for HSFO will drive down its price.

TECHNICAL & ENERGY AREA
Fuel sulphur limits according to MARPOL convention Annex VI
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By the way, it is worthy of mention the fact that the Low Sulphur Heavy Fuel Oils (S=0.5%) can be obtained by blending
High Sulphur Fuel Oil with Low Sulphur Marine Gas Oil. The problems of Compatibility and Stability among the products
that are blended or with the ones remaining on board should be considered and kept in mind by the ships’ operators and
crew. Finaval has involved an expert Consultant to hold a course at Head Office informing the attending people on the new
fuels and how to handle them.
Most probably, the vast majority of vessels are expected to switch to using Marine Gas Oil (MGO) with 0.5% Sulphur.
This is the easiest route to compliance with IMO, as it requires near zero upgrading investment from owners, but it will
mean higher bunkers bills.
For the SOx ECA the compliance will continue to be met, as at present time, by using a low-sulphur marine gas oil (MGO)
with a Sulphur content 0.1% or below.
Ships taking on fuel oil for use on board must obtain a bunker delivery note (BDN), which states the Sulphur content of the
fuel oil supplied. Samples may be taken on board the vessel for verification. Port and coastal States can use Port State Con-
trol to verify that the ship is compliant. They could also use surveillance, for example air surveillance to assess smoke
plumes, and other techniques to identify potential violations.
Ship owners will soon need to decide if they want to continue using high Sulphur fuel oil (HSFO), in conjunction with
Scrubbers (exhaust gas cleaning systems); or switch to low Sulphur fuel option, including distillates. As already stated,
in the field of tankers, operating world-wide, LNG is excluded at present.
Scrubbers provide shipowners an alternative way to comply with IMO’s SOx regulations while allowing them to continue
burning cheaper HFO, with higher Sulphur content than 0.5%.
Working principle of wet (= using water) Scrubbers is based on the fact that SOx gases are water soluble. Wet scrubbers
pass the exhaust gas (from diesel engines and boilers) through a liquid media in order to remove the SOx compounds by
chemically reacting with the wash liquid. Wash liquid is either untreated sea water (open-loop system) or chemically treat-
ed fresh water (closed-loop system).
All scrubber technologies – regardless of type – create a waste stream containing substances as SOx and particulate (PM)
removed from the exhaust. The waste stream and the generated sludge has to be processed as per IMO guidelines before
discharged overboard, where allowed, or stored and discharged to shore.

Various types of wet Scrubbers exist, depending from manufacturers,
including the ones shown here above. Combinations between the
methods are also available.

TECHNICAL & ENERGY AREA
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SOx Scrubber from Alfa Laval
The photo shows the SOx Scrubber from Alfa Laval, which is based on the wet scrubber principle, but many other scrubber
systems are available on the market.

Scrubber open-loop system with the fittings and equipment necessary to operate

Open-loop system. When seawater is used for scrubbing, an open-loop system is chosen, as here above illustrated. The
natural chemical composition of seawater neutralizes the impact of SOx in the scrubber water. The water is taken directly
from the sea and fed to the Scrubber. Leaving the Scrubber, the water is discharged to the sea, with or without any further
treatment, depending from the discharge criteria (parameters), that means if they are within or out of the values given by
the IMO‘s guideline.

When washwater is processed as per IMO’s guidelines, the residuals that are removed are kept in a dedicated tank and
discharged to shore when and where possible.

If the vessel operates in brackish or fresh water with lower PH levels than normal seawater, the effectiveness of the Scrub-
ber is significantly reduced.

Discharge of the water is currently allowed in most areas as long as the discharged water is in compliance with the rele-
vant IMO regulations. However there are rising concerns about the effects of washwater on the environment. As such, a
rising number of States are considering imposing further restrictions on discharge of waters in their territorial waters. A
document released by the European Commission states already: Germany discharge not allowed in rivers and ports; Bel-
gium discharge not allowed within 3 normal miles from coast.

TECHNICAL & ENERGY AREA
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Price of caustic soda has already increased, mainly due to an increase in demand from industries. Regional shortage of the
material is also highly likely. The closed-loop system has a lower water flow rate.
Hybrid system (Open/Closed loop). The hybr id system combines both an open and closed loop system and each of
their operation modes. Due to the combination, the hybrid system is more complex, but it offers the highest degree of flexi-
bility.

