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General Knowledge

A cargo surveyor covers a very wide range of activities.  The variety of cargoes transported worldwide is immense and, whilst many cargoes share common characteristics, the general diversity means that no surveyor can possibly know everything.

Indeed, no surveyor can (or indeed should) claim to be competent in all fields of cargo surveying and by default there will always be some degree of specialisation. How such a specialisation is developed is probably a function of background and experience, based on knowledge and skill built up through time.

Documentation in the commercial sense plays an important part in the everyday work of dealing with damaged cargoes. Some working knowledge of import and export documentation is necessary to the surveyor so that he can understand the order of things in the conduct of the trade and the carriage of goods.

The surveyor should be familiar with such documents as Bills of Lading, types of invoices, certificates of origin and customs arrangements.  In addition, the surveyor should understand the roles played by other parties to the survey, such as representatives of ship-owners and charterers as well as receivers and shippers who often wish to have their interests protected at surveys.  

There are no precise rules for cargo surveying and all surveys require individual consideration.  A surveyor must be prepared to assume some responsibilities and to make decisions but must make clear that they act “without prejudice” and that a surveyor’s presence does not constitute an admission of liability on behalf of the principals.

The accurate reporting of facts relevant to the situation, the assessment of damage and the recommendations for minimising the loss, together with possible recommendations for future loss prevention, are the main functions of a cargo surveyor.

0.  Appointments / Procedures

0. Obtaining Instructions

On this subject, reference is made to the first section of the Provisional Advice of Claim/Survey Request Guidance Notes, available on the Noticeboard under Operational Instructions and Guidance, Forms, Schedules and Templates. A copy of which is attached to this Module.

Quote

In the majority of cases, the Lloyd’s Agent will be contacted by one or more of the following parties requesting assistance / attendance to survey:
- Shipper (Supplier)
- Consignee (Recipient of the cargo)
- Forwarder (on behalf of Shipper or Consignee)
- Broker and / or Cargo Insurer

Following receipt of any new instruction a Lloyd’s Agent is expected to acknowledge all survey requests, in writing, within 24 hours of receipt.

Unquote

When receiving instructions for a survey, the surveyor should be sure of whom they are representing and what exactly is required under the appointment. It is good to clarify if it will be completed as a sole surveyor or if a joint survey is to be held. If a joint survey is to be conducted, identify who the other surveyors are and whom they represent. 

If refused by claimants, it may be necessary for the surveyor to contact possible liable parties directly and submit an invitation to attend joint survey.

The “Lodging a Claim Against a Third party / Invitation to Attend for Joint Survey Guidance Notes” (Replacing Schedule L) is available on the Noticeboard of the Lloyd’s Agency website under Operational Instructions and Guidance, Forms, Schedules and Templates.

If a cargo survey is required, the surveyor will need to know the type of cargo involved, its location and availability for inspection. Including any timescales and any areas of concern. Establishing this in the beginning avoids problems later. Obtaining clear and complete instructions is absolutely essential and if the instructions raise any concerns, then these should be addressed immediately, prior to undertaking the survey.

The surveyor should keep notes of the conversations and the key points in their file for future reference.

0. Confirming Instructions

The surveyor should confirm understanding of the client's requirements, in writing, before starting any work. The surveyor should also draw attention to any terms and conditions of the contract that they might wish to impose. It is also important to establish who will pay for the service.

Where appropriate, it may be necessary for the surveyor to provide a fee estimate for work to be undertaken.  To ensure that this is accurate, clear instructions of exactly what is required should be obtained. Whilst it is sometimes difficult to give an estimate, an hourly/daily rate can be provided.

In case the instructions for survey have been given by a Broker or a Cargo Insurer, reference is made to the second section of the “Provisional Advice of Claim/Survey Request Guidance Notes”, available on the Noticeboard.

Quote

We would recommend that the initial Acknowledgement / Provisional Advice of Claim to the Broker and / or Cargo Insurer includes as much of the following information as possible:
    
· NAME OF APPLICANT FOR SURVEY

· NAME OF CONSIGNEE

· NAME OF SHIPPER

· POLICY NUMBER AND / OR CERTIFICATE NUMBER

· INSURED AND / OR INVOICE VALUE

· NAME OF VESSEL / AIRCRAFT / CONVEYANCE

· VOYAGE

· BILL OF LADING DETAILS AND DESCRIPTION OF GOODS

· NATURE OF LOSS / DAMAGE

· ESTIMATED LOSS AMOUNT

· DATE LOSS AND/OR DAMAGE REPORTED TO LLOYD’S AGENT

· NAME OF ATTENDING SURVEYOR

· LOCATION / DATE / TIME OF INSPECTION

· AN ESTIMATION OF THE SURVEY FEES (IF CONSIDERED APPROPRIATE)

· PROVISION FOR RECOVERY ACTION / GUARANTEE / LETTER OF UNDERTAKING 

             (IF CONSIDERED APPROPRIATE)

· ANY ADDITIONAL INFORMATION CONSIDERED RELEVANT

Unquote

0. Addressing Conflict of Interest

Should a surveyor find that they are appointed by more than one party to survey and can carry out this duty without conflict of interest, they must ensure that all parties are immediately made aware for whom the surveyor is acting and that they are satisfied with this arrangement.  Clients are within their rights to appoint another surveyor if they are not content with the situation.

0. Organising Survey

Having received all necessary information and confirmation, the surveyor can now of organise the survey. Whoever the instructing parties are, the requirements and procedures for organising a survey are the same as explained hereafter and further under Chapter “7. Surveys”.

In case the survey needs to be entrusted to an external surveyor, use should be made of the Form “Appointment of Sub-Contracted Surveyor by a Lloyd’s Agent”, which is readily available to be downloaded from the Noticeboard under Operational Instructions and Guidance.

0. Practical Issues / Terminology for Consideration

1.2.5.1 Loss Mitigation

It is a consignee’s contractual duty to mitigate any loss.  Mitigation is usually achieved by removing any sources of continuing deterioration and then by repairing or reconditioning the goods.  Loss mitigation action is preferably undertaken with the consent and under guidance of the cargo surveyor.

1.2.5.2 Duty of the Assured

It is the duty of the Assured, their delegates and/or forwarding agents: 
· to take all possible and reasonable measures to avoid or mitigate any loss or damage, and; 
· to ensure that all rights against carriers, bailees or other third parties are properly preserved and exercised. 
· All letters of protest duly and timely sent out, including invitation for joint survey which is available on the Noticeboard of the Lloyd’s Agency website under “Forms, Schedules and Templates, “Lodging a Claim Against a Third party / Invitation to Attend for Joint Survey Guidance Notes”

In addition to any loss recoverable under the terms of the insurance policy, underwriters will usually reimburse the Assured for any charges that are properly and reasonably incurred in connection with the claim.

1.2.5.3 Package Limitation

Consignees should also be made aware that a carrier’s liability under a contract of carriage may be subject to a ‘per package’ or a ‘per weight’ limitation and that therefore surveyors need all relevant information in this respect to be included in their survey report.

Surveyors should therefore include method of packing and weights of the damaged cargo items in their survey reports for the purpose of possible future recovery action against the responsible carrier or third party.

1.2.5.4 Without Prejudice

Surveys are to be conducted ‘without prejudice” to the rights of the involved Insurer or Principal.  This must be made clear during survey and needs to be confirmed in the survey report.  A surveyor ascertains and reports FACTS only, without committing Insurers or Principals to be liable to settle.

0. Basic Knowledge of Marine Insurance

It is usually up to the underwriter or claims adjuster to determine whether the policy covers the loss or damage. The surveyor’s job (unless otherwise instructed by the principal) is not to be concerned with the existence or terms of any insurance, but simply to examine and report on loss or damage.

However, they are likely to report more effectively if they understand the basic principles of marine insurance. 

1.3.1 Insurable Interest

To benefit under a marine policy, the claimant must have an insurable interest at the time of loss. 

To have an insurable interest, the Assured under a cargo policy:
· must be the owner of the goods, or;
· must have some legal or justifiable relationship with the goods.

In other words, this generally means that they:
· must stand to gain some financial advantage by the safe arrival of the goods, or;
· must be at risk of suffering a financial loss if the goods are lost or damaged, or;
· must be at risk of incurring some kind of liability in respect of the goods.

1.3.2.  Utmost Good Faith / Disclosure

This means that both the Insurer and the Assured have a duty to conduct business fairly and honestly. If either party does not do that, then the other party is entitled to avoid the contract.

1.3.3.  Suing and Labouring

Sue and labour is a term that is still used in Marine Insurance, although it is a rather an old expression. Sue and labour expenses are those which are incurred specifically to avert or minimise a loss which would be recoverable under the policy. 

	Example:

A consignment of bagged cargo shows some of the bags are torn and leaking contents (caused by an insured peril). Expenses are incurred in repairing or replacing the bags to stop further loss of contents on the remainder of the voyage. 

When such expenses are properly and reasonably incurred, underwriters agree to reimburse them. They will even reimburse such charges in addition to paying for a total loss provided it was reasonable to incur those charges in attempting to avert the total loss. 

Modern Institute Cargo Clauses do not use the words ‘Sue & Labour’. Instead, they reproduce the relevant provisions of the Marine Insurance Act 1906 within the ‘Duty of Assured’ clause, which outlines the obligation to minimise losses.

1.3.4.  Warranties

Warranties in insurance contracts are very important. Breach of a warranty can have disastrous consequences for an Assured. 

So, what is a warranty? In very simple terms it is either: 
· A promise to do something.
· An agreement not to do something.

Some typical examples are:
· “Warranted only new jute bags to be used.”
· “Warranted loading and discharge to be supervised by competent surveyors.”
· “Moisture content not to exceed 12% at time of loading.”

The most important implied warranties so far as cargo is concerned are: 
· that the ship shall be seaworthy at the commencement of the voyage.
· that the ship is reasonably fit to carry the goods to destination.
· that the adventure insured is a lawful one.

Where a warranty exists in the contract, the assured must comply with it exactly. If they do not do so, then the warranty is said to have been breached and the following shall apply:
· underwriters are entitled to avoid the policy as from the moment the breach occurred.
· underwriters would remain liable for any loss or damage which occurred before the breach happened.
· they would not be liable for any loss or damage which occurred after the breach happened, even if the loss or damage was itself completely unconnected to the breach.

If the surveyor is aware of a specific warranty in the policy, they should take reasonable steps to review evidence that the warranty has been complied with.

1.3.5.  Included and Excluded Losses and the Cause of Damage

As it is generally for the underwriter or the claims adjuster to decide whether the cause is one covered by the policy, the role of the surveyor is to:
· Assess and quantify the loss
· (Where possible) to identify the cause or causes of the loss.

When losses of different types are identified, clearly specify and quantify each one, and attribute it to its respective cause of damage.

It is further useful for the surveyor to know that certain types of losses are generally not covered (unless specifically mentioned in the policy) of which the most common ones are:
· wilful misconduct.
· any loss caused by delay, even if the delay itself is caused by an insured peril.
· ordinary wear and tear.
· ordinary leakage and breakage.
· inherent vice or nature of the subject matter insured.

1.3.6.  Types of Losses

Two categories of loss exist: Total Loss and Partial Loss.

A Partial Loss of goods will usually be dealt with in one or more of the following ways: 
· The surveyor will agree the amount of depreciation (usually expressed as a percentage of value).
· The goods will be sold, and a percentage depreciation will be determined by a comparison of market value with the salvage sale value.
· The goods will be reconditioned or repaired, and the claim will be based on the costs incurred in carrying out those actions. 

A Total Loss is sub-divided into an Actual Total Loss and a Constructive Total Loss.

An Actual Total Loss occurs when the property insured is either:
· Destroyed, or;
· So extensively damaged that it no longer retains the characteristics of the type of property insured.

A Constructive Total Loss (CTL) occurs when the cost of repairing or reconditioning the insured property would exceed its value at the time the expenditure would be incurred.

1.3.7.  Institute Cargo Clauses (ICC)

A cargo insurance policy generally covers only four things:
· Physical loss or damage to the insured cargo caused by an insured peril.
· The costs of repairing physical loss or damage to the insured cargo.
· The costs of minimising loss or damage to the cargo itself.
· The proportion of general average or salvage due in respect of the insured cargo.

At times, claimants assume that, as soon as a loss has occurred, they can claim for all losses and expenses that follow. 

It is therefore important to recognise certain types of loss, damage or expense that are NOT normally covered by a cargo policy, these being:
· Loss or damage to something else which is NOT the insured cargo (e.g. somebody else’s cargo which has become contaminated by leakage of the insured cargo).
· Consequential losses (e.g. the costs of cleaning contamination from the quayside, even though it was the insured cargo that caused the contamination).
· Economic losses, such as loss of market due to delayed delivery of cargo, or a reduction in value caused by the perceived risk of damage, even when no actual loss has occurred.
· Enhanced normal charges i.e. the sort of charges which the assured would have paid even if the cargo had not been damaged, but which are higher by reason of the damage (e.g. costs of discharging have increased by reason of the damage).

The reason these things are not normally covered is that they are not “loss or damage”, or they are not loss or damage “to the subject-matter insured”. 

It is essential, therefore, that the survey report:
· Clearly describes the cause and extent of damage.
· Contains clear details of the nature of any expenses being claimed.

This will help the Underwriter to determine which charges fall within the policy and which do not.

