
1



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

2

Whilst every effort has been made to ensure the accuracy of the information contained in this
publication, neither UKOOA, nor any of its members will assume liability for any use made thereof.

All rights reserved.  No part of this publication may be reproduced, stored in a retrieval system, or
transmitted in any form or by any means, electronic, mechanical, photocopying, recording or

otherwise, without prior written permission of the publishers.

Crown copyright material is reproduced with the permission of the Controller of Her Majesty’s
Stationery Office.

Copyright  2002 UK Offshore Operators Association Limited

ISBN: 1 903003 18 0

PUBLISHED BY UK OFFSHORE OPERATORS ASSOCIATION

London Office:
2nd Floor, 232-242 Vauxhall Bridge Road, London, SW1V 1AU.

Tel: 020 7802 2400  Fax: 020 7802 2401

Aberdeen Office:
9, Albyn Terrace, Aberdeen, AB10 1YP
Tel: 01224 626652  Fax: 01224 626503

Email: info@ukooa.co.uk
Website: www.oilandgas.org.uk

mailto:info@ukooa.co.uk


Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

3

CONTENTS 

1. PREFACE 8

2. INTRODUCTION 9

3. APPLICATION 11

4. REGULATORY ENFORCEMENT, GOOD PRACTICE AND SAFETY 12
4.1 Monitoring the Observance of Good Practice 12
4.2 The Department of the Environment, Transport and the Regions (DETR) 12
4.3 The Health and Safety Executive (HSE) 13

5. RESPONSIBILITIES AND DUTIES 15

6. IN PORT 16
6.1 Watchkeeping in Port 16
6.2 Liaison Between Parties 18
6.3 Deck Cargo Operations 18
6.4 Bulk Operations 21
6.5 Tank Cleaning 22
6.6 Permit to Work 26
6.7 Weather 27
6.8 Sailing Instructions 28
6.9 Persons in addition to the Crew 28

7. AT SEA 30

7.1 Speed 30
7.2 Weather 30
7.3 Outbound Passage 30
7.4 Installation Arrival 31
7.5 At the Installation 31
7.6 Installation Departure 33

8. COLLISION RISK MANAGEMENT 35

9. AT THE INSTALLATION 37

9.1 Inside the 500 Metre Zone 37
9.2 Communications 39
9.3 Work Programme 40
9.4 Cargo Handling Operations 40
9.5 Working Parameters 43
9.6 Weather Side Working – Risk Assessment 44
9.7 Weather Side Working – Practice 45
9.8 Enhanced Joystick Operations 45
9.9 Personnel Basket Transfers 47
9.10 Installation Alarms 47



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

4

10. ANCHOR HANDLING/TOWING OPERATIONS 48

10.1 General 48
10.2 Agreed Procedures and Responsibilities 48
10.3 Equipment 49
10.4 Pendant Return to Rig 50
10.5 Safety Equipment on Vessels 51
10.6 Weather Limitations 51
10.7 Pipelines, Sub-Sea Obstructions/Structures 51
10.8 Manning 51
10.9 Communications 51
10.10 Deep Water Anchor Handling Operations 52

11. VERTICAL SEISMIC PROFILES (VSP) 53

12. ACCIDENT/INCIDENT REPORTING 54
12.1 General Requirements 54
12.2 Within the 500 Metre Zone 54
12.3 Outside the 500 Metre Zone/In Port 54
12.4 Incidents Affecting the Environment 54

13. BULK TRANSFER OPERATIONS 55
13.1 General Requirements 55
13.2 Bulk Transfer Operations In Port 57
13.3 Bulk Transfer Operations at Sea 58
13.4 Bulk Transfers of Particular Concern 58

14. DANGEROUS GOODS AND MARINE POLLUTANTS 60

15. WASTE AND WASTE DISPOSAL 62

16. MOBILISATION/DEMOBILSATION IN PORT 63
16.1 General 63
16.2 Safety Management 63
16.3 Prior to Mobilisation/Demobilisation 64

ACRONYMS/DEFINITIONS 65

REFERENCES 68

CONTACTS 71

APPENDICES 74
APPENDIX 1 – Hours of Work/Manning 74
APPENDIX 2 – Training 75
APPENDIX 3 – Bulk Loading Hoses – Guidance Notes 76
APPENDIX 4 – Crane Banksmen Hand Signal Table 81
APPENDIX 5 – Deck Cargo Plan 82
APPENDIX 6 – Example Installation Data Card 84
APPENDIX 7 – Example Charterer Data Card 86



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

5

APPENDIX 8 – Example Port Data Card 87
APPENDIX 9 – Bulk Transfer Checklist                                                                        88
APPENDIX 10 – Checklist for Support Vessel/Installation Operations 90
APPENDIX 11 – Adverse Weather Sailing Guidelines 91
APPENDIX 12 – Adverse Weather Working Guidelines 92
APPENDIX 13 – FPSO-Specific Checklist 93
APPENDIX 14 – Tripping Hook 94
APPENDIX 15 – Chasing Pendant Release 95
APPENDIX 16 – Tank Cleaning Checklist                                                                     96
APPENDIX 17 – Communications with Vessels                                                            97
APPENDIX 18 – MGN 205 & Segregation Table                                                          98



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

6

Guidelines for the Safe Management and
Operation of Offshore Support Vessels

ACKNOWLEDGEMENT

In Publishing these Guidelines the UK Offshore Operators Association
(UKOOA) and the Chamber of Shipping (CoS) acknowledge the assistance
given in its preparation by the Maritime & Coastguard Agency (MCA), the
Health & Safety Executive (HSE), the British Rig Owners Association
(BROA), the International Association of Drilling Contractors (North Sea
Chapter) (IADC), the National Union of Marine, Aviation & Shipping
Transport Officers (NUMAST), the National Union of Rail, Maritime and
Transport Workers (RMT), the Marine Safety Forum (MSF) and Step Change
in Safety.



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

7

MASTER’S RESPONSIBILITY & AUTHORITY

Masters of vessels are responsible for the safety of their crews and vessels at all
times.  They have the authority to decide whether any operation affecting their
vessels should proceed or terminate, and should question any instructions from
installation or quayside personnel which may create a hazard to their crews or
vessels.

JOINT RESPONSIBILITIES

The decision to carry out vessel operations should be a joint agreement between
the vessel Master and the installation OIM.

References : SOLAS ch V Reg 10-1 invoked by reg 4 of Merchant Shipping (Safety
of Navigation) Regulation 2002 SI 1473.

: ISM Code Section 5 Master’s Responsibility and Authority.



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

8

1. PREFACE
The requirement for industry-wide guidance covering the hazards and risks associated with
offshore support vessels has been recognised since 1989.

This guidance, Guidelines for the Safe Management and Operation of Offshore Support
Vessels (henceforth “the Guidelines”), incorporates best practice and procedures from
operators and owners of installations, integrated logistics providers, ship owners and
operators.

As part of the review process, the Chairman of the UKOOA Marine Committee and the
Chairman of the Chamber of Shipping’s OSV Issues Committee have agreed that improving
safety procedures can best be served by invoking the involvement and commitment of all
participants in the safety and regulatory process.  Lessons learnt from the Marine Safety
Forum, which was established to progress the offshore safety debate, have been incorporated
in this revised edition, (Issue 4).
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2. INTRODUCTION

2.1 These Guidelines provide guidance to Operators, Owners, Logistics companies and especially
Masters and crews of offshore support vessels and Offshore Installation Managers (OIMs) on
avoiding and reducing the hazards and risks which affect offshore vessels and their crews in
their normal operations.  For the purpose of these Guidelines, Operators and Owners are
taken to be the Operators or Owners of offshore installations.  References to vessel operators
means those persons responsible for the day to day management and operation of the vessel.
Also, for the purpose of these Guidelines offshore support vessels are supply vessels and
ERRV’s or other vessels involved in offshore supply and anchor handling activities.

2.2 All offshore installations – fixed and mobile – must produce a site-specific datacard that is to
be made available to all visiting vessels (see Appendix 6 for example). These Guidelines
should be read in conjunction with the appropriate Offshore Installation Data Card.

2.3 The Guidelines set out what is generally regarded in the industry as good practice.  This is not
mandatory, although it does refer, where appropriate, to certain legal requirements of the
Merchant Shipping Acts and Health and Safety legislation.  Operators/Owners and vessel
operators should adopt different standards only when this would maintain an equivalent or
higher level of safety and would not conflict with the relevant legal requirements.

2.4 The UKOOA Marine Committee in 1997 gave an undertaking that where possible, their
company marine management systems would reference and interface with these Guidelines so
that in time these Guidelines become the acknowledged reference document for offshore
support vessel operations.

2.5 These Guidelines are a living document and experience in their application, changes in
operating practices or new technology, may cause them to require review and amendment to
ensure that they continue to set out good practice.  Therefore UKOOA/CoS welcomes, at any
time and from any person, comments on the content or working of the Guidelines.
Comments should be sent, in the first instance, to:

The Director (Operational and Technical Affairs)
UK Offshore Operators Association
9 Albyn Terrace
Aberdeen
AB10 1YP
Tel: 01224 626652
Fax: 01224 626503
or:

The Chamber of Shipping
Secretary, OSV Issues Committee
Carthusian Court
12 Carthusian Street
London
EC1M 6EZ
Tel: 0207 417 2819
Fax:  0207 726 2080
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Comments may be submitted directly or via safety officers, safety representatives, Industry’s
representative organisations or Trade Union representatives, as appropriate.  UKOOA will
invite all the organisations involved in creating this edition, including regulatory authorities
(see Contacts section for their addresses) to participate in reviewing these Guidelines after a
period of use.  Even if the extent of comments received is small it is considered that such a
meeting should be convened within two years from the date of issue of this edition of the
Guidelines.
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3. APPLICATION

3.1 The Guidelines apply to all vessels engaged in the carriage of cargo, towing, anchor handling
and VSP operations related to offshore operations on the United Kingdom Continental Shelf
(UKCS), irrespective of flag or ownership.

Where these Guidelines mention Master and/or OIM, this includes their nominated
representatives, where appropriate.
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4. REGULATORY ENFORCEMENT, GOOD PRACTICE
AND SAFETY

4.1 Monitoring the Observance of Good Practice

4.1.1 Member companies of UKOOA, BROA, IADC and the integrated logistics supply
companies agree only to charter those vessels which meet the standards set out in
these Guidelines.  Possession of a copy of these Guidelines should be a pre-requisite
of UKCS vessels chartered by these organisations.

4.1.2 All relevant participants mentioned in the contact list should provide the necessary
resources to enable interim Safety Alerts or examples of best practice promulgated by
the Marine Safety Forum to be cascaded to their relevant offshore/sea-staff.

4.1.3 The use of the Guidelines will be monitored by audit, normally by the installation
operator/owner, of those undertaking the relevant activities.  HSE will use the
Guidelines when undertaking relevant inspection and audit activities.  The MCA will
monitor the use of the Guidelines whilst undertaking its regulatory duties under the
Merchant Shipping Acts, as set out in Section 4.2, and as appropriate, under its Port
State Control responsibilities.   This “triangle” of monitoring the relevant activities
will help to ensure the observance of the good practice set out in the Guidelines and in
future revision.

4.1.4 All ships chartered must be ISM accredited.

4.2 The Department of the Environment, Transport and the Regions (DETR)

4.2.1 The MCA, an Executive Agency of the DETR, is responsible for marine safety,
including the seaworthiness of vessels and matters concerning their construction and
stability, equipment, carriage of dangerous goods, navigational safety, safe manning
and certification, the prevention of pollution and the health, safety and welfare of
seafarers.

4.2.2 Marine Surveyors of the MCA enforce Merchant Shipping legislation and administer
international marine safety conventions, together with related Codes of Practice.
They are responsible for:

i) the survey and certification of safety equipment in vessels;
ii) in some cases, the survey of vessels’ structures;
iii) inspecting crew accommodation and related matters;
iv) inspecting the arrangements on vessels for dealing with the prevention of

pollution;
v) random general safety inspections of vessels, both UK and foreign;
vi) random inspections of the condition, loading, stowage and securement on

vessels of packaged dangerous goods, including tank containers and motor
tank vehicles and includes goods offered for shipment on such vessels.
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vii) inspecting ship board operational arrangements for the loading and
unloading of oil/chemical/gas tankers and offshore support vessels;

viii) inspecting arrangements relating to the occupational health and safety of
seafarers;

ix) safe manning and the certification of crews;
x) ISM accreditation and auditing (including non-UK vessels).

4.2.3 The Marine Accident Investigation Branch (MAIB) must be advised of accidents,
major injuries and serious injuries.  MAIB recommends that hazardous incidents are
reported (see MGN 115).

4.2.4 With respect to those activities on UK Registered vessels to which Merchant
Shipping legislation applies, compliance with the guidance in these Guidelines will
provide a strong indication to the MCA that a vessel is meeting the standards
required by Merchant Shipping Legislation.

4.3 The Health and Safety Executive (HSE)

4.3.1 Health and safety legislation is relevant to supply vessel operations in a number of
ways.  Part 1 of the Health and Safety at Work etc. Act 1974 (HSWA), and certain
health and safety legislation, applies to dock operations, including the loading and
unloading of UK and foreign flagged ships in British ports and harbours, and to
dangerous substances in ports and harbours, except for normal shipboard activities
carried out solely by the Master and crew.  Offshore, health and safety legislation
applies to:

i) offshore installations and any activities on or near them;

ii) activities carried out by vessels in connection with offshore installations
(except the transport, towing or navigation of the installation; and any
activity on a vessel being used as an ERRV).  This applies regardless of the
Flag State of the vessel from which an activity is carried out.  Activities in
connection with an installation would be:
- loading;
- unloading;
- fuelling;
- diving operations;
and the provision of accommodation for persons who work on or from an
installation (where provision of accommodation is not the main use of the
vessel), and any activities immediately preparatory to any of the above
activities but it would not, for example, include a supply vessel whilst on
passage to or from an installation.
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4.3.2 Regulations made under the HSWA – the Offshore Installations (Safety Case)
Regulations 1992 – require safety cases to be prepared for all offshore installations.
These safety cases should cover all the above listed activities carried out on the
installation, or in connection with it.  Guidance to the regulation states that the
particulars to be included by operators and owners of installations in the safety case
should address as fully as necessary activities carried out on, or connection with, a
vessel.

4.3.3 With respect to those activities (primarily loading and unloading) to which health
and safety legislation applies, adopting the guidance on good practice set out in these
Guidelines will help meet legal duties under the HSWA, and regulations made under
it where indicated.  These Guidelines are not an Approved Code of Practice within
the meaning of the HSWA.
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5. RESPONSIBILITIES AND DUTIES
5.1 All personnel are responsible for the safety of themselves and those they work with.

They have a duty to take action to prevent accidents at all times, in accordance with
Accountability for Safety.

Masters of vessels are responsible for the safety of their crews and vessels at all times.  They
have the authority to decide whether any operations affecting their vessels should proceed or
terminate, and should question any instructions from installation or quayside personnel that
may create a hazard to their crews or vessels.  (Section 5 – ISM Code – Masters
Responsibility and Authority). OIMs are in charge of their installations, and responsible (on
behalf of the installation’s owner or operator) for the safety of the installation and of those on
board.

5.2 Vessels are prohibited by law from entering the 500 metres zone around an installation.
Support vessels are allowed to enter but should do so only after obtaining permission from
the OIM, to ensure that they do not endanger any other operations which may be in progress.
Masters should co-operate with OIMs in carrying out their responsibilities, for example,
OIMs can modify or terminate any support vessel activity which they regard as hazardous.

5.3 Vessel operators are responsible for establishing procedures and systems to ensure that
Masters terminating operations judged unsafe or potentially unsafe should advise the OIM as
soon as is practical.  Intolerable pressure to complete procedures deemed unsafe should

• be referred to these Guidelines and if not mutually resolved immediately;

• a report should be submitted via the appropriate company/safety representative channels
to the Marine Safety Forum.

5.4 Vessel operators should ensure that arrangements are made for crews to participate in Health
and Safety (HSE) considerations for example, drills, exchanges and meetings.  Charterers
should ensure that time is allowed to carry out certain mandatory health and safety
requirements.

5.5 A statutory duty exists on Charterers of all vessels not to pressurise Masters to take or
execute any decision which, in the Master’s professional judgement, compromises the safety
of the vessel and/or crew – Merchant Shipping (Master’s Discretion) Regulations 1997 SI
1997/2886.

5.6 Logistics companies are responsible for the safety of personnel involved in quayside
operations and for the safe loading of vessels while in port.
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6. IN PORT

6.1 Watchkeeping in Port

6.1.1 Safety of Personnel

The Master has primary responsibility for the safety of all personnel working on his
vessel.

The Docks Regulations require dock operations to be planned and executed in such a
manner as to ensure, so far as is reasonably practicable, that no person is exposed to
danger.  The supporting ACoP provides for collaboration where matters are
controlled by different organisations.  It is therefore necessary for the Master to agree
procedures with the Port Authority and/or quay operator.

The vessel is to be manned, and watches set, with sufficient staff able to cope with
all likely situations.  Unless specific permission has been granted, the Master should
ensure that his vessel is kept in a state of readiness to be able to sail within one hour
of being notified or as required by the Port Authority or Charterer.

Vessels duty crew must ensure that an external watch is maintained to prevent
overboard discharges.  (Shipping and the Environment : a code of practice, ICS,
1999).

6.1.2. Personal Protective Equipment (PPE)

The appropriate personal protective equipment should be worn during cargo handling
operations by the crew of a support vessel and by the quayside personnel.  This
should include, but need not be limited to:

- coveralls
- safety boots with slip resistant soles
- gloves
- safety helmets complete with chinstraps
- high visibility garments

In addition (if appropriate) Safety Glasses, buoyancy aids, lifejackets, along with
suitable wet and cold weather clothing should be available.  (Code of Safe Working
Practices for Merchant Seamen).  (Paragraph 38 of Docks ACoP, Regulation 5).

When traversing dock areas, appropriate PPE should be worn.
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6.1.3 Moorings and Gangway

Port or base operators must provide linesmen to assist with all berth movements.
Vessel crew members and base personnel must not jump between the vessel and
quay to moor or unmoor their vessel.

Should there be a delay in the arrival of linesmen, the Master should advise the
provider of the service.  Charterers will fully support any Master who refuses to
moor/unmoor if linesmen are requested and not available.