The open-loop mode is typically used in open waters where the alkalinity is sufficiently high for effective scrubbing. The
closed-loop system is used in certain enclosed waters, harbours and estuaries where the alkalinity of the seawater is low.
The combination optimizes the chemical consumption and ensures that discharge do not affect sensitives areas with little
water exchange (also areas where States are imposing restrictions).

The initial cost of the hybrid system is higher as it includes equipment of both open and closed systems to gain the flexibil-
ity. The hybrid system, however, offers the lowest operating costs in terms of chemical consumption, as it can switch to the
most economic mode in any situation.

Scrubber selection process. There are var ious commercial and technical cr iter ia in selecting the type of Scrubber to
be installed on a ship. The optimum solution will depend on the ship’s trading patterns as well as any potential technical
limitations.
As a rule of thumb owners considering Scrubbers should determine whether the ship will have short or long port stays
based on their trading patterns. If the ship has minimum port stays then the open-loop may be considered. However, if the
vessel has long port stays with minimum time at sea, then a closed-loop or hybrid system may be the most suitable.

TECHNICAL & ENERGY AREA
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For retrofitting existing ships, owners should assess if there is adequate space to install a Scrubber and its associated auxil-
iary equipment in E/Room. The systems are high volume demanding. They should also consider how the weight of the
Scrubber affects the operation of the ship in term of DWT reduction and stability (for small vessels).
The engine /boiler Makers should be consulted regarding the impact of the Scrubber in terms of backpressure over a range
of loads. Some Makers do not recommend to retrofit the boilers, for instance, while for main / aux. engines it seems not
being problems for most of Makers.

The owners should determine the crew training requirements, crew labour horary costs for Scrubber operation on an annual
basis.

A comparison should be made on the total cost that would be expected for owner by using a Scrubber, considering the val-
ue of capital costs for the Scrubber purchase and installation and annual operating costs, versus the costs for alternative
means of compliance (fuels at low Sulphur content). Particular attention should be paid to the installation costs. In outline,
it can be estimated that the installation costs (labour + supply of materials not included in the Maker’s scope of supply) are
equivalent to the purchase costs for the system.
The installation should be made in conjunction with other repairs or drydocking works and even during the ship’s opera-
tion, whenever possible, depending from the ship’s type and her commercial engagements.
Owners considering installing Scrubbers on their fleet should seek expert advise on this matter, before any final decision is
taken.

TECHNICAL & ENERGY AREA

Fulvio Costigliolo
(f.costigliolo@finaval.com)
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“Over 7600 people die each day from work-related accidents or diseases - that’s over 2.78 million every year.”

HISTORY
The burden of occupational injuries and diseases is significant, both for employers and the wider economy, resulting in loss-
es from early retirements, staff absence and rising insurance premiums.
To combat the problem, ISO has developed a new standard, ISO 45001, Occupational health and safety management systems
- Requirements, that will help organizations reduce this burden by providing a framework to improve employee safety, re-
duce workplace risks and create better, safer working conditions, all over the world.
The standard was developed by a committee of occupational health and safety experts, and follows other generic manage-
ment system approaches such as ISO 14001 and ISO 9001. It will take into account other International Standards in this area
such as OHSAS 18001, which Finaval is certified.

CHANGES
In general, the aim is unchanged. The standard aims to
implement a system that can:
• help organizations prevent, reduce the risk of acci-
dents and occupational diseases of workers;
• provide a framework for continuous improvement of
health and safety at work performance;
• integrate the occupational health and safety manage-
ment system in the organization's processes.

The main change is in the Standard structure.
The ISO 45001 uses the HLS high-level structure, common to all the new ISO standards on management systems in
order to finally promote integration.
Below, the structure of ISO 45001 and a comparison with the requirements of 18001:

A new standard, ISO 45001
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Leadership and workers participation – Clause 5
It aims to implement the objective of strengthening the relationship between health and safety management and the organiza-
tion's core business. The integration of the business strategies and priorities of the organization can not be achieved except
through greater involvement and commitment of Top Management and the exercise of a strong leadership in support of the
rooting of the organization's health and safety commitments. It is a very clear and precise message, which clearly states that
success depends on the commitment of all levels and functions of the organization with careful, active and conscious partici-
pation of all workers.
Notes:
Leadership (NOT MANAGEMENT) and Commitment
Engaging (NOT ENSURING) with workers to protect, improve performance and support OH&S systems
More Attention to the communication and participation of workers in the OH&S policy
No changes to roles, responsibilities, accountabilities and authorities
More focus on capturing and promoting worker participation, engagement and communications