Although not specifically listed above, certain expenses are customarily covered by underwriters as part of a claim. These fall under the general category of 'costs of proving the claim' and may include expenses such as separating damaged goods from sound ones for survey purposes, surveyor fees, storage fees and similar costs.

1.3.8.  Insured Perils

Insured or not insured perils, are subject to the Institute Cargo Clauses chosen cover, i.e. ICC (A), (B) or (C).

ICC (A) cover all risks of loss or damage to the subject-matter insured, with exception of some specifically named excluded risks.

ICC (B) and (C) cover only certain perils, specifically named and listed in the policy.

Implications for surveyors
These differences in insurance covers are another important reason to clearly describe nature, cause and extent of the loss or damage in the survey report.

1.3.9.  Exclusions 

An exclusion in an insurance policy refers to a type of loss that the underwriter will not cover. 

These exclusions typically apply to losses that are either:
· Inevitable or highly likely to happen, or
· Within the assured’s control to prevent.

The most common exclusions are:
· Wilful misconduct of the assured.
· Ordinary leakage, ordinary loss in weight or volume, or ordinary wear and tear. 
· Insufficiency or unsuitability of packing or preparation of the subject-matter insured to withstand. 
· Inherent vice. 
· Delay, even though the delay be caused by a risk insured against.
· Insolvency or financial default of the owners, managers, charterers or operators of the vessel, the Assured are aware or should be aware.
· Deliberate damage to or, deliberate destruction. 
· Loss, damage or expense directly or indirectly caused by or arising from the use of any weapon of war employing atomic or nuclear fission and/or fusion or other like reaction or radioactive force or matter.

Ordinary Leakage/Ordinary Loss in Weight/Ordinary Wear and Tear

This refers to types of losses that may occur to certain cargos, even in the absence of any insured peril. For example, some goods naturally lose weight due to drying, evaporation or minor spillage – such as bulk grains or fertilizers handled by grab during loading or discharge. These are considered ‘natural’ or ‘inherent’ losses and are not covered by underwriters. 

To minimise disputes, it is common practice for underwriters to agree to cover such losses only when they exceed a specified percentage threshold. 

Insufficiency or Unsuitability of Packing 

The surveyor should carefully assess the nature and adequacy of the packing. If they believe that the loss resulted from inadequate packing, they must be reasonably confident in their assessment before drawing such a conclusion. Observations regarding packing should also extend to the condition of stowage, lashing, and securing of cargo within containers, as well as the physical condition of the container itself.

The surveyor should be aware of the changes introduced in the Institute Cargo Clauses (A) 2009, particularly under the “Exclusions” section, which states:

              ‘ 4.3 loss damage or expense caused by insufficiency or unsuitability of packing or
                     preparation of the subject-matter insured to withstand the ordinary incidents of the
                     insured transit where such packing or preparation is carried out by the Assured or
                     their employees or prior to the Attachment of this insurance (for the purpose of
                     these Clauses "packing" shall be deemed to include stowage in a container
                    and “employees” shall not include independent contractors.’

In light of this, it is essential that the surveyor identifies who performed the packing or loading, and under whose instructions. This information should be clearly documented in the survey report to assist in determining liability and coverage under the policy.

Inherent Vice

The classic definition of Inherent Vice is:

“the risk of deterioration of the goods shipped as a result of their natural behaviour in the ordinary course of the contemplated voyage without the intervention of any fortuitous external accident or casualty”

Inherent Vice refers to a natural characteristic or internal quality of cargo that can cause it to deteriorate or become damaged during transit – without the involvement of any external event, accident, or insured peril. 	

Example:

A containerised cargo of Cocoa Beans is packed into bags with a moisture content exceeding the acceptable limit.   During the voyage, the moisture within the beans leads to sweating and condensation inside the container. As a result, the beans become mouldy.

Although the cargo deteriorated during the insured transit period, there was no external accident or fortuitous event – the damage was caused solely by the cargo’s own natural properties. This is a classic case of Inherent Vice and such losses a typically excluded from standard marine insurance coverage.





1.4 	Basic Knowledge of Incoterms

Definition of Incoterms

Incoterms are a set of standardised trade terms published by the International Chamber of Commerce (ICC). They are widely used in international trade contracts to clearly define the responsibilities of buyers and sellers. 

Their primary purpose is to:
· Clarify who is responsible for the costs, risks, and tasks involved in the transportation and delivery of goods.
· Reduce misunderstandings in international sales agreements by providing a common framework.
· Specify key points such as the place of delivery, transfer of risk, and who arranges and pays for transport, insurance, and customs clearance.

The latest revision of Incoterms, called INCOTERMS 2020, came into effect on 1 January 2020. Published by the International Chamber of Commerce (ICC), this version builds upon INCOTERMS 2010, incorporating updates that reflect changes in global trade practices and aiming to make the rules clearer and more user-friendly 

Key points about Incoterms 2020:
· There are 11 Incoterms in this edition, covering a range of delivery and risk-sharing arrangements between buyers and sellers.
· While previous versions (such as Incoterms 2010) are still valid, it is essential that the specific version being used is clearly stated in the commercial invoice or contract of sale.
· Incoterms 2020 includes clarifications and structural improvements, such as:
· Enhanced guidance notes for each term.
· Clearer allocation of costs.
· Updates to reflect increased use of security - related requirements and different modes of transport, including containerisation.

Incoterms are relevant to marine insurance because the point at which the risk passes from seller to buyer can determine whether the claimant under a cargo policy had an insurable interest at the time of the loss. 

What is Insurable Interest when it comes to Incoterms? 

Insurable interest refers to the legal and financial relationship a party has with the subject matter of the insurance - in this case, cargo – such that they would incur a financial loss or disadvantage if the goods were lost or damaged.

This typically includes the cargo owner who has a direct financial stake in the goods, but it can include other parties, such as the shipowner, who may insure against a potential claim if they fail to properly care for the cargo. 

It's important to note that Incoterms govern the contractual responsibilities between the cargo seller and buyer. 

For this reason, surveyors should always aim to determine the location and timing of any loss or damage. This helps underwriters confirm that the claimant had an insurable interest at the time of the loss.


Incoterms 2020: 

EXW = Ex Works 
The seller makes the goods available at his premises and the buyer is responsible for collecting the goods and all transport and insurance arrangements thereafter. In these 
circumstances, the buyer will arrange the marine insurance and will have an insurable interest from the moment he collects the goods from the seller’s premises. 

FCA = Free Carrier 
The seller hands over the goods into the custody of the first carrier, which could be a rail, road, river or ocean carrier. Both the carrier and the place of delivery to that carrier will be named by the buyer. In these circumstances, the buyer will arrange the marine insurance and will have an insurable interest from the moment the goods are handed to the custody of his nominated carrier at the nominated place. 

FAS = Free Alongside Ship 
The seller delivers the goods alongside the ship at the port of loading. Both the ship and the place of loading will be named by the buyer. In these circumstances, the buyer will arrange the marine insurance and will have an insurable interest from the moment the goods arrive alongside the nominated ship at the nominated port.
 
FOB = Free on Board 
The seller delivers the goods to the ship and arranges for them to be loaded to the ship. Both the ship and the place of loading will be named by the buyer. In these circumstances, the buyer will arrange the marine insurance and will have an insurable interest in the goods once they have been delivered on board and signed for by the captain. (Under previous Incoterms, delivery was considered to have taken place as soon as the cargo crossed the ship’s rail on loading.) 

CFR or CNF or C&F = Cost and Freight 
The seller arranges for the transportation to the port of discharge at destination and includes the cost of the ocean freight in the invoice. However, the risk in the goods passes from seller to buyer when the goods are delivered on board the ship at the port of loading, as under FOB. (Under previous Incoterms, it was when crossing the ship’s rail). In these circumstances, the buyer will arrange the marine insurance and will have an insurable interest in the goods once they have been delivered on board and signed for by the captain. 

CIF = Cost, Insurance and Freight 
The seller arranges for transportation to the port of discharge as well as marine insurance for the whole transit from seller’s warehouse to buyer’s warehouse and includes the cost of ocean freight and insurance premium in the invoice. 
The risk passes from seller to buyer once the goods are delivered on board. (Under previous Incoterms, it was when crossing the ship’s rail). 

CPT = Carriage Paid To 
This is the equivalent of CFR but for use with containerized / multimodal transportation. The seller arranges transportation through to the destination named by the buyer and includes the cost of this transportation in the invoice. However, the risk in the goods passes from seller to buyer on delivery of the goods to the first carrier, which is likely to be a freight forwarder or other inland carrier prior to the port of loading. In these circumstances, the buyer will arrange the insurance and will have an insurable interest from the moment the goods are delivered to the first carrier. 

CIP = Carried and Insurance Paid To 
This is the equivalent of CIF but for use with containerized / multimodal transportation. The seller arranges transportation through to the destination named by the buyer plus marine insurance for the whole transit and includes the transportation and insurance costs in the invoice. As with CPT, risk passes from buyer to seller on delivery of the goods to the first carrier. As with CIF, the insurance is assigned by the seller to the buyer so that the buyer is the party entitled to claim on the marine policy for a loss, regardless of where in the course of transit it happened. 

DPU – Delivered at Place Unloaded
(This replaces DAT, Delivery at Terminal) 
The seller delivers the goods to a place named by the buyer. The risk passes from seller to buyer when the goods have been unloaded from the arriving means of transport and placed at the buyer’s disposal at the named place. In these circumstances, the buyer will arrange the marine insurance and will have an insurable interest in the goods once they have been unloaded at the named place. 

DAP = Delivery at Place 
(This replaces DAF, DES, DEQ and DDU, which see below) 
The seller pays for transportation to the place named by the buyer. Risk passes from seller to buyer as soon as the goods are delivered at that place. This term is suitable when goods are transported by road or rail but could also be used for marine transport. Where used for a marine transit, the risk passes from seller to buyer when the arriving vehicle is a ship, the place is the port of discharge, and the goods have been unloaded there. In these circumstances, the buyer will arrange the marine insurance and will have an insurable interest in the goods once they have been placed at his disposal at the named place. 

1.5	 Essential Qualities of a Cargo Surveyor

Just like in other professions, a competent cargo surveyor must possess a range of essential qualities and skills to meet the evolving standards of today’s global insurance markets, traders and manufacturers.

Knowledge 

To effectively carry out their duties, a cargo surveyor must possess a solid knowledge of ships, cargo types, cargo transport and stowage practices. This foundational understanding can be acquired through a variety of means, including formal education, industry courses, self - directed learning, seminars, conferences or hands - on experience gained from working in cargo transport, freight forwarding, or years spent at sea.  

Beyond technical expertise, a cargo surveyor also benefits greatly from a broader awareness of external factors that influence cargo handling and insurance. This includes a working knowledge of relevant legal frameworks, industry organisations, standards and reliable information sources - all of which contribute to more informed and effective surveying practice.

Qualifications and training 

A qualification is a measure or verification of how much knowledge a person has in relation to a specific standard. Therefore, the standard set to achieve the qualification is of the utmost importance. 

Qualifications require independent verification of an individual’s knowledge measured against a defined standard.  However academic qualifications alone do not make a good surveyor.

Many different areas of training will be relevant to the cargo surveyor and there is no one perfect course. Probably the most important rule is to learn as much as possible and to continue that process whilst working as a cargo surveyor. This is the only way, not only for a cargo surveyor but for any professional, to keep pace with the fast, ever-changing world we live in.

Competence 

Traditionally, a person was judged to be competent to perform a specific role if they could complete the task to a satisfactory standard. Today, competence is measured by the individual’s knowledge, formal qualifications, practical experience and professional attitude.

Experience

While knowledge, often demonstrated through formal qualifications, is a crucial foundation for competence, it must be complemented by practical experience to be truly effective.
 
In the cargo surveying industry, there is no universally accepted benchmark for the level or type of experience required. The path to gaining experience can vary significantly depending on local conditions and available resources. In some cases, it may involve informal, on the job learning – sometimes even through trial and error, though this is far from ideal. More structured approaches include mentorship, where senior surveyors train junior colleagues within the same organisation, or inter-agency placements, where junior surveyors are sent to other Lloyd’s Agencies to broaden their experience.

Ultimately, beyond theoretical knowledge, hands-on experience is indispensable. It is this combination that shapes a qualified, competent and reliable cargo surveyor.

1.6 	Cause, Nature and Extent Guidelines

As a surveyor you should have the knowledge, expertise and skill to carry out an inspection to examine damaged goods/losses in order to produce a well detailed survey report.

The following guidance notes have been written with insurers in mind and with an understanding of their expectations in what they consider a good survey report covering four key objectives.

There is an expectation for the surveyor to:
1. Investigate the nature and extent of damage or loss and to establish the possible cause.
2. To assist claimants, without prejudice, on methods necessary to mitigate the loss.
3. To issue a factual survey report to enable any liability to be determined by the client.
4. To make recommendations to prevent the same type of damage or loss occurring in the future.

When establishing the facts and reporting on the loss, ask yourself the following questions: 
· [bookmark: _Hlk32250052]How did the loss happen?
· Where did the loss happen?
· When did the loss happen?
· Can we identify the liable party?
· What the extent of loss is, and;
· What did the assured do to minimise the loss?

If preventative measures can be established, we suggest they are provided within the report.