Care must be taken to ensure that moorings and gangways are properly tended, at all
times, particularly during cargo operations.  Linesmen should assist with the
deployment of the gangway.

A safe means of access must be provided by either the vessel or the Port Authority.
(MS Means of Access Regulations).

i) when alongside, vessel to provide safe access to the quay;
ii) when moored alongside another vessel, outboard vessel is responsible for

provision of safe access to inboard vessel;
iii) when a gangway is not provided (ACoP to Regulation 7 of Docks

Regulations) access is restricted unless an alternative means of safe access is
provided.

The open stern of anchor handling vessels should include appropriate barriers,
particularly where stern gangways are deployed.  Vessel crews should use safe
walkways where they are provided on the quayside.  (Code of Safe Working
Practices for Merchant Seamen).

6.1.4 Berthing

The Base Operator/Port Authority should have the vessel’s port movements planned
in advance.  Prior to the vessel’s arrival in Port the Master should endeavour to
confirm berthing arrangements with the base operator/port authority as appropriate.
The Master remains at all times responsible for the safety of his vessel and crew and
as such retains the right to refuse to berth in any location which he feels may place
either vessel or crew in danger.

It is the Master’s responsibility to ensure that there is sufficient water under the
vessel’s keel at all times, however, Charterer and/or Port Authority should provide
water depth information in respect of their quays/bases.  (See Appendix 8 for
example).
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6.1.5 Communications

Vessels should endeavour to maintain a listening watch on the nominated VHF/UHF
Channel and/or mobile cellphone.  (See appropriate Operator/Port Card, Appendix 8
- Information Sheet example).

Regulation 13(2) of the Dangerous Substances in Harbour Areas Regulations 1987
(DSHAR, Section 13) requires the Master of a vessel over 50 tons carrying
dangerous goods to maintain a listening watch within a port except when berthed or
when the radio is tuned to another frequency for other purposes.

6.2 Liaison Between Parties 

6.2.1 It is important that a direct line of communication is established between
owners/managers and Charterers to enable safety matters to be raised and, where
appropriate, action taken.  Contacts from all parties should be clearly identified for
this purpose.  This direct line should not replace the first line of offshore
communication between the Master of the vessel and the OIM but should
complement it by ensuring that any on-going safety issues or other concerns may be
resolved between owner/managers and Charterers. Telephone numbers should also be
available to both OIM’s and Masters in order to facilitate calls between vessel and
installation when necessary.  (See Appendix 17- Communications with Vessels).

6.2.2 Owners/managers and Masters should be able to discuss any safety matter without
fear, recrimination or adverse repercussions.  The provisions of ISM Code Section 5
should be kept in mind.  This resolution, which is supported by the UK Government,
seeks to ensure that the Master is not constrained by any owner, manager, Charterer
or other person from taking any decision in respect of maritime safety and the
protection of the marine environment which, in the professional judgement of the
Master, is necessary.

6.2.3 Masters should ensure that all hazards, accidents or incidents affecting safety
involving their vessels are formally reported to the Charterer and owner/manager.
Use may be made of the safety officer’s record book for this purpose and relevant
safety committee minutes may be forwarded to the Charterer (in accordance with the
owner’s or manager’s in-house procedures) for all items having an effect on the
Charterer’s operations.  [IMO International Safety Management (ISM) Code].

6.3 Deck Cargo Operations

6.3.1 Discharging Deck Cargo

The crew/stevedores must not release the cargo sea fastenings until the vessel is
alongside or the Master advises that it is safe to do so.  All lifts should be checked for
loose items, prior to commencing operations.
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Vessel’s own waste cargo carrying units should be checked by vessel’s crew prior to
discharge to confirm that:

i) the cargo carrying units are correctly covered with appropriate netting or
hard cover;

ii) there are no loose items on top;
iii) appropriate legislation with regards to waste segregation is complied with.

(Environmental Protection Act, Section 36 and Special Waste Regulations
1996).

All deck cargo will be discharged by base operators.  Personnel not directly involved
with cargo handling operations should keep clear of the working area at all times.

6.3.2 Voyage Planning and Loading Deck Cargo

Prior to loading, the intended voyage should be properly planned. The Charterer or
Base Operator should discuss the intended plan with the Master who should satisfy
himself with all aspects of the plan prior to loading. The Master is at liberty to call
the installation OIM(s) if he feels the situation warrants it to check such aspects as
may concern him.

The base operator must provide the vessel with a copy of the vessel load list and a
Dangerous Goods list for each installation to be visited in sufficient time to permit
proper stowage of the cargo for the route envisaged.

The Master is responsible for the safe and correct loading of his vessel.  He should
liaise with the base operator in order to ensure that the vessel is loaded correctly and
in accordance with the Charterer’s specific requirements where possible.  The Master
is encouraged to take an active role in the planning process as concerns not addressed
at this stage may be difficult to resolve during the course of the voyage, particularly
when the plan changes.

In deciding the order of loading and stowage of cargo the following points should be
considered:

i) stability;
ii) IMDG Code;
iii) locations to be visited and routing;
iv) location restrictions such as orientation, crane outreach and capacity;
v) heavy, large or awkward shaped lifts;
vi) possible back load requirements especially on arrival and prior to any

discharge commencing;
vii) likely weather to be encountered;
viii) adequacy of cargo securing and stowage arrangements appropriate to

forecasted weather;
ix) access to cargo;
x) possible order of discharge;
xi) areas on deck which are not to be used for cargo stowage should be clearly

marked or otherwise indicated;
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xii) the loading plan should eliminate the need for walking across or climbing on
the cargo.  Where this is impractical to achieve, special care should be taken
to avoid the possibility of injury, especially if this involves approaching the
edge of a dangerous drop;

xiii) The use of open stern anchor handling vessels in the supply role should
receive special consideration, particularly with regard to freeboard.
Vessels should be equipped with a physical barrier across the open
stern.  A risk assessment is necessary in order to minimise crew and
cargo exposure to the elements, particularly when working stern-to the
weather. 

Subject to all the above considerations, as a general rule, heavier and larger lifts
should be stowed towards the side rails whilst smaller lifts should be stowed towards
the centre.  This will ensure the larger lifts can be secured against the rails whilst
affording protection to smaller lifts.

Deck cargo will be loaded onto the vessel by base operators.  Vessel’s Officers shall
advise the base operator on where and how cargo should be stowed, including any
requirements for special seafastenings.  Personnel not directly involved with cargo
handling operations must keep clear of the working area at all times.  Personnel, both
on shore and on board the vessel, should not be distracted at critical moments in the
operation. All personnel must comply with restrictions on smoking.

Masters should bring to the attention of the base operator, any deficiencies in lifting
gear or cargo carrying unit damage found by the deck loading officer when accepting
cargo on board their vessels.  The Master should not accept defective lifts and should
pay particular attention to door fastenings and seals.

The vessel’s Master is responsible for ensuring that all cargo is properly secured
prior to sailing, with the restraints to remain in position until the cargo is offloaded in
accordance with the approved UKOOA Guidelines for the Safe Packing and
Handling of Cargo to and from Offshore Locations. 

6.3.3 Deck Cargo

 Vessels should arrive at installations with a block of free space amounting to 10% of
useable deck space or one bay equivalent for back-loading. This can be reduced but
only after agreement of all involved, i.e. Master, installation and other installations on
the planned route, that they can work cargo safely. The block of free space must be a
clear, empty space suitable for stowage of deck cargo in a block and not made up of
walkways and/or dead spaces around cargo. The free space can be anywhere on the
vessel’s deck, forward, amidships or aft.
 
It should be possible for vessels to load 100% of the useable deck space under certain
circumstances, but only after all parties have agreed it is safe to do so and that cargo
in the free space referred to above can be discharged on arrival without requirement
for any back-load from the installation.

This should be confirmed to the vessel Master and that fact recorded in the deck log.
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Anchor handling/open stern vessels in supply mode should comply with the
requirements above, however the clear deck area should normally be at the stern. The
area to be left clear for back-load will be determined by the Master for each voyage,
after taking account of the weather forecast, type of cargo carried, freeboard, vessel
orientation at installation(s), sea keeping qualities of vessel etc. Any deviation from
back-load space at the stern must be fully justified by the Risk Assessment. This Risk
Assessment should be recorded and the installation(s) to be visited, involved as
appropriate. Where fitted, pipe posts to restrain the movement of tubulars should be
used.

Adequate safe means of access to the deck cargo working area for the deck crew
should be maintained.

6.3.4 Documentation and Marking

Prior to sailing, the Master must prepare a deck cargo plan showing the position of
all lifts including dangerous goods and marine pollutants and submit it to the base
operator (a sample plan is attached as Appendix 5).  Sufficient time should be
allowed for the preparation of such a plan.  A dangerous goods and marine pollutants
plan, together with a list, plan or manifest of any bulk dangerous goods or marine
pollutants carried, should be lodged ashore for the purposes of complying with MS
(Reporting Requirements for Ships Carrying Dangerous or Polluting Goods)
Regulations.

All cargo must be accompanied by a cargo manifest clearly identifying the goods and
giving details regarding the contents, destination, general dimensions and weight.  If
the Master of the vessel is unable to obtain full details of cargo to ship prior to
loading at any port or backloading at an installation, an outline list giving brief
details must be drawn up to the Master’s satisfaction, before loading is permitted to
commence.  (See Section 14).

All cargo should be marked so as to be readily identifiable from the manifest.

Vessels must comply with IMDG Code as modified by MGN 205(M) or its successor 

(See Appendix 18, MGN 205(M) and Segregation Table).

The Master is required to refuse cargo if insufficient information is given, the cargo
is incorrectly manifested, or if he has reason to believe that dangerous goods are
contained in unmarked cargo.

The description and weight of each lift must be individually declared on the
manifest.  Operators should provide facilities at the shore base to verify weights
during loading operations.

6.4 Bulk Operations

Bulk Operations are covered in detail in Section 13.
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6.5 Tank Cleaning

6.5.1 Preparation

i. The Base Operator/Charterer is responsible for providing approved tank
cleaning contractors.

ii. Shipboard Tank Cleaning Operations shall be carried out using a single
Ships Permit to Work and Tank Entry Permit. The Permit to Work and Tank
Entry Permit shall be issued by the vessel, completed in accordance with
the vessel’s operating procedures and signed/agreed by both parties. The
Permit to Work and Tank Entry Permit will detail all precautions and risk
reduction measures to be taken during the tank cleaning operation. This
should specify the requirement for safety equipment, protective clothing
(see Tank Cleaning Checklist Appendix 16) and sufficient suitably trained
persons available to assist with rescue should this become necessary. This
permit should be accompanied by the Tank Cleaning Checklist and risk
assessment. 

iii. The Permit to Work and Tank Entry Permit must be signed by the Master or
a responsible person designated by the Master.

iv. A separate Permit to Work should be raised by the Base Operator that
details the method of product recovery and the contingencies in place
should an unplanned event occur such as a hydrocarbon discharge. This will
be posted with the Base Manager or the person designate.

v. Personnel carrying out tank cleaning must wear the appropriate PPE for the
task in hand (see Tank Cleaning Checklist Appendix 16).

vi. The emergency response procedures and rescue equipment as per the Permit
to Work and Tank Entry Permit shall be readily available. Sufficiently
trained persons shall be available to assist with rescue should this become
necessary (Dock Regulation 18, AcoP, paragraph 14).

vii. The deck area around the tank entrances shall be clear of cargo and
unrestricted, safe access to the tanks provided. Where possible the deck
should be completely clear and free of cargo.

viii. Tank entrances shall be effectively barriered off with physical barriers and
the appropriate hazard signs placed in immediate vicinity. Where tanks are
opened for ventilation purposes they should be fitted with open grating in
such a way that it cannot be dislodged. When the grating is removed for
access the tank entrance shall be effectively barriered off.

ix. Mechanical apparatus in tanks to be cleaned shall be mechanically and
electrically isolated/locked off and status noted on the permit to work/tank
entry permit.
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x. Where access to tanks is via the engine room all non-vital vessel machinery
shall be switched off and isolated.  The inherent dangers associated with
engine room access and routing of hoses must be raised during Toolbox
Talks and highlighted on the permit to work/tank entry permit.

Where vital machinery is in operation the risk assessment should take
account of inherent risks, with additional isolation or controls implemented.

If the tank manhole is in the engine room or if access is required through the
engine room then special precautions must be taken.  Many ignition sources
are present in the engine room that require special consideration.  Those
considerations must be identified in the risk assessment and appropriate
controls put into place to manage and eliminate the dangers of those risks.

xi. All ignition sources that impact upon the worksite must be isolated,
particularly where hoses with recovered product are present.

xii. Tanks to be cleaned must be isolated from any tanks that still contain bulk
liquids.

xiii. Tanks shall be tested for oxygen content, toxic gases and the absence of
explosive gases by competent vessel personnel using properly calibrated
equipment. Regular testing shall be undertaken throughout the operation by
tank cleaning contractor with frequency of testing identified during toolbox
talk and risk assessment.

xiv. The tank and surrounding area will be sufficiently illuminated by
intrinsically safe lighting.

xv. Material Safety Data Sheets (MSDS) pertaining to previous cargoes carried
since last cleaning operations must be made available to the tank cleaning
contractor by the vessel Master.

xvi. Risk assessment should be carried out by the tank cleaning contractor in
association with the appropriate vessel staff.

xvii. A Toolbox Talk shall be conducted in association with all relevant parties.
As a minimum the Toolbox Talk shall:
• Include all applicable hazards
• Highlight other permit to work/tank entry permit’s in place
• Include location of permit on vessel
• Designate duties of all personnel
• Be signed by all parties present
• Promote ‘Stop the Job’/’halting unsafe operations’ culture
• Review tank cleaning checklist (See Tank Cleaning Checklist

Appendix 16)

xviii. Under MARPOL, some substances mentioned on a vessel’s Noxious Liquid
Substances certificate require approved surveyors in attendance during tank
cleaning, e.g. zinc bromide.
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6.5.2 Tank Cleaning Operations

i. A standby person must be stationed near the tank access at all times while
tank cleaners are working inside. They should be competent persons trained
in the appropriate actions required in the event of an incident involving the
personnel working in the tank. It is the responsibility of the tank cleaning
contractor to provide these personnel.

ii. Tank cleaners working inside tanks shall wear appropriate and correct PPE
for the task in hand as identified in the COSHH assessment and MSDS.
Where utilising PPE is more of an impediment, the risk assessment shall
identify and satisfactorily control.

iii. Effective means of ship / ship and ship / shore communication must be
established and be seen to remain in place at all times.

iv. Where simultaneous tank cleaning and cargo operations are undertaken then
suitable safety precautions must be in place. Interfaces between working
supervisors must be kept open and active during the tank cleaning / product
recovery operations.

6.5.3 Completion of Tank Cleaning

At completion of tank cleaning operations, the Master shall ensure that a thorough
inspection of the tanks, lines and pumps, that have been cleaned, is carried out. If the
tank previously contained hazardous material, then an independent surveyor should
carry out that inspection. If the previous contents were non-hazardous, the inspection
may be carried out by a representative of the tank-cleaning contractor accompanied
by a senior ships officer.

The tank inspection should confirm that the tanks have been cleaned to the following
appropriate standard:

i. Mud Standard

Tank bottoms, and internal structures, stringers, frames, etc., clear of mud
solids and semi-solids. Cargo lines flushed through with clean water and
lines drained of water. Pump suctions checked clean. Sounding pipes
flushed from the deck. Tank pumped clear of all water/mud mixtures.

ii. Base Oil Standard

In addition to the above, all tank surfaces wiped clean of residues.

iii. Brine Standard

In addition to the above, tank should be cleaned with detergent to achieve
the highest standard of cleanliness possible. All traces of water and
detergent removed from tank.
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On successful completion of the tank inspection, the Master should:

a) If a hazardous material has been cleaned, ensure that a Clean Tank
Certificate has been issued by Charterer/Independent  surveyor 

b) Visually check the integrity of tank coating
c) Make an entry on tank status in deck log book
d) All tank hatch covers are replaced and secured
e) Complete permit to work/tank entry permit and withdraw from use

Note: All standards should take into account product compatibility issues.

6.5.4 Special Products

Under MARPOL, some substances mentioned on a vessel’s Noxious Liquid
Substances certificate require approved surveyors in attendance during discharge
ashore, e.g.

i. Methanol (See section 13.4.1)

ii. Zinc Bromide Brine (See section 13.4.2)

6.5.5 Hazard Overview

Although a COSHH assessment and material Safety Data Sheet must be in place
prior to any operations, the following summarises the hazards of the most frequently
shipped products.  Although there are many kinds of oil-based mud’s, water based
mud’s, base oils and brine the summary covers the general hazards of all.

i. Base Oil 

Base oil has a hazard category of Harmful, with lung damage possible if
swallowed. Contact with skin or eyes should be avoided and breathing
vapour fumes or spray and gas is harmful and will cause lung and respiratory
damage.  Hand, eye and skin protection should be in place and an approved
respirator worn when entering a confined spaces that has contained Base Oil.

Base oil flash points range from >65ºC with an auto ignition range of >230ºC
and should be shielded / protected from all ignition sources.

Should any spillage occur then it must be prevented from entering sewers,
watercourses and ground and should be absorbed in vermiculite, dry sand or
earth.  The COSHH assessment and Material Safety Data Sheet should
always be consulted.
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ii. Oil Based Mud

Oil based mud does not have a hazard category as such but each individual
component has a hazard category. Nausea and headaches can occur if
excessive exposure occurs. Contact with skin or eyes should be avoided and
do not breathe vapour, fumes, spray or gas.  Hand, eye and skin protection
must be in place and an approved respirator utilised.  The flash point of oil
based mud is dependant on the base oil used but will be >65ºC and should be
should be shielded / protected from all ignition sources.

Should any spillage occur then it must be prevented from entering sewers,
watercourses and ground and should be absorbed in vermiculite, dry sand or
earth.  The COSHH assessment and Material Safety Data Sheet should
always be consulted.

iii. Silicate Liquors

Considered to be of limited harm although proper PPE should be worn when
in contact with the product. Contact with skin or eyes should be avoided and
do not breathe vapours, fumes, and spray.
No danger from ignition sources, as the liquid is not flammable.  The
COSHH assessment and Material Safety Data Sheet should always be
consulted.

iv. Brine  (NaCl, KCL, CaCl, CaBr)

Brine in general has a hazard category of Xi – irritant. It is advised to avoid
contact with skin or eyes and do not breathe vapours, fumes, spray or gas. 

