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PREFACE

In view of the many cases of average, minor as well as major, the Marine
Insurance Committee has decided to publish a revised version of
GUIDELINES IN CASE OF AVERAGE. The guidelines are intended as a tool
for shipowners’ masters in case of average.

The guidelines do not reflect an intention to draft rules on how to navigate the
vessels. However, when pointing out areas requiring attention, it does seem
appropriate to mention some of the general causes of average based on the
experience of the underwriters.

GENERAL CAUSES OF AVERAGE

Grounding
Too few and inadequate observations.
Failure to use the vessel’s navigation equipment.
Failure to take account of the sets of currents.
Reluctance to reduce speed in unfamiliar waters and uncertainty with regard
to the vessel’s position.
Poor bridge discipline.
(See section 3).

Fire
Lack of caution when smoking.
Inadequate inspection in the engine room with regard to oil spills and leaks in
oil piping systems in connection with inadequate insulation of hot surfaces.
Self-ignition.
Insufficient soot blowing.
(See section 4).

Collision between vessels
Too high speed in fog and reduced visibility.
Failure to give signals.
Inadequate use of radar and information provided by the radar.
Inadequate lookout.
Incorrect use of autopilot.
Suction between vessels.
Poor bridge discipline.
(See section 5).
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Engine failure
(Cases of engine failure not caused by ’external factors’ such as stranding,
fire, collision – including propeller collision – etc.)
Overload.
Water in the fuel oil system.
Cooling water failure.
Lubricating oil failure.
Leaking oil which is ignited by contact with hot exhaust pipes, etc.
(See section 6).

Collision with fixed installations
Failure in reversing gear and/or steering gear caused by lack of attention to
wear or defects in the systems.
Insufficient care during harbour manoeuvres.
Failure to use anchors.
(See section 8).

Heavy weather damage
Failure to take account of weather conditions.
Ignorance of the vessel’s stability situation.
Incorrect distribution of ballast.
(See section 8).

These guidelines are intended for use in various situations. However, the
precautions that are to be taken in the individual situation will always be at the
master’s discretion, cf. Part 2 of the Danish Maritime Act (’Søloven’).

The 3rd revised edition was issued in 2002 and contains an addition in
Section 4 on efforts to limit the extent of secondary damage to technical
equipment.

The Marine Insurance Committee
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Section 2

AVERAGE – A GENERAL INTRODUCTION

It is of the utmost importance that exhaustive information on the average be
notified to the Owners promptly in order for the master to get the best possible
assistance.
The Owners must be notified of any incident which has, or which may later be
presumed to have, caused damage to the vessel. Anticipated damage should
be verified without delay.

If the nature of the damage is such that repairwork must begin immediately,
the insurers or their representative must also be notified before the work is
initiated. The local average agents – see LIST OF AVERAGE AGENTS – can
provide guidelines on repair options, prices and possible quotations. The
master should only sign repair bills to certify that the work described therein
has been performed. See also section 9 G.

If the damage was caused by a third party (another vessel, crane, stevedore,
etc.), such third party shall be held liable in writing for all costs and
consequences arising out of the damage, see sections 8, 9 A and 9 B. In such
cases, and in cases where damage is sustained by a third party, and if the
amount involved is relatively small, it will often be expedient to settle the
matter with the opponent forthwith, provided that the settlement is deemed
reasonable. As regards written agreements on full and final settlement of a
case, see section 9 F. Under any circumstances such damage shall be
inspected as soon as possible by the parties involved or their representatives.

If the vessel’s seaworthiness is affected by a major average, e.g. grounding,
fire, collision, engine breakdown and heavy weather damage, or if the vessel
is forced to enter a port of refuge or call in salvage assistance, the Owners
must be notified without delay, and the questions set out overleaf must be
answered as far as possible.

In such cases whenever possible a representative of the Owners and/or a
representative of the insurer will go to the vessel to help address the many
difficult issues which invariably occur in connection with major average. If
assistance cannot be provided in this way, the master shall consult the local
agents of the Owners and the insurer, possibly a representative of Lloyd’s
Agency (not to be confused with Lloyd’s Register of Shipping).

In cases where the vessel’s seaworthiness may be affected, but where it is
established by an inspection that the vessel is seaworthy, an entry must be
made in the logbook stating that the vessel is tight and staunch and fit to carry
cargo.

When the vessel arrives in port after such average, whenever possible a
seaworthiness certificate shall be issued by the class representative, the
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competent authorities or anyone with similar competence, as otherwise the
vessel may suffer unfortunate consequences.

In case of General Average where action is deliberately taken or expenses
are deliberately incurred for the common safety (vessel and cargo), e.g. by
grounding, fire, entering a port of refuge or the jettison of cargo, the master
shall make sure that a General Average bond is issued (see section 9 D)
before he releases the cargo to the recipient. General Average bonds are
usually issued with the assistance of the ship’s agent.

Once General Average has been declared, the Owners may appoint a
General Average surveyor who will draft a report for the purpose of calculating
and allocating the costs of the average on behalf of all parties involved.

If anticipated damage to vessel and/or cargo cannot be immediately
ascertained, the master may file a protest.

Protests are filed with special jurisdictions. Local assistance is arranged via
the ship’s agent (see also section 9 C).
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Section 3

GUIDELINES IN CASE OF GROUNDING

When a vessel runs aground, there are generally many things to consider
when attempting to refloat her. As the circumstances of grounding usually
differ considerably, it is impossible to give any general directions that apply
universally. However, masters should pay attention to the following aspects:

3.1. Sounding of cargo holds and tanks
Immediately after grounding has occurred, all cargo holds and tanks should
be sounded to establish whether the vessel is tight. The soundings should be
repeated at least every other hour for as long as the vessel is grounded. An
accurate sounding log should be kept.

If the vessel slides off the ground immediately, soundings should also be
made at regular intervals and the findings entered in the log.

3.2. Sounding of water depth
Soundings shall be made of the water depth around the vessel and in her
immediate surroundings in order to establish the direction in which the vessel
is to be brought afloat. Any tide should be taken into account. The trim shall
be read and the time of these readings shall be recorded so as to determine
how firm the vessel stands on the ground. A sketch must be made showing
the trim.

In most, but not all, cases the vessel must be refloated in the same direction
as the one from which it ran aground.