By answering all of the above questions, you will have provided the insurer with all the information they need to deal with the claim under the policy and any resultant recovery action. If you are unable to establish answers to all the questions, it is good practice to say why in your report and explain what steps you took to try and ascertain the answers.

What insurers do with the information you have provided is to ask themselves a series of questions; 
1. What was the proximate cause of the loss?
2. Was the proximate cause an insured peril, an excluded peril or an uninsured peril?

Proximate cause is defined as: 

“The active efficient cause that sets in motion a train of events which brings about a result without the intervention of any force started and working actively from a new and independent source.” 

In simple terms, it might be described as the main or dominate cause of loss - the cause that is most powerful in its effect.

Identifying the Proximate Cause (Nature of Loss)

In many cases, the proximate cause is straightforward. However, complications arise when a loss results from a sequence of events involving multiple perils over time. 

To determine the proximate cause in such cases, two approaches can be used:

1. Forward Analysis
Start at the beginning of the chain of events and ask at each stage:
“is this a logical outcome of the previous event?”

If the answer is yes throughout, the original event is likely the proximate cause. If a break in the chain occurs – where one event does not logically follow from the previous- then a new, independent cause may be responsible.

2. Backward Analysis
Begin with the loss and work backwards, asking;

“why did this happen?”

If each answer logically leads to the previous event, the chain is unbroken, and the original cause is likely the proximate cause.  

If you are Interested in court decisions setting precedent for identifying proximate cause, take a look at: Marsden v City & County Insurance Co (1865).

When assessing a claim, insurers must determine whether the loss was caused by an insured peril. There are three categories of perils:

1. Insured Perils – These are explicitly covered under the policy (e.g. fire, storm, legal liability). 
 
2. Excluded Perils – These are specifically excluded from coverage (e.g. war risks).

3. Uninsured Perils – these are not mentioned in the policy (e.g. Theft under a fire-only policy).

Multiple Perils: Determining Causation

When two or more perils operate together Causation is assessed based on their relationship:
· Concurrent Causes
Two or more perils act simultaneously but independently.
· Interdependent Causes
Two or more perils act together, and neither would have caused the damage alone.
 
Key Principles:

1. Insured and Excluded Peril – The excluded peril prevails – no insurer liability. 
2. Insured and Uninsured Peril – The insurer is liable for the full claim. 

The Power of Documentation

Documentation is critical in supporting survey findings. It provides evidence of the shipment’s condition and timeline, helping to identify when and where the loss occurred – even if it happened pre-shipment.

Surveyor guidelines:
· Check for any claused remarks on documentations.
· Record any legible remarks about the consignment in your report.
· If a remark is illegible, note this clearly in your report. 

Landing Receipts

The survey report should describe any receipt(s) issued to the carrier(s) at the time of discharge or handover, such as Container Interchange Receipts. It is essential to note whether these receipts were:
· Clean – indicating no visible loss or damage to the cargo, or
· Claused – indicating that loss or damage was observed at the time of receipt.

If a receipt is claused, the exact wording of the clause must be quoted in the report to preserve the integrity of the evidence.

Tracing the stage of loss

By comparing the receipts issued at various stage of the cargo’s journey – for example during multimodal transportation from truck to ship or to rail, or even between vessels. Insurers can often determine at which point the loss or damage occurred.

This comparative analysis is particularly useful in complex logistics chains, where cargo changes hands multiple times.

Thorough Documentation

All relevant factors must be investigated and documented within the survey report. If, after a thorough investigation, the cause or point of loss cannot be determined, the report should clearly state:
· What was checked,
· What documentation was reviewed, and
· What findings were inconclusive.

This transparency demonstrates due diligence and reassures the reader that all reasonable steps were taken, even if the evidence does not conclusively identify the cause or timing of the loss.

Pre-Shipment
When investigating cargo claims, it is often helpful to work backwards – retract the consignment’s journey to identify where issues may have arisen. A critical part of this process is examining the packing and packaging of the goods.

Understanding Packing vs. Packaging

· Packaging refers to what the goods are packed in (e.g. jute bags for rice).
· Packing refers to how the goods are loading or stowed for transport (e.g. placed in a ship’s hold or container).

For example, rice cargoes may be shipped in bulk in jute bags (packaging) and placed in the vessel’s hold (packing). Whereas a suitable choice for several manufactured cargoes to be shipped in are containers.

Surveyor’s Role

If the packing or packaging is deemed inadequate for the nature of the goods or the handling involved, this must be clearly stated in the report. Include:
· A detailed description of the packaging materials and construction.
· The method of stowage.
· Photographs, where possible.

Even if the packaging may be customary, it may still be inadequate under certain conditions and the information may be useful for future loss prevention.

Containerised Cargo: FCL vs. LCL

· FCL (Full Container Load): The shipper is responsible for loading, stowing and sealing the container.
· LCL (Less than Container Load): The cargo is consolidated with others, typically by a third party, who is responsible for packing. This may be referred to as groupage cargo.

In all cases, it is important to check the container seals and inspect for tampering (e.g. bolts, door mountings, wall panels). Also compare the cargo received with the Bill of Lading to identify discrepancies.

If there is no evidence of tampering, losses may be attributed to pre-shipment issues.

Responsibility in LCL Shipments

In LCL scenarios, identifying the party responsible for packing is crucial. If damage results from insufficient packaging, the liability may not rest with the independent packing company – especially if the packaging was not suitable for the goods in transit.

Example:

Scenario: a company in the UK imports ceramic kitchenware from multiple suppliers in Asia. One shipment includes several boxes of ceramic plates packed by third-party logistics provider in Hong Kong. These boxes are consolidated with other goods into a single container (LCL shipment) and shipped to the UK.

Upon arrival, the consignee discovers that many of the ceramic plates are broken. The outer packaging (cardboard boxes) appears intact, but the internal cushioning is minimal, and the plates were loosely packed.

Investigation Findings:
· The container seal is intact, and there is no evidence of tampering or mishandling during transit.
· The Bill of Lading confirms the correct quantity was shipped.
· The third-party packing company was responsibility for consolidating and loading the goods into the container.

Conclusion: The damage likely occurred due to insufficient internal packaging – the ceramics were not adequately cushioned to withstand normal handling during transit. Since the third-party logistics provider was responsible for packing the goods into the container, they may be held accountable for the damage. 

However, if the shipper provided the goods already packed and the third party only loaded them into the container, liability may shift back to the shipper for not using suitable packaging.

When to Consider Damage Caused by Physical Forces 

Understanding the relationship between shipping and physics is essential when investigating cargo damage. Key physical concepts such as velocity (the speed in a given direction) and inertia (the tendency of an object to remain at rest or in uniform motion) play a significant role in how cargo behaves during transit – especially at sea. 

Cargo is subjected to various ship movements, including:
· Heaving (vertical motion)
· Surging (longitudinal motion)
· Swaying (lateral motion)
· Yawing (rotation around a vertical axis)
· Pitching (tilting forward and backward)
· Rolling (tilting side to side)

Even the sturdiest of cargoes can be damaged and cause damage when travelling through heavy seas. 

The most frequent cause of physical damage is improper stowage within containers. This includes:
· Incorrect or insufficient lashing and securing, such as inadequate use of dunnage, chocking, or lashing materials.
· Uneven weight distribution within the container.
· Improper stacking, such as placing heavy crates or pallets on top of lighter ones, compromising stability.

Such issues often stem from negligence by the party responsible for packing – especially relevant in FCL (Full Container Load) and LCL (Less than Container Load) shipments.

It is important to identify who packed the goods and whether the packaging was suitable for transportation.  

However, not all damage is due to poor stowage. If the cargo was properly packed, other factors may be responsible, such as:
· Severe weather conditions during transit.
· The container being dropped during loading or unloading.

 These possibilities should be documented in the survey report.

Gathering Transport Information

To accurately assess when and where damage occurred, gather detailed information about the transport chain:
· Mode of transport and each leg of the journey.
· Loading, stowage, transhipment and discharge points, including dates.
· Parties involved at each stage.

This helps pinpoint where control was transferred and where damage likely occurred. 

If documentation is difficult to obtain, clearly state this in the report, as well as:

· If you were not present when the container was opened or cargo inspected, say so.
· If information was provided by a third party, identify the source (e.g. “According to the terminal operator…”).

Shortage of Cargo 

Describing the nature and extent of damage or shortage can be challenging - especially when:

· there is limited or no physical evidence.
· the loss or damage is reported long after the event,

 In such cases, we often rely on circumstantial evidence, gathered through:

· Personal observation,
· Photographs, 
· Statements from involved parties.

If you cannot inspect the goods in their original transport condition, it becomes essential to clearly document the source of any information or images used in your report.

Circumstantial Evidence in Shortage Cases

1. Short Packing (Pre-shipment Loss)
If there are no signs of tampering, the shortage may be due to:
· Goods not being packed into the cartons at origin.
· Cartons not being loaded into the container or consignment.

This is called “short packing”, and the loss is likely of pre-shipment origin. 

2. Pilferage (Theft on a Small Scale)
If tampering is suspected, circumstantial evidence may include:
· Partially packed packages.
· Rubbish or debris left behind (e.g. torn cartons, ripped tarpaulins).
· Mismatch in weights (shipping vs. customs vs. delivery).
· Broken or mismatched container seals.

These signs may indicate pilferage – the removal of goods during transit.

3. Theft (Large-Scale Loss)
Theft involves significant quantities of goods being stolen. In such cases:
· Investigate how, where, and when the theft occurred.
· Check if the original goods were replaced (e.g. televisions swapped for sandbags).
· Look for identifiable markings or analyse the replacement goods to trace their origin.
· Inspect the container or vessel for signs of tampering.

Water Damages: Identifying the Source and Cause

When assessing water damage to cargo, it is essential to distinguish between saltwater damage and other forms of moisture-related damage such as:
· Condensation (ship’s sweat)
· Rain or damp exposure
· Freshwater ingress
· Bad stowage or packing
· Vermin or pilferage
· Inherent vice (natural deterioration of goods)

1. Saltwater Damage
Saltwater damage typically occurs during the voyage and must be carefully investigated. Key steps include:
· Determine the source: When, where and how did the saltwater contact the cargo?
· Testing:
· A silver nitrate test can be used during the survey (if available) to detect chlorides.
Note: This test only indicates the presence of chlorides, not definitively sea water. Record results as “chlorides present”.
· Consider environmental exposure: Cargo stored near the sea may absorb salt from the air – this is not sea water damage.

2. Freshwater, Rain and Condensation Damage
If the damage appears to be from rain, damp or condensation, investigate:
· Where and when the exposure occurred. 
· Preventative measures taken (or not taken).
· Container type: Using a general-purpose container instead of a ventilated container can lead to condensation.
· Climatic transitions: Moving through hot, humid, cold, or wet zones can cause condensation inside containers.

3. Container - Related Water Ingress
Water ingress into containers may result from:
· Holes or damage to the container body.
· Worn or defective door seal gaskets.
· Twist locks puncturing container panels.
· Improper repairs using inferior patching materials.
· Rust and corrosion in aging containers.

4. Bulk Cargo Water Damage
Bulk cargoes may suffer water ingress due to:
· Defective hatch cover seals.
· Flooding during ballast operations.
· Poorly maintained ballast tanks. 

Surveyors should:
· Inspect hatch covers and seals
· Review weather records at loading and discharge ports.
· Check for signs of poor maintenance in ballast systems.

Contamination

When reporting on contamination or damage, it is essential that the facts and observations leading to the conclusion are clearly stated.  Without this supporting information, the reader  cannot fully understand how the conclusion was reached.

Avoid vague terminology such as:
· “Perils of sea”, 
· “Fortune de mer”, 
· “Rough handling”, 
· “Damaged in transit,”

These should not be used in isolation. Always supplement these terms with specific details about what was observed, when, where, and how the damage likely occurred.

Fire Related Contamination and Damage:

In cases when vessel or its cargo has been exposed to fire, it is critical to distinguish between different types of damage, as this affects how claims are handled:

Type of Damage to Identify:
1. Damage caused by the fire itself (e.g. heat, flames, smoke).
2. Damage caused by firefighting efforts (e.g. water, steam, foam).

Why this matters:
· Firefighting- related damage may be recoverable under General Average.
· Fire, heat, or smoke damage is typically covered under Particular Average. 

For reporting its important to specify:
· Clearly identify which packages were damaged by:
· Water or steam used to extinguish the fire.
· Direct exposure to fire, heat or smoke.
· Apportion the damage by cause and state this separately in the report.
· If contamination is suspected (e.g. from smoke, soot or chemicals), describe:
· The appearance and smell of the goods.
· Any residue or staining
· Whether lab testing was conducted to confirm contamination.



Inherent Vice vs. Nature of the Cargo

Understanding the distinction between inherent vice and damage due to the nature of the cargo is important when investigating a cargo claim/loss.

Inherent vice refers to a defect or characteristic within the cargo itself that causes it to deteriorate or become damaged without any external influence. It implies that something has gone wrong due to the cargo’s internal condition or behaviour.

Examples:
· A product deteriorates because it was shipped with excessive moisture content.
· Wine turns sour due to bacteria reacting with sugars or alcohol.
· Meat becomes putrid because of microorganisms breaking down proteins and fats.

In each case, the damage is due to an internal flaw or instability in the cargo.

Nature of the cargo refers to the natural lifecycle or constitution of the cargo – how it behaves over time, even under normal conditions.