NaCl, KCL, CaCl based Brines are considered to be of low/medium risk.
Calcium Bromide (CaBr) and fluids containing Bromides are extremely
harmful should they make contact with skin or eyes. Proper and correct PPE
should be worn at all times when working with Bromide based fluids.

Brine is non-flammable with a non-determined flash point.  Should any
spillage occur then it must be prevented from entering sewers, watercourses
and the ground and should be absorbed in dry sand or earth.  The COSHH
assessment and Material Safety Data Sheet should always be consulted.

6.6 Permit to Work

6.6.1 Prior to any permitted work being carried out on the vessel and the necessary permits
to work being raised a pre-job safety meeting or tool box talk should be held.  It is the
Master’s responsibility to ensure that the appropriate people, including shore based
people, attend the meeting.

6.6.2 Prior to any permitted work taking place on board in port which requires a permit to
work under the vessel or base safety management system, permission must be
obtained from the base operator.  The base operator will ensure that a permit to work
is issued and closed out when necessary.  The Master must ensure that the base
operator is advised when the work/permit is complete.  [Port Bylaws and Operators
Guidelines].
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6.6.3 Once a permit has been issued, the Master is responsible for ensuring that all the
conditions applicable are monitored and adhered to.  No hot work can be carried out
on any vessel without the express permission of the Master.  Should it be necessary
the Master may appoint a deputy to administer the vessel’s permit to work system.

6.6.4 Hot work within the vessel’s structure does not require permission from the base
operator.  It is however, the Master’s responsibility to ensure that the vessel’s
company procedures are followed and that no such work is carried out in proximity to
vessels with flammable/explosive storage facilities.  The base operator must be made
aware of any work being carried out which may affect the vessel’s capabilities.

6.6.5 Hot work must not be allowed during bunkering operations or whilst loading bulk
flammable liquids or dry bulk cargoes or explosives.  Should a vessel have extensive
hot work, it is recommended that the Master requests a safe berth.

All Hot Work carried out on board any vessel in port must be conducted in
strict accordance with the vessel’s permit to work system.

6.7 Weather

6.7.1 Weather forecast information for most ports should be obtained from the base
operator or harbour authority.

6.7.2 The safety of the vessel and crew remains the Master’s responsibility at all times and
the Master should consider vacating the quayside prior to the onset of any weather
which could cause damage to the vessel or put the crew at risk.

6.7.3 When moored on exposed berths, consideration should be given to the deployment of
ropes ‘on the bight’ in order that the vessel can let go without assistance from the
shore should linesmen/boatmen be unable to access exposed berths.

6.7.4 Where quayside fenders are in use, the Master should endeavour to position the
vessel to derive maximum benefit from the fendering system.  Care should be
exercised in deteriorating weather to prevent damage to the quayside fendering or
vessel and the option of vacating the berth should be considered at an early stage.

6.7.5 Operators should endeavour to give copies of the latest weather forecast for the
intended destinations prior to sailing.

6.7.6 Due regard should be made to the Adverse Weather Sailing Guidelines, and Adverse
Weather Working Guidelines (see Appendices 11 and 12 of this document).
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6.8 Sailing Instructions

6.8.1 Prior to Departure

Masters should ensure that the following have been actioned and/or in place, where
practicable:

i) A copy of the deck loading plan made up by the Vessel’s loading Officer,
normally the Mate, should be handed to the base operator’s shipping office.
The Plan (see Appendix 5) should show where the cargo carrying units are
stowed, identifying them by number, and the positions of pipe, helifuel
tanks, skips and other homogenous type cargo.  Heavy lifts and dangerous
goods should be identified on the plan.  (The base operator’s shipping office
will notify the plan to the relevant personnel offshore usually by fax).

ii) A copy of the base operator’s Charterer’s/client’s marine/logistics
procedures should be kept on board the vessel.

iii) A copy of installation data cards, manifests and where applicable cargo load
lists for all locations to be visited should be on board.  Data sheets should be
read in conjunction with the relevant field sections contained in marine
manuals which detail safety requirements, working procedures and
communications for each location.

iv) A copy of all relevant base operator’s and Charterer’s safety circulars should
be held on board.

v) For departure to foreign waters or the UKCS outbound clearance or omnibus
clearance must be held.

vi) Every vessel will be issued with, and sign receipt of a copy of the base
operator’s or Charterer’s “vessel sailing instruction”, which should include
all information required for the voyage including the bulks allocated at each
location.  This form will also advise the ETD and vessel routing.  The
Master should not sign this document until satisfied that it represents a true
reflection of the cargo on board both on and under deck.
Should there be any queries the base operator or Charterer’s marine/logistics
department should be contacted.

vii Any instructions to proceed at full or best speed are subject to the Masters
discretion (see section 7.1 & 7.2). 

6.9 Persons in addition to the Crew

6.9.1 On receipt of a request for a vessel to carry persons in addition to the crew, the
Master should ensure that he receives all relevant documentation together with
permission from the vessel owners to carry such persons.  The number of additional
persons (deemed as passengers) should be limited to twelve and sufficient life saving
appliances should be carried for all persons on board.
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6.9.2 The Master is responsible for ensuring that all persons receive a safety briefing on
joining the vessel or as soon as practicable thereafter.  As a minimum such briefing
must include but not be limited to the following:

i) emergency alarms and actions to be taken on hearing alarms;
ii) position of muster station;
iii) position and use of lifejackets and survival suits;
iv) abandon ship routine;
v) vessel familiarisation tour;
vi) specific vessel working practices;
vii) Substance Abuse Policy.
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7. AT SEA

7.1 Speed

Unless advised to the contrary or for safety reasons, vessels shall make best safe economical
speed at all times.  Should any deviation to this be required, a log entry should be made
stating who made the request and the reason for the request.

7.2 Weather

Masters, Charterers and those determining vessel operations should adhere to the Adverse
Weather Sailing and Adverse Weather Working Guidelines contained in Appendices 11 and
12 respectively.

In all circumstances, the Master has ultimate discretion to decide whether to set sail or to
proceed with operations in marginal weather conditions.

7.3 Outbound Passage

7.3.1 The Master should:

i) prepare a passage plan prior to departure;   
ii) as soon as practicable after departure, inform the first installation to be

visited of the vessel’s ETA;
iii) inform the installation of any awkward/heavy lifts;
iv) confirm bulk discharge plan;
v) consult Charterer’s specific instructions if there is likely to be a significant

delay to the planned route.

The OIM should:

vi) contact the Master during the outward passage to discuss the installation
visit so that the Master can be fully briefed in plenty of time.

7.3.2 Routine Situation Reports

Vessels may be required to make routine reports as specified by individual
Charterers.

7.3.3 Way Points

Masters must not use installation positions as way points when planning their route
nor set courses directly towards installations (see 7.5.1 ii)
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7.3.4 Bridge Watchkeeping

A safe navigational watch must be kept at all times and every opportunity must be
taken to physically check the vessel’s electronic position referencing systems against
visual observation and charts.

Masters are reminded that the only practical communication method when passing
other installations is by VHF radio and are therefore advised to monitor Channel 16
during the voyage.

7.3.5 Artemis

Artemis is a microwave  positioning referencing system.  It  relies on direct line of
sight between a mobile and fixed station.  Artemis may be subject to radar
interference.

Vessels must not pass between any DP support vessel using Artemis and the fixed
station without obtaining the agreement of the Vessel Master. Whilst present day
Artemis systems may be protected from shipborne radar interference caution should
still be exercised. 

7.4 Installation Arrival

Prior to arrival at any offshore installation location, the Master should ensure the following:

i) the vessel establishes contact with the installation and provides an ETA at least one
hour before arrival;

ii) refer to relevant installation data sheet and any other relevant field information;
iii) he does not enter the 500 metre zone without prior permission from the OIM.
iv) adopt a position outside 500m zone and down weather of an installation when

standing by waiting to be worked.  

7.5 At the Installation

7.5.1 On arrival at the Installation

i) Bridge personnel should ensure that they have read and understood the
contents of the relevant operator’s data card and appropriate installation data
card(s).  They must also ensure they are familiar with the working practices
of the installation(s) to be visited, including, but not limited to:
a) VHF/UHF working channels;
b) communication contact points – marine control/radio room/central

control room;
c) physical layout of the installation(s), positions of cranes, buoys, etc.
The above information may be verified by direct contact with the installation
(see Appendix 6).

ii) The Master must steer an off-set course to the installation.  The course
should taken into account the prevailing weather and tidal conditions at the
installation so that, should vessel suffer a blackout it would end up well clear
of the installation and any other installations in the immediate area.
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iii) In addition to the above, the following information should be provided by
the OIM:
a) name of ERRV;
b) names of any other vessels working at or close to the location and the

VHF/UHF channels;
c) information on any specific installation operations, which may affect

vessel operations alongside e.g. diving, ROV operations, flaring (hot
or cold), overside work, helicopter operations, radio silence etc.;

d) face of the installation to be worked and if there are any hazards on
that or adjoining faces;

e) whether the vessel will be worked on arrival or not;
f) all non essential overboard discharges should be turned off and

installation personnel alerted to the fact that a vessel is coming
alongside.  Overboard discharges should not be opened without
prior consultation with the vessel.

(See Appendix 10 Checklist for Support Vessel/Installation Operations).

7.5.2 Before Entering the 500 metre Zone

The vessel should confirm, by functional tests, the satisfactory operation of the
following:

i) all propulsion and manoeuvring control equipment;
ii) internal and external communications equipment;
iii) cargo handling equipment.

A single set of tests may be considered sufficient where installations are in close
proximity.

Pre-arrival checklists, reference Appendix 10, for entry to any controlled area or 500
metre zone will be completed.

Any defects occurring after this initial report must be immediately reported to the
installation as they occur.  Continuity of operations shall be subject to agreement
between the vessel Master and the installation OIM.

After completing the above, the vessel Master should formally request to enter the
installation’s 500 metre zone, this request should be confirmed and the time noted
and entered into the vessel log book.

(See Appendix 10, Checklist for Support Vessel/Installation Operations).
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7.6 Installation Departure

7.6.1 Interfield

If proceeding to another location contact the installation giving the following
information:

i) ETA;
ii) inform the location of heavy/awkward lifts;
iii) confirm bulk discharge plan if applicable.

7.6.2 Inbound Passage

The Charterer’s nominated representative should be given the following details:

i) ETA;
ii) heavy awkward/wide loads and their position on the vessel;
iii) tank status and contents remaining on board;
iv) dangerous cargo;
v) specific information as requested by the Charterer (see Charterer’s data card,

see Appendices 7 and 8 for examples).

In addition, vessels should comply with the specific requirements detailed in the
destination port data card.

Masters must not use installation positions as way points when planning their route.

A safe navigational watch must be kept at all times and every opportunity must be
taken to physically check the vessel’s electronic position referencing systems against
visual observation and charts.

Charterers and base operators should co-ordinate with the Master the best time for
arrival in order to minimise port movements. 

7.6.3 Restraining of Cargo

i) Irrespective of the weather and sea conditions and however short the run,
cargo should be restrained.  Restraints should be in position before vessel
sails, and should remain in position until the cargo is offloaded.  Cargo
should be secured in accordance with the Cargo Securing Manual
(MSC/Circ. 745).

ii) Restraints should be rigged so as to deny initial movement.  Use of  Pipe
stanchions should be considered when tubulars are loaded.
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iii) When determining the type and extent of restraining arrangements required,
the Master should consider a number of factors.  These should include but
need not be limited to:
a) the motion characteristics of the ship;
b) the anticipated weather;
c) the freeboard;
d) the nature of the cargo;
e) the number of installations to be worked.

It is the responsibility of the shipper to ensure that cargo complies with the UKOOA
Guidelines for the Safe Packing and Handling of Cargo to and from Offshore
Installations.
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8. COLLISION RISK MANAGEMENT
8.1 The HSE Offshore Technology Report (OTO 1999 052) “Effective Collision Risk

Management for Offshore Installations” states that 98% of collisions with installations
involve visiting vessels.

8.2 The purpose of this section is to bring to the attention of vessel Masters, officers and the
relevant installation personnel key issues relating to the safe conduct of vessels operating at
offshore installations.  Installation personnel should make reference to the UKOOA Guidance
on Ship/Installation Collision Avoidance.

8.3 There is a degree of risk involved every time a vessel is alongside or in close proximity to an
offshore installation, even in benign weather conditions.  The duration and visits for
alongside operations should be kept to a minimum and requirements for working the weather
side of the installation should be avoided, where possible.

8.4 At no time should the vessel Master or officers be under any pressure or obligation, either
direct or indirect, to commence or continue with operations where the safety of either the
vessel, the installation or any personnel is prejudiced.

8.5 No operation shall be undertaken without full and proper assessment of the risks.

8.6 Collisions can result from one or more of the following:

• errors of judgement;

• not adhering to procedures/guidelines;

• poor/inadequate planning;

• mechanical problems;

• lack of communication resulting in inadequate risk assessment.

8.7 Masters and officers should be aware of potential problems occurring whilst in close vicinity
of an offshore installation and have made adequate contingency plans (see also Section
7.5.1).  These plans should be exercised at regular intervals, particularly in relation to various
engine control/mechanical failure modes, when safe to do so.

The key points for consideration in the passage plan are:

i) steering offset course to or from installations during passage;
ii) evaluation of existing and anticipated weather and other environmental conditions;
iii) communicate with the installation and agree all relevant information pertaining to the

proposed operations, including working and stand-off periods;
iv) prior to approach and set-up, the installation should confirm readiness to work the

vessel in the most expeditious manner, minimising time alongside;
v) data card for particular installation read and understood;
vi) initial risk assessment performed (the experience of the Master and ship handling

officers should be taken into consideration);
vii) carry out 500 metre zone pre-entry checks as per requirements of the data card;
viii) request permission to enter the 500 metre zone;
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ix) vessel to approach installation at a safe speed, heading and in a seamanlike manner;
x) notwithstanding the prevailing conditions, the vessel is to be manoeuvred to the ‘set

up’ position a minimum of 50 metres from the proposed working location in order to
assess the actual environmental conditions, motion and behaviour of the vessel;

xi) further risk assessment to be performed with due regard to the Adverse Weather
Working Guidelines (see Appendix 12);

xii) communicate with the installation and confirm that both parties are in agreement for
operations to commence (Note: the vessel Master and/or the installation OIM/Crane
Operator all have the right of veto at this or any other stage of the operations);

xiii) Vessel Master and installation OIM to continually review prevailing conditions and
actual operation as an ongoing risk assessment, including:
• environmental conditions, e.g. tidal conditions, wind shift;

• changes in workscope, e.g. commencement of hose work;

• personal circumstances, e.g. fatigue.
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9. AT THE INSTALLATION

9.1 Inside the 500 Metre Zone

9.1.1 Inside the 500 metre zone of any installation, the vessel must comply with the
operator’s procedures covering that installation.  Any decisions on cargo operations
will be made in conjunction with the installation OIM and the crane driver.  Vessel
Master, OIM and crane driver each have right of veto over any marine operation.
However this does not prejudice the Master’s responsibility for the safety of the
vessel and its crew.

9.1.2 Smoking is prohibited on deck whilst working alongside all installations.  If hot work
is required on the vessel at any stage, permission must be sought from the installation
and all hot work controlled under the permit system (see Section 6.6).

9.1.3 Whilst within the 500 metre zone of an installation, the bridge must be manned as
per Charterer’s requirements and per the Installation Data Card.  Manning should
also allow for ‘comfort breaks’ for bridge personnel whilst the vessel is connected to
hoses for long periods of time.

9.1.4 When the vessel approaches the installation to commence work, the Master should
make an approach in a safe and seamanlike manner taking into account wind, wave
and tidal conditions.

9.1.5 The vessel should be manoeuvred to a safe position, adjacent to the work location,
outside the radius of the installation’s cranes and at least 50 metres off the
installation.  In this position the vessel can be set-up on its proposed heading and an
assessment made of environmental conditions, motion and behaviour of the vessel
made.

9.1.6 When the Master is satisfied that he can hold the vessel safely in the required mode
and heading he may ease the vessel towards the operating position.  Final approach
to the installation should be at a speed, over the ground, not exceeding 0.5 knots.

9.1.7 Masters should take into account the risks involved in changing the mode of control
of the vessel e.g. from manual to joystick, and the manoeuvring position from
forward to aft.  Checks must be made on all manoeuvring equipment to ensure that
control changeover has been satisfactorily achieved.

9.1.8 It should be appreciated that surface current speed and direction may alter on
different sides of an installation and may differ considerably from locally
volunteered current meter information taken from varying sub-surface depths.  The
Master must ensure that he is fully familiar with local conditions and should consult
the Installation Data Card for information on local conditions.
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9.1.9 Prior to coming alongside a mobile installation, Masters should ascertain the
following as part of their pre-approach checks:

i) number of thrusters on the installation;
ii) type of thruster control i.e. automatic (DP/mooring assist) or manual;
iii) number of thrusters running and direction of thrust;
iv) request notice from installation if azimuth or power settings are liable to

alter.

9.1.10 Installations anchored in deep water with steep chain catenaries are liable to more
lateral movement than installations with shallow catenaries.  When installation
thrusters are running and working against the sea, the installation may not move
naturally or in harmony with a vessel alongside.  In addition, vessels may experience
difficulty manoeuvring as a result of thruster wash welling up to the surface close to
the installation.  Prior to manoeuvring alongside an FPSO, the Master should review
the pre-approach checks contained in Appendix 13.

9.1.11 When manoeuvring close to an offshore installation the Master must not be involved
in any activity which will distract him from the primary task of controlling the
vessel.  If circumstances require, or if requested to do so, the Master must take the
vessel well clear of the installation and establish position at a safe distance.  During
the period that the vessel is standing off, the Master must ensure that a close watch is
kept on the vessel’s position and that the vessel is not allowed to ‘creep’ or ‘drive’
into the installation.

9.1.12 When changing work faces on an installation, the move must be properly planned,
taking the prevailing environmental forces into account.  A safe distance off the
installation must be maintained at all times.  Any significant change of position
should be made by taking the vessel well clear of the installation and making a fresh
approach to the required work face.

9.1.13 When positioning the vessel, due allowance should be made for the visibility of the
underdeck structure and the position/volume of overboard discharges and vents.