3.3. The type of sea bed
It must be established whether the sea bed consists of sand, rock, mud or
something else.

3.4. Refloating at high tide
If the vessel ran aground some time between high and low tide, and if the
master estimates that refloating will be possible at high tide, circumstances
permitting, it will be natural to wait for the high tide and only then attempt to
refloat her.

The direction and strength of the current shall be recorded, and the proper
precautions must be taken to prevent the vessel from becoming even further
grounded by the high tide, e.g. by filling ballast tanks or using the anchor.

3.5. Trimming or emptying of double bottom tanks, etc.
As part of the efforts to refloat the vessel it often proves effective to trim, heel
or empty the double bottom tanks, always taking account of the trim sketch.
The vessel must not be exposed to extreme stress or impact or poor stability.
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NB! When navigating on rivers, canals or in waters with a risk of grounding it
often proves an advantage, circumstances permitting, to have a suitable
quantity of water in the forward ballast tanks for discharge in case of
grounding.

3.6. Use of warping anchor
The use of warping anchors is recommended when attempting to refloat the
vessel and also to prevent the vessel from going higher aground. If possible,
several warp anchors should be used. Direct heaving with a winch will have
no major effect, but a heavy purchase with tackle should be rigged along the
deck. In that connection it should be mentioned that by heaving such a warp
you would gain a considerable tractive force as well as a more constant force
than the one provided by tugs.

Placing of the vessel’s bow anchors should also be attempted, either by using
the vessel’s derricks and winches or cranes or - if the vessel is assisted by
tugs - by having these pull the anchors out in position. Once the chain has
been pulled tight, a wire should be attached to the chain where it emerges
from the water, then lead the wire out on the forecastle, rig a tackle on the
wire and pull on this simultaneously with pulling on the anchor winch.
Remember to mark all anchors with buoys. It must be prevented that the
vessel slides on the anchors at high tide or when refloated as this may cause
serious damage to the bottom of the vessel.

3.7. Filling of tanks
In order to prevent the vessel from moving higher aground or bumping the
ground in bad weather or heavy swell, it may be useful to fill empty tanks,
perhaps empty holds, so as to keep the vessel firmly on the ground.
In this connection the master should be aware of the risk of oil pollution.

If the ground consists of mud the vessel may get stuck. Once the ballast has
been discharged it is important to endeavour to free the vessel by engine
manoeuvring ahead and or astern.

If tugs are involved, they may sometimes use their propellers to ’dig out’ the
vessel.

3.8. Using the engine
Often attempts are made to bring a grounded vessel afloat by aggressive use
of the engine. This should of course be attempted when the vessel is
grounded in a dangerous and exposed position. However, if the grounding
has occurred in a less exposed position without any immediate danger, it
should be carefully considered whether it is advisable to strain the vessel’s
engine and means of propulsion.
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3.9. Lightering
If the master decides to lighter the cargo in order to lighten the weight of the
vessel, it is recommended that he does so only after having signed a written
contract drafted through local agents and with the assistance of the Owners in
order to prevent the barge owners from making subsequent claims for salvage
money or from charging unreasonably high fees.

Please note that lightering must not be performed until measures have been
taken to prevent the vessel from moving higher aground.

3.10. Tug assistance
If the master has to ask for tug assistance, he is recommended to do so
through local agents and with help from the Owners so as to make a lump-
sum arrangement or an agreement for a fixed hourly rate, thereby avoiding
any claims for salvage award. It follows from this that the master should avoid
arranging for such assistance by signing ’Lloyd’s Open Form’ or another
salvage contract, unless so required by circumstances, in particular the gravi-
ty of the situation.

3.11. Trimming or jettison of cargo
Under certain circumstances, say if the vessel is grounded with only part of its
bottom, it may be prudent to attempt trimming the vessel by restowing the
cargo or, if this or other options are out of the question, to lighten the vessel
by jettison (pumping out) the cargo.

Before so doing, however, it is important to make sure that the vessel will not
move higher aground during the jettison (pumping out).

Before deciding to jettison (pump out), the master must consider the
advantages of such an operation in careful consultation with the Owners.

The master should take into consideration oil pollution or other damage that
may be caused by the jettisoned (pumped out) cargo.

3.12. Salvage assistance
If the grounding constitutes a serious threat to vessel and cargo, and if the
master deems that salvage assistance is definitely required, he should
arrange for such assistance to be provided as soon as possible – primarily
with help from the Owners or the insurer or their local agents. Whenever
possible, the master should agree a lump sum or a fixed hourly rate in writing
prior to assistance being provided. If it is not possible to reach such an
agreement, a salvage agreement should be made. Any agreement,
irrespective of kind, should be made on a ’no cure – no pay’- basis. An
example of the wording of such an agreement is found in section 9 E.

Before signing the salvage contract, the master should consult with the
Owners concerning the termination of the salvage contract.
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3.13. Collision mat
If, upon refloating, it is discovered that the vessel has sustained such
extensive leakage that it is difficult for the pumps to keep the bilges dry, a
collision mat may be used. The vessel must be kept in shallow waters until the
leakage is under control and the vessel is tight.

3.14. Notification of the Owners
As soon as possible after the grounding the master shall notify the Owners of
the incident and answer the following questions:

1. Time of grounding, with indication of local time.
2. Accurate position.
3. Heading on the ground.
4. Speed at the time of grounding.
5. Draft fore and aft before grounding.
6. Draft fore and aft on the ground (by high tide, otherwise with indication

of tide).
7. Soundings made around the vessel (by high tide, otherwise with

indication of tide).
8. Currents, including the direction of the current in relation to the vessel.
9. Type of seabed upon which the vessel is resting.
10. Weather conditions and the forecast for the next couple of days.
11. Did the grounding occur by high or low tide or in between the two.
12. Tide table for the next couple of days.
13. Does the vessel have a list to either side?
14. Is the vessel tight, and what inspections have been performed to check

this?
15. Type and weight of the cargo, and stowage arrangements, before the

grounding.
16. Distribution of bunker oil, ballast and freshwater prior to the grounding.
17. Has the weight been redistributed after the grounding to trim the vessel

or for other reasons? If so, how much and how?
18. The master’s opinion as to whether it is possible to use engine,

propellers and rudder without taking unnecessary risks.
19. The master’s opinion on the prospects of refloating the vessel on his

own.
20. The master’s opinion on whether the vessel is in an exposed position
21. Indication of communication channels.