Examples:
· Fruit naturally ripens and eventually decays.
· Grapes contain natural bacteria that can cause fermentation or spoilage.
· Organic materials like meat or dairy decompose over time, even in ideal conditions.

This type of deterioration is expected and is not necessarily due to mishandling or improper shipping.

Inherent vice = something abnormal or faulty within the cargo.
Nature of the cargo = something natural and expected over time.

Refrigeration damage

Refrigerated cargoes - often perishable goods like fruit – are vulnerable to a range of damage types, including:
· Decay
· Thawing or, freezing
· Over-ripening
· Bruising
· Discolouration 

While obvious causes such as reefer equipment failure or power outages may be involved, the surveyor must investigate and identify all possible contributing factors. 

Common Causes of Refrigeration Damage

1. Premature Harvesting – cargo harvested before optimal maturity may deteriorate faster, even under correct temperature conditions. 
2.   Incorrect Temperature Settings - human error in setting the temperature (e.g. setting +5oC    instead of -5oC or selecting “chilled” instead of “frozen”). If possible, try to identify who was responsible for setting the temperature.
3. Improper Stowage – poor stowage can obstruct air circulation, leading to uneven cooling and spoilage.
4. Inadequate Dunnage – insufficient or poorly placed dunnage can cause cargo to shift, resulting in crushing or bruising.
5. Lack of Pre-Cooling – cargo not properly cooled before loading my raise the internal temperature of the container, compromising the cold chain.

Temperature Monitoring and Documentation

To support your findings:
· Track temperature data throughout the cargo’s journey.
· Request:
· Interchange Receipts
· Delivery Notes
· Temperature logs
· Ask the receiver if temperature logging devices were used. If yes, identify where they were placed within the container.
· Extract and include data from recording monitors in your report.
· If no monitors were used, state this clearly.

Container Type and Commercial Practices

· Confirm the type of container used (reefer vs. general-purpose).
· Some shippers use general containers with external monitoring devices to reduce freight costs.
· While this may be a commercial decision, state only the faces in your report, as you may not have access to the insurance policy.

Extent of loss

As a surveyor, your role is to measure and describe the extent of loss or damage, not to adjust the claim – unless specifically instructed. Claim adjustments is covered separately (see Chapter 7 of our Claims and Recoveries module). 

Key Information to Include in Your Report

1. Cargo Identification
a. Marks and numbers
b. Description of goods
c. Quantity shipped (as per Commercial Invoice)

2. Quantities to Report
a. Sound (undamaged)
b. Missing
c. Damaged
d. Include:
i. Documented weight
ii. Landed weight
iii. Weight at time of survey
3. Units of Measurement
a. Always use the same unit as stated in the Commercial Invoice.
b. For example, if the invoice lists goods in metric tonnes, report the loss in metric tonnes.
4. Value Basis
a. Base the extent of loss on the purchase value to the receiver, as shown on the Commercial Invoice.
b. Include the Incoterm used (e.g. CIF, FOB), as this affects the valuation.
5. Do Not Include the insured value unless specifically requested.

Summarising the Loss

· Provide a summary of the estimated loss:
· Expressed as a percentage of damage to the cargo.
· Or as an allowance agreed, or funds achieved from a salvage sale.
· If the loss is mitigated by:
· Repair
· Depreciation
· Salvage sale
· Or any claim by the consignee

State this clearly and comment on whether you consider the amount fair and reasonable, without prejudice to the insurance policy.

Salvage and Betterment

Detail how salvage value was determined through tenders, auction or private sale. Be cautious of betterment - especially with second-hand machinery. If repairs result in improved condition, note this and assess whether additional costs are reasonable.

Loss Prevention and Recommendations

· Comment on any preventative measures taken at the time of loss.
· Suggest improvements if applicable (e.g. better packaging or stowage methods).
· These insights are valuable for future risk mitigation and insurer guidance.


















1.7. Specimen Examination Questions – Chapter 1

The following questions are similar in style to those that will be set in the actual exam. 

Choose the most appropriate answer from the options below

1. When a consignee acts to minimise any loss to his cargo, are all costs recoverable from insurers?

A. Yes
B. Subject to the claim being recoverable under the policy conditions, all costs are recoverable from Insurers
C. Provided that the policy contains a ‘Sue and Labour’ clause and that the claim is recoverable under insuring conditions, reasonable costs are recoverable from Insurers
D. Under the ‘Sue and Labour’ clause, all costs incurred in sorting the goods are recoverable from Insurers, whatever the circumstances

2. Whose job is it to preserve the time limit on claims against third parties?

A. The surveyor
B. A solicitor is the only party who can request an extension of time
C. The consignee until such time that their claim is paid by whoever accepts responsibility
D. The shipowner

3. On receipt of instructions to survey, what should the surveyor do before attending the survey?		
				
A. Ensure that they understand precisely the properties of the product to be surveyed, as he/she must be an expert in the product
B. Make sure that the survey is arranged within normal working hours, whatever is convenient to the surveyor
C. The surveyor should familiarise themselves with the product concerned. If unknown, appropriate research should be carried out 
D. Obtain sight of all the shipping documents prior to proceeding any further with the instruction

4.  What is Insurable Interest?

A. If the Assured has paid the premium the Insurers must pay the claim
B. A cargo policy can only be taken out by a person or company which has some financial and legal interest in cargo at the time of the loss. 
C. The Insurer will pay claims only to the shipper (the person who has paid the premium)
D. If a person has possession of the policy, the Insurer is bound to pay the claim to that person (whether he has paid the premium or not)

5. What effect on insurance do INCOTERMS have in respect of a sale contract between seller and buyer?

A. None
B. They determine which party is responsible for insurance
C. As Incoterms are compulsory by law then they override any sale contract provisions regarding insurance
D. Incoterms insist that the cargo insurance must be affected against All Risks
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As a Lloyd’s Agent, the surveyor represents not just themselves but the Lloyd’s Agency network – a globally recognised name.  This role carries a special responsibility to uphold a reputation for integrity, professionalism and impartiality.

Maintaining a strong ethical reputation can lead to increased trust and more survey assignments, particularly in regions where competitors may not meet the same professional standards.

Ethical Challenges in Practice
Due to the nature of the surveyor’s work – especially when acting on behalf of insurers – there may be attempts by unscrupulous parties to influence the outcome of a report.

This could include:
· Exaggerated claims
· Misrepresentation of facts
· Attempts at bribery or undue influence

Surveyors must remain vigilant and resist any pressure that could compromise their impartiality or professional judgement.

Professional Codes of Ethics

Many professional organisations require their members to adhere to a formal code of ethics.  

Example:

The members of FEMAS (The Federation of European Maritime Associations of Surveyors and Consultants) agree to principles such as:

·   Conduct must uphold the reputation of the profession and association.
·   Members must act to safeguard society and the environment to the best of their ability.
·   Professional integrity and skill must be exercised at all times.
·   Any conflict of interest must be disclosed to the instructing principal.
· Members should not undertake work beyond their knowledge or ability.
· Any conflict of interest must be disclosed to the instructing principal.
· Members must not accept fees or benefits from third parties related to the case.

In real-world surveying, ethical dilemmas may arise. For instance, practical solutions to problems may seem to conflict with the surveyor’s duty to remain impartial. In such cases, the surveyor must carefully balance professional judgement with ethical obligations.

Core Ethical Principles for Surveyors

Integrity – Always act with honesty and moral soundness.
Honesty – Be truthful in all professional dealings and reporting.
Impartiality – Avoid bias and maintain objectivity.
Conflict of interest – Disclose any personal or professional interests that could influence your work.





2.1 Integrity

Inducements: Maintaining Professional Integrity

It is worth repeating:

A surveyor must never accept advantages, gifts or inducements intended to influence their professional judgement.  

Even the appearance of impropriety can damage a surveyor’s reputation and compromise the trust placed in them by principals, insurers, and the Lloyd’s Agency network. Integrity must be upheld at all times.
 
Ethics in Survey Report Content

There are no rigid rules governing how a surveyor must write their report, but ethical standards and professional judgement must guide the process.
   
1. Reporting the Facts
A surveyor’s primary duty is to report factual observations. If instructed by the principal, the surveyor may also be asked to provide an opinion, but this must:
i. Be based on relevant facts.
ii. Fall within the surveyor’s area of expertise.

If the matter lies at the edge of the surveyor’s competence, caution should be exercised when drawing conclusions.

2. Handling Disagreements and Opinions
It is not uncommon for a principal to disagree with the wording or opinions expressed in a report. In cases of loss or damage, any discussions or disagreements with the consignee – such over depreciation – should be documented in the report.

Once the final report is issued, it is not open to further negotiation unless new factual or circumstantial information is provided.

3. Revising a Report
If the principal provides new information that materially affects the findings, the surveyor should:
i. Reconsider the report.
ii. If appropriate, issue an addendum, clearly explaining the reason for the revision.
 Mistakes can happen. It is more professional to acknowledge and correct them than to ignore valid concerns.

4. Confidential Opinions
If a surveyor wishes to share sensitive or potential contentious opinions, these should be communicated in a separate, private, and confidential letter to the principal or insurer. Before doing so- or before issuing the final report – it is best to seek guidance from the principal via phone or email.




2.2.  Honesty
	
Trespass

Surveyors do not have an automatic right to access private property. Most surveys take place on premises that are privately owned, and therefore:
· Permission must be obtained before entering the site or conducting any part of the survey.
· The surveyor is only entitled to be present if invited or authorised by the property owner or an authorised representative.

If access is denied and no valid reason is provided, this should be:
· Noted clearly in the survey report, including the name of the person who denied access (if known) and the circumstances.
· Handled professionally, without confrontation, while informing the instructing principal of the situation.

Questioning

When questioning any party in relation during the course of a survey, it is essential to maintain transparency and professionalism. The surveyor must:
· Clearly state the purpose of the enquiry.
· Identify who they are acting for (e.g. an insurer, principal, or Lloyd’s Agency).

Using deceptive or misleading tactics to obtain information – such as trickery or misrepresentation – can have serious consequences:
· Such information may be inadmissible or discredited in legal proceedings.
· It can undermine the credibility of the surveyor and damage the case.
· It may harm the surveyor’s professional reputation and future working relationships. 

Maintaining honesty and openness in all interactions ensures that the information gathered is reliable, ethically obtained, and defensible if challenged. 

Disposal of Goods

When involved in the disposal or salvage sale of damaged goods, surveyors must act with integrity, discretion, and fairness to protect the interests of their principles and maintain professional credibility.

1. Confidentiality in Bidding
When conducting a sale by tender, all bids must be treated as strictly confidential. It is unethical to allow one party to raise their bid after seeing or learning of another party’s offer. The surveyor must ensure that the process is fair and impartial, preserving trust in the tendering system.

2. Handling Pressure from Salvage Buyers
Salvage buyers may attempt to influence the surveyor to disclose sensitive information, such as competing offers or pricing expectations. Surveyors must resist such pressure and avoid sharing any privileged information. Upholding confidentiality and neutrality help build a strong reputation for integrity. This enhances the outcome of salvage sales and strengthens long-term relationships with principals and insurers.



2.3. Impartiality

Questionable information prior to survey: when appointed by a principal with whom the surveyor has a long-standing association, it is not uncommon for pre-conceived information to be exchanged on a new appointment.

However, it is essential that the surveyor:
· Approaches each assignment with complete impartiality, regardless of prior associations or expectations.
· Does not allow pre-conceived ideas or assumptions to influence their observations, actions, or conclusions.
· Maintains a clear distinction between background context and factual evidence gathered during the survey.

Allowing prior information to shape the outcome of a report can compromise the objectivity and credibility of the surveyors’ findings.

2.4. Conflict of Interest

As a general principal, a surveyor should avoid representing more than one party in the same matter, as this can compromise their impartiality. However, there may be situations where representing multiple parties is unavoidable. In such cases, the surveyor must inform all parties as soon as possible, making clear whom they are acting for. Each party should be given the opportunity to appoint their own independent surveyor if they prefer. Transparency in these situations is essential to maintaining trust professional integrity.




































2.5. Specimen Examination Questions – Chapter 2

The following questions are similar in style to those that will be set in the actual exam. 

1.  Is a surveyor allowed to represent more than one party in the same incident?

A. Yes.
B. No.
C. Yes, subject to prompt notification to all parties whom the surveyor is representing.
D. Yes, but only a maximum of two parties can be represented at one time.

2. When questioning a party in relation to the survey, what precautions must be taken?

A. Give them an opportunity for a second person to be present whilst questioning.
B. Make sure that the surveyor has a witness with him to protect his interests.
C. Ensure that the party knows who the surveyor is and for whom he is acting. 
D. None are necessary as the surveyor representing the cargo interest has full rights to pursue any enquiries.

3.  At a joint survey, is it acceptable for surveyors to collaborate?

A. No, a conflict of interest exists, therefore nothing should be discussed between parties present.
B. Yes.  If everyone agrees on all that is sighted by all parties, then only one report needs to be submitted for all principals.
C. No. Each surveyor has to attend at different times in order to ensure their findings are not discussed.
D. Yes.  It is good if surveyors can agree on basic facts like the extent of damage, time and place, but little else should be discussed.

4. Upon receiving instructions, if it becomes clear that other surveyors may be involved, what should the surveyor do?

A. The surveyor should contact the carriers and advise his/her involvement and that they will be making decisions for all attending parties.
B. Ensure that the cargo owner has advised the other parties of a possible claim and arrange a joint survey with the other surveyor(s).
C. Decline to be involved any further.
D. Proceed immediately with his/her survey prior to others having the opportunity to sight the goods, first opinion is always the best.