9.1.14 Where lighting is insufficient to allow the Master of the vessel to have a clear view
of the overall operation or the installation structure, operations should be restricted to
daylight hours or until adequate visibility has been restored.

9.1.15 In accordance with UK legislation, discharges that cause a threat to the health of
workers are prohibited.  All non-essential overboard discharges that could hamper
safe vessel operations alongside must be shut down prior to commencing cargo
operations.  Should the Master consider that an overboard discharge may cause
distress or danger to personnel or to the vessel, then he has the authority to cease
operations and stand off, until the discharge has ceased or prevailing conditions keep
the discharge clear of the vessel.
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9.1.16 Should equipment failure or a problem occur with the vessel’s machinery/control
room systems or contact be made with the installation structure, the vessel must
inform the installation OIM immediately and leave the 500 metre zone as soon as
practicable.  The vessel will not be allowed to re-enter until the Master and OIM
have satisfied themselves that remedial action has been taken to prevent a recurrence,
and that the vessel is fully operational.  The Charterer must also be advised of
equipment failure either directly or via the Owners.

9.1.17 Where power management systems are a feature of new tonnage, the Master may
have a choice of power generation modes available to suit the manoeuvring mode.
In vessels where these features are present and accessible by means of a change over
switch, the Master and any others who may manoeuvre the vessel must have a sound
working knowledge of the various generation modes and their effect on the
availability of propulsion sources.

9.1.18 Masters must leave sufficient instructions with the officer of the watch to ensure that
their vessel is operated in a safe and proper manner during their absence from the
bridge.  This should include an instruction to be called in the event of any significant
alteration to the work programme.

9.1.19 All crew on deck must wear suitable PPE.  It is important that hard hat, boots and
coveralls are worn at all times.  PPE should have reflective properties which will be
effective in all weather conditions.  Where applicable suitable flotation
suits/buoyancy aids must be worn.   

9.1.20 Should the vessel or any crew be involved in an incident/accident whilst inside the
500 metre zone, it must be reported to the installation OIM as soon as it is
practicable and safe to do so (see Section 12).

9.1.21 Fishing within the 500 metre zone of an installation or sub-sea equipment is strictly
prohibited.

9.1.22 Vessels must not discharge any waste overboard.  (ICS Environmental Code).

9.2 Communications

Especially at times when a vessel is attending an installation for extended periods, the OIM
should consider regular communication with the Master.  The Master and OIM should think
of the vessel as an integral part of the installation operations when on location. 

9.2.1 At all times when on location at an installation and especially when operating within
the 500 metre zone, the vessel should monitor the working channel of the
installation.  The vessel must also monitor the international marine emergency VHF
channel at all times.

9.2.2 Before a vessel is positioned to work cargo, radio communication between the vessel
and appropriate installation stations e.g. control room, radio room, cranes, deck
foreman, bulk cargo supervisor etc., must be established and tested as satisfactory.
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9.2.3 Depending on the vessel and the Operator/Owner of the installation, communication
may be by means of VHF/UHF channels.

9.2.4 There must be no MF/HF transmissions whilst the vessel is inside the 500 metre
zone.  Should the need arise to transmit on these frequencies while working inside
the 500 metre zone, the Master must request permission to transmit from the OIM.  If
permission is not granted and the urgency of the requirement warrants, the Master
must request permission to leave the 500 metre zone and make the transmission.
Similarly all VHF Radio’s should be operated on low power whilst within an
installation’s 500 metre zone.

9.2.5 Unscreened mobile telephones must be switched off at all times within the 500 metre
zone.

9.3 Work Programme

9.3.1 On, and preferably before, arrival at an installation the Master should be given the
programme of work envisaged by the OIM.  This should include any requirement to
load or back load products, including quantities and any breaks in these operations
that can be foreseen by the OIM.  The order of loading, discharging and storage
arrangements should be pre-planned to avoid slotting-in containers and the necessity
for any person to climb on top of cargo.

Any significant break in operations should be notified by the OIM to the vessel
Master who should then manoeuvre his vessel away from the installation.  Excessive
close standby time alongside the installation should be avoided and if a break is
required and anticipated to be protracted, the Master should request permission to
move outside the 500 metre zone.  

9.4 Cargo Handling Operations

9.4.1 The Master should ensure that all lifts are checked, prior to being discharged to an
offshore installation.  All cargo to be backloaded should be inspected by a competent
person on the installation.  Best practice, including procedures for slinging of cargo,
is described in the UKOOA “Guidelines for the Safe Packing and Handling of Cargo
to and from Offshore Locations”.

9.4.2 The officer in charge of operations should have a full view of all cargo operations,
personnel on deck and be able to sight the crane wire and hook at all times.  The
officer has the authority to refuse open hooks offered to vessels and should ensure
that all deck crew stand well clear of all lifts to and from the deck of the vessel.
Effective communication must be maintained between the bridge and the deck crew.
The banksman on the vessel deck shall wear some form of distinctive high visibility
clothing to ensure identification to the crane driver on the installation.  All hand
signals used for banking should comply with the chart in Appendix 4.
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9.4.3 Cargo carrying units should be visually checked for loose items such as tools, debris,
etc., prior to commencing discharge/loading.  If any such items are noticed as a cargo
carrying unit is being lifted, the installation should be advised immediately.  A note
should be taken of the cargo carrying unit number and the incident reported as per
the Charterer’s accident/incident procedures.

Crew on deck should not attempt to position suspended lifts. They should allow the
crane driver to place the lift in position and take the weight off the crane wire before
approaching the lift. Masters and deck crew should be aware that entering narrow
gaps between cargo units can be extremely dangerous as unsecured cargo may move
at any time. 

9.4.4 Particular caution should be exercised when working with plastic coated slings on
bundles of chrome tubulars.  The following points should be considered:

i) ensure visual check of each sling to confirm good condition;
ii) check each bundle has been tightly slung;
iii) avoid lifting too many bundles at one time;
iv) ensure deck crew are well clear prior to commencing the lift and watch each

lift until it is either safely landed, on, or clear of the deck.

9.4.5 Masters should be particularly careful to ensure that the correct bulk hoses are used
for the transfer of commodities to installations.  OIMs are responsible for ensuring
that the correct hoses, together with appropriate flotation collars, are sent to the
vessel (for details relating to flotation collars, see Appendix 3).  It is recommended
that all bulk hoses should be marked as per the chart in Appendix 3.  If there is any
doubt, the Master should double check with the installation.

9.4.6 Quick release, self sealing couplings should be fitted to all fluid products with the
exception of potable/drill water.

9.4.7 The OIM and  the Master should not permit breaking of stow (cherry picking) which
will necessitate the deck crew climbing on the top of lifts or entering an unsafe area
of the deck. Any deviation from this can only be sanctioned by both parties and only
after joint risk assessment.  Any attempt to pressure the Master into doing so must be
reported immediately to the Charterer/operator. 

9.4.8 When needed and prior to commencing non routine cargo handling operations, the
Master should conduct a risk assessment on the work to be done, e.g. working in
marginal weather, with heavy lifts, and hold a tool box talk with the crew.

9.4.9 The OIM must provide the vessel with a copy of the vessel load list and a dangerous
goods list for each installation/port to be visited in sufficient time to permit proper
stowage of the cargo for the route envisaged (see also Section 14.5).

The vessel’s Master is responsible for the safe and correct loading of his vessel.  He
should liaise with the OIM to ensure that the vessel is loaded correctly.  The OIM is
responsible for providing accurate information on the cargo to be loaded including
relevant declarations for dangerous goods and the proper packing and labelling of
dangerous goods.
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In deciding the order of loading and stowage of cargo, the following points should be
considered:

i) stability;
ii) IMDG Code;
iii) installations to be visited and routing;
iv) installation restrictions such as orientation, crane outreach and capacity;
v) heavy, large or awkward shaped lifts;
vi) possible back load requirements;
vii) likely weather to be encountered;
viii) adequacy of cargo securing and stowage arrangements appropriate to

forecasted weather;
ix) access to cargo;
x) probable order of discharge;
xi) areas on deck that are not used for cargo stowage should be clearly marked

or otherwise indicated.

Subject to all the above considerations, as a general rule, heavier and larger lifts
should be stowed towards the side rails whilst smaller lifts should be stowed towards
the centre.  This will ensure the large lifts can be secured against the rails whilst
affording protection to smaller lifts and will reduce the likelihood of smaller lifts
snagging in the safe haven access points.

Vessel officers shall advise the OIM on where and how cargo should be stowed,
including any requirement for special seafastenings.  Personnel not directly involved
with cargo handling operations must keep clear of the working area at all times.
Personnel, both on the installation and on board the vessel, should not be distracted
at critical moments in the operation.

All personnel must comply with restrictions on smoking. 

The Code of Safe Working Practices for Merchant Seamen applies to the above
operations. 

9.4.10 The OIM must give prior notification to Masters if dangerous goods are to be
included in backloaded cargo so that appropriate stowage and/or segregation may be
arranged.  All cargo to be backloaded should be inspected by a competent person on
the installation who will sign the dangerous goods declaration and where appropriate,
the packing certificate.
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9.4.11 Masters should be aware of the risks involved in handling large half height
containers or other heavy lifts which do not have a fifth leg slinging arrangement.
These lifts may require to be hooked and unhooked from the side where access may
be restricted. They should be considered special lifts and treated accordingly. 

9.4.12 The OIM should pay particular attention to the securing of cargo within open topped
cargo carrying units and half height cargo carrying units.  The OIM should also
ensure that open topped waste cargo carrying units are fitted with a net or permanent
cover.

On receipt of any improperly secured lifts, the Master must inform the OIM
immediately and request that the lift be returned to the installation for rectification,
provided that doing so does not constitute a safety hazard in itself.

9.4.13 Masters should bring to the attention of the OIM, any deficiencies in lifting gear or
cargo carrying unit damage found by the deck loading officer when accepting cargo
on board their vessels.  The Master should notify the OIM of defective lifts. 

Should returning the lift to the installation be impractical or dangerous the cargo shall
be returned to shore.  The incident must be recorded in the vessel’s log and a report
prepared for forwarding to the OIM and the Charterer as soon as possible.

The Master has overall authority to terminate operations or refuse cargo when it is
felt unsafe to continue with the operation at hand.  Similarly, the OIM has overall
responsibility for operations within the 500 metre zone and will terminate or modify
any operation that is considered hazardous.

9.5 Working Parameters

9.5.1 When working alongside any installation the Master should continuously assess the
prevailing and forecasted weather conditions having due regard to the minimum
standards as described in the Adverse Weather Working Guidelines referred to in
Appendix 12.

9.5.2 If changes in the weather pattern require a change in vessel position or heading, the
Master should inform the installation without delay.  When weather conditions
deteriorate such that the Master experiences difficulty maintaining position or seeing
the installation due to poor visibility, then the installation should be informed and the
vessel moved away.

9.5.3 Due consideration must be given to vessel motion during deteriorating weather
conditions.  The safety of the crew on deck is paramount and it is important to
prevent damage to cargo and vessel.  The possibility of lifts becoming snagged under
the vessel’s cargo rail must be considered.

9.5.4 If necessary, the crane driver should be advised of a safe cargo landing position and
if the Master feels that the conditions are becoming unsafe for backloading
operations, he should inform the installation and pull clear to make space available
and/or wait until the sea state and vessel motion improves.
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9.5.5 All operations involving heavy lifts will require weather criteria that should be
discussed and agreed prior to commencement.  Other operations, bulk handling etc.,
may have to be suspended whilst heavy lifts are handled.  Subject to agreement with
the Master, tag lines may be attached to heavy or large lifts.  However, the use of tag
lines should only be sanctioned after a risk assessment of their use has been
undertaken.

9.5.6 Adverse weather can induce fatigue and this should be taken into consideration when
conducting risk assessments.

9.5.7 Timely consideration should be given by the OIM and Master to the necessity for
vessels to seek shelter in event of an adverse forecast.

9.6 Weather Side Working – Risk Assessment

9.6.1 In most cases it is preferable for a supply vessel to lie on the lee side of any
installation when working cargo.  It is recognised, however, that this may not always
be possible, for a variety of reasons.

9.6.2 When weather side working is proposed, the Master must use his own judgement and
experience, in conjunction with his knowledge of the vessel’s handling
characteristics, to set his own weather limitations.  He should also make reference to
any specific weather policy which the Charterer or installation may have.  This will
involve a risk assessment being carried out by the Master prior to any agreement to
come alongside.  Whilst the Master, OIM and crane driver each have right of veto
over marine operations, all must be in agreement before operations commence.

9.6.3 Factors which might be considered during such a risk assessment should include:

i) experience of Master;
ii) the prevailing wind speed and direction;
iii) the sea height and its effect on the vessel’s station keeping;
iv) anticipated tidal effect;
v) the forecast weather, i.e. imminent changes in wind speed, direction and/or

sea height direction;
vi) the vessel’s power management configuration and the effect on station

keeping in the event of loss of one main propulsion unit;
vii) peak loads on generation capacity, required to maintain position;
viii) confidence in the reliability of power generation equipment and propulsion

units;
ix) deck cargo layout and cargo to be discharged which may limit vessel to

working beam on to weather;
x) free surface effect of slack tanks;
xi) position and outreach of installation crane(s), hose lengths, platform

illumination, etc.;
xii) duration of period that vessel is expected to remain alongside;
xiii) hours worked previously by Master and crew without a break.
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9.6.4 In the event of any conflict of requirements between vessel and installation, the final
decision on whether to position the vessel on the weather side rests with the vessel’s
Master.

9.6.5 The Master has responsibility for the safety of the vessel, crew and cargo.  This
cannot be devolved to any person.  If required to work on the weather side of an
installation, the Master should assess all potential risks and reach a decision on the
sole basis of this assessment.

9.7 Weather Side Working – Practice

9.7.1 The first 10 to 15 minutes of any cargo operation are the most crucial as it takes
approximately this amount of time for the Master to become attuned to the dynamic
forces acting on the vessel.  It is therefore important that during this period the vessel
should be placed in a position that poses no danger to the installation or itself.

9.7.2 To this end the Master should set up position, at a minimum safe distance off the
installation of 50 metres, such that the vessel would drift clear in the event of engine
failure, but close enough to give good visual position referencing prior to coming
alongside.  The vessel should also adopt the heading that would be assumed when
working alongside the installation.

9.7.3 During this period it will soon become apparent what loads are being imposed on the
power generation capacity.  This should assist the Master in making the decision on
whether to work on the weather side of the installation or not.

If vessel power use increases to around 45% + to maintain station, then the
Master will cease operations.  This is particularly pertinent when a vessel is
lying beam on to an installation.

9.7.4 When comfortable with the vessel’s station keeping and after due consideration of
the above points, the Master may then bring the vessel alongside to commence cargo
operations.

9.8 Enhanced Joystick Operations

9.8.1 Enhanced joystick facility is the facility whereby the ship handler can use the input of
a reference system, such as Fanbeam, into the joystick to maintain the vessel’s
position or move the vessel to a position as a result  of a command input by the ship
handler.

9.8.2 These systems are not covered by a DP Class 1, 2, 3.
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9.8.3 This facility should only be considered as an aid to shiphandling. Installation
Operators may have specific limitations with regards to the use of this facility and
ship handlers must check what these are for example: 

• limitations on weather side working; 

• working within anchor patterns; 

• pre-use check lists;  

• manning levels.

 Weather conditions, suitability of the reference system, knowledge and skill level of
the ship handler are to be taken into account prior to engaging enhanced joystick
control. 

 
 It must only be used where it would be possible to manoeuvre the vessel in
joystick control and where the ship handler could remove the vessel from
hazardous in event of a failure of the system using normal manual control. 

9.8.4 Vessels with this facility should undergo a Failure Modes and Effects Analysis
(FMEA). One independent FMEA may be suitable to cover a class of vessels under
one vessel operator. However each vessel should undergo a proving trial. A class of
vessel is considered to be vessels of substantially similar design and identical
machinery, electrical distribution systems, control and manoeuvring systems.

In the event there are modifications to machinery, electrical distribution systems,
control and manoeuvring systems an assessment should be made as to whether the
FMEA be re-assessed.

9.8.5 There is a preference that two reference systems be utilised to cover the possibility of
one failing. DGPS for operations within the 500 M zone is not considered a suitable
single reference system. The joystick or the position reference system itself should be
able to detect deteriorating positional information, including large shifts, and bring
this to the attention of the ship handler by audible alarm.

9.8.6 Installation personnel may be required to position reflectors in a suitable position as
agreed with the Master. If these are to be in place for long periods of time they may
require to be cleaned to ensure their effectiveness.

9.8.7 During enhanced joystick operations ship handlers need to remain alert and at the
control position in case of a failure. Primarily, a constant visual check on the vessel’s
position in relation to the platform should be made. 

9.8.8 To ensure safe and efficient use of the facility ship handlers need to have good
knowledge of how to:
- engage/disengage enhanced joystick facility
- select appropriate settings for the joystick and reference input according to the

conditions
- recover in the event of a failure
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9.8.9 Vessel operators should provide guidance to ship handlers covering at least:
- description of the manoeuvring systems (propulsion, joystick and reference

systems).
- on the limitations of the facility. A capability footprint is a useful aid for the

shiphandler.
- procedures with regards to system operation, in particular, with regards to setting

up on location.

9.8.10 Records of service reports, system trials and system failures are to be maintained
onboard

 
9.8.11 Vessel operators should have in place a training programme that provides

shiphandlers with a good working knowledge of the systems in order that they can
operate the system with confidence. In particular, emphasis should be put on recovery
in the event of a failure. Records of training should be maintained.

9.9 Personnel Basket Transfers 

Masters shall be aware of Charterer’s/duty holder’s instructions with regard to personnel
basket transfers but as a minimum:

i) Master, OIM, crane driver and passenger(s) shall all be in agreement that it is safe to
proceed with the transfer. Risk assessment techniques shall be used to ensure that
procedures and equipment are as safe as is reasonably practicable;

ii) there must be a clear deck space available;
iii) ERRV shall be informed and shall be on close standby with fast rescue craft made

ready;
iv) all personnel involved are to be briefed on safety procedures and be supplied with

appropriate safety equipment.

9.10 Installation Alarms

On hearing the installation alarm and if not connected by hoses, the Master shall inform the
crane driver and pull clear, stand-off and await instructions.  If connected by hoses then the
vessel should cease pumping, inform the crane driver and await instructions.
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10. ANCHOR HANDLING/TOWING OPERATIONS

10.1 General

10.1.1 Handling anchors at sea can be a particularly hazardous and arduous task.  Offshore
personnel should be made aware of the operational limitations of the various vessels
utilised, including their power and freeboard, bearing in mind that the safety of the
vessel’s crew is of paramount importance.