When reporting to the Owners, the master needs only to state the numbers (in
letters) and the answer next to them, as this will enable the Owners to get a
clear impression of the grounding and the circumstances; any unnecessary
waste of time in producing this information is thus avoided. The questions
should be answered as quickly as possible, and if in his first report the master
cannot answer all the questions, he should merely write e.g. ’eight later’
against the numbers for which the answers cannot be given. Moreover, the
master should provide any other information that may be of use to the Owners
in their assessment of how best to advise the master.
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The master should bear in mind that, in the event of grounding, the Owners
can only give him advice – not instructions. The master is responsible for the
vessel and her cargo and it is he who must take the action that he considers
appropriate in any given situation.
Once the vessel has been refloated, the master shall notify the Owners as
soon as possible of the time of refloating and any other information relevant in
the given situation.

For the purpose of a possible settlement of the claim for salvage award, it is
important for the master to make sure that the log contains not only the
answers to the above questions, but also a detailed description of the salvage
procedure, including assistance provided by the salvors, work performed by
his own vessel, any pumping, shifting of cargo, lightering, attempts at towing
the vessel off the ground with or without the vessel’s own engine, number and
size of tugs, barges and other equipment, including warps, etc. The main
points of the salvage procedure must be recorded in the vessel’s log.
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Section 4

GUIDELINES IN CASE OF FIRE

General instructions
One of the largest perils to a vessel’s safety is FIRE ON BOARD.

4.1. The most important measures to prevent and limit the extent of fire
1. Tobacco smoking in beds has caused fire accidents. Everyone on

board is urged not to smoke in the bed.
Smoking in the holds and near hatches during loading and unloading
should be avoided.

2. Tobacco must be carefully put out prior to disposal. This also applies to
tobacco thrown overboard, as the wind may carry it through open
portholes, air pipes, etc.

3. Accumulation of oil waste should be avoided. Floors, tank top and
bilges must be kept clean and drip trays must be emptied of oil
regularly.

4. Beware of self-ignition of oily cotton waste, rags, sawdust, etc.
5. Routine checks of oil piping systems under pressure.
6. Defective or insufficient insulation of hot surfaces must be repaired

immediately.
7. Defective electric installations must be repaired immediately.
8. Electric heaters must not be covered up.
9. Boiler installations must always be kept in order and operated properly.
10. When in use, deep fryers should be kept under constant surveillance.

Ventilation and exhaust hoods should be kept clean.
11. During welding and torchcutting a firewatch should be stand by with fire

extinguishing equipment. Beware of adjoining rooms.
When the vessel is in for repair clear agreements must be made
concerning firewatch and the possible calling-in of help.

12. The watchman must be instructed to look out for fire and must be told
how to call in fire-fighters when the vessel is moored.

13. Regular control of fire dampers and fire detectors.

4.2. Guidelines for firefighting

Basic rules of any firefighting effort
1. Limit the fire by preventing ignition of materials not yet ignited.
2. Cool down the material on fire, bringing it below the ignition

temperature.
3. Smother the fire by preventing intake of new air.

The most important fire-extinguishing agents are:
Water, foam, carbonic acid (CO2), halon, powder and sand.
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Water
Water is the most frequently used fire-extinguishing agent and has a unique
ability to bind heat and, hence, cool.
Water in the form of spray is particularly well suited for generating fast cooling.
Water is primarily used to put out fire in solid materials, e.g. fire in
accomodation (with the exception of electrical installations).
Water spray is also used to put out small fires in oil and other inflammable
liquids.

Foam
Foam is used to put out fire in petrol, large oil fires, fats, etc.

Carbonic acid (CO2)
Carbonic acid is used to smother fire in holds, tanks, engine rooms and other
confined spaces.
NB! Masks with smoke filters (’gas masks’) do not protect against the
suffocating effects of carbonic acid.
Carbonic acid is odourless, heavier than common atmospheric air and it
therefore fills a room from the bottom. The room must be aired before anyone
is allowed to enter.

Halon
Halon, which is being phased out, is used in the same way as carbonic acid
(CO2).

Powder
Powder extinguishers are perfect for fighting fires in small quantities of petrol
and oil.
Powder should only be used in an absolute emergency to put out fire in
electric panels, etc.

Sand
Sand is suited for putting out small fires in oil or other inflammable liquids.
Sand may also be used for putting out fires in substances which develop
oxygen during combustion.

4.3. General firefighting rules
If a fire is detected onboard, firefighting must promptly be initiated and the fire
alarm sounded.
Immediately upon hearing the fire alarm signal, everyone onboard shall go to
his assigned position as per the vessel’s fire drill without delay.
The fire pumps in the engine room shall be activated as soon as the alarm is
sounded. The duty engineer shall make sure that the fire pipeline valves are
open and that the pumps produce the necessary pressure.
The master of the vessel shall decide whether to prepare the lifesaving
equipment. By fire in accommodation near the lifeboats, it is recommended to
lower the boats immediately.
Whenever possible, the vessel must be brought into a position in relation to
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wind and waves which will reduce the risk of spreading the fire and smoke.
It is important immediately to prevent inflow of air into rooms on fire.

Fire fighting
When fighting a fire, it is always essential to get as close as possible to the
source of the fire. Hosing down smoke and flames is of little effect and is a
waste of extinguishing agent and often adds to the damage.
The crew shall always work in teams of at least two. In order to be able to find
their way back, teams are recommended to bring along a guiding line or follow
the hose back if a hose is carried along.

A hose with a nozzle should always be operated by two persons one of whom
shall direct the nozzle while the other shall direct the hose. The danger of an
exploding hose must be taken into account. When someone enters a room on
fire it is advisable to arrange cover for such persons by keeping another hose
with spray nozzle ready for use.

When using water for firefighting, it should be remembered that the pumped-in
water may fatally affect the stability of the vessel, and wherever possible
measures must be taken to pump the water out or drain it off, in particular
from elevated areas of the vessel.
Pumping out should be initiated as soon as possible.
See section 4.7.

Do not open the door to a room on fire, until everything is ready for effective
fighting of the fire. Beware of the danger of spurts of flame, in particular
around the upper part of the door. Approach the fire along the floor.

When heated, gas cylinders and other containers holding compressed and
liquefied gases constitute an explosion risk and should therefore immediately
be removed from the place of fire. Cylinders that have been exposed to
heating should be checked by authorised personnel before use.
Fire often produces toxic carbon monoxide (CO) which is odourless and lethal
if inhaled.

Due to the risk of flue gas explosions, great care must always be taken when
opening the door of a room on fire or filled with smoke.