5.    Why is it important for a surveyor to have standard terms and conditions?

1. It sets out the requirements of the instructing principal.
1. It sets out the surveyor’s and principles’ responsibility and legal liability.
1. It sets out the carrier’s responsibility and legal liability.

1. It sets out the time limit on when the survey report must be issued
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Liability



3.1.	Skills & Limitations 

3.2.	Knowledge, Training and Experience 

3.3.	Network Support 

3.4.	Specimen Examination Questions

A surveyor has a duty to carry out their responsibilities with appropriate care, competence and skill.  As a general rule, a surveyor will not be liable if they have acted in line with the accepted and recognised standards of their profession. 

However, a surveyor may be considered incompetent if they fail to meet the level of skill and knowledge expected for the specific type of work being undertaken. It is not a valid defence to claim that they did their best if their performance still fell below the professional standard required.

3.1 Skills & Limitations
	
Standard of Skill and Care

· There is no fixed legal definition of the standard of skill expected from a surveyor.
· The standard is objectively determined based on what is reasonably expected.
· If a surveyor undertakes specialist work, they are expected to demonstrate the skill of an expert in that field.
· Negligence is performing duties may result in liability under contract to the appointing party.

Understanding and Fulfilling Instructions

· A surveyor must:
· Clearly understand the nature and scope of their instructions.
· Complete the instructions fully, but not exceed them.
· Be cautious when offering advice to others – if it’s reasonable to expect that others may rely on the advice, the surveyor could be liable for resulting losses.

Liability for Negligence

· A surveyor may be liable for losses if:
· They are negligent in their duty to the principal.
· They owe a duty of care to a third party and breach it.
· If negligence causes a loss, damages may be awarded, which could include:
· Financial compensations.
· Reputational damage and loss of future business.
· Professional indemnity insurance is essential to mitigate these risks.

Awareness of liability

Surveyors must be aware of potential liability in every assignment. Liability is more likely when the required duty of care and skill is not met. Lloyd’s Agents must be especially vigilant, particularly when delegating work to staff surveyors that may not have the same experience or knowledge.

Working Within Competence

· Surveyors should not accept instructions in fields where they lack expertise.
· If no expert is available and the client accepts the limitations:
· They surveyor must clearly disclose their lack of experience.
· This should be communicated both at the time of instruction and in the final report.
· They surveyor should still apply their best judgement and care.

Report Writing and Third- Party Reliance

Surveyor reports often circulate beyond the original recipient. If third parties rely on unclear or incorrect statements, the surveyor may be liable.

Key Practices:
· Ensure clarity and accuracy in all written reports.
· Avoid relying on prior verbal discussions that others may not be aware of.
· Time is critical – delays in reporting can lead to negligence claims.
· If needed, issue a preliminary report to avoid unnecessary delays.

It’s important to note that allegations of negligence must be proven. The report stage is where surveyors are most vulnerable to criticism. It’s important to take extra care to avoid statements that could be misinterpreted or used against you.

3.2. Knowledge, training and experience

A good general knowledge of ships, cargoes, cargo transport and stowage is essential. This knowledge might be drawn from working in the industry (e.g. logistics, shipping) or it may be from many years of experience at sea.  

 In addition to technical knowledge, surveyors benefit from understanding:
· Legal frameworks affecting cargo transport.
· Industry organisations and their roles.
· Standards and regulations.
· Information sources for ongoing learning and reference. 

Training should expose the trainee to a wide range of topics and real-world scenarios. Effective training includes assessment to ensure understanding. There is no single perfect course, training should be continuous and diverse. The most important rule is to never stop learning. Make sure you stay updated with industry changes, new cargo types and evolving best practices.

Gaining Practical Experience

Ideally, a new surveyor should work as a full-time trainee under the supervision of an experienced surveyor. This hands-on experience helps in:
· Understanding different cargo type and their handing.
· Learning about packaging, transport methods and common issues.
· Developing the skill to write clear, accurate and professional survey reports.

3.3. Network support

All liability issues involving a Lloyd’s Agent or surveyor must be reported immediately to the Lloyd’s Agency Department in London. Early notification allows the London team to:
· Provide timely guidance.
· Help resolve the issue as quickly and effectively as possible.
· Minimise potential risks and liabilities.





3.4 Specimen Examination Questions – Chapter 3

The following questions are similar in style to those that will be set in the actual exam. 

1.  What best defines a surveyor’s duty?

A. To carry out the instruction from the client and to ensure that their requirements are met in full and to their satisfaction.
B. To do whatever is necessary to ensure that the client’s requests are completed and be ready to pursue further work as deemed necessary without further requests from the client.
C.  To fulfil the instructions received, clearly understand their nature and extent, complete them fully, but not exceed them unless otherwise instructed.
D. To carry out the survey, complete the survey report and take no other action in assisting the client in any other way.

2.  Can a surveyor accept an appointment in a field where they lack expertise?

A. Yes.  It makes no difference to the final report, the client will accept whatever the surveyor states.
B. No.  The surveyor must possess expertise/qualification in any field of work to be investigated.
C. Yes.  provided the client is informed of the surveyor’s limitations from the outset, and this is clearly stated in the report.
D. Yes.  Subject to at least two surveyors being present at the survey to verify the main surveyor’s decisions.

3. Are the Institute Cargo Clauses ‘A’ and ’B’ the same? If not, what is the key difference?

A. They are the same.
B. No, ‘B’ clauses cover only certain named risks whereas ‘A’ clauses cover all risks.
C. No, they are different because the ‘B’ clauses are 1982 clauses whereas ‘A’ clauses are 2009.
D. They seem different but in reality, they are the same because the ‘A’ clauses cover all risks whereas the ‘B’ clauses spell out all risks with individual names for them.

4.  What does “without prejudice” mean in a survey report?

A. That it is a privileged document.
B. That the surveyor will be held harmless in the event of a dispute.
C. That the content of the report does not constitute and admission of liability by Underwriters. 
D. That there is no blame on the assured.

5.   When are Lloyd’s Agents required to produce their final reports (unless otherwise agreed)?

1. When the claimant submits a claim to Underwriters.
1. As soon as possible after investigations are complete, and no later than 7 days after claim quantification or receipt of all supporting documents, where applicable.
1. Only when a request to issue the report has been received.
1. Within 7 days of a site visit.
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The Professional Surveyor


4.1.	The Role and Importance 

4.1.1. Lloyd’s Agency team 
4.1.2. Lloyd’s Agents network 
4.1.3. The Noticeboard 
4.1.4.  Association with Professional Organizations 

4.2.	Additional Resources

4.3.	Professional Indemnity Insurance 

4.4.	File Check List
 

4.5.	Specimen Examination Questions
The Professional Surveyor 

A professional cargo surveyor is an individual who:
· Applies specialist skills and expertise in cargo, ships and maritime environments.
· Has established competence through experience and/ or training in handling cargoes and understanding shipping operations.
· Is reasonable for examining and reporting on the factual condition of cargo or any related items.
· Considers the environmental context in which the cargo is stored, transported or handled – whether at sea or on inland waterways.

The role is grounded in objectivity, technical knowledge and professional judgement.

4.1. The role and importance of the:

4.1.1. Lloyd’s Agency team

Surveying can often be a solitary profession, making it easy to become disconnected from industry developments.

The LAN team plays a vital role in keeping surveyors informed and supported across:
· Technical updates
· Ethical standards
· Financial considerations

The Lloyd’s Agency Department is a central hub for guidance, updates and professional support – surveyors should maintain regular contact and stay engaged.

4.1.2. Lloyd’s Agents Network

Strength in Collaboration:
· The network holds extensive skills and experience across global regions.
· Agents should view each other as collaborators, not competitors.
· Each Agent is assigned a specific geographic area and should:
· Respect others’ territories
· When asked to operate outside their area, coordinate with the local Agent to ensure effective and respectful cooperation.
Collaboration within the network enhances service quality and strengthens the global reputation of Lloyd’s Agents.

4.1.3. Noticeboard

The Noticeboard is a live resource – check it frequently to stay informed and aligned with best practices.

The Noticeboard contains valuable updates on:
· Commercial matters
· Technical guidance
· Reporting Standards

Agents should log in regularly, assign team members to monitor updates. Use the information to stay current and compliant.

4.1.4. Association with Professional Organisations

Through the Lloyd’s Agency team, surveyors can engage with respected professional bodies, such as:

· IIMS - International Institute of Marine Surveying (UK) 
· BACS - British Association of Cargo Surveyors (UK) 
· SAMS - Society of Accredited Marine Surveyors (USA) 
· NAMS - National Association of Marine Surveyors (USA) AIPERT -Associazione Italiana Periti Trasporti (Italy)

Benefits of association are access to training, certification and industry updates. Opportunities for networking and professional development. Lloyd’s Agency team helps filter and share relevant content with the Lloyd’s network. Professional affiliations enhance credibility, knowledge and access to global best practices.

4.2 Additional Resources

Technical Resources

Surveying is a technical profession. As such it requires a solid foundation of technical knowledge and practical skills. A professional surveyor must be capable of:
· Identifying defects or issues affecting cargo.
· Using tools and equipment effectively to support their findings.

Today, various tools and equipment exist to enhance the surveyor’s ability to find defects or problems affecting a particular cargo. 

A tool is only as good as the person using it. Surveyors’ musts combine technical knowledge, practical experience and critical thinking to make sound judgements.

Reference Materials

A well-maintained reference library is an essential tool for any professional surveyor. It should include:
· Books on cargo types, shipping practices and marine surveying.
· Magazines and journals with industry updates and case studies.
· Online resources, including technical databases and digital libraries.

A strong reference library supports informed decision-making and enhances the quality of reports.

Surveyors often encounter unfamiliar cargoes due to the wide variety of goods transported globally. Reference materials provide reliable background information to help understand cargo characteristics, handling requirements, common issues and solutions.

The internet offers vast information, but not all sources are reliable. Surveyors must:
· Use credible and authoritative publications.
· Ensure they fully understand the material before applying it to their work.

Surveyors should build a personal knowledge base, this is easily achievable with modern software, surveyors can:
· Create a personal digital database of useful references.
· Organise information for quick access.
· Share resources with colleagues in the same office or network.
Another valuable resource for the cargo surveyor is his reference library. This will include books, magazines and nowadays of course, access to large technical library found on the internet.

For more detailed recommendations and links to trusted reference materials, please consult the Appendix at the end of this module

Network of Contacts 

The field of cargo surveying is highly diverse – no one can be an expert in every type of cargo or situation.

A strong network of specialist contacts is essential for:
· Accessing expert advice when needed.
· Ensuring accurate assessments and reporting.
· Supporting complex or unfamiliar cases.

Types of Useful Contacts

Surveyors should consider building relationships with:
· Technical laboratories (e.g. for material or contamination analysis)
· Chemical labs (e.g. for hazardous cargo testing).
· University research teams (e.g. for expert opinions or case studies).
· Industry specialists (e.g. in refrigeration, electronics or packaging).

It is good to maintain a personal or office-wide database of contact details of trusted experts, reports or case files involving those experts, and notes on their areas of expertise and past performance.

This database becomes a valuable reference tool for future surveys and can improve response time and report quality.

A well-maintained network of experts is not just helpful – it’s a professional asset that enhances the surveyor’s capability and credibility.

4.3 Professional Indemnity Insurance (PI)

Professional Indemnity Insurance (PI) provides financial protection (in the event of a professional error or omission) and legal support if a claim is made against the surveyor.

It acts as a safety net for both the surveyor and their clients.

Even the most experience surveyors can make mistakes. Good surveyors:
· Minimise the risk of errors through diligence.
· Take steps to limit the impact of any mistake.

What to do if a mistake happens:
· Act immediately
· Inform your principal as soon as the issue is identified.
· Clearly explain what happened.
· Propose remedial action to address the problem.

Prompt communication can reduce the consequences and demonstrate professionalism.

PI insurance can be expensive, but it is increasingly a standard requirement in the UK, USA and globally. A prerequisite for working with large insurance companies or handling claims-related work. Many clients now require proof of PI coverage before assigning work.

4.4 File Check List

All surveying companies and surveyors should follow a consistent procedure for conducting routine surveys. This ensures clarity of responsibilities, professionalism, legal and procedural compliance. 
 
Clear instructions are essential to define the scope of the surveyors’ services.
If instructions are given verbally (e.g. by phone) they should be confirmed by email as soon as possible.

Upon receiving instructions, the surveyor should acknowledge receipt by return email, if time allows.

Once instructions are confirmed, the surveyor should promptly coordinate with relevant parties:

· Agree on:
· Date, time and location of the survey with the consignee, cargo owners, claimants of their representatives and freight forwarders.
· Notify and invite:
· The responsible carrier or third party to attend a joint survey.
· Ensure they are held responsible in writing.
· Request and review:
· All relevant shipping documents and protest correspondence. 
· Ensure these are sent or copied to the surveyor.
· Obtain:
· Delivery receipts with appropriate clauses noting damage, if applicable.

Prior to undertaking the survey, a surveyor should familiarise themself with the cargo type and understand its characteristics, handling requirements and any known issues.

Proper preparation ensures a more accurate and efficient survey process.


