10.1.2 Vessel owners/managers have the responsibility for ensuring the vessels involved in
anchor handling operations, together with their equipment, are fit for purpose and
adequately manned by competent personnel with the relevant experience.

10.1.3 Offshore installation personnel should ensure that whenever pennants are passed to
vessels alongside the installation, the operation is adequately supervised.

10.1.4 If in attendance, the ERRV should be informed of all operations in progress.

10.2 Agreed Procedures and Responsibilities

10.2.1 Refer to UKOOA Guidelines for Anchor Handling in the Vicinity of UKCS
Installations, Pipelines and Their Subsea Equipment.

10.2.2 Full procedures for installation move operations should be agreed by operators and
their mobile installation contractors with clear instructions laid down in writing.
Where particular installations have detailed procedures for anchor handling and
towing, these should be passed to the relevant vessels, so that Masters are fully
briefed on the operation to be conducted. Masters should be briefed prior to leaving
port or, failing that, in exceptional circumstances on location prior to installation
move operations.

10.2.3 The procedures should identify the responsibilities of key personnel and identify who
is the person in charge of the move.  This person should also satisfy himself that all
vessel personnel fully understand what is required of them by the procedures. 

10.2.4 The Master of each vessel is responsible for the maintenance and use of his own
ship’s equipment.  In addition each Master should hold a pre-move briefing with his
own crew to ensure that his own anchor handling safety procedures are fully
understood and their application to site specific rig procedures.

10.2.5 The owner/operator of the installation is responsible for all installation equipment,
including equipment hired specifically for the move, and all towing gear on its
installation.

10.2.6 There should be agreement as to the responsibility for providing additional mooring
equipment and agreement as to the amount and specification of such equipment.

10.2.7 Sufficient piggy back anchors, buoys, pennant systems and associated equipment
should be available in the field as required.
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10.2.8 A safe method of passing the main towing pennant from the installation to the towing
vessel should be established, with a clear understanding of the procedures to be used
by all parties.

10.2.9 The secondary emergency towing system on an installation should be identified, a
readily available method of retrieval of the main towing gear established, and a safe
method of passing the secondary towing system agreed.

10.2.10 Towing vessels should ensure that the installation personnel are aware of the time
that may be required to rig their spare towing wire.  When an additional vessel is
available as reserve tug whilst on passage, it should be rigged for towing.

10.2.11 Where vessels are engaged in towing operations, a method to prevent the tow line
chafing should be adopted.

10.2.12 Masters should clarify the parameters that will be used to relay directions relating to
power requirements.  Preference should be given to instructions that relate
specifically to bollard pull.

10.3 Equipment

10.3.1 In order to maintain a safe working environment for all persons on the vessel, the
following should be addressed:

i) there should be in place a safe and effective method of stoppering wire
pennants taking into account the loads likely to be placed on the wire and the
load-bearing capacity of the wire termination employed;

ii) the operation and maintenance of all equipment should be in accordance
with the manufacturer’s instructions;

iii) a suitable system should be in place for the testing, inspection, maintenance
and recording of anchor handling equipment retained onboard vessels and
installations.  A means of recording the results and frequency of such work
should be used;

iv) particular attention should be paid when using soft eye pennants as they
wear more quickly than hard eye pennants and require frequent inspection;

v) the use of roller fairleads mounted on the deck or crash barrier of vessels
should be carefully monitored, with inspection and maintenance performed
regularly so as to ensure that any uplift by external forces such as a tugger
wire, are not liable to dislodge roller fairleads from their seating;

vi) care should be taken when opening up wire coils, in particular pennant
wires, as injuries have occurred by the springing open of the coils following
release of the securing bands;

vii) as with the securing of normal cargo, all equipment used in anchor handling
operations should be secured until required;

viii) when running anchors, the anchor-handling vessel Master should be advised
where the installation winches have payout limitations so that speed can be
controlled.  Effective communication should be established between the
Master and the winch driver;

ix) a set of cutting gear should be readily available.
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10.4 Pendant Return to Rig

10.4.1 The operation of returning a chasing pendant to a rig, after the chasing collar
has been stripped back can, and almost inevitably does, cause a snatch load
on the rig crane. To avoid this, the crane fall must be vertically above the
vessel’s stern roller when the chasing pendant is released. Two potential
methods of achieving this safely and to minimize the risk to vessel crew are
detailed as follows:

10.4.2 Tripping Hook (Appendix 14)

i) One of the vessel’s tugger wires (primary) is attached to the chasing pendant
via a tripping hook, whilst the pendant is locked in the mechanical stopper.

ii) A second tugger wire (tripping) is attached to the tripping eye on the hook
and kept slack. 

iii) Once the crane hook has been attached to the pendant and the pendant is
ready for release, weight is taken off the stopper by the primary tugger wire
and the stopper released.

iv) The primary and tripping wires are then slacked out together, ensuring that
the tripping wire is maintained in slack condition.

v) When the crane has the weight of the pendant and collar in a vertical line at
the stern roller, the tripping tugger is tightened until the hook is pulled clear
of the chasing pendant eye.

vi) Both tuggers are then spooled back up the deck and clear of the stern roller.
vii) The working deck aft must be cleared of personnel once the initial

connections are made and kept clear until the pendant has been released.

10.4.3 Additional Pendant (Appendix 15)

i) The chasing pendant is equipped with a short, pre-measured pendant, with
hard eye each end, which equates in length to the distance between outboard
end of stern roller and inboard end of the mechanical stopper. 

ii) The short pendant is inserted between pendant and work wire when the
pendant is in the stopper.

iii) The crane hook is attached to the chasing pendant and, with the work wire
taking the weight, the pendant is released from the stopper.

iv) Easing back on the work wire, the pendant, crane hook and short pendant are
gently lowered to the roller, until the inboard eye of the short pendant is in
position to be secured in the stopper.

v) Once the short pendant has been stopped off, the work wire can be
disconnected and the stopper released.

vi) The rig crane then makes a clean vertical lift on the chasing pendant.

 Using one or other of these methods will ensure that snatch loads on the rig crane can
be eliminated safely and efficiently without endangering vessel personnel.
 

NB: When using the tripping hook method, it is also recommended that the chasing
pendant strop should act as the weak link in the system, in case the chasing collar has
fouled on the chain and the pendant is taking more weight than the collar alone.  
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10.5 Safety Equipment on Vessels

10.5.1 Protective clothing worn during anchor handling operations should include, but need
not be limited to:

• coveralls;
• safety boots;
• gloves;
• safety helmets complete with chinstraps;
• high visibility garments;
• approved buoyancy aids.

In addition, suitable wet and cold weather clothing must be available (Code of Safe
Working Practices for Merchant Seamen).

10.5.2 Lifebuoys with lines should be readily available.

10.6 Weather Limitations

10.6.1 Weather forecasts should be available and checked during all installation move
operations and operations planned accordingly.  In marginal weather conditions, the
Master of each vessel and the person in charge of the move should agree to
terminate/commence operations.  The Master of each vessel has the responsibility to
decide whether or not conditions allow his vessel to operate safely.

10.7 Pipelines, Sub-Sea Obstructions/Structures

10.7.1 All relevant parties involved must have full details regarding the location of pipelines
and sub-sea obstructions/structures relating to the whole operation (UKOOA
Guidelines for Anchor Handling in the Vicinity of UKCS Installations, Pipelines and
their Subsea Equipment).

10.7.2 Where it is known that anchor handling and/or towing operations will be conducted
near to pipelines or sub-sea obstructions/structures, then full written procedures shall
be agreed by all parties.

10.8 Manning

10.8.1 During an anchor handling/towing operation, the number of operational personnel
with no previous or recent experience onboard anchor handling vessels should be
restricted to one, unless carried as an addition to normal crew levels, referred to in the
Safe Manning Document. 

10.9 Communications

10.9.1 Effective communications between the Master, the installation staff and the deck
crew are vital for safety.  For this reason, adequate numbers of key personnel should
be proficient in the English language.  An effective radio communication link on a
nominated channel should be maintained at all times whilst the vessel is engaged in
anchor handling and/or towing operations.
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10.9.2 The Master of a vessel engaged in anchor handling/towing operations should be
notified of any expected helicopter movements to or from the installation during such
operations.

10.10 Deep Water Anchor Handling Operations

10.10.1 Prior to commencing deep water anchor handling operations, the following should be
considered in addition to the above anchor handling procedures:

i) risk assessment;
ii) pre-job safety meeting;
iii) toolbox talks;
iv) use of longer lengths of work wire, to prevent damage to work wire caused

by joining shackles;
v) wires to be spooled under tension;
vi) use of work wire swivels to avoid twisting damage caused by the inherent

high loads of deep water anchor handling;
vii) use of chain connecting links to prevent the ferrule being engaged in the

mechanical stoppers or use of steel ferrules, certified for use in mechanical
stoppers;

viii) use of pig tails on buoys so that they can be launched under tension and
avoid shock load damage;

ix) on modern vessels, arrangements exist to ensure that approximately 75%
engagement of cable on relevant gypsy and adequate power is available.  On
other vessels, when deploying chain from a locker in deep water the chain
should be led from the gypsy as normal, then passed down the deck around
one or more towing pins to give a lead back up the deck to the opposite
gypsy.  The chain should then be passed under and over the gypsy to lead
back down the deck and over the stern roller.  This method gives the length
of chain on deck, relieves the tension on the first gypsy and eliminates the
risk of the chain jumping under tension.
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11. VERTICAL SEISMIC PROFILES (VSP)

11.1 VSPs are frequently undertaken by supply/anchor-handling vessels.  All parties involved in
this operation including the operator/owner/OIM of the installation, the Master, vessel
owner/operator, and the provider of the VSP service should co-operate in the provision of a
risk assessment.  This should take into consideration but not be limited to, the following:

i) a joint review of procedures affected by the VSP survey;
ii) safe deployment of the VSP array from the vessel;
iii) briefing of personnel including “tool box talks”;
iv) weather limitations on VSP operations, including any limitations imposed by weather

side working.

If a mobile crane is to be placed on the vessel for the purpose of performing a VSP survey,
positioning and securing must be in accordance with the Merchant Shipping (Hatches and
Lifting Plant) Regulations 1988 SI 1639.  Reference should also be made to the Code of Safe
Working Practices for Merchant Seamen.

The stability of the vessel must be verified under all conditions in which the crane is to be
operated.
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12. ACCIDENT/INCIDENT REPORTING

12.1 General Requirements

Accident/incident reporting is essential.

12.1.1 Certain accidents/incidents are required to be reported under statutory legislation.  All
personnel must be aware of their obligations and duties in this regard.

12.1.2 The Master is responsible for the statutory reporting of accidents and incidents that
occur on the vessel.  However, where a safety officer is appointed on board, it is his
duty to investigate every accident and incident.

12.1.3 Many incidents occur which, due to timely action, do not cause injury or damage but
which are, nonetheless, potentially hazardous.  An incident should therefore be
reported if it can be determined that it had the potential to lead to an accident.  All
such incidents must be reported.

12.1.4 The purpose of reporting and, where necessary, investigating an accident, incident,
unsafe act or near miss occurrence, is to establish the immediate and basic causes of
the occurrence.  It is then necessary to identify and implement the actions to be taken
to prevent a similar recurrence.

 12.1.5 It is not the purpose of reporting accidents and incidents to attribute blame.

12.2 Within the 500 Metre Zone

All accidents and incidents occurring on board a vessel within the 500 metre zone of an
offshore installation shall be reported as soon as reasonably practicable to the OIM in
addition to any flag state reporting requirements.

12.3 Outside the 500 Metre Zone/In Port

All accidents and incidents occurring on board a vessel outside the 500 metre zone of an
offshore installation shall be reported in accordance with Merchant Shipping (Accident
Reporting and Investigation) Regulations, Owner’s/Charterer’s procedures, or flag state
requirements.

12.4 Incidents Affecting the Environment

All incidents with the potential to cause pollution or which have already resulted in such,
must be reported to the appropriate regulatory bodies.
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13. BULK TRANSFER OPERATIONS

13.1 General Requirements

13.1.1 The transfer of bulk cargo in port and particularly offshore, is a potentially hazardous
operation and must be conducted in a safe and controlled manner.  Offshore bulk
cargo operations require a vessel to maintain position alongside an installation,
sometimes for extended periods.  The attachment of one or more hoses to the vessel
restricts its availability to manoeuvre.  Planning is therefore essential to minimise
time alongside and to ensure a safe and efficient operation (see Appendices 9 and
10).

13.1.2 The following information should be requested by the receiver of the products:

i) confirm type and quantity of product to be discharged and order of discharge;
ii) estimated pumping rate for each product;
iii) length of warning/estimate of time required to stop;
iv) whether stop will be initiated from vessel or installation;
v) emergency stop procedure established;
vi) confirmation that the liquid bulk lines can be drained back to the vessel’s tanks

where necessary, by gravity only;
vii) Material Safety Data Sheets (MSDS) for the product to be loaded must be made

available to the Master prior to commencement of operations.  

13.1.3 When the hose is connected and lines are set, the provider should be directed to start
pumping at a slow rate. All system manifold connections should be checked for leaks
at this time.  For dry bulk transfers, purge air should be utilised prior to bulk transfer
to clear lines and to prove connections.

13.1.4 If all is well, cargo is confirmed as entering the correct tanks, no leaks are observed
and a good vent has been obtained (dry bulk), the provider should be advised to
increase pumping, up to the full delivery rate.  The venting of dry bulk tanks is
governed by the Control of Pollution Act 1974 and the Environment Act 1995
Section 30F.

13.1.5 During bulk cargo operations the following points should be observed:

i) the Master or person appointed for the task must ensure that he can see the bulk
hose(s) at all times and he should not allow other operations to distract his
attention away from the hose(s);

ii) the vessel bridge and OIM or provider should confirm quantities discharged and
received, at regular intervals, to ensure that there are no leaks within the
respective systems;

iii) the vessel deck crew, installation crane driver or provider must be readily
available and close at hand throughout any transfer operation;

iv) sufficient warning shall be given by each party prior to changing over tanks;
v) installation, provider or vessel valves should not be closed against a cargo pump;
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vi) If at any stage in the operation the vessel Master, provider or OIM are in any
doubt as to the integrity of the operation then that operation should be
terminated;

vii) The loading rate should be reduced to a manageable level to allow the receiver to
top off tanks safely.

13.1.6 When pumping has finished, both the receiver and the provider should set their lines
to allow the hose to be drained back to the vessel’s tank.  If the installation has a
vacuum breaker fitted to the line, this should be used to aid draining.  In suitable
conditions the crane should also be used to lift the hose to aid draining.  In the case
of dry bulk, purge air should be used to clear the line.

Compressed air must not be used to clear a wet bulk line, due to the possibility of
damage to the vessel’s tanks by overpressure.

13.1.7 When the hose is disconnected, the end should be fitted with a suitable cap or blank.

13.1.8 Product remaining in the line following transfer should be drained back into one of
the vessel’s tanks prior to disconnecting the hose.  This does not apply to potable
water.

13.1.9 Hoses used for potable water must not be used for transferring other bulk liquids,
including drill water.  Potable water lines should be flushed through prior to
transferring water to avoid any residues within the lines contaminating the
installation’s supplies.

13.1.10 During periods of darkness, adequate illumination must be available over the hose
and support vessel throughout the operation.  To facilitate identification, hoses should
be fitted with high visibility bands, high visibility tape or alternative means to mark
the product.

13.1.11 Hoses are colour coded for manufacturers’ identification and approval, frequently by
use of spiral coloured bands within the hose structure.

i) It is recommended that hose terminations should be identified by the use of a
coloured band or alternative means to mark the product and all receivers should
adopt a universal colour and connection scheme similar to the chart in Appendix
3.  The colour band at the termination should be broad and distinctive to avoid
confusion with spiral band colours within the hose structure.  The manufacturers’
colour coding identification in the hose should not be confused with the colour
band at the termination;

ii) all bulk hoses used offshore are to be of sufficient length for safe operation and
have internally swaged or other approved clamp fittings.  Unapproved repairs
should not be made.

Use of heavy sections of reducers/connections at hose ends should be avoided.

13.1.12 In the transfer of bulk products, consideration should be given to the fitting of self-
sealing weak link couplings in the hose string.



Safe Management and Operation of Offshore Support Vessels
Issue 4   November 2002

57

13.2 Bulk Transfer Operations In Port

Prior to the start of any bulk transfer operations, a cargo transfer plan should be formulated
and agreed with the other persons responsible for the pumping or reception of the product.
This should include:

i) product to be loaded;
ii) tanks to be used;
iii) load/discharge rates required/possible;
iv) procedures for topping off tanks;
v) procedure for emergency stops;
vi) all external hot work must be stopped and hot work permits revoked if a hydrocarbon

based product is to be loaded;
vii) check loading/discharge line and tank valves are correctly set;
viii) if more than one product is to be loaded/discharged simultaneously, ensure that

correct hose is fitted to appropriate coupling;
ix) check condition of loading/discharging hoses;
x) ensure moorings are maintained such that no strain is imposed on the hose(s) by

vessel movements;
xi) ensure there is sufficient scope of hose deployed to cope with any ranging of the

vessel on the quay;
xii) establish communications routine with other party;
xiii) prove vessel’s tank level monitoring system.  Manual verification checks of the level

monitoring system should take place during loading of liquids, especially when
loading to near capacity of individual tanks;

xiv) ensure a watchman, with suitable communication equipment, is on duty at the deck
manifold;

xv) complete and sign off any relevant company safety check list or dangerous goods
safety checklist (DSHAR reg 21);

xvi) if fuel or oil based fluids are to be loaded, ensure that Avery Hardoll connections are
fitted.  Fuel should not normally be loaded using screw couplings of the Weco type;

xvii) ensure all pollution prevention equipment is in place as per vessel’s SOPEP;
xviii) provide at vessel hose/manifold/reception site drip trays, fire hoses, fire

extinguishers, test equipment for gas concentrations, explosimeter;
xix) impose “No Smoking” conditions;
xx) harbour/base operator’s emergency pollution procedures on display (Dangerous

Substances in Harbour Areas Regulations 1987).
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13.3 Bulk Transfer Operations at Sea

The following procedure should be used prior to and during any transfer offshore of bulk
cargo to or from the vessel:

Installations should ensure that:

i) hoses are visually inspected and doubtful lengths replaced;
ii) slings and lifting points are visually checked and replaced if required;
iii) hoses are lifted by a certified wire strop on a certified hook eye fitting;
iv) underdeck lighting is provided and adequate.