Final extinction of the fire
Once a fire has been brought under control and is by and large extinguished,
efforts should begin for the final extinction of the fire and careful clean up.
Final extinction should involve use of as little water as possible. All materials
and objects that were on fire and which can be removed from the place of fire
shall be carried on deck for complete extinction or disposal into the sea.

After the fire has been extinguished, the place of fire must be kept under
constant observation until any risk of a rekindling of the fire has been
eliminated.
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4.4. Fire in the cargo holds
1. If a fire breaks out in a hold while the hatches are open, attempts

should be made to put out the fire immediately by means of water or
foam.

2. When opening the hatches of holds in which there is a fire, or in which
there has been a fire which is now believed to be extinguished, you
have to be very careful and remove as few covers as possible. Also,
fire hoses should be kept ready for immediate use. You should also be
ready to close the hatches again quickly, if that proves necessary.

3. If the fire in a closed hold has been slowed by means of carbonic acid
to the point where the temperature is no longer dangerous, the hatches
should be opened only if there are ample quantities of carbonic acid left
onboard to resume extinguishing. Otherwise the hatches should not be
opened until the vessel reaches port and sufficient quantities of
carbonic acid have been brought onboard. One way of ascertaining
that the temperature is no longer dangerous is to use heat-seeking
equipment.

4. A fire in a hold can usually be smothered or in any case be kept low by
making the room tight and filling it with carbonic acid.
However, this procedure should not be applied if the cargo consists of
nitrates, chlorates and other substances with a high oxygen content, in
which case firefighting with water must begin at once.

5. Fire in deck cargo, containers or on open ro-ro decks shall be put out
by means of water spray, foam or powder, depending on the nature of
the cargo.
For more information on inflammable cargo, see:
International Maritime Dangerous Goods Code (published by IMO).

4.5. Fire in engine rooms
1. By a minor fire in the engine room, and depending upon the

circumstances, firefighting shall begin immediately by means of the
portable foam and carbonic acid extinguishers or powder. However, if it
is evident that these efforts will be unsuccessful, attempts must begin
immediately to put out the fire with the permanently installed fire
extinguishing equipment.

2. Any inflow of air to the engine room should be prevented promptly by
turning off ventilation and closing all openings.

3. Quick -closing devices shall be activated with due regard to the
vessel’s current situation. Moreover, fuel oil transfer pumps and
purifying equipment shall be stopped.

4.6. Fire while in port
1. All personnel on duty must know how to call in help from ashore.
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2. The leader of the local fire brigade is likely to wish to be in charge of
the firefighting, and it is therefore a question of establishing a good
working relationship with him, as the master of the vessel will still be
the person responsible for crew, cargo and vessel.
Especially with regard to the vessel’s stability, the master is responsible
- and he alone.

3. The vessel’s fire plan should be reviewed with the fire authorities
before firefighting begins.

4.7. The vessel’s stability during firefighting
1. When using water for firefighting, it is important to keep in mind that the

pumped-in water will affect the stability of the vessel, and all possible
measures must be taken to prevent her from capsizing.

2. If the vessel is in port and fire breaks out requiring large quantities of
water for firefighting the following measures must be taken
immediately:

a. All tanks that may increase the stability of the vessel must be filled
up completely so as to ensure that there are no free surfaces left in
any of the tanks.

b. Whenever required by circumstances, it should be considered to
ground the vessel nearby to prevent it from capsizing.

c. If grounding is impossible, and if there are fears that the stability is
threatened, the master shall consider whether to allow the vessel to
capsize or to accept the fire damage that might result from not
taking on board more water.

If the vessel is kept afloat and the fire is allowed to burn out in the
place where it started while, at the same time, cooling off the
adjacent parts, there is generally a better chance of repairing the
vessel. E.g. the engine is unlikely to suffer any major damage from
a fire outside the engine room.

Reference is also made to:
‘Firefighting onboard vessels’ by Christen Knak.

4.8. Notification of the Owners
The master must notify the Owners promptly if a fire breaks out onboard the
vessel. The notification shall contain the following information:

1. Full name and occupation of any casualties and their condition.
2. Position, course and speed of the vessel.
3. Weather conditions and the forecast for the next couple of days.
4. Manoeuvrability of the vessel.
5. Place on board where the fire broke out.
6. Material that fuels the fire.
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7. Inflammables in adjoining rooms.
8. Measures taken.
9. Type of assistance required.
10. Outlook for the situation.

4.9. Limiting the extent of secondary damage to technical equipment
Fire in and heating of synthetic materials such as PVC plastic in cable
insulation will develop hydrogen chlorides which together with the humidity in
the air will develop hydrochloric acid.

Similarly, the combustion of fuel oils, lubricating oils and rubber may develop
sulphuric acid.

Besides developing hydrochloric acid, firefighting by means of Halon may,
develop hydrofluoric acid and bromic acid.

This will create a risk of a corrosive attack on all unprotected metal surfaces,
including electric components, circuit boards, rail bonds and machinery.

Measures to limit the extent of secondary damage caused by acids:

1. Corrosion presupposes the presence of, among other things, humidity
in the air. Maximum and quick drying of the air is vital and may be
undertaken by means of hot air or dehumidification.

2. Whenever possible and warrantable from a safety point of view,
generators, electric panels, electric motors and electronic equipment
should be kept running as the heat thus developed will greatly impede
the progress of corrosion.

3. An air-cooled electric engine or generator damaged by acid which has
been cold and is restarted is highly susceptible to damage and should
not be started until having been carefully checked.

4. To some degree the acids and their salts may be rinsed off or washed
away by means of freshwater. The risk of increasing the humidity level
and thus accelerate the speed of the corrosive process should be
estimated by experts.

Consequences of fighting the fire
1. Powder is corrosive because of its strongly hygroscopic properties.

As much powder as possible shall be removed from technical
installations by vacuum cleaning.

Powder in oil products may have the same effect as nutritive salts
which cause growth in the oil’s living organisms. The oil must be
analysed or replaced.
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2. Saltwater contains an array of highly corrosive salts, primarily sodium
chloride.

The installations affected must be washed down thoroughly with large
quantities of freshwater, preferably hot.

Afterwards the installations must be dried, the most effective method
being hot air.

Equipment with windings (electric motors, transformers, generators)
should never be started until thoroughly tested.

3. In principle freshwater is not particularly harmful, but the same
procedure should be applied as for firefighting with saltwater.