4.5 Specimen Examination Questions – Chapter 4

The following questions are similar in style to those that will be set in the actual exam.

1. Why is it important for a surveyor to have Professional Indemnity (PI) insurance?

A. To satisfy the principal that they will be reimbursed whenever the surveyor makes a mistake.
B. To demonstrate to the client that by taking PI insurance, it should be clear that they are an approved competent surveyor.
C. To provide financial protection and legal support in case the surveyor makes a professional mistake.
D. PI insurance is expensive, but by taking it the surveyor can avoid the cost of training and education.

2. Under what conditions can a Lloyd’s Agent operate outside their designated area?

A. Never.
B. Always.
C.  Only in specific circumstances and with agreement from the local Lloyd’s Agent.
D. Must always pass the instructions to the local Lloyd’s Agent.

3. What is the primary purpose of the Lloyd’s Agency Noticeboard?

A. To access templates for survey reports and other documentation.
B. To stay informed about important updates, procedural changes, and technical guidance relevant to survey work.
C. To communicate directly with other Lloyd’s Agents and share case files.
D. To submit completed reports to the Lloyd’s Agency Department.

4. In which situation is a short form survey report typically used?

A.	As a template for an interim report.
B.	For containerized cargo.
C.	For non-containerized cargo such as bulk or break-bulk shipments.
D.	Always for any types of cargo.
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5.4 Specimen Examination Questions
Technical Survey Information

5.1 Containers

5.1.1 Introduction

Over the past 60 years, container shipping has been a key driver of international trade growth.  The majority of the world’s containers are owned by either shipping or leasing companies that specialise in container transport.  

The most common type of container is Dry Van Containers:
· Designed for a working life of 10-12 years, provided they undergo:
· Regular inspection.
· Routine maintenance.
· Built to withstand:
· Thousands of lifts by cranes and forklifts.
· Harsh marine environments.
· Land-based transport hazards (rail and road).

Containers are built using high-quality materials and robust design to ensure safety, efficiency and longevity. They must comply with international standards and client-specific requirements.

Containers are used to transport a wide range of cargo, including fragile goods like fine crystal, sensitive items like electronics, heavy-duty cargo like machinery and scrap metal.

Container shipping is the backbone of global logistics. The durability, versatility and standardisation of containers make them essential for safe and efficient cargo movement worldwide. 

5.1.2 The Convention for Safe Containers (CSC)

The International Maritime Organization (IMO), in collaboration with the Economic Commission for Europe, developed The Convention for Safe Containers (CSC) to regulate the construction and use of containers. The convention establishes international safety standards for containers used in global transport.

The CSC has two primary goals:

1.The safety of human life:
· Ensures containers meet generally accepted strength requirements.
· Establishes standardised test procedures for container safety.
· Aims to protect workers during transport and handling operations.

2. Facilitation of International Transport
· Promotes uniform international safety regulations across all surface transport modes.
· Prevents the development of conflicting national safety standards.
· Simplifies cross-border movement of containers.

Containers approved under the CSC are fitted with a Safety Approval Plate. This plate is issued by a contracting state and certifies compliance with CSC standards. The plate is recognised by all other contracting states. 

This principle of reciprocal acceptance of safety-approved containers is the cornerstone of the Convention; and once approved and plated, it is expected that containers will be able to cross international borders. Thereby facilitating international transportation with the minimum of safety control formalities.

The CSC ensures that containers are safe, standardised and globally accepted. Streamlining international trade and protecting lives. 

[image: ]

Container CSC plate

The maintenance of a safety-approved container is the responsibility of the container owner, who is required to have the container periodically examined.

The Convention specifically requires that the container be subjected to various tests, to comply with the safety requirements of both inland and maritime modes of transport.

The Safety Approval Plate contains the following information:
· CSC Safety Approval.
· Customs Seal Approval.
· Country of Approval and Approval reference.
· Date (month/year) of manufacture.
· Manufacturer’s container identification number.
· Maximum Operating Gross Weight.
· Allowable Stacking Weight.
· Transverse racking test load value.

















5.1.3 Container Components

The following diagram highlights the main components of a container, and the terms used to refer to its various parts:
[image: ]
A brief description of the main components follows below:

Corner post - vertical frame components located at the corners of containers and integral with the corner castings and floor structures.

Corner castings - fittings, located at the corner of the container, which provide the means for lifting, handling, stacking and securing.

Header and sill - in way of the door entrance: overhead horizontal header frame and similar floor level threshold sill.

Front-end frame - the structure at the front end of the container (opposite the door end) consisting of top and bottom rails attached to the front corner posts and other corner castings.

Top rail - longitudinal structural members located at the top edge on either side of the container.

Bottom rail - longitudinal structural members located at the bottom edge on either side of the container.

Cross-members - a series of transverse beams pitched at approximately 12” attached to the bottom side rail and integral part of the floor frame support.

Floor - the floor may be hard (steel) or soft laminated wood, planks or plywood.

Roof - steel general purpose containers will have corrugated or flat steel sheet roofs welded to the frame members. Aluminium containers have aluminium sheathing, bonded with adhesive to roof bows and riveted to the top rails and headers. 
Note: The roof is the part of the container most vulnerable to damage.

Sides and front – general purpose containers will have corrugated steel panels. Aluminium containers have aluminium sheathing on the sides and front of the container.  

Doors - doors and closing devices nowadays available in steel, aluminium or various other materials.

Security seal – used in conjunction with the locking mechanism in order to seal the containers for security purposes. These seals are numbered and are often colour coded and nowadays available in a large variety of types and qualities.
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Container security seal

5.1.4 Types of Containers and their Uses

Originally, containers were made of steel and used for general packaged cargo. Today, there is a wide and growing variety of container types, each designed for specific cargo needs.

All containers used in international trade must conform to ISO Standards (International Organization for Standardization), CSC and Customs convention (for cross-border movement). 

Common container sizes
· 20- foot and 40- foot containers are the most widely used.
· Height: 8ft 6in (2.6m)
· Known as:
· TEU – Twenty-foot Equivalent Unit
· FEU – Forty-foot Equivalent Unit
· Other common sizes
· 30-foot containers – often tank containers, used mainly in rail transport.
· High Cube containers – height of 9ft 6 in (2.9m), offering extra vertical space.

Common Container Types:

General purpose – also known as Dry Container (DC) standard 20 or 40-foot “box” containers (TEU/FEW), used for most cargo types.

High Cube Containers – similar to general purpose containers by offer additional vertical space. This provides more room for stacking cargo vertically while maintaining standard dimensions in length and width.

Open Top – allows cargo to be loaded from the top, have removable roofs for loading and unloading. Suitable for over-height cargo and are an option when cargo cannot be easily loaded through standard container doors.

Open-side Containers – allow for full side access, simplifying the loading and unloading of cargo. This provides flexibility for cargo that cannot be accommodated through standard container doors.

Ventilated – designed for cargo that requires airflow (e.g. coffee, cocoa or moisture sensitive items).

Flat Rack – for abnormal, heavy or oversized loads; collapsible sides and lack a roof, making them suitable for transporting machinery, vehicles, large pipes etc.

Platform – also known as flatbed containers (without sides or a roof). A reinforced base for very heavy or awkward cargo.

Bulk Containers – adapted for dry or liquid bulk cargo; may include inner liners and valves.
Loading features for bulk containers may include manhole lids on the roof for top loading and valve systems at the door end for controlled discharge.

Tank Containers – cylindrical tanks in a frame, used for liquids and gases. Tank containers incorporate safety features to prevent leaks or spills during transit.

Reefer Containers – also known as refrigerated containers, designed for transporting perishable goods that require temperature control. They have built-in cooling systems to maintain specific temperatures.
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Staying Informed – Evolving Container Technology

Why staying updated matters:
· The container industry is rapidly evolving, with:
· New container types being developed.
· Innovative materials used in construction.
· Surveyors must stay informed to:
· Ensure accurate assessments.
· Maintain compliance with current standards
· Deliver high- quality, up-to-date reports.

To stay current, regularly consult the following trusted websites.

www.imo.org – this is the official site of the International Maritime Organization, it offers information on international regulations, safety stands and conventions.

www.tis-gdv.de – managed by the German Insurance Association (GDV) and provides detailed technical guidance on cargo securing, container types and transport safety.

A lot of reliable and updated information is available at both these websites, some of it is freely available, some at a reasonable cost. 

When to consult these resources:
· Before conducting a survey involving unfamiliar or specialised containers.
· Before finalising a survey report, especially for complex or high-value cargo.
· When dealing with new materials or construction methods in container design.

5.1.5 Stuffing and Unstuffing

In the shipping industry the packing and unpacking of containers is called “stuffing” and “unstuffing”.

Container Shipment Categories:

 Full Container Load (FCL) – Stuffed/ unstuffed at the risk of the shipper or consignee.

Less than Container Load (LCL) – Contains multiple consignments; the carrier is responsible for packing/ unpacking.



Inspection procedures:

Before Stuffing

External checks:
· No visible damage to the container structure (holes, cracks, tears or deformation).
· No leftover labels from previous cargo (e.g. IMO hazard labels). 
· All external markings and the CSC Safety Approval Plate should be clearly visible.
· Doors must function properly. Rubber gaskets must be intact.
·  Hinges, locking bars and securing mechanisms must operate smoothly.

Internal Checks:
·  Container must be clean, dry, odour-free and watertight.
· Floor must be free of protrusions (e.g. nails) that could damage cargo.

Inspection after stuffing

· Cargo must be evenly distributed across the floor.
· Cargo should be clear of the door areas to avoid pressure on doors. 
· Cargo must be securely lashed to prevent movement during transit.
· Timber used (e.g. pallets) must comply with quarantine regulations of the destination country. 
· Doors must be securely closed and sealed with a solid security seal.
·  If applicable, IMO hazard labels must be affixed to the container exterior.

Before Unstuffing

·  Check for external damage to the container.
· Ensure doors are securely closed and seals are intact and match the Bill of Lading.
Open the right-hand door cautiously to avoid injury from cargo that may have shifted during transit.

 After Unstuffing

· Check for cracks or holes in the roof or walls (especially if water damage is suspected). To do this, during daylight, enter the empty container and close the doors. Look for light penetration to detect small holes or cracks.
· Any damage or contamination caused to the container that can lead to claims (especially when acting for the container owner or lessor).

Thorough inspection before and after stuffing/ unstuffing is essential for cargo safety, liability protection, and compliance with international standards.

5.1.6 Stowage and Securing of Contents

Homogenous cargo

Homogenous cargo refers to goods of the same type, size and packaging.

Examples include:
· Cartons
· Cases
· Boxes
· Bags
· Drums
· Barrels
· Rolls

When loading homogenous cargo into a container:
· Utilise all available space – Fill the container as completely as possible to avoid empty gaps. This maximises freight efficiency and cost-effectiveness.
· Ensure tight and stable stowage – properly packed cargo is less likely to shift during transit. This reduces the risk of damage and instability. 
· Stack uniformly - aligns items neatly to maintain balance and structural integrity. This avoids uneven weight distribution.

Efficient stowage of homogenous cargo improves safety, reduces damage risk, and maximises container capacity – benefiting both the shipper and the consignee. 
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Palletised cargo

Palletised cargoes are cargo that is stacked and secured on pallets for easier handling and transport. It is commonly used for unitising goods to streamline logistics.

Advantages of palletised cargo:
· Faster stuffing and unstuffing- palletised units can be quickly loaded or unloaded using forklifts. This reduces manual handling time and labour costs.
· Efficient space utilisation – when the correct pallet size is chosen, space inside the container is optimised. This minimises wasted space and reduces the need for excessive securing.
· Improved cargo handling – pallets provide a stable base, reducing the risk of cargo damage. This enhances safety during loading, transit and unloading.

Palletised cargo improves efficiency, safety and space utilisation. Making it a preferred method for containerised transport.

Bagged Cargo

Characteristics of bagged cargo
· Bagged cargo is often shipped as loose bags (e.g. grain, flour, fertilizer).
· Bags are prone to settling during transit, which can cause shifting, exert pressure of container walls and lead to instability at the container doors.

Best Practices for Stowage of Bagged Cargo
Use an interlocking stow pattern:
· Bags should be places in a brick-like pattern to improve stability.
· This reduces movement and helps distribute weight evenly.

Secure the rear door area:
· Bags near the doors must be properly restrained.
· This prevents them from pressing against the doors and potentially falling out when opened.

Unsecured bags can pose a serious safety risk during unstuffing.

Proper stowage and securing of bagged cargo is essential to prevent shifting, protect container structure and ensure safe unloading.

Drums

Drums are commonly used to transport liquids or powders. They are typically made of steel, plastic or fibreboard. Proper handling and stowage are essential to prevent leakage. 

Vertical Stowage:
· Drums should be stowed vertically on end, with the bung holes facing upward. 
· This position:
· Minimises the risk of leakage. 
· Maintains drum integrity during transit.

Layering and Dunnage:
When drums are stowed in tiers (stacked vertically) use dunnage material (e.g. plywood, cardboard) between layers. This helps distribute weight and prevents drums deformation. 

Once the container is fully loaded, place timber pallets between the last row of drums and the container doors. This prevents the drums from leaning against the doors and shifting during transit.

Conduct a thorough inspection before loading, check for dents, leaks or corrosion. Ensure all drums are sealed properly and labelled correctly.