Vessels should ensure that:

i) all pollution prevention equipment is in place, as per vessel’s SOPEP;
ii) if a connection other than a self sealing quick release coupling is used, particular care

must be exercised when disconnecting the loading hose and a drip tray must be in
place;

iii) all manifold valves are in good condition;
iv) correct couplings have been identified for the product(s) to be transferred;
v) the person in charge of the operation performs no other duties;
vi) installation under deck lighting is adequate for the work to be done;
vii) dry bulk vent line positions are identified.

13.4 Bulk Transfers of Particular Concern

13.4.1 Bulk Transfer Operations – Methanol

Methanol is a highly flammable, toxic substance which burns with no visible flame
in daylight conditions and is readily miscible in water.  Special care must be
exercised when loading and discharging this product and the instructions in vessels’
procedures or marine operations must be adhered to.  In addition, the following
points should be observed (Merchant Shipping Notice M1458):

i) Material Safety Data Sheet (MSDS) for the product to be loaded must be
made available to the Master prior to commencement of operations;

ii) Charterer/base operator will nominate berth after liaising with harbour
authority, fire brigade and the harbour police/security;

iii) Base operator to ensure sufficient water supply available for
cooling/drenching, as appropriate;

iv) Base/harbour area used is cordoned-off, with appropriate signs posted to
indicate a hazardous area;

v) the Master of the vessel and the authorised MARPOL surveyor should
complete a ship to shore safety check with provider;

vi) approval for loading is given by the vessel Master and authorised MARPOL
surveyor;

vii) all loading operations to be conducted under a permit to work raised by
vessel Master;
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viii) supplier’s staff to be on site at all times to advise on pumping, handling,
earthing and discharge of tanks.  Supplier to provide dry powder and water
fire extinguishers, large buckets of water and 25 litre containers in case of
small spillages;

ix) vessel deck should be clear and fire hoses rigged, ready for action, prior to
commencement of loading.

13.4.2 Bulk Transfer Operations – Zinc Bromide

Zinc Bromide is a particularly corrosive, heavy drilling brine which is subject to the
“Control of Pollution by Noxious Liquid Substances in Bulk” regulations.  All
vessels involved in the carriage of this cargo must hold a valid “Certificate of Fitness
for the Carriage of Dangerous Chemicals in Bulk” or an “International Pollution
Prevention Certificate for the Carriage of Noxious Liquid Substances in Bulk”
(INLS) Certificate, covering carriage of the appropriate substance.

Due to the brine’s very corrosive nature, protection of personnel against injury from
spillage is most important and certificated vessels should have a procedure and
operations manual which details the legal and safety requirements for handling the
product.  In any event, the following points should also be observed:

i) Material Safety Data Sheet (MSDS) for the product to be loaded must be
made available to the Master, and a full risk assessment carried out, prior to
commencement of operations;

ii) the loading/discharge hose should be checked for damage prior to use and
should be fitted with a self sealing coupling, such as an Avery Hardoll or
similar, to minimise spillage during connection and disconnection;

iii) chemical suits must be provided for and worn by all personnel handling the
hose and making the connection/disconnection;

iv) zinc bromide may only be considered for carriage in those tanks specifically
detailed for the purpose in the vessel’s INLS certificate;

v) tanks which have carried Zinc Bromide cannot carry any other product until
they have been properly cleaned and all washings disposed of as per
regulations, otherwise any cargo accidentally loaded on top is to be treated
as special waste;

vi) tanks that have contained Zinc Bromide should be drained as much as
possible prior to washing.  If a vessel’s cargo pump cannot remove all but
the smallest amount of brine, then consideration should be given to the use
of portable pumps to ensure as little residue as possible remains;

vii) tank cleaning and the discharge of tank washings can only be carried out
under the surveillance of an approved MARPOL Surveyor, as the tank
washings are classed as special waste.
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14. DANGEROUS GOODS AND MARINE POLLUTANTS
14.1 When carrying any dangerous goods by sea the International Maritime Dangerous Goods

(IMDG) Code defines methods of packing to be employed, the types of labels required on the
packaging and/or containers and appropriate information required to complete the relevant
declarations. For offshore support vessels operating in the UKCS, where small quantities of
dangerous goods are carried on open decks, the Code has been modified by specific guidance
notes prepared by the Maritime and Coastguard Agency (MCA) – See Appendix 18.

14.2 Masters of vessels and operators/owners of offshore installations must have access to an up-
to-date full set of IMDG volumes, including supplements for reference.  For vessels operating
in waters around the United Kingdom this requirement also extends to the most recent
version of the relevant guidance note. Requirements laid down in the IMDG Code, modified
as appropriate by local United Kingdom guidance, shall be followed, where applicable.  

14.3 Dangerous goods should be loaded in appropriate locations on the vessel, being segregated
from each other as required by the Code, modified as appropriate by local guidance
applicable in United Kingdom waters.

14.4 “Shipper” has been defined as “a person who, as principal or agent for another, consigns for
carriage by sea dangerous goods or marine pollutants” Shippers are responsible for providing
correctly completed Dangerous Goods Notifications and associated paperwork.

In the case of goods from offshore installations to shore, the shipper is deemed to be the OIM.

14.5 Operators/Owners of offshore installations in their capacity as shippers, must ensure that all
dangerous goods and marine pollutants are properly declared, packaged and marked in
accordance with the IMDG Code.  Masters of vessels must ensure that all such goods and
pollutants are properly stowed, secured and segregated in accordance with the IMDG Code,
as modified where appropriate for vessel trading in United Kingdom waters, the Dangerous
Substances in Harbour Areas Regulations and relevant ACoPs.

14.6 Masters must be given written advance notification prior to the loading or backloading of
dangerous goods.  A written declaration in the form of a Dangerous Goods Declaration must
be delivered to the Master before the goods are taken on board.  An example of a Dangerous
Goods Note which complies with the IMDG Code and is accepted for use in the UKCS
included in Guidelines for the Safe Packing and Handling of Cargo to and from Offshore
Locations.

14.7 A dangerous goods packing certificate is required for all dangerous cargo or marine
pollutants packed into cargo carrying units.  Cargo of this nature must also be stowed and
segregated in accordance with the IMDG Code, as modified where appropriate for offshore
support vessels trading in United Kingdom waters.

These requirements also relate to offshore backloading.

14.8 All portable tanks used to carry dangerous and polluting substances must be approved for use
by a competent authority, and testing and marked in accordance with the IMDG Code.  Prior
to being placed on board a vessel, all tanks must be carefully checked for damage and
leakage.  Guidance is contained in MSN No. 1705(M) (Portable Tanks, Road Tank Vehicles
and Road Tank Wagons for the Carriage by Sea of Liquid Dangerous Goods and Liquified
Gases) and in Guidelines for the Safe Packing and Handling of Cargo to and from Offshore
Locations.
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14.9 The Master should consult with the shipper and/or operator/owner when in any doubt
regarding shipping of dangerous goods and marine pollutants.  The Master must refuse to
load cargoes that fail to meet the required standards of stowage, securing, labelling,
documentation and packaging.

It is strongly recommended that arrangements are in place to ensure that any item of
dangerous goods loaded onto a vessel, either in port or offshore, is actually that which was
described in the relevant Dangerous Goods Notice.  Failure to carry out such a check may
result in an increased risk of injury or damage, together with breach of relevant legislation. 

14.10 Masters should refuse to accept for shipment classes of dangerous goods which are not
loaded in separate containers.

Segregation of dangerous goods on board the deck of offshore support vessels is governed by
the requirements of the relevant sections of the IMDG code, modified by local guidance
issued by the MCA, as referred to above.

14.11 Masters must report the carriage of dangerous or marine pollutant goods in accordance with
MSN 1741 to the Maritime Rescue Co-ordination Centre (MRCC), Dover.

14.12 Under the local agreement relating to operations in United Kingdom waters referred to above
Masters must also report any non-compliance with the requirements of the IMDG Code to the
MCA.  

It has been further agreed that if he so wishes the Master may forward such reports through
the base operator responsible for managing the voyage during which the infringement
occurred.  Base operators have agreed to advise the MCA of any non-compliances so notified. 
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15. WASTE AND WASTE DISPOSAL
15.1 The management of waste generated by offshore installations located in UKCS is described

in the UKOOA Guidelines for the Safe Packing and Handling of Cargo to and from offshore
Locations.  This should be referred to for further information.
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16. MOBILISATION/DEMOBILSATION IN PORT

16.1 General

16.1.1 Mobilisation is the installation of extra equipment to Charterer’s requirements
(usually on deck and/or bridge) by third party contractors making use of the ship’s
services as necessary. Demobilisation is the removal of the extra equipment after the
work has been completed.

16.1.2 These Guidance notes are also designed to assist in the safe management of more
routine operations such as tank cleaning, ship repairs and modifications by Third
Party contractors.

16.1.3 These activities can be complex and hazardous and often performed by third party
personnel who are unfamiliar with the vessel. 

16.1.4 The Master, as defined in law under the Merchant Shipping Acts has overall authority
and responsibility for managing safety on his vessel. He has the authority to forbid
the commencement of, or order the cessation of any work or operations, which in his
opinion, is likely to affect the safety of any personnel or the vessel.

16.1.5 It is essential that one Safety Management System (SMS) is in place and this will be
the vessel’s SMS, modified and adapted to suit the mobilisation activities in hand.

16.1.6 The Master, Project Manager and other persons responsible for the mobilisation
activities must cooperate fully to ensure the safe management of the mobilisation by
adequate planning and communication of the objectives to all parties involved in the
mobilisation.

16.2 Safety Management

There must be an effective Safety Management System in place to co-ordinate the
mobilisation/demobilisation that should include the following:

• Providing safe access to/from the vessel and all working areas.
• Planning and controlling the safety of all lifting operations whether by ship’s or shore

based lifting equipment.
• Controlling the safety of all activities including hot work, electrical work, working aloft

and entry into enclosed spaces by using the vessel’s Permit to Work system. 
• Hooking up of ship’s services to installed equipment.
• The wearing of appropriate PPE including hard hats, coveralls, safety shoes, and ear, eye

and hand protection.
• Co-ordination of all activities which are separate and contiguous to the

mobilisation/demobilisation such as ship maintenance, storing, repairs and crew changes.
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16.3 Prior to Mobilisation/Demobilisation

16.3.1 To ensure all parties are informed of the arrangements for the mobilisation it will be
necessary to produce procedures and instructions dependant on the complexity of the
work being undertaken.

16.3.2 Adequate time must be allowed prior to commencement of
mobilisation/demobilisation for planning, scheduling, Risk Assessment and Hazard
Identification of activities between all parties involved.

16.3.3 It is essential that Charterers appoint a competent and responsible person to act as
onboard Project Manager who will work closely with the Master on all matters of
safety, operational and technical issues affecting the mobilisation. Continuity of
Marine and Project personnel and/or effective handover of information when changes
are necessary, are essential to the successful and safe outcome of the project.

Similarly, all third party companies working on board should appoint a competent
person to act as a liaison between the Master and the third party’s work team.

16.3.4 Instructions should be issued to all persons involved in the mobilisation on the
reporting of Accidents, Near Misses and Unsafe Practices, together with an
explanation of safety initiatives such as Time out for Safety (TOFS), STOP, Tool
Box meetings at beginning of each shift etc.

16.3.5 All persons should be made aware that they must raise any concerns about safety or
the conduct of any work with the Master or Project Manager, and that these concerns
will be acted upon in a positive manner.

16.3.6 The Ship’s Safety Officer should be made known to all persons, together with the
ship’s officer responsible for the issuing of Permits to Work.

16.3.7 An explanation should be given to all persons on action to be taken on hearing the
ship’s Fire and General Alarms, escape routes and Muster Points. The ship’s
Smoking and Alcohol policy should also be explained.

16.3.8 Meetings of all key personnel should be arranged, preferably on a daily basis, to
discuss progress, management of changes to plans, problems and rescheduling.

16.3.9 Before ship’s services are connected to newly installed equipment the responsible
ship’s officer should be consulted to confirm adequacy, isolation where appropriate
and safety of both systems.

16.3.10 Contact should be made with the Harbour Authorities to ensure that the work to be
carried out is discussed and a suitable berth chosen. 
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ACRONYMS/DEFINITIONS
ACoP Approved Code of Practice

BROA British Rig Owners Association

Cherry-picking Selective discharge of cargo from within the stow

CoS Chamber of Shipping – the trade association representing the owners and
operators of UK based shipping companies

CoSWP Code of Safe Working Practices for Merchant Seamen

DP Dynamic Positioning

DSV Diving Support Vessel

Duty Holder In relation to a fixed installation, this is the Operator.  In relation to a mobile
installation it is the Owner.

ERRV Emergency Rescue & Recovery Vessel 

ETA/ETD Estimated Time of Arrival/Estimated Time of Departure

FPSO Floating production, storage and offloading unit

HSE Health and Safety Executive

HSWA Health and Safety at Work etc. Act 1974

IADC International Association of Drilling Contractors (North Sea Chapter)

ICS International Chamber of Shipping

ILP Integrated Logistics Provider

IMDG International Maritime Dangerous Goods

INLS International Noxious Liquid Substances

IMO International Maritime Organisation – a specialised agency of the United
Nations which is responsible for measures to improve the safety of
international shipping and to prevent marine pollution from ships.
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Installation A structure which is, or is to be, or has been used, whilst standing or
stationed in water, or on the foreshore or other land intermittently covered
with water for exploration for or exploitation of mineral resources or related
purposes.  Examples of types of structures are:

- fixed production platforms
- floating storage units (FSU)
- mobile offshore drilling units (MODUs)
- flotels
- floating production, storage and offloading units (FPSO)

ISM-Code International Safety Management

MAIB Marine Accident Investigation Branch

MARPOL IMO International Convention for the Prevention of Pollution from ships

MCA Maritime and Coastguard Agency

MGN Marine Guidance Note - issued by the MCA

MIN Marine Information Note - issued by the MCA

MS Merchant Shipping – mainly used in a legal context when referring to UK
Statutory Instruments

MSC Maritime Safety Committee (of the IMO)

MSDS Material Safety Data Sheet 

MSF Marine Safety Forum – the industry-wide safety body comprising
representatives from UKCS operators, owners, and logistics providers

MSN Merchant Shipping Notice – issued by the MCA

NUMAST National Union of Marine, Aviation & Shipping Transport Officers

OIM Offshore Installation Manager – the person in charge of all activities on the
offshore installation

OSV Offshore Support Vessel

PPE Personal Protective Equipment

Risk Assessment A written, verbal or mental process of assessing risk in any operation

RMT National Union of Rail, Maritime and Transport Workers

ROV Remotely operated vehicle

SOPEP Shipboard Oil Pollution Emergency Plan

STCW Standards in Training, Certification and Watchkeeping
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Transfer Basket Equipment utilised for transferring personnel by crane

UKCS United Kingdom Continental Shelf

UKOOA UK Offshore Operators Association

VSP Vertical Seismic Profile
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Health & Safety
The Health & Safety at Work etc. Act 1974
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The Merchant Shipping and Fishing Vessel (Health and Safety at Work) Regulations 1997 SI
1997/2962

MGN 20 – Health & Safety Merchant Shipping and Fishing Vessel (Manual Handling Operations)
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Docks Regulations SI 1988/1655 and ACoP
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Shipping equivalent is:
Merchant Shipping (Hatches and Lifting Plant) Regulations 1988 SI 1639.  These are due for
replacement in Q1 2003 with a merchant shipping version of LOLER.

Hours of Work/STCW

Merchant Shipping (Safe Manning, Hours of Work and Watchkeeping) Regulations SI 1320 as
amended by 1997 SI 1911 and 2000 SI 484 and also by the Merchant Shipping (Hours of Work)
Regulations 2002 SI 2125.

MSN 1767 Hours of Work, Safe Manning and Watchkeeping.

Offshore Installations and Pipeline Works (Management and Administration) (MAR) Regulations
1995/738, reg 8 : Co-operation

Interface between Installation and Vessel
The Offshore Installations (Safety Case) Regulations 1992 (SI 1992 No. 2885) – Regulation 14 : Duty
of co-operation with the operator and owner of an installation.

International
IMO Resolution A.469 (12) – as amended – “Guidelines for the Design and Construction of Offshore
Supply Vessels”

IMO Resolution A.741 (18) – ISM Guidelines & SOLAS Chapter IX (Management for the safe
operation of ships)

IMO Resolution A.863 (20) – Code of Safe Practice for the carriage of cargoes and persons by
Offshore Supply Vessels

Manning
MSN 1767 – Hours of Work, Safe Manning and Watchkeeping.
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Masters Responsibility
SOLAS ch V Reg 10-1 invoked by reg 4 of Merchant Shipping (Safety of Navigation) Regulations
2002 SI 1473.

Merchant Shipping Legislation – General
Merchant Shipping Act 1995.

Pollution Prevention
MS (Oil Pollution Preparedness, Response and Co-operation Convention) Regulations 1998 SI 1056
amended by 2001 SI 1639.

International Chamber of Shipping – “Shipping and the Environment: A Code of Practice” 1999.

Regulatory Authorities – Demarcation
Maritime and Coastguard Agency/Health and Safety Executive Memorandum of Understanding :
April 1999

Stowage & Securing
IMO resolution A.714 (17) – Code of Safe Practice for Cargo Stowage and Securing (CSS Code) and
IMO Guidelines for the preparation of the Cargo Securing manual to MSC/Circ. 745 and the
IMO/ILO/ECE Guidelines for Packaging of Cargo Transport Units (CTUs) (MSC/Circ.787)

Merchant Shipping (Carriage of Cargoes) Regulations 1999 SI 336.