As soon as possible experts should be brought in to determine the scope and
extent of any occurrences of corrosive encrustation, primarily chloride
encrustation, in order for the correct remedial action to be taken.
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Section 5

GUIDELINES IN CASE OF COLLISION

5.1. General directions
In the event of a collision with another vessel it is of vital importance not only
to make the necessary arrangements with regard to the safety of everyone
onboard and the vessel itself, but also to record the following information for
use in the subsequent handling of the case:

1. Position and time of collision.
2. Collision angle, course and speed at the time of collision.
3. The course and speed of own vessel and any alterations of course and

speed - and the time thereof - made since the first observation of the
other vessel.

4. Soundings and distances to the other vessel - and the time thereof -
since the first observation.

5. The course and speed of the other vessel and any alterations of course
and speed - and the time thereof - since the first observation.

6. Observations made of the closest point of approach (CPA).
7. Any other measures taken to avoid collision.
8. Weather, currents and visibility.
9. Lights carried by the two vessels and signals given.

It goes without saying that special care should be taken when producing
reports, communication and making entries in logs and manoeuvring records
kept in connection with the collision.

It is of the utmost importance to save all information, both written and
electronic, for later use.
If salvage or towing is required, reference is made to the directions given in
section 3, items 10 and 12, and section 7.
The master should instruct officers and crew not to make statements to
unauthorised persons regarding the circumstances of the collision.
If the authorities order statements to be made, the Owners should be
consulted beforehand.
If a pilot was onboard, he must be asked for a report.
If the area was under Vessel Traffic Surveillance (VTS), the Owners shall be
informed accordingly.
As soon as possible the master of the other vessel or her owners/agent shall
be held liable in writing for any costs arising as a consequence of the collision
(see section 9 A).
Once the vessel has reached port, the parties involved shall be summoned to
undertake a joint survey of the damages.
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5.2. Notification of the Owners
As soon as possible after the collision the master shall report the incident to
the Owners and provide answers to the following questions:

1. Position and time of collision.
2. Occupation and full name of any casualties and their condition.
3. Any danger to those onboard, the vessel and the cargo.
4. Name and home port of the other vessel.
5. Nature and extent of damage to own vessel and, if possible, to the

other vessel as well.
6. Is the vessel capable of continuing her voyage unassisted, or will it be

necessary to enter a port of refuge or to call in salvage or towing
assistance.

7. Information on wind and weather and the forecast for the next couple of
days.

If danger is imminent, the master must of course always use his own
discretion and do everything to save human lives and the values entrusted to
him without first obtaining instructions.
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Section 6

GUIDELINES IN CASE OF ENGINE FAILURE

6.1. Engine failure in general
In recent years many Owners and their insurers have observed an increase in
the number of engine failures often extremely costly. Serious engine failure
may imply the need to tow in the vessel from sea with an ensuing substantial
financial claim from the salvors.

Below are listed some of the general causes of engine failure not caused by
‘external factors’ such as stranding, fire, collision (including propeller
damage), etc.

6.2. General causes of failure in main and auxiliary engines
a. Thermal overload
b. Fuel oil problems
c. Cooling water problems
d. Lubricating oil problems
e. Turbo-charger problems
f. Alignment problems
g. Torsion vibration problems
h. Reduction gear problems
i. Failure in alarm and safety systems
j. Outflow of oil
k. Water in engine room
l. Insufficient compliance with recommendations in the manuals with

regard to ordinary service and maintenance work.

The above incidents may cause serious damage resulting in engine failure.
Damage may be avoided or reduced by practising careful daily routines,
registration and maintenance.

Ignition of oil may cause loss of human lives in just a few seconds.

6.3. Prevention of engine failure
To endeavour to avoid engine failure caused by any of the above-mentioned
incidents, the insurers have prepared the following recommendations for ship
crews:

Re a. Never put a load on the engine that takes it beyond the maximum
temperatures indicated in the instruction manual.

Re b. Settling and day tanks should be drained in connection with morning
and evening rounds.

To obtain the optimum cleaning of the oil, fuel oil centrifuges should run
at the correct density ring and a flow matching the daily consumption.
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Owners are recommended to affiliate with a specific oil analysis
institute such as DNV Petroleum Services, Fobas, etc., and not to use
newly-bunkered oil until the result of the analysis is available and
adjustments have been made for any deviations relative to the oil
previously used.

Re c. Always comply with instructions given by engine manufacturers with
regard to unfiltered water and cooling water inhibition. In high-
performance diesel engines it is often difficult to meet the requirements
for maximum chloride content in unfiltered water due to the chlorine
added by waterworks.

Re d. Lubricating oil should be checked weekly for water content.

Always comply with recommendations by engine manufacturers when
choosing the brand/type of lubricating oil in relation to the fuel oil used.

Arrange for analyses to be made of samples of lubricating oil at least
every three months, and follow the recommendations made in the
analysis report.

Re e. Follow recommendations by engine manufacturers with regard to water
wash and replacement of lubricating oil and turbo-charger bearings.
Beware of, and immediately intervene by, incipient shaking/vibrations.

Re f. Perform deflection measurements of the main engine crank shaft twice
a year as well as before and after docking, after grounding and major
steel repair work. Significant changes in measurements may reflect a
change in alignment and shall be investigated prior to start-up.

Re g. Follow recommendations by engine manufacturers with regard to
controls of torsion vibration dampers, as increased torsion vibrations
may cause failure in the engine’s register drive, flexible clutches, etc.

Re h. Gearwheel tooth contact pattern should be checked every three
months as a minimum, and the gear manufacturer should be consulted
in case of a change in their performance, as this may be the first
indication of a defect in the bearings.

Follow the supplier’s recommendations with regard to oil filter
replacement and take immediate action if the differential pressure over
the filters increases or if metal particles appear in the filters.

Re i. Daily checks must be made to make sure that the vessel’s engine
alarm system is working, and any defects shall be repaired
immediately.

The engines’ safety functions (automatic stop functions, overspeed, oil
mist detector, etc.) should be checked frequently.
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Re j. Escaping oil in connection with defective or lack of shielding and
insulation of hot surfaces, such as exhaust pipes, turbo-chargers,
boilers, etc., has caused many engine room fires. Always make sure
that the insulation is intact and shielding has been mounted.

Re k. Sea valves and overboard valves are always non-return valves. Valves
must be ‘worked’ at regular intervals to keep them in operating
condition.