Planning
Action to address Risks and Opportunities – Clause 6.1
This clause provides guidance on how to plan for the OH&S management system, including identifying and assessing the
risks and opportunities associated with the organization and its workers, and the actions necessary to deal with these risks
and opportunities.
Planning is an integral part of all elements of an OH&S management system.
Planning for the OH&S management system is an ongoing process and is undertaken in order:

To determine the risks that can affect the OH&S performance of the organization;
To manage these risks;
To identify opportunities to improve OH&S performance and the OH&S management system.

BENEFITS
• Integration: finally the standard is structured to develop a true integrated management system among the company's pro-
cesses.
• Strategy: the analysis of the context of a company is unique (integrated with the 9001 and 14001) and reports all the sce-
narios in which the organization operates. If done well, it represents a strategic instrument of governance that makes it possi-
ble to obtain the third characteristic element of the management systems: sustainability.
• Risk management orientation: the standard is now aligned with the structure of ISO 31000 for the 360 ° risk management

Chiara Zoccolillo
(c.zoccolillo@finaval.com)
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Electronic invoicing between individuals

The approval of the 2018 financial measure defined the start of compulsory electronic invoicing between individuals as of 1
January 2019, with advanced obligation set at 1 July 2018 for some cases (fuels).

The electronic invoice is an invoice in digital format whereby the European Union invites its Member States to provide a
regulatory and technological framework suitable for managing the entire invoicing and tax control system electronically.

At the European level, this evolution related to electronic invoicing sets objectives that can be summarized in these two key
points:

 generate savings der iving from increased efficiency in controls aimed at combating tax evasion;

 dematerializing business processes by increasing a country’s competitiveness with benefits that are much higher
than simple increases in efficiency of tax obligations. From the point of view of the development of the European
digital market, it also appears as a fundamental step in completing the digital evolution process for all the companies
that find implementation of digital production management in the adhesion to the Industry’s 4.0 plan (goods and ser-
vices).

Electronic invoicing consists in using the standards provided for by the FatturaPA for all transactions between VAT number
holders and the Public Administration, and now also for training (XML), transmission and reception, through the Inter-
change System, of the electronic bill between individuals and the subsequent digital preservation for a-ten year period.
In case of non-compliance with the obligation of electronic invoicing among private operators, it should be noted that paper
invoices are to be considered non-existent and the document as not issued.

Only small parties using the so-called "advantage regime" provided for by art. 27 paragraph 3 of the Decree Law n. 98/11 or
the "flat-rate scheme" provided for by Law no. 190/14 are exempted from the obligation to issue an invoice in electronic
format.

With reference to the aforementioned expiry dates of the obligation to issue electronic invoices, it should be noted that, in the
event of non-compliance with the obligation, the provisions of Article 6 of Legislative Decree no. 417/97 which provide for
an administrative sanction between ninety and one hundred and eighty per cent of the tax related to the taxable income incor-
rectly documented or recorded during the year.
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Giovanni Valenti
(g.valenti@finaval.com)

With the provision of 30 April, the Revenue Agency has defined the technical rules of electronic invoicing between

individuals.

The provision of April 30 contains several innovations that aim to simplify the process of managing electronic in-

voices. Among the most impor tant aspects is the elimination of notifications of the receiving party’s refusal

and acceptance.

The Ruling also officially confirms that the issue date will always coincide with the date indicated on the invoice,

regardless of the time of delivery.

The Revenue agency will also provide a web service and an app that will allow the supplier to streamline invoicing

time by acquir ing customer data through a QR-code made available by the Agency to all VAT numbers in an

authenticated area of the website.

The simplification will also concern invoice delivery. In fact, the Revenue Agency has made available to tax payers

an area of its website where they can choose how they want to receive invoices.

For documents destined to final consumers or to VAT subjects covered by subsidized schemes, the supplier will

only have to fill in a single field ("Recipient Code") necessary to issue the invoice, which will be made available to

the recipient through a special reserved web area of the Revenue Agency.

The simplifications introduced by the measure are only applicable to B2B e-invoicing processes: provisions in the

area of PA invoicing remain unchanged.
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Spread, who’s operating it? Let’s clarify

Whenever a hot topic of economy meets social networks, users become, immediately and perhaps, without realizing it, pro-

tagonists of a sort of bloody and frenetic witch hunt: all desire to send a guilty party to death, which, in most cases, remains

faceless and unpunished. The spread anxiety of these last weeks has contributed to arousing the masses against the occult

aggressor, so much so that, at the news of the notor ious ' two hundred points' , a crescendo of anathemas and polemic

followed. According to some, the surge in spread is the result of a plot plundered by the Bilderberg or the Masonic finance

against Italy; according to others, the cause of all ills is Renzi and the PD, although there is no shortage of those who believe

that the surge is the overwhelming proof of aversion to the 5-Star Movement, as if, in practice, it were possible to manoeuvre

market parameters on one’s own and, moreover, overnight.

What is the spread?

Since the actual explanation is very complex and articulate, I

propose a didactic approach. Let's star t by saying that when a

state or a company needs money to meet its own 'cash requirements',

they can resort to a type of loan that differs a little from what is commonly understood, so they appeal to all those who freely

want to make a certain investment. How? In essence, they issue bonds, which, once purchased, guarantee the buyer a per-

centage of interest as yield at maturity (quarterly, half-yearly, annual, decennial and et cetera). In the case of the Treasury

Bonds which concern the disturbing topic of the spread, the unit of return or expiry is the decade: BTp at 10 years. As a re-

sult, the state contracts a debt to investors and every debt, as is well known, must be repaid. Moreover, every loan is linked

to an interest rate that determines its settlement.

What’s the purpose of the 'liquidity' that the state obtains from its securities?

What the state derives from the issued bonds is necessary to cover public spending or, better, to cope with all those direct

economic needs that have not been covered by income from tax revenues. Here, another decisive element comes into play,

the deficit or public deficit: if the outgoing is greater than the revenue, it is clear that, either due to wrong economic policies

or to unforeseen events and economic circumstances, the Ministry of Economy and Finance must resort to the bond instru-

ment we have talked about so far.
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However, to avoid misunderstanding it is good to point out that the higher the yield of a security, whether Italian or German,

the greater the debt of the issuing country. In other words, when one hears about sovereign debt, explicit reference is made to

this, although the concept of sovereignty is somewhat debatable.

What criterion is used to estimate the bonds of

a state?

In this case, the answer is simple. If the state is

deemed reliable and its 'accounting' is thought

to be systematic, then the bonds are considered

safe and the placement interest will be low with a

consequent reduction in debt. Conversely, if the

state is deemed unreliable, the purchase of its se-

curities will be considered risky in view of a pos-

sible default (or insolvency), which, in short,

translates into the fear that the debt will not be

repaid. Therefore, when a government representative makes ambiguous statements and above all proposes financial manoeu-

vres in the absence of coverage, investors begin to doubt the reliability of the country in question and refuse to buy its securi-

ties. Consequently, the state, which must sell them at all costs, as they say, is forced to guarantee higher and higher returns,

getting further into debt.

Why are we continuously and obsessively referring to Germany and its bonds?

This happens only because their bonds are now considered the most reliable among the securities, with low yield and sure

therefore, they are taken as a model or unit of measure, if you prefer. The spread is then the measure of the difference be-

tween the return of the safest securities and the yield of the less safe securities. If, as it happened these days, the BTp

Italy at 10 years register a 2.47%, while the German Bond at 10 years is 0.41%, then the difference is set at 206 points.

In conclusion, it should be noted that changes in spreads have rapid and concrete repercussions not only on the eco-

nomic macro-system, but also on corporate accounts and our portfolios.

The increase in interest rates makes access to credit by Italian companies more difficult, making them less competitive com-

pared to foreign companies.

Roberto Rovesti & Andrea Mussini
(r.rovesti@finaval.com / a.mussini@fhgroup.it)
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Tanker Monthly Report—Apr 2018
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Carmen Ortolano
(c.ortolano@finaval.com)