Training
MS (Training and Certification) Regulation 1997 (SI 1997 NO 348 and subsequent correction, 1911)
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CONTACTS
MARITIME AND COASTGUARD AGENCY

Bay 1/18
Spring Place
105 Commercial Road
Southampton SO15 1EG
Tel: 02380 329 122
Fax: 02380 329 161
Web: http://www.mcga.gov.uk

HEALTH & SAFETY EXECUTIVE

Offshore Safety Division & Safety Policy Directorate
Rose Court
2 Southwark Bridge
London SE1 9HS
Tel: 020 7717 6000
Fax: 020 7717 6717
Web: http://www.hse.gov.uk

CHAMBER OF SHIPPING  

Secretary, OSV Issues Committee
Carthusian Court
12 Carthusian St
London EC1M 6EZ
Tel: 020 7417 2827
Fax: 020 7600 1534
Web: http://www.british-shipping.org

UKOOA

Director, Operational & Technical Affairs
UK Offshore Operators Association
9 Albyn Terrace
Aberdeen AB10 1YP
Tel: 01224 626652
Fax: 01224 626503
Web: http://www.oilandgas.org.uk
 

http://www.mcga.gov.uk/
http://www.hse.gov.uk/
http://www.oilandgas.org.uk/
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BROA

Manager
British Rig Owner’s Association
Carthusian Court
12 Carthusian St
London EC1M 6EZ
Tel: 020 7417 2827
Fax: 020 7600 1534
Web: http://www.broa.org

IADC 

Director - European Offshore Affairs
International Association of Drilling Contractors
Wood International Centre
Craigshaw Drive
West Tullos
Aberdeen AB12 3AG
Tel: 01224 874800
Fax: 01224 875600
Web: http://www.iadc.org/

NUMAST

National Secretary (Professional & Technical)
NUMAST
Oceanair House
750-760 High Road
Leytonstone
London E11 3BB
Tel: 020 8989 6677
Fax: 020 8530 1015
Web: http://www.numast.org/

RMT

General Secretary
Unity House
Euston Road
London NW1 2BL
Tel: 020 7387 4771
Fax: 020 7387 4123
Web: http://www.rmt.org.uk/

http://www.broa.org/
http://www.iadc.org/
http://www.numast.org/
http://www.rmt.org.uk/
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STEP CHANGE IN SAFETY

C/o Shell UK Exploration & Production
1 Altens Farm Road
Nigg
Aberdeen AB12 3FY
Tel: 01224 882000
Fax: 01224 882350
Web: http://www.stepchangeinsafety.net

MARINE SAFETY FORUM

C/o Promarine Limited
33 Waterloo Quay
Aberdeen  AB11 5BS
Tel: 01224 211176
Fax: 01224 592545
Web: http://www.promarine.co.uk 
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APPENDICES

APPENDIX 1 – Hours of Work/Manning

1.1 When determining the crew levels and crew working practices, the specialised nature, hazards
and risks associated with offshore operations must be taken into account.  In making these
decisions agreement should be sought between the Master, the owner/manager and the
Charterer of the vessel.

1.2 It is recognised that fatigue is a hazard to personnel.  To minimise the possibility of fatigue,
the following should be taken into account:

1.2.1 The OIM and Master should discuss the intended operation, taking into consideration
the expected period of work and the prevailing conditions so as to minimise, as far as
possible, the problem of fatigue and to ensure the crew achieve adequate rest periods.

1.2.2 Where it is known, prior to a vessel’s departure from port, that cargo operations,
anchor handling or installation moves would not allow suitable periods of unbroken
rest for the vessel’s crew, arrangements should be made, following consultation with
Master/Owner/Charterer, to either supplement the crew level or reassign the vessel’s
overall work programme.

1.2.3 The basic manning of an offshore support vessel must be such as to satisfy any
legislative and recommended minimum, but should also take account of all known
influences such as, but not limited to:

i) the necessity for onboard relief for Master and crew in case of prolonged
operations;

ii) the effects of bad weather during offshore operations;
iii) the level of onboard automation (bridge, engine room, deck machinery);
iv) the need for proper onboard victualling arrangements;
v)  voyage patterns and repairs/husbandry support;
vi) crew training and competence;

vii) the nature and extent of the work to be undertaken including special needs of
the installation.

The above influences should not be viewed in isolation but as having the potential to
interact with each other.

1.2.4 For prolonged operations, anchor handling and rig moves, additional crew may be
required. Persons undergoing training should not be considered as part of this
complement. 
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APPENDIX 2 – Training

2.1 Vessel owners/managers and operators of installations have the responsibility to ensure that
their employees are adequately trained, experienced, certificated and familiarised for the tasks
they undertake in accordance with STCW 95 and HSWA, s2(2)c; Management of Health and
Safety at Work Regulations 1992, Regulations 11; MS Act 1995 and supporting Regulations.
It is strongly recommended that vessel owners/managers provide the necessary induction
training with respect to cargo handling, anchor handling/towing operations and
vessel/installation emergency response.

2.2 Deck officers should be provided with “in house” training at sea in relevant ship handling
operations whenever circumstances permit.  It is in everybody’s interest that such “in house”
training is undertaken in the vicinity of an offshore installation with that installation OIM’s
knowledge and approval.

2.3 On vessels, full records of training given/received should be recorded on board in addition to
any training log carried by the individual.  The Master may issue appropriate documents
recording such training where appropriate.
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APPENDIX 3 – Bulk Loading Hoses – Guidance Notes

INTRODUCTION

This set of notes is intended to provide a quick reference guide to the supply, storage and use of Bulk
Loading Hoses.  It reflects the latest equipment specifications and, together with ‘best practice’ input
from various offshore areas, should be considered as the minimum standard for offshore bulk loading
hoses.

GUIDELINES

Mobile rigs and installations are recommended to order “Type Approved Bulk Loading Hoses to
UKOOA Colour Coding”.  This will assure use of a quality product to the recognised standard
and colour coding.

1. Hose uses
Hoses are supplied for the bulk transfer of the following fluids:

Potable Water Diesel Brine

Oil Based Mud Base oil Baryte

Drill Water Cement Specialist Chemicals

 Note: The potable water hoses are lined with synthetic rubber and have British Water
Research Council Approval.

2. Hose sizes
The majority of hoses are supplied in 4” diameter, with the exception of the cement and
baryte hoses that tend to be supplied in 5” diameter.

3. Hose construction and length
The standard hoses are of softwall construction, however hardwall and heavy duty hardwall
hoses are also available for a number of fluids hoses.  The hose assemblies are normally
supplied in 18.3m lengths but can be manufactured to other lengths as required.  The actual
make-up of each ‘platform to vessel hose’ will consist of the most appropriate combination of
section lengths, which is covered in Section 13 of this guideline.

4. Colour coding
A colour chart giving details is shown at the end of this Appendix.

5. Hose quality and identification
All hose assemblies should be supplied ‘Type Approved’. Each individual hose assembly
should have a unique identifier number stamped on the end connection, giving the following
information: manufacturer’s logo/hose type/month and year of assembly/working pressure in
barg/unique serial number.

6. Hose lifters
Hose Lifters are supplied as items of certified lifting equipment.  There are various types on
the market, however the lightest and easiest to handle are recommended.
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7. Unions
Hammer lug unions are generally used to join hose sections together. It is important that the
union size and pressure rating is suitable for the  hose service. 

8. Flotation
Flotation Collars can be of the ‘lace-on-jacket-type’ or made from polystyrene moulded
section. The latter are banded onto the hose and all collars have a highly visible colour.  The
recommended number of floats per 15.2m hose section are given below:

Hose Service Hose Size Floats Per Hose
Section

Diesel
3”
4”

4
4

Potable/Drill Water
3”
4”

4
4

Oil Based Mud
3”
4”

10
9

Dry Cement
4”
5”

7
8

Dry Baryte
4”
5”

10
13

The lace-on collars should be secured using manila rope rather than man made fibre to avoid
slippage. The rope should be secured to the hose, threaded through the eyelets on the jacket
and finally tied off on the hose at the other end.

9. Self-Sealing
Quick Release, Self-Sealing Couplings are available for hydrocarbon based products. These
couplings are either of Avery Hardoll or TODO manufacture and should be used on all
hydrocarbon based product hoses, to avoid spillage during connection or disconnection. This
type of coupling should also be used on brines where the product is corrosive and injurious to
health.

10. Weak Link
Weak Link, Self-Sealing Couplings (Breakaway Couplings) are also available for 4” hoses.
The function of these items is to avoid over-tensioning or even breaking the hose and
therefore having to discard the complete length of hose string. Spills from this type of
assembly are avoided by the self-sealing action of the coupling.

11. Hose Testing and Dispatch
All hose sections should be hydro-tested to at least 1.5 x Working Pressure on assembly, to
ensure that hose assembly is tight and does not leak.
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12. New/Unused Hose Storage
On delivery, hoses are rolled up tightly with one end connection in the middle, then shrink
wrapped and laid flat. Wherever possible, hoses should be stored flat, out of direct sunlight
and minimising any contact with water. Ultra violet radiation and kinking during storage will
shorten the projected life of a hose considerably.

13. Hose String Assembly
New hose assemblies should be made up on deck rather than by hanging from a crane.  When
a section of hose is to be replaced, it should be inserted and couplings secured whilst free
from tension.  After couplings are fully tightened the assembly should be leak tested.  If
satisfactory, the couplings should then be marked with a paint line to indicate any subsequent
movement during a visual inspection.

14. Bulk Operations
Any bulk transfer operations should only take place after all personnel involved are clear on
their roles and responsibilities, in particular those persons monitoring tank levels and setting
lines. In any event, ALL bulk transfer operations should follow the procedures laid out in the
checklists, contained in Appendix 9 of this manual.

15. In Service Inspection
During operations, inspection of hoses is primarily by ‘close visual inspection’ of the entire
hose length, paying particular attention to the end terminations.

 Close visual inspection means a visual check of the entire external area of the flexible hose
assembly paying particular attention to blisters, deep lacerations or abrasions exposing inner
core/fabric, unravelling of the outer cover, surface cracking and misalignment of coupling
paint marks.  Flotation collars should be secure and in the correct position (see Table in
Section 8 of this Appendix).

16. In Service Leak Testing
Leak testing should be carried out whenever a component of the assembly is changed to
confirm the integrity of the connections.

 Potable water should be used to carry out leak tests wherever possible. Leak testing should be
conducted on the complete hose assembly wherever possible and should consist of:

• hose assembly hung off or laid on deck;

• blank end cap fitted at one end;

• hose filled with water;

• pressurise to circa five (5) bar sufficient to indicate a leak;

• hold for five minutes and visually inspect complete length;

• if all okay, drain assembly to oily drains system;

• repair/replace as needed, re-test and return to service.
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The use of compressed gas such as air or nitrogen for any form of leak or pressure test is not
permissible because:

• large volumes of pressurised gases are dangerous;

• hoses are not designed for pressurised gas;

• leaks in hydrocarbon hoses can produce a flammable mist;

• pinhole leaks are not always detected.

17. In Service Hose Hanging Arrangements and Deployment
Hoses should be suspended in arrangements that avoid all sharp bends and protrusions
wherever possible.  Slings used for hanging off bulk hoses should be connected to hard
couplings thus avoiding cutting into the body of the hose.  Hose lifters are available for fitting
at hose connection points. Hoses should be left hanging clear of the sea to avoid undue
movement in stormy/poor weather conditions and immersion in seawater, which degrades the
hose fabric. Potable water hoses must have an end cap fitted to prevent seawater
contamination of the hose when stowed.

 Before deploying hoses the end caps, where fitted, should be removed by the installation and
retained there. 

18. Supply Vessels etc.
The supply vessel should position itself ready to receive the hose.  The installation crane
driver must then lower the hose to the vessel, holding the hose against the ship’s side and at a
height that allows the crew to catch and secure the hose to the vessel’s side rail, keeping the
hose end clear of the crews' heads. Once secure, the hose end is lowered inboard of the rail
and the crew disconnects the crane hook.  When clear, the crew will connect the hose to the
appropriate connection on the ship's manifold. Uncoupling is the reverse of the above
procedure.

Vessel crews should be reminded that hose couplings should, whenever possible, avoid
contact with the ship’s structure and to monitor the integrity of the couplings by visual
inspection of the painted line on the couplings, where applied. Note that in marginal weather
greater care than normal is needed by the vessel to avoid over running the hose especially if
deck cargo is also being worked. Consideration should be given to working bulk only at this
time.

The following is the colour coding to be used for the hose end coupling which is passed to the
supply vessel.
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The following provides examples of the types of hoses that are in common
use in bulk loading operations. Please note that it is the colour on the
coupling which identifies the product.

Hose
Application

Coupling
Colour

Connection

Dry Cement

Dry Barytes

Potable Water

Diesel / Fuel

Base Oil

Drill Water

Oil Based Mud

Brine

Glycol

Scale Inhibitor

Yellow

Orange

Blue

Brown

White

Green

Black

Red

Purple

No colour

5” hammer lug union

5” hammer lug union

4” hammer lug or
quick release self-
sealing coupling

4” quick release self-
sealing coupling

4” quick release self-
sealing coupling

4” hammer lug or
quick release self-
sealing coupling

4” hammer lug or
quick release self-
sealing coupling

4” hammer lug or
quick release self-
sealing coupling

4” hammer lug or
quick release self-
sealing coupling

4” quick release self-
sealing coupling
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APPENDIX 4 – Crane Banksmen Hand Signal Table
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APPENDIX 5 – Deck Cargo Plan
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VESSEL DECK CARGO PLANS

Notes

1. Plans indicate general position of cargo on deck of vessel, but are not to scale.

2. Safety zones are required for vessel operations and should not be used for stowage of cargo.

3. Dashed lines are for ease of reference only and may not relate to physical features on vessels deck.
Each sub-division represents approximately 2.5% of useable deck space.

4. When supporting several installations where possible cargo for each to be stowed together.
Boundaries of each stow to be clearly marked.

5. Dangerous goods, cargo notified as “urgent”, items requiring special handling or heavy lifts
(definition may be location specific) to be clearly indicated.

6. Where relevant, separate cargo plan(s) for bulk commodities to be prepared.

7. Copies of cargo plan(s) shall be forwarded to base operator prior to departure.
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APPENDIX 6 – Example Installation Data Card
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APPENDIX 7 – Example Charterer Data Card
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APPENDIX 8 – Example Port Data Card
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APPENDIX 9 – Bulk Transfer Checklist
WET BULK TRANSFER CHECK LIST

Pre-Start Check List 
PORT

Pre-Start Check List
OFFSHORE

1. Type & quantity of product(s) to be
transferred, confirmed and MSDS available

1. Type & quantity of product(s) to be
transferred, confirmed and MSDS
available

2. Allocate tanks to product 2. Order of discharge confirmed, if
more than one 

3. Confirm transfer rate and max. allowable rate
per product

3. Confirm transfer rate and maximum
allowable rate per product 

4. Topping off procedure agreed 4. Emergency stop procedure agreed  

5. Emergency stop procedure agreed 5. Tank changeover/topping off
procedure agreed

6. Hose(s) confirmed as fit for purpose and of
sufficient length

6.  Confirm notice required to stop
cargo

7. Hose(s) connected to correct coupling(s) 7. Confirm whether vessel or
installation stop

8. Vessel springs tensioned to limit ranging 8. Slings and lifting arrangement
satisfactory

9. Communications procedure established for
transfer, including agreement on central
control point, i.e. bridge

9. Hose(s) visually inspected and found
suitable

10. Appropriate pollution prevention equipment
deployed as SOPEP

10. Hose(s) connected to correct
coupling(s)

11. Scuppers plugged if hydrocarbons to be
transferred

11. Communications procedure
established and agreed  for transfer

12. All Hot Work Permits withdrawn if
hydrocarbons to be transferred.

12. Appropriate pollution prevention
equipment deployed as per SOPEP

13. Self sealing couplings to be used if fuel to be
transferred

13. Underdeck lighting adequate for task
in hand

14. Lines set ready for cargo transfer 14. One person appointed to sight
hose(s) and advise Master of
position

15. Tank monitoring system proven 15. Lines set ready for transfer

16. Watch established on manifold with suitable
communications in place

16.  Crane driver and both installation
and vessel deck crews close at hand

Transfer Check List
PORT

Transfer Check List
OFFSHORE

1. All communications to be routed via control
point which should be vessel bridge

1. Start transfer slowly until cargo
confirmed as entering correct
tank(s)

2. Start transfer slowly until cargo confirmed as
entering correct tank(s)

2. If fuel to be transferred, line
checked for leaks at start up

3. Volume checks conducted at regular intervals
with receiver/provider

3. Volume checks conducted at regular
intervals with receiver

4. All personnel involved in transfer in regular
contact 

4. Cargo Officer can see bulk hose(s)
throughout

5. Adequate warning given of tank changeover 5. Adequate warning given of tank
changeover etc.

6. Rate reduced for topping off
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DRY BULK TRANSFER CHECK LIST
Pre-Start Check List 

LOADING
Pre-Start Check List

DISCHARGING
1. No residue remaining from previous cargo and

tank (s) dry
1. Vessel settled in position and ready

to receive hose(s)
2. Tank air distribution slides are in good

condition
2. Type and quantity of product(s) to

be transferred confirmed and
MSDS available

3. Tank access seals are in good condition 3. Appropriate tankage on vessel lined
up and ready for discharge

4. Type and quantity of product(s) to be loaded
confirmed and MSDS available

4. Confirm transfer rate and max.
allowable per product

5. Tank(s) allocated to product 5. Emergency stop procedure agreed

6. Order of loading confirmed, if more than one
product to be loaded

6. Notice required to stop agreed

7. Proper vent line connected to vessel 7. Confirm whether cargo will be
stopped by vessel or receiver

8. Confirm loading rate and max. allowable rate
per product

8. Hose Lifting arrangement
satisfactory

9. Emergency stop procedure agreed 9. Hose(s) visually inspected and found
fit for purpose

10. Notice required to stop, agreed 10. System de-pressurised, ready for
hose(s)

11. Confirm whether cargo will be stopped by
vessel or provider

11. Hose(s) connected to correct
coupling(s)

12. Confirm tank(s) and lines are vented to
atmospheric pressure

12. Communications procedure
established and agreed  for transfer

13. Confirm Lines set for cargo 13. Underdeck lighting adequate task in
hand

14. Hose(s) connected to correct coupling(s) 14. Vent position(s) identified
15. Hose(s) inspected and fit for purpose.  15. Cargo Officer appointed to watch

hose(s) relative to vessel’s stern
16. Moorings tensioned sufficiently, particularly

springs, to limit ranging
16. Crane Driver and both installation

and vessel deck crews close at hand
17. Communications procedure established for

transfer, including agreement on central
control point, i.e. Bridge

18. Watch established on manifold with suitable
communications in place

LOADING
Check List

DISCHARGING
Check List

1. All communications to be routed via control
point which should be vessel bridge

1. Good vent obtained from receiver
before commencing discharge of
cargo

2. Good vent obtained on start up 2. Good watch maintained on hose(s) in
case of blockage

3. Bulk hose(s) and vent checked throughout
operation for blockages

3. Contact with receiver’s personnel
maintained throughout

4. Contact with loading personnel maintained
throughout

4. Lines blown clear to receiver on
completion of cargo

5. Lines cleared back to vessel 5. System de-pressurised before hose
disconnection

6. System de-pressurised on completion, before
disconnection

6. Blank cap(s) fitted to hose end(s)
before passing back to receiver
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APPENDIX 10 – Checklist for Support Vessel/Installation Operations

Vessel

1. weather conditions are suitable;
2. all required propulsion, control and back-up systems are operational;
3. Master and crew are sufficiently rested;
4. deck crew are briefed and correctly dressed;
5. vessel’s programme has been advised/agreed;
6. communications with the installation are working;
7. internal communications on vessel are working;
8. bulk transfer procedures have been agreed;
9. full details of cargo discussed/agreed;
10. notification has been given and received of any expected helicopter movements.