Before leaving a vessel unattended in port (coasters, fishing vessels,
pilot boats, laid-up vessels, etc.), all sea valves and overboard valves
should be closed, except overboard valves of automatic discharge
pumps.

The operating condition of water level alarms in cofferdams, wells, etc.
should be checked regularly (e.g. weekly) and any defects should be
repaired promptly.

Re l. Always comply with the recommendations of the engine supplier with
regard to service and maintenance work. Use the maintenance tables
in the instruction manual as a guideline for overhaul dates and follow
the repair guidelines.

Starting air receivers should be emptied once a week. Oil accumulated in the
starting air system may cause major explosion.

Never return a used fire extinguisher to its place before it has been recharged
and made ready for use.

If the engine alarm goes off, promptly check the cause of the alarm and
consider what remedial action to take, including the possibility of stopping the
engine.

In addition to the statutory engineers’ log book, Notices and Memorandum to
Owners, oil record book, etc., records should be kept of engine repairwork
and maintenance work, including entries of repairwork date(s) and the running
hours for the individual components.

If engine failure prevents a vessel from reaching port by own power, the
possibility should be considered of having any spare parts or special tools
delivered by other vessels or by helicopter, or whether towing assistance is
required.
In the latter case, reference is made to section 3, item 3.10, and section 7.
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6.4. Notification of the Owners
As soon as possible after the failure has occurred, the master shall report the
incident to the Owners and answer the following questions:

1. Time of the engine failure with indication of local time.
2. The position of the vessel.
3. Current condition.
4. Weather conditions and the forecast for the next couple of days.
5. Indication of the exact machinery and component(s) that failed.
6. Clear and accurate indication of the extent of the failure, and whether it

has resulted in, or may result in, the engine being fully or partially out of
order.

7. If possible, the cause of the failure.
8. A description of the repairwork required and any spare parts that need

to be delivered to the vessel in addition to usable spare parts on board.
9. When replying, state the position numbers of the damaged parts as

they appear in the instruction manual (number of table or page) or in
drawings. To identify the engine parts, use the same names as in the
instruction manual.
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Section 7

GUIDELINES IN CASE OF TOWAGE

7.1. Contractual matters
If it becomes necessary to call in assistance to have the vessel towed into
port, either by another vessel or by a tug, reference is made to section 3,
items 3.10 and 3.12 for the contractual aspects and the safety of the vessel.

7.2. Notification of the Owners
As soon as possible after the average has occurred, the master shall report
the incident to the Owners and provide answers to the following questions:

1 Type of average
2 Time of the average
3 Vessel’s position
4 Current conditions.
5 Weather conditions and forecast for the next couple of days
6 Master’s assessment of the situation and the risk involved, the distance

to the nearest shore, platform, or obstruction, water depth and
anchoring possibilities.

7.3. Precautions before and during towage
1. In due time before towage begins, the masters should make a clear

agreement on the procedure of connecting the towrope, as otherwise
precious time may be lost when the vessels are located close to one
another, often under difficult circumstances.

Examples:
a.  Which vessel will transfer heaving lines and provide riding lines for

the towrope.
b Which vessel will provide the towrope.
c How to fasten the towrope: to the anchor chain, the bridle, directly

on a bollard, or to a fixed emergency towage arrangement.

2. When towing by the anchor chain, the latter should be secured during
tow in order to avoid a direct pull on the windlass.

3. Before rigging the towrope, it should be checked that there are
sufficient numbers of heaving lines, riding lines, shackles and other
necessary equipment ready for use.

4. It is always important to ascertain how the vessels are drifting by wind
and current in relation to one another so as to use the most appropriate
manoeuvres for transfer of the towrope.

5. Beware of the risk of ropes getting caught in the propeller during
attempts to fasten the towrope.

6. Circumstances permitting, the towing arrangement should be rigged
during daylight.
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7. Protect the contact faces between the towrope and hawsepipe or
warping chocks by use of canvas and regular greasing.

8. From time to time the towing vessel should adjust the towrope to
minimise wear on the contact faces.

9. When towed over long distances, the towed vessel should lock the
propeller shaft and fix the rudder in midship position.

10. A communication link should be established between the towed vessel
and the towing vessel.
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Section 8

GUIDELINES IN CASE OF OTHER INCIDENTS

8.1. Collision with fixed installations
The Preface contains a list of the most frequent causes of collision with fixed
installations. However, other situations may arise which lead to this kind of
average, and although such situations are often outside the master’s control,
their implications may nevertheless affect the Owners.

This is not the place to set out rules on how to avoid this type of average, but
nevertheless there are a few issues of special significance in this connection:

1. During port manoeuvres and when navigating in narrow waters, the
engine room should be manned to ensure quick assistance in case of
failure in the bridge control system.

2. Under similar circumstances the anchors should be kept ready for use,
and crew should be standby on the forecastle.

3. Shifting alongside should always involve sufficient assistance and crew
and only be carried out after consultation with the port authorities.

4. If the vessel has side thrusters it is important to make sure that there is
sufficient power to counteract power failure.

8.2. Notification of the Owners
As soon as possible after the average has occurred, the master shall report
the incident to the Owners and provide answers to the following questions:

1. Time of the incident and a brief description of the cause.
2. Brief description of the damage to third party.
3. Information on the party suffering damage.
4. Brief description of any damage sustained by own vessel.

Even in cases where liability is easily assigned, and regardless whether the
amount involved is negligible, the master should notify the Owners. Any
financial arrangements may be made in consultation with the Owners and the
local average agent, who should always be brought in in serious cases to
assist with inspections and negotiations with the party suffering the damage.

Reference is made to section 9 F for amicable settlements.

8.3. Heavy weather damage
Heavy weather damage to the vessel’s hull, superstructure and/or cargo is
most frequently caused by a speed that is incompatible with the force and/or
direction of sea and swell.
Contributory causes may be the distribution of cargo (the metacentric height),
shifting cargo or wrong ballasting during ballast voyage.
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In poor weather conditions vessel and cargo should be inspected at suitable
intervals where this is possible without jeopardising the safety of the crew. It is
important that covers, dead lights and watertight doors are free.

Slack tanks and water in bilges/suction wells should be avoided.

Typical heavy weather damage:

Indentations in the vessel’s bottom, in particular in the forepart
This type of damage (pounding) may be extensive and occurs relatively
frequently.
The risk of such damage is greatest when the vessel is in ballast, and quite a
few cases could be avoided by adjusting the speed or, circumstances
permitting, by performing an appropriate alteration of course.

Damage on deck
Such damage may occur everywhere, but bulwark, stanchions and
breakwaters as well as equipment on the vessel’s forecastle have proved to
be particularly vulnerable.
Damage of this type may jeopardise the vessel’s safety and generally
speaking cracks should be repaired as soon as possible.
Damage to air and sounding pipes may occur as a consequence of heavy
weather and it is recommended that vessels carry along a suitable stock of
wooden plugs or other materials for temporary tightening.

Cases of damage caused by heavy weather should be recorded in the
logbook.

8.4. Notification of the Owners
As soon as possible after the incident the master shall notify the Owners and
provide answers to the following questions:

1. Vessel’s position, course and speed.
2. Weather conditions and forecast for the next couple of days.
3. Vessel’s manoeuvrability.
4. Nature and extent of damage to the vessel.
5. Damage to cargo.
6. Measures taken.
7. Need for assistance.

8.5. Damage caused by stevedores
Most of the loading and unloading onboard vessels is generally handled by
stevedore companies under a contract.

Both Owners and stevedores want loading or unloading to be as fast as
possible. Several factors may increase the risk of stevedore damage to the
vessel, e.g. unfamiliarity with the vessel’s loading gear, insufficient knowledge
of the vessel’s stability, or inappropriate use of cargo gear by fast handling.
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Experience shows that vessel and cargo often sustain damage during loading
and unloading due to negligence on the part of the stevedore crew.

It is therefore of major importance to monitor both loading and unloading
closely to enable immediate recording and inspection of any damage caused
by the stevedore to vessel and cargo by both parties and subsequent entry in
the logbook.

Should the damage to the vessel affect her seaworthiness, the master shall
furthermore call in a representative of the classification society or the flagstate
Maritime Authority and notify the Owners and the insurer.

Besides the measures stated above, it is imperative to make sure that the
stevedore company is immediately held liable in writing, e.g. in accordance
with the proposal in section 9 B.

It is standard practice for the vessel’s officers to call the attention of the
stevedore crew to unfortunate issues that could cause damage. This
complaint should be followed up in writing.

Once damage has occurred, a joint survey should be performed, entries
should be made in the logbook and a written complaint should be sent to the
stevedore company for which a written receipt should be obtained.

It is important to note that photographs constitute valuable evidence. When
using digital photos in evidence, such photos should be exchanged in
connection with the joint survey.
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Section 9

EXAMPLES

A)   Letter of liability in case of collision

(Owners’ letterhead)
M/V “XX”

(place, date)

To the Master and Owners
of the m/v “YY”

Dear Sirs,

This is to notify you, on behalf of my Owners, that I hold you and your Owners
responsible for all damage to m/v “XX” and her cargo, incl. loss of time, resulting
from your vessel having been in collision with the “XX” on (date), at about — hours
GMT.

Please acknowledge receipt of this letter by signing and returning the attached copy.

Master

_______________
for receipt only
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B)   Letter of liability for damage caused by stevedore

(Owners’ letterhead)

M/V “XX”
(place, date)

To Messrs. (stevedore company)

Dear Sirs,

I regret to inform you that on the above date at (hrs) you caused damage to my
vessel as specified below and on behalf of my Owners I hereby hold you responsible
for all cost related to the damage.

Master

Example of damage:

By way of hatch No. 2

Hatch coaming indented port side between stanchion No. 2 and 3 counted from fwd.

By way of hold No. 5

Sharp indent starboard side tanktop plating off shell frame No. 12 counted from fwd.

The above named damage was caused by negligence in handling cargo of steel
plates.

This notice received, read and checked against damage.

Date:

_____________________________________
(signed on behalf of stevedore company)
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C)   Protest

NOTE OF PROTEST

This is to certify that on the (date) captain N.N. of the vessel “XX” of (port of registry),
which sailed from (place) on the (date) loaded with a (cargo) bound for (place) and
arrived at this port on the (date), appeared before me, the undersigned, and that the
said captain N.N. in fearing that damage might have been occasioned to the vessel
and/or cargo through (incident) that occurred on the (date) noted protest against all
loss, damage etc. and reserving his right to extend this protest whenever necessary.

(place, date)

………....…………………………….
         name, Master of “XX”

I hereby certify that captain N.N.
personally appeared before me
on this date and signed the
above in my presence on the
(date).

………....…………………………….
Notary Public or Flagstate Consul
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D)   Average Bond
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LAB 77

L L O Y D ‘ S   A V E R A G E   B O N D

To  ...............................................................................................................................................................
                                                                   
Owner(s) of the   .........................................................................................................................................

                                                         
Voyage and date  .........................................................................................................................................

                                                        

Port of shipment     .......................................................................................................
                                           
Port of destination .......................................................................................................
                                          
Bill of Lading or waybill number(s)  ...........................................................................
                               

Quantity and description of goods
___________________________________________________________________________________

In consideration of the delivery to us or to our order, on payment of the freight due, of the goods noted
above we agree to pay the proper proportion of any salvage and/or general average and/or special
charges which may hereafter be ascertained to be due from the goods or the shippers or owners thereof
under an adjustment prepared in accordance with the provisions of the contract of affreightment
governing the carriage of the goods or, failing any such provision, in accordance with the law and
practice of the place where the common maritime adventure ended and which is payable in respect of
the goods by the shippers or owners thereof.

We also agree to:

(I) furnish particulars of the value of the goods, supported by a copy of the commercial invoice
rendered to us or, if there is no such invoice, details of the shipped value and

(II) make a payment on account of such sum as is duly certified by the average adjusters to be
due from the goods and which is payable in respect of the goods by the shippers or owners
thereof.

Date ............................              Signature of receiver of goods .................................................................

Full name and address
..........................................................................................................................................................

..........................................................................................................................................................

..........................................................................................................................................................
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V A L U A T I O N   F O R M

To  ...............................................................................................................................................................
                                                                   

Owner(s) of the   .........................................................................................................................................
                                                                   

Voyage and date  .........................................................................................................................................
                                                                   

Port of shipment     .......................................................................................................
                                                                   

Port of destination .......................................................................................................

Bill of Lading or waybill number(s)  ...........................................................................
                               

Particulars of value
(specify currency)

Quantity and description of goods
A B

Invoice Value Shipped Value

Currency

1. If the goods are insured please state the following details (If known):
Name and address of insurers or brokers ..............................................................................................
......................................................................................................................................................
Policy or certificate number and date ........................................  Insured value .................................

2. If the goods arrived subject to loss or damage, please state nature and extent thereof  .......................
...............................................................................................................................................................
and ensure that copies of supporting docuemnts are forwarded either direct or through the insurers
to the average adjusters named below.

3. If a general average deposit has been paid, please state:
(a) Amount of the deposit ......................................  (b) Deposit receipt No .................................
(c) Whether you have made any claim on your insurers for reimbursement .................................

Date .................................                      Signature ..................................................................................

Full name and address:
.................................................................................................................................................................
.................................................................................................................................................................

NOTES:
1. If the goods form the subject of a commercial transaction, fill in column A with the

amount of the commercial invoice rendered to you, and attach a copy of this invoice
hereto.

2. If there is no commercial invoice covering the goods, state the shipped value, if known to
you, in column B.

3. In either case, state the currency involved.
4. The shipowners have appointed as average adjusters: ………………………………………

to whom this form should be sent duly completed together with a copy of the commercial
invoice.



E)   Lloyd’s Standard Form of Salvage Agreement  No Cure - No Pay

and

Scandinavian Salvage Contract  No Cure - No Pay
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F)   Amicable settlement

Whenever the master can reach agreement with the other party on an amicable
settlement, e.g. in connection with damage caused by the vessel to fixed installations
as mentioned in section 8, it would be appropriate to confirm this by asking the
counterpart to sign a declaration to that effect. Below is an example of such wording:

(Owners’ letterhead)

m.v. “XX”
(place, date)

It is today mutually agreed between the (Claimant), on behalf of the Owners of pier
No. 15, and the master of m.v. “XX” on behalf of the Owners of the vessel, that
(amount/currency) is accepted in full and final settlement for jointly inspected damage
to (installation) sustained accidentally on the (date).

...............................................                                       ...............................................
On behalf of Claimant Master
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G)   Receipt for work performed

Whenever a repairshop or a shipyard requests the master’s approval of a repair
invoice upon completion of a job, the master is advised to insert the following
reservation next to his signature:

“The extent of work confirmed by the undersigned without prejudice as to prices and
subject to the Owners’ approval”.

                                      ...............................................
Master
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Section 10

DEFINITIONS OF INSTITUTIONS AND CONCEPTS IN
CONNECTION WITH AVERAGE

38

English term

Average

Average Adjuster

Average Bond

Classification

General Average

Danish term

Havari

Dispachør

Havariindeståelse
(Havaribond)

Klassifikation

Havari grosse
(Fælleshavari)

Definition

See “Particular Average” and “General
Average”.

A person with special expertise in
relation to allocation of costs relative to
average.

A document to be signed by the cargo
owner before the cargo is released if,
during the voyage, general average
costs were incurred (see section 9 D).

A number of societies supervise
construction of vessels and periodic
inspections of their condition as per
specific sets of rules prepared by the
individual classification societies, e.g.

• Lloyd’s Register of Shipping.
• American Bureau of Shipping.
• Bureau Veritas.
• Det Norske Veritas.
• Germanischer Lloyd.
• Registro Italiano.
• Nippon Kaiji Kyokai

(The above list of classification societies
is not exhaustive)

General average occurs when - and only
when - an extraordinary sacrifice or
expenditure is made or incurred volunta-
rily and reasonably for the common
safety and for the purpose of salvaging
assets exposed to common perils of the
seas.

Eksempler:
• Salvage award
• Tow assistance by engine failure
• Jettison of cargo
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English term

Hull & Machinery
Insurance

Jettison

LOF 2000

Lloyd’s
Underwriters

Lloyd’s Agents

Particular
Average

Danish term

Kaskoforsikring

Kastning

Lloyd’s Open
Form

Lloyd’s

Lloyd’s agenter

Partikulær skade

Definition

• Water or other type of damage
caused by firefighting

• Damage to vessel and machinery and
possibly cargo by endeavouring to
refloat the vessel

• Port of refuge expenses

Insurance of vessel and machinery
against physical damage as per specific
rules. The insurance also provides cover
for e.g. salvage award and tow assistan-
ce, as well as damage to foreign proper-
ty after direct contact, e.g. collision with
quay, with another vessel, etc.

When cargo or equipment is thrown
overboard to reduce the weight of the
vessel in a perilous situation.

Salvage agreement - see section 9 E.

Insurance organisation in London.
Should not be confused with Lloyd’s
Register of Shipping, which is a classi-
fication society.

Agents of Lloyd’s Underwriters world-
wide who perform and handle all kinds
of average services upon request. These
agents are widely respected and are
held to be impartial, which is why
masters can usually approach a local
Lloyd’s agent should the Owners’ own
insurer not be represented in the given
location.

Total or partial average to vessel or
cargo other than general average. It
should be noted that particular average
presupposes the occurrence of an
unfortunate incident, whereas damage
occurring as a result of voluntary action
is usually compensated for as general
average.
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English term

Perils of the Seas

Port of Refuge

Protection
and Indemnity
Insurance
(P. & I-Clubs)

Protest

Salvage

Danish term

Søens farer

Nødhavn

Reders ansvars-
forsikring

Søprotest

Bjærgning

Definition

The term refers only to fortuitous acci-
dents or casualties of the seas and does
not include the ordinary action of the wind
and waves (Marine Insurance Act 1906,
Schedule 1, Rule for Construction 7), e.g.
foundering of ship at sea, collisions,
unintentional stranding, etc. Something
which may happen at sea not something
which must happen is the criterion.

Unplanned arrival in port following an
average for the purpose of enabling ves-
sel and/or cargo to complete the voyage.

Covers Owners for special categories of
claims and losses, e.g.:

Both as regards crew on
board and persons
performing casual work
at port in the service of
the Owners, e.g. dock
workers

• Hospitalisation, medical, medicine
and possibly funeral expenses.
Repatriation of diseased and injured
persons.

• Costs of pollution control
• Damage to other vessel or other

property sustained without direct
contact. Removal of abandoned
wreckage where so required by local
authorities.

If, during a voyage, the vessel has suffe-
red average or incidents which cause
the master to suspect damage to vessel
and/or cargo, he may lodge a protest (an
extended protest) with the local consul,
Notary Public or other local authority.
(See section 9 C for further details).

See section 3, item 3.12 for further details.

Death
Personal
injury