Proper vertical stowage, use of dunnage and securing the door end are essential for the safe transport of drums- especially those containing liquids or powders.

Refrigerated cargo

Pre-stuffing Inspection:
Before loading begins, the shipper and/ or appointed surveyor must inspect the container and refrigeration unit to ensure:
· The refrigeration unit is operational.
· The container is clean, dry and odour-free.
· The container is fit for the intended cargo.

Key Stuffing Procedures:
To ensure effective refrigeration and safe transit:
· Allow air circulation.
· Do not load above the “load limit line” marked on the container’s inner walls.
· Maintain space between the rear cargo stow and the container doors.
· Ensure cargo does not extend beyond the end of the grating or T-flooring.
· Temperature control:
· Shippers must provide accurate commodity details, and the temperature set point in Celsius.

· Before stuffing:	
· Confirm the temperature set point is correctly programmed.
· Ensure the temperature chart is properly endorsed.
· If required, verify the container has been pre-cooled to the correct temperature.
· Confirm the cargo itself is at the correct temperature before loading.
· Packaging
· The cargo must be packed in materials that protect the product throughout transit.

Be sure that the cold chain is maintained (the required temperature from origin to destination. During stuffing and unstuffing, take care to minimise exposure to ambient temperatures and avoid delays that could compromise product integrity.

Proper inspection, airflow management, temperature control and cold chain integrity are essential for the safe and effective transport of refrigerated cargo.

5.1.7 Securing

Cargo must be properly stowed and secured within containers to minimise movement and shifting in any direction during transit. Particular care should be taken when loading goods at the rear door area to prevent excessive pressure on the doors during handling and transportation.
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Normal stow of tyres in container.			Example of container stowage and securing.


While containers offer more protection than break bulk methods, cargo inside is still subject to continuous movement and stresses during transit. Therefore, it is strongly recommended to consult The Code of Safe Practice for Cargo Stowage and Securing in Freight Containers, published by the International Maritime Organization (IMO), for detailed guidance.

Recommended Securing Materials:
A variety of securing materials are available to suit different cargo types and weights, including but not limited to:

1. Heavy gauge timber - for bracing and chocking.
2. Plywood sheeting - used for separation and additional securing.
3. Flat webbed belts - nylon woven type with ratchet tensioners.
4. Polypropylene rope – suitable for light cargoes.
5. Wire rope lashings - tensioned by turnbuckles, ideal for heavy cargoes and steel products.
6. Chain lashings - with tensioners or turnbuckles for securing heavy cargoes.
7. Steel strapping bands - of lashing quality for robust securing.
8. Inflatable air bags – to fill voids and prevent shifting
9. Foam-rubber cushions – to absorb vibration and reduce impact.

Container Stuffing Summary Checklist

Container Selection
· Choose the most suitable container type for the specific cargo or mix of cargo items.

Weight Compliance
· Ensure the total cargo weight does not exceed the container’s payload limit.

Weight Distribution
· Distribute cargo weight evenly across the container floor.
· Avoid concentrating heavy items in one area or placing them on top of lighter goods.

Stowage and Securing
· Achieve a tight stow as to minimise internal movement.
· Secure cargo as effectively as possible using appropriate materials.

Handling Instructions
· Follow all handling labels on cargo (e.g., “DO NOT DROP”, “THIS SIDE UP”, “FRAGILE”, “KEEP DRY”).

Mixed Load Considerations
· Place liquid-containing packages on the bottom tiers.
· Stack dry goods above liquid items to prevent damage.

Cargo Condition
· Do not load damaged items.
· If repairs are made, document them on the packing list.

Dunnage Use
· Avoid using green or freshly cut timber as dunnage due to moisture risks.

Hazardous Cargo Compliance
· Refer to the IMDG Code for proper packaging, segregation, and labelling.
· Ensure hazardous items are clearly marked both inside and outside the container.

Hazardous Cargo Placement
· For mixed loads including hazardous goods, check for incompatibilities.
· Position hazardous items near the container doors for accessibility.

Documentation
· Record the container number and security seal number on all shipping documents.

5.1.8 Container Damage

Common types of container damage are listed below.

Holes in containers - The most frequent type of damage, often found in the roof or walls.
	Caused by:	 
· Mishandling by lifting spreaders, 
· impact from corner castings, 
· twist locks,
· lashing gear - rough stuffing or unstuffing
· transport-related stress.
Detection- Conduct an interior inspection with the doors closed (light entering the container indicates holes or faulty door seal gaskets.)

[image: ]	    [image: ]
container roof damage (from outside)		container roof damage (from inside)

Interior Contamination - contamination of the container floor or interior surfaces.
Caused by: 
· Spillage from damaged packages or cargoes like wet hides that release liquids or residues.
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	       container with flooding traces
	  flooding damage inside container



Racking - Twisting or distortion of the container’s structural shell.
Caused by
· Static or dynamic forces, especially during rough sea voyages.

Toppling - Containers tipping over.
       Caused by
· Extreme rolling motions at sea 
· Exposure to high winds while stacked ashore. 

Container collapse (corner-post compression) - Structural failure due to compression of the corner posts.
Caused by:
· Exceeding the container’s weight or stacking limits. 

Local structural failure - Separation of key structural components.
       Examples: 
· Side-wall detachment from top/ bottom rails, 
· Corner castings separating from side rails.
      Caused by:
· Poor maintenance. 
· Overloading. 

5.1.9 Inspection of Containers for Damage and Repair

The surveyor must establish a comprehensive inspection routine covering all external and internal areas and components of the container. This includes a cleanliness check, ensuring the container is free from:
· Cargo remnants
· Debris
· Odours
· Contamination
· Infestation 

Particular attention should be given if the container previously carried hazardous cargo.

Surveyors must receive clear instructions regarding any specific requirements or restrictions related to the inspection. 

It is essential to distinguish between:
· Damage
· Normal wear and tear
· Unusual wear that may compromise the container’s ability to safely carry cargo in compliance with international standards. 

The surveyor should remember that containers are standardized units designed to fit specific transport systems (ships, trucks, trailers, rail). If a container does not conform to ISO- prescribed dimensions (including allowable tolerances). It must be repaired and reinstated to meet the required international standards. 

Example checklist for the inspection of standard general purpose steel containers:

Front End:
· Front panels, (including corrugations).
· Front header (top rail).
· Front sill (bottom rail).
· Front corner posts.
· Upper and lower front corner fittings including Attachments.
· Markings.

Left and Right Sides:
· Top rail.
· Side panels, (including corrugations).
· Bottom rail and forklift pocket entrances.
· Front and rear corner posts.
· Upper and lower corner fittings and Attachments.
· Ventilators.
· Markings.

Door End:
· Door header (top rail), including cam retainers (keepers).
· Door sill (bottom rail), including cam retainers (keepers).
· Door panels.
· Locking bars (rods), including brackets, guides and cams.
· Hinge components.
· Door gaskets and retaining strips.
· Rear corner posts.
· Upper and lower corner fittings and Attachments.
· Rain gutter.
· Door handles, handle catches and retainers.
· Markings labels and plates.
· Correct operation of doors, including closure and door-locking mechanisms.

Roof:
· Panels, including corrugations.
· Header extension plate.
· Corner fittings and Attachments.
· Markings.

Interior:
· Roof panels.
· Floor.
· Side and front panels.
· Door panels and frame.
· Threshold plate.
· Lashing fittings.
· Corner posts and corner fittings.
· Ventilators.
· Markings.
· Light / leak test – to check on holes, cracks, defective / damaged door gaskets.

Under Structure:
· Cross members.
· Bottom side and sills.
· Floorboards, panels or planks.
· Tunnel recess.
· Forklift pockets and straps.
· Undercoating.

General:
· Cleanliness.
· Paint condition and colour.
· Certification and identification markings.
· General structural integrity and ISO dimensional compliance.
· identification of any non-conforming repairs.

For detailed guidance and standard related to container inspections and repairs, inspectors are encouraged to consult the International Maritime Organization (IMO) website www.imo.org.

When completing a container inspection report, it is essential to clearly distinguish between the following categories:

Acceptable Damage
· Minor damage that does not compromise the container’s structural integrity or cargo-worthiness.
· No repair required.

Non- Acceptable Damage
· Damage that affects, structural integrity, or cargo protection.
· Must be repaired before the container is used again.

Wear and Tear
· Normal deterioration resulting from regular operational use.
· Typically, does not require repair, but should be monitored.

Manufacturing Defects
· Flaws originating from the production process.
· Should be reported to the client for further consultation with the manufacturer.

5.2 Hazardous Cargoes

5.2.1 Historical Background

The regulation of dangerous goods transport by sea began with the 1929 International conference for Safety of Life at Sea (SOLAS), which recognized the need for international rules. Since then, several key developments have shaped the current framework:

1956: The UN Committee of Experts issued a report outlining minimum requirements for transporting dangerous goods across all modes of transport.

1959: The first meeting of the Inter-Governmental Maritime Consultative Organization (IMCO) occurred, later renamed the International Maritime Organization (IMO) in 1982.   

1960: The SOLAS Conference recommended a uniform international code for the transportation of goods by sea, including packing, stowage, segregation and container use.

1965: The IMDG Code (International Maritime Dangerous Goods Code) was adopted by the IMO Assembly. 

Ongoing: The IMDG Code is revised biennially, with each new edition taking effect on 1 January of the following year. It is available in three volumes and also in digital formats (CD, PDF, or web access).

Purpose of the IMDG Code

The IMDG Code aims to ensure the safe transport of dangerous goods by sea without unnecessarily hindering commercial operations. It helps prevent:
· injury to persons, 
· damage to ships and transport infrastructure.
· Environmental harm.

The IMO estimates that over 50% of packaged and bulk cargoes transported by sea are classified as dangerous or hazardous including:
· Solid and liquid chemicals
· Gases
· Oil industry products
· Waste materials

Substances classified as dangerous goods or marine pollutants under the IMDG Code may not be similarly classified under domestic road or rail regulations.  However, IMDG Code compliance is mandatory for all sea transport of such goods. 


Additional IMO Codes for Hazardous Cargoes:
· BC Code- Code of Safe Practice for Solid Bulk Cargoes
·   IBC Code - International Code for the Construction and Equipment of Ships Carrying Dangerous Chemicals in Bulk (Post – 1986 vessels).
·    BCH Code - Code for the Construction and Equipment of Ships Carrying Dangerous Chemicals in Bulk (pre- 1986 vessels.)
· IGC Code - International Code for the Construction and Equipment of Ships Carrying Liquefied Gases in Bulk. 
· MARPOL 73/79 - International Convention for the Prevention of Pollution from Ships (in force since 1983).  

For further guidance, visit the IMO’s official website: www.imo.org

5.2.2 The IMDG Code

The International Maritime Dangerous Goods (IMDG) Code serves two primary purposes:

1. Identification - to list all goods transported by sea, which may pose a danger to people, the transportation method, or the environment.
1. Classification - To specify the type of danger associated with each substance or commodity.

There are a series of UN-specified standard tests described in Part 2 of the IMDG Code which determine whether a substance or article presents transport related risk. If such risks are identified, the substance is officially classified as “dangerous goods”. 

Important Notes:
· This summary provides only a brief overview of the IMDG Code.
· The shipment of dangerous goods requires specialist training and certification.
· The IMDG Code itself must always be consulted before undertaking any work involving the transport or inspection of dangerous goods.

For full details and updates, visit the official IMO website: www.imo.org

An Example of an electronic page of the IMDG Code is as follows:






Each substance is assigned the following information.

1. UN Number
1. Proper Shipping Name (PSN)
1. Class or Division
1. Subsidiary Risk(s)
1. Packing Group
1. Special Provisions
1. Limited Quantities
1. Packing Instructions
1. Packing Provisions
1. IBC Instructions
1. IBC Provisions
1. Tank Instructions
1. Tank Provisions
1. Emergency Schedule (EmS)
1. Stowage and Segregation
1. Properties and Observations

1. UN Number
The UN Number is a critical identifier found in the Dangerous Goods List (DGL), of the IMDG Code. It serves as the international reference number for a specific hazardous substance or article. 

Why the UN Number Matters:
· It ensures accurate identification of dangerous goods.
· It is essential for referencing within the IMDG Code.
· It supports the correct application of handling, packaging, stowage, and emergency response procedures.

Changes over time:
· Some UN Numbers have been withdrawn over the years when substances were found to be insufficiently distinct from others with similar properties.
· Expired UN Numbers no longer hold international validity and must not be used.

Best practice:
· Always refer to the most current edition of the IMDG Code to ensure the UN Number is valid and up to date. 
· When transporting goods, always use:
· The correct UN Number
· The Proper Shipping Name

This ensures that all necessary precautions and safety measures are properly applied.

2. Proper Shipping Name (PSN)
The Proper Shipping Name (PSN) is the official technical name used to describe dangerous goods for transport. It must be used exactly as listed in the IMDG Code and must not be replaced with trade names or abbreviations. The PSN ensures clear identification of the substance and its associated hazards. 

Substances may have multiple names or abbreviated forms, but only the PSN is valid for transport documentation. Substances listed under a chemical name are either:
· Technically pure, or
· Mixtures/ solutions that behave similarly to the pure substance under standard test.

Some substances are grouped under generic names when they share common hazards, e.g.,
“Adhesives containing flammable liquid”.

When a substance or mixture is not specifically listed in the Dangerous Goods List (DGL), it is classified as N.O.S. (Not Otherwise Specified).

The PSN includes:
· A generic hazard description (e.g., flammable liquid) , and
· The name(s) of the hazardous component(s) in brackets.

If there are multiple hazardous components, only the two most hazardous need to be listed.

Example:
· Pure methanol:
UN 1230 Methanol

· 80% methanol solution in water:
UN 1993 Flammable liquid, N.O.S. (contains methanol)

In N.O.S. cases, the UN Number becomes part of the PSN, as the product is classified by its hazard nature rather than its exact chemical identity.

3. Class or Division
The IMDG Code classifies dangerous goods into 9 main hazard classes, based on the primary risk they pose. Some classes are sub-divided for more precise categorization. In addition to the primary (class) risk, substances may also have a subsidiary (secondary) risk.

Each class or sub-division is represented by a diamond‑shaped label, universally recognized across all modes of transport.

Hazard Classes and Sub-Divisions 

Class	1	Explosives
			1.1	Mass explosion hazard
			1.2	Projection hazard only
			1.3	Fire hazard only 
			1.4	 Minor hazard
			1.5	Very insensitive explosives 
			1.6	Extremely insensitive articles.
	
2	Gases
	2.1	Flammable gases
	2.2	Non‑flammable, non‑toxic gases
	2.3	Toxic gases

3	Flammable liquids

4	Other flammable substances
	4.1	Flammable solids
	4.2	Spontaneously combustible substances.
	4.3	Dangerous when wet

5	Oxidizing substances and Organic Peroxides
	5.1	Oxidizing substances 
	5.2	Organic peroxides

6	Toxic and Infectious Substances
	6.1	Toxic substances
	6.2	Infectious substances

7	Radioactive Material

8	Corrosive Substances

9	Miscellaneous Dangerous Substances and Articles &     
Marine Pollutants

The numerical order of classes do not reflect the degree of danger.

For full classification details, labelling requirements and handling procedures, always refer to the latest edition of the IMDG Code, available at www.imo.org

Documentation and Labels

Before dangerous goods can be accepted for shipment by sea, they need to be classified in accordance with the IMDG Code. This process ensures that all hazards are properly identified and communicated. 

Shipper Responsibilities:
Classification - The shipper must determine or obtain the correct classification of the goods based on their hazardous properties.
Declaration - A signed Dangerous Goods Declaration must be submitted, accurately describing the goods. The declaration is a binding agreement with the carrier.

Each package of dangerous goods must be clearly marked and labelled with:
· Proper Shipping Nam (PSN)
· UN Number
· Marine Pollutant Mark (if applicable)
· Hazard Class Label(s) for both primary and subsidiary risks.

All marks and labels must:
· Be clearly visible and readable
· Be displayed against a contrasting background.
· Be durable (must withstand 3 months immersion in seawater).
· Conform to IMDG Code Part 5, Chapter 5.2. standards
· Be duplicated on opposite sides if the package volume exceeds 450 litres.

Additional labels may be required:
· “This Way Up” for gases and sensitive goods
· “Keep Dry” (umbrella symbol) for moisture-sensitive substances.

Labelling of Transport units

When packages of dangerous cargo are stowed in containers, trailers, tanks, railway wagons:

· Containers, trailers and portable tanks must be labelled on each side and each end.
· Railway wagons must be labelled on each side.
· If multiple hazardous goods are carried:
· The appropriate hazard label must be placed on the external side corresponding to the internal location of the goods.
· Internal package labels must face the container doors and be visible when opened. 

In case of incidents (e.g. Fire, spillage), quick identification is critical. Therefore:
· The Dangerous Goods Manifest and Stowage Plan (as required under SOLAS) must include:
· The UN Number
· The Proper Shipping Name (PSN)

This ensures that even if package labels are obscured, emergency responders can still identify the cargo.

4. Subsidiary Risk(s)
Some substances may present more than one type of hazard. In such cases: 
· The most significant hazard is classified as the primary risk (or class risk).

Any additional hazards are listed as subsidiary risks (also called sub-risks or secondary risks).

Example:
· UN 2776 – Copper-based pesticide
· Primary Risk: class 3 (Flammable)
· Subsidiary Risk: Class 6.1 (Toxic)
· Additional Note: Also classified as a Marine Pollutant

When describing dangerous goods in shipping documents, subsidiary risks must be included in brackets immediately following the primary class:

Format:
Class [primary] ([subsidiary])

Example:
Class 3 (6.1).

This ensures that all hazards associated with the substance are clearly communicated for safe handling, stowage and emergency response.

5. Packing Group
All dangerous and hazardous cargo must be packed in high-quality, durable packaging that meets the standards of the UN package testing scheme. The packaging must be capable of withstanding the rigours of sea transport, including handling, stacking and exposure to environmental conditions. 

Shipper’s Legal Responsibilities:
· Select packaging that:
· Safely contains the product
· Does not react with the contents
· Withstands normal maritime transport conditions

Use only UN type-approved packaging, except for goods shipped under limited quantity provisions.

Substances are assigned to one of three packing groups based on the degree of danger they present:
· Packing Group I:  Substances presenting HIGH danger
· Packing Group II: Substances presenting MEDIUM danger
· Packing Group III: Substances presenting LOW danger

All packaging must be:
· Manufactured, tested, and marked according to the UN type approval scheme.
· Marked with the UN packaging symbol (typically stamped into drums or printed on boxes/bags). [image: ]
· Clearly indicate the type of packaging, material, performance level and suitability for PG I, II or III.

The Packing Group must be included in the cargo booking form and Shipper’s Dangerous Goods Declaration. It is not required to be displaced on the package itself.

The IMDG Code specifies the method closure methods to ensure containment:
· Effectively closed:  liquid- tight (e.g. paint tin lid).
· Hermetically sealed: Vapour-tight (e.g. Canned food) 
· Securely closed: Minimum standard for dry goods (e.g. fertilizer bags).

The importance of proper packing cannot be over-stressed and the IMDG Code devotes two entire chapters to this, namely volume one, Chapter 4 and another chapter in the supplement.  

Empty Packaging and Tanks:
· Empty packages or containers that previously held dangerous goods must be treated as hazardous until:
· Properly cleaned.
· Ventilated, if necessary.
· Uncleaned tanks must be:
· Labelled and documented like full tanks.
· Declared as “empty uncleaned” or “residue last contained”.
· Recognized as a real hazard, as they may still contain up to 500 litres of residue.

6. Special Provisions in the IMDG Code
Special provisions are specific conditions, limitations or additional requirements that apply to certain substances, materials, or articles listed in the Dangerous Goods List (DGL).
· Each provision is numerically listed and fully explained in the IMDG Code Part 3, Chapter 3.3.
· As of June 2012, there were 964 special provisions.
· These provisions are only applicable to the substances they are assigned to.

Example:
Fumigated Units (UN 3359, Class 9)
A fumigated unit is a closed cargo transport unit (e.g. container) that has been loaded with cargo and then fumigated using toxic or asphyxiant gases (e.g. methyl bromide, phosphine).

Special Provision 910 outlines the following key requirements (see also IMDG Code 5.5.2):

Safe handling: Fumigation must follow the IMO Recommendations on the Safe Use of Pesticides in Ships.
Container Suitability: Only units that can be sealed to minimise gas escape may be used. 

Placarding: Class 9 placards are not required unless other Class 9 goods are present.
Warning Signage: A warning sign must be affixed to the access doors, stating type and amount of fumigant, date and time of fumigation.
Transport Documentation: Must include type and amount of fumigant, date and time of fumigation. Instructions for disposal of residual fumigant or devices.
Ventilation Requirement: Once completely ventilated (doors opened or mechanically ventilated), the unit is no longer subject to the IMDG Code. Warning signs must be removed after ventilation.
Gas Detection Equipment:  If stowed under deck, the ship must carry fumigant gas detection equipment with instructions.
No Onboard Fumigation: Fumigants must be applied after the unit is loaded aboard the ship.

Fumigation is often done for vermin control or to meet phytosanitary regulations (e.g. for timber packaging). Even if the cargo is not classified as hazardous, fumigation makes the unit dangerous to enter and potentially hazardous to stow below deck. Toxic gases may escape and pose a risk to crew and ship safety.

Warning labels must be placed on the outside of the container doors. Labels must include type of fumigant and date and time of application. The unit remains subject to the IMDG Code until it is fully ventilated, and the label is removed.

7. Limited Quantities 
Some dangerous goods may be transported under Limited Quantity (LQ) provisions, which allow for reduced regulatory requirements due to the small volume or mass of the goods involved.

Key Features of Limited Quantities (LQ)
· The maximum quantity per inner package (in kilograms or litres) is specified in the Dangerous Goods List (DGL).
· Limited Quantity shipments are subject to fewer restrictions during road and sea transport. 
· Strict segregation rules between incompatible classes may be relaxed for Limited Quantity packages within the same container, provided they are in separate outer packages. 

If substances are chemically incompatible, they must not be packed in the same outer package, even under LQ provisions.

The Principle Behind Limited Quantities:
The LQ system is based on risk reduction through smaller packaging:

Example: 
Instead of shipping a 200-litre drum, the same substance may be shipped as 200 x 1-litre bottles.

These smaller inner packages are placed in a strong outer package with absorbent material to contain leaks.
This results in:
· Double packaging
· Reduced hazard potential
· Improved containment in case of damage.


While LQ shipments benefit from simplified rules, they must still meet strict conditions:
· Packaging must be robust and comply with LQ specific standards.
· Marking – Packages must display the Limited Quantity mark (a square -on-point with black and white halves). [image: Limited Quantity Label Printable | Printable Labels]
· Labelling – Hazard labels are generally not required, but marking is mandatory.
· Documentation – Requirements are simplified, but some form of declaration may still be needed depending on the mode of transport and carrier policy.

8 - 13. Packing Instructions and Provisions
Detailed packing instructions and provisions are outlined in Parts 4 and 5 of the IMDG Code. These sections cover:
· Packaging types and materials.
· Closure methods
· Compatibility of substances
· Use of absorbents and cushioning
· Overpack and mixed packing rules.

Due to frequent updates in regulations and classifications, always consult the latest edition of the IMDG Code when in doubt.

14. Emergency Schedule (EMS) 

Emergency procedures are critical when transporting hazardous substances. The safety of the crew, vessel, and cargo depends on proper response protocols.

Fire and Spillage Response
· The Emergency Schedule (EMS) in the IMDG Code Supplement provides guidance on:
· Firefighting procedures
· Spill containment
· Ventilation and isolation
· Accurate marking and labelling of cargo is essential for identifying the substance involved in an emergency.

Some substances may react dangerously with water or firefighting agents, so knowing the exact material is vital.

Medical First aid Guide (MFAG)
If exposure or injury occurs, refer to the MFAG in the IMDG Supplement. It provides first aid instructions for:
· Skin exposure
· Eye exposure
· Ingestion
· Shock
· Rescue procedures
· Pain relief

Emergency Response Plan
Every vessel carrying dangerous goods must have a formal Emergency Response Plan. Surveyors and personnel must: 
· Follow ships officers’ instructions
· Never:
· Enter enclosed spaces without
· Identifying the substance
· Proper training
· Wearing protective gear and breathing apparatus.
· Walk through spilled substances
· Attempt rescues without training
· Obstruct trained emergency responders.

15. Stowage and Segregation 
The Dangerous Goods List (DGL) in the IMDG Code specifies the stowage and segregation requirements for all classes of dangerous goods to prevent hazardous interactions between incompatible substances. 

The IMDG Code outlines four standard segregation levels, each increasing in strictness:

1. Away from
· Substances must not be stowed next to each other.
· A minimum horizontal separation is required (usually at least 3 meters).

2. Separated from
· Substances must be stowed in different compartments or holds.
· No common bulkhead or deck between them.

3. Separated by a Complete Compartment of Hold From
· Substances must be separated by an entire closed space, such as a full cargo hold or compartment.

4. Separated Longitudinally by an Intervening Complete Compartment or Hold from
· The strictest level: substances must be separated by at least one full compartment or hold in the longitudinal direction (fore and aft).

Let’s consider these in more detail.

1. Away from:
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This form of segregation requires that incompatible dangerous goods be effectively separated to prevent any hazardous interaction in the event of an accident.

These goods may be transported in the same compartment, hold, or on deck, provided that a minimum horizontal separation of 3 metres is maintained.

The separation must be projected vertically, ensuring that the distance is preserved across all levels of stowage.

1. Separated from:
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In different compartments or holds when stowed under deck.  

Provided the intervening deck is resistant to fire and liquid, a vertical separation, i.e. in different compartments may be accepted as equivalent to this segregation.  

For on deck stowage, this segregation means a separation by a distance of at least 6 metres horizontally.

1. Separated by a complete compartment or hold from:

[image: ]
NOTE: One of the two decks must be resistant to fire and to liquid.  

Either a vertical or a horizontal separation. 

If the intervening decks are not resistant to fire and liquid, then only a longitudinal separation, i.e. by an intervening complete compartment or hold, is acceptable.

 For on deck stowage, this segregation means a separation by a distance of at least 12 metres horizontally. The same distance has to be applied if one package is stowed on deck and the other one in an upper compartment.


1. Separated longitudinally by an intervening complete compartment or hold from:
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Vertical separation alone does not meet this requirement. 

Special Segregation Rules
· Class 1 (explosives) and certain other high -risk substances may have additional