Installation

1. the required working zone alongside is clear of other vessels;
2. all non essential overside discharges in the working zone have been stopped;
3. ERRV has been briefed on the operation;
4. installation personnel are sufficiently rested;
5. deck crew and crane driver are briefed;
6. weather limitations have been considered;
7. vessel’s programme has been advised/agreed;
8. crane limitations have been advised to Master;
9. permission given to offload during diving operations;
10. bulk transfer procedures have been agreed;
11. full details of cargo discussed/agreed;
12. underwater/waterline obstructions which could cause a hazard to the vessel notified.
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APPENDIX 11 – Adverse Weather Sailing Guidelines 

Vessel sails to location
by diverse route

 to avoid damage

Bad Forecast received
by Vessel Master

Marine Operations
advised

Marine Operations

 Master confirms
forecast

Master

Master/Offshore
agrees action

Master checks cargo
security

Area Co-ordinator/
Contacts

Vessel sails direct to
location

Vessel proceeds to
shelter

Communications
schedule initiated

Vessel proceeds to
location direct or by

diverse route

Vessel arrives and heaves to.
Awaits better weather or

commences work

Vessel remains in
port

When on station

Vessel sails on
favourable forecast
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APPENDIX 12 – Adverse Weather Working Guidelines

Trigger Precaution
Wind
20 - 25 knots Mean Wind Speed at 10m
level

Unfavourable Wind Direction

Sea State
3m - 4m Significant Wave Height

Tidal Streams
Strong Currents/Tides

Visibility
Poor visibility

Visibility <250m

Vessel and Equipment
Vessel rolling heavily

Vessel moving violently

Weather Side Working
20 - 25 knots Mean Wind Speed at 10m
level and/or 3m - 4m Significant Wave
Height

Power Utilisation

Risk assessment should be conducted, prior to commencing or continuing any
operation alongside an installation, involving the OIM of the installation, crane
driver and Master. Consideration should be given to vessel motion and potential
cargo damage when reviewing prevailing weather conditions and immediate
forecast.
 
No planned installation overboard venting/discharges whilst working supply
vessels, unless previously agreed with vessel Master.

Prior to arrival within 500m zone, risk assessment to be conducted by installation
OIM, crane driver and Master of vessel on positioning and cargo handling. Due
account must be taken of vessel motion, any awkward lifts, potential of cargo
damage due to heave and potential effects of sea on hose work. 

Continued operations at Master's discretion. If power utilisation approaches
50%, just to maintain station, then consideration should be given to ceasing
hose work

Delay discharging until slack tides if vessel cannot hold satisfactorily against tide.
Vessel must not get into "drift on" situation where power consumption approaches
50% to hold station.

Cease cargo operations if vessel deck crew unable to see crane operator clearly.
Risk of injury to personnel.

Remain outside 500m zone of installation to avoid collision with installation or
other vessels.

Maintain RADAR watch.

Master may elect to cease operations at lower wave heights than those shown above
if rolling starts to affect station keeping and/or crew safety.

 If vessel motion adversely affects any station-keeping equipment in use by the
vessel, then the Master will cease operations and clear the installation.

Very large PSVs may have to cease weather side working if positioned beam on to
weather.

If vessel power use increases to around 45% + to maintain station, then the
Master will cease operations. This is particularly pertinent when a vessel is
lying beam on to an installation.
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APPENDIX 13 – FPSO-Specific Checklist

Introduction

This checklist details checks and exchange of information to be carried out by the Master of the supply
vessel (OSV) and the OIM (or his representative) of the FPSO.  The list is in addition to any other
checklists completed prior to entry into the 500-meter zone.

FPSO Supplementary Checklist

No Check Completed
Yes / No

1 Risk Assessment of ALL operations is to be carried out prior to operations
commencing.  To be completed by the Vessel Master, OIM and Crane Operator.

2 FPSO to confirm its heading and that the heading will not alter or be altered during
supply vessel operations

3 OIM to confirm motion of the FPSO in current conditions, e.g.:

 FPSO Roll – Degrees

 FPSO Roll – Period

 FPSO Pitch – Degrees

 FPSO Heave – Metres

4 A general exchange of information regarding the disposition of cargo to be offloaded to
the FPSO and back loaded cargo to be received by the vessel.

5 A general exchange of information regarding “hose work” to be conducted. This will
include the method of lowering the hose to the vessel and available space for this to be
carried out safely. Where practicable sufficient deck space must be available or be
cleared so that the vessel crew have a safe area in which to handle the hose.

6 Confirmation from the Master to the crane operator of the location of the vessel’s  “safe
havens” and where the deck crew will be working.

7 Information from the OIM as to any particular limitations on crane operations or special
conditions affecting normal operation of the crane.
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APPENDIX 14 – Tripping Hook
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APPENDIX 15 – Chasing Pendant Release 
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APPENDIX 16 – Tank Cleaning Checklist

TANK CLEANING CHECKLIST Checklist No. 

Vessel Name:

Vessel Permit No. 
Reason for Entry:………………………………………………………………………………………………………

Tank No’s………………………………………………………………………………..

Confined Space Contents:……………………………………………………………………………………………

SAFETY CHECKS
Has enclosed space been thoroughly: Yes N/A Hazards: Yes N/A

1. Depressed and vented 1. Noise
2. Drained 2. Toxic
3. Isolated by – Blanking 3. Chemical
                       - Disconnecting 4. Corrosive
4. Steamed 5. Explosive
5. Water Flushed 6. Flammable
6. Ventilated (Natural / Mechanical Means) 7. Electrical
7. Inert Gas Purged 8. Static Electricity
8. Electrically Isolated and Locked 9. Fall from Height
9. Opened tank hatches guarded 10. Overhead Hazards
Prime Mover has been: Yes N/A 11. Potential Dropped Objects
1. Electrically isolated and locked 12. Entrapment
2. Mechanical motive power isolated and locked 13. High Pressure Jetting

14. Suction
Other Considerations: Yes N/A 15. Trip Hazards (Specify)……………………
1. Material Safety Data Sheets available 16. Hot Surfaces
2. Suitable Access / Egress provided 17. Other………………………………………..
3. Standby Personnel detailed Protective Equipment: Yes N/A

4. Lifeline / Safety Harnesses 1. Eye Protection (Specify)……………………..
5. Breathing Apparatus 2. Face Shields
6. Means of communications tested OK 3. Respirator
7. Area free of flammable materials 4. PVC Gloves
8. Area free of Ignition sources 5. Safety Boots
9. Work time / Fatigue 6. High Pressure Jetting Boots
10. Clear working area 7. Wet Suit
11. Illuminations 8. Full Chemical Protective Clothing 
12. Visibility of Hoses 9. Breathing Apparatus
13. Other work that could cause hazard 10. Head Protection
Tool Box Talk: Yes N/A 11. Ear Protection
1. Special Training / Briefing required 12. Other…………………………………………
2. Other………………………………………………… …………………………………………………….
    ………………………………………………………..
Plant Required: Emergency Procedures: Yes

1. Compressor 4. Safety Barriers / Signs 1. Muster Points Identified
2. Escape Routes Identified

2. Pressure Washers 5. Lighting 3. Alarms Understood
4. Location of firefighting and first aid equipment:………

3. Vacuum Tankers 6. Air Driven Pumps     …………………………………………………………….
5. Contact No’s.

7. Jetting Lance Baffles 8. Others (Specify).    Emergency:…………………………………………………
    Vessel Bridge:……………………………………………...
    Occupier:……………………………………………………

Further Limitations:………………………………………………………………………………………………………………………………...
Ongoing Gas Monitoring Required: Yes  (Competent Analyst(s) required) No
Declaration:
I have personally checked the above conditions and consider it safe to enter provided that the conditions laid down are adhered to:
Tank Cleaning Op Signed:………………………………. (Print Name):………………………… Date:…………………………….
Client/Vessel Signed:………………………………. (Print Name):………………………… Date:…………………………….
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APPENDIX 17 – Communications with Vessels

Voyage Phase Information Required

Parties InvolvedCommunications with
Vessels
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Start of Charter

Start of Outward Voyage
(prior to departure)

Start of General Field Operations
(prior to arrival in field)
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Start of Specific Operations
(at each installation visited)

Start of Inward Voyage

Completion of Voyage
(or charter if appropriate)

confirmation of operating standards
contact details - including telephone numbers
decision making process
particulars of all locations
(including ports)
any other relevant information

voyage planning and routing
anticipated weather during voyage
(including potential impact on operations)
outbound / inbound cargo requirements
(including dangerous goods, urgent or special items and in-field transfers)
particular preparations at each installation
(including initial back-load, etc.)
potential delays and / or routing changes

any changes to routing
particular preparations at each installation
(including any initial back-load, etc.)
other activities in progress in field
any expected delays in course of operations
anticipated weather during operations
(including effect on workability at each site)

confirmation of readiness to work on arrival - and to
continue to completion without undue delays
shift-patterns, meal breaks, etc.
operational status of all cargo handling arrangements
initial preparations necessary prior to discharge
(particularly if necessary to clear deck space  to receive outward cargo)
particulars of inward cargo to be loaded onto vessel
(especially any dangerous goods & / or  heavy / unusual lifts)
any items required urgently
any potential hazards in vicinity
(including discharges, local obstructions, etc.)
any unusual operations during cargo operations
(including fire drills, flushing, venting, etc.)

confirmation that information relating to inward cargo
received by logistics service provider
(including manifest, dangerous goods information, etc.)
estimated time of arrival
operations planned on arrival
vessel requirements on arrival

consumables remaining on board
off-hire information / survey report
(if applicable)

essential

recommended, particularly for
unusual / dangerous items
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APPENDIX 18 – MGN 205 & Segregation Table

Marine Guidance Note – MGN 205 (M)

This appendix is used with the kind permission of The Maritime and Coastguard Agency

Dangerous Goods – Guidance in the Carriage of Packaged Dangerous Goods on
Offshore Supply Vessels
Notice to Ship Owners, Ship Operators and Managers, Masters and Officers of Merchant Ships and
Offshore Installation Managers/Duty Holders and Consignors to the offshore industry.

MGN 205 SUPERCEDES MGN 140 (M)

Summary
• Vessels supplying the offshore industry are required to carry a variety of dangerous goods including those in

packaged form.  Vessel design and operational conditions do not assist compliance with the regulations.
Furthermore, it has been noted that the back-loading process often gives rise to incorrectly declared,
stowed, secured and labelled dangerous goods.

• This Marine Guidance Note outlines the required standard of compliance with the requirements of the
International Maritime Dangerous Goods (IMDG) Code and chapter VII of SOLAS for offshore supply
vessels utilising only weather deck stowage and goods stowed in cargo transport units (CTUs).

1. For the purpose of this notice, Offshore
Supply Vessels (OSVs) are those vessels
which are engaged in the transport of
stores, materials and equipment to and
from mobile offshore drilling rigs, fixed and
floating platforms and other similar
offshore installations on voyages within
the United Kingdom continental shelf.

2. The SOLAS Convention and provisions of
the IMDG Code in force at any time shall
apply, except as given below.  IMO
resolution A863 (20) – Code of Practice
for the Carriage of Cargoes and Persons
by Offshore Supply Vessels should be
observed.

3. Vessels of 500GT and over built after 1st

September 1984, and vessels under
500GT built after 1st February 1992
carrying dangerous goods, must comply
with Regulation 54 of chapter II-2 of
SOLAS regardless of whether the vessel

is engaged on international voyages or
not.

4. It is recognised that cargo ships of 500GT
and over constructed before 1st

September 1984 and cargo ships of less
that 500GT constructed before 1st

February 1992 are not required to have a
Document of Compliance.  However, the
Maritime and Coastguard Agency (MCA)
encourages all offshore supply vessels
operating on the United Kingdom
continental shelf to obtain a Document of
Compliance.

5. It is known that the particular construction
and design features of OSVs do not assist
compliance with SOLAS 74 chapter II-2/54
– Special requirements for ships carrying
dangerous goods.  The MCA will accept
demonstrable equivalence.  However, the
onus is on the operators of the vessels to
demonstrate such equivalence.  Some
aspects that can be considered are:
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i. Regulation 54.2.1.2 Amount and throw
of water from fixed monitors/ hydrants;
and

ii. Suitable means to provide effective
boundary cooling in lieu of A60
boundaries where required in sub
paragraph 2.8 of Regulation 54.

Full compliance is required with
Regulations 54.2.6 Personnel protection
and 54.2.7 Portable fire extinguishers.

6. Dangerous Goods must be carried in
closed offshore containers or gas racks.
Gas racks should fully enclose the
cylinders, ensuring protection is given to
the valve system and the cylinders.  The
cylinders should be secured by suitable
means within the enclosure.  Any other
type of container used for carrying
dangerous goods must have Competent
Authority Approval (CAA).  A CAA may be
granted if an equivalent level of safety to a
standard container is demonstrated to the
Environment and Cargo Safety Branch of
the MCA.  Details of the CAA procedure
for containers can be obtained from the
Environment and Cargo Safety Branch of
MCA; contact details are given overleaf.

7. All CTUs and gas racks being shipped on
OSVs should be approved, built and
tested to the standards specified in
MSC.Circ 860 or DNCV 2.7-1 or Pr EN
12079 or BS 7072.  It should be noted that
it is the container owner/operators
responsibility to maintain and arrange for
examination of the containers at the
appropriate intervals.
Portable tanks containing dangerous
goods must comply with the requirements
of the IMDG Code.

8. Segregation within Cargo Transport Units,
known as Cargo Carrying Units (CCUs)
within the offshore industry, must comply
with the segregation rules of the IMDG
Code.  The IMDG Code allows for
relaxation of the segregation rules with
approval of the Competent Authority.
However, the MCA will not grant CAAs for
relaxation of the segregation rules within a
CTU or CCU.

9. For Offshore Supply Vessels only, the
following relaxation may be accepted
under the segregation requirements of the
IMDG Code (chapter 7.2 – Stowage)
where, for operational reasons, mini 

containers may be used in place of
standard containers;
“Away from” = 1 mini container
“Separated from” = 2 mini containers
“Separated by a complete compartment or
hold” = 3 mini containers
Such containers may have the following
minimum dimensions 6ft (length) x 6ft
(width) x 8ft (height) or the metric
equivalent.
In addition there is no relaxation for goods
of Class 1, Class 6.2 or Class 7, shall be
stowed as far away as possible from
accommodation spaces.  Class 1 goods
should also be stowed as far away as
possible from machinery spaces.

10. The inherent OSV design means goods
are generally only transported on open
deck.  If the design is such that under
deck space is utilised, then full compliance
with the IMDG Code is required and
paragraph 5 of this note does not apply.

11. The general stowage requirements given
in chapter 7 of the IMDG Code will apply
in all cases.

12. Carriage of Dangerous Goods
12.1 All cargoes, including back-loaded

cargoes of dangerous goods shall be
correctly declared, packaged and labelled,
secured, placarded and documented, and
segregated in accordance with the
regulations and also this MGN and any
subsequent notices.

12.2 To assist the master of the OSV in
planning the cargo stowage to ensure that
segregation of dangerous goods is
maintained it is a requirement: 
i. that the OSV is advised by the

Quayside Service Provider of the
quantity and nature of dangerous
goods prior to loading; and

ii. that the OSV is advised by the Offshore
Installation Manager/Duty Holder or
nominated deputy of the quantity and
nature of back-loaded dangerous
goods prior to loading.

12.3 In the case of backloads it is the
responsibility of the consignor/packer to
ensure that back-loaded goods are
backloaded to the vessel in accordance
with the requirements of the IMDG Code.  
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That means correctly declared, packaged
and labelled, secured, placarded and with
the correct documentation.  Consideration
must also be given to the order of back-
loading to ensure that the segregation
requirements given in paragraph 9 can be
complied with.  In this case the consignor
is the Offshore Installation Manager/Duty
Holder or the person who is responsible
for packing and closing/ sealing the
container door.

12.4 It is the responsibility of the consignee/
receiver of any Dangerous Goods to
remove any old placards affixed to the
container prior to its re-use.

13. Reporting Requirements
13.1 Any incidents, such as incorrectly declared

or documented back-loads and/or
shipments or unsafe stowage or incorrect
segregation, identified by anyone in the
supply chain, should be notified to the
Environment and Cargo Safety Branch of
the MCA.  Such incidents may be pursued
under the Merchant Shipping (Dangerous
Goods and Marine Pollutants) Regulations
SI 1997 2366.

13.2 Vessels and others in the supply chain are
required to comply with the requirements
of the Merchant Shipping (Reporting
Requirements for Ships Carrying
Dangerous or Polluting Goods)
Regulations SI 1995 2498, as amended.
Such requirements include the reporting of
lost or damaged containers.

14. Training
It is a requirement of the UK offshore industry
that all personnel engaged in the transport of
dangerous goods by sea for the offshore
industry shall receive training in the relevant
parts of the IMDG Code and the training shall be
commensurate with their responsibilities.

Environment and Cargo Safety Branch
Maritime and Coastguard Agency
Spring Place
105 Commercial Road
SOUTHAMPTON S015 1EG

Tel: 023 80329100
Fax: 023 80329204
email: dg@mcga.gov.uk
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Segregation Table
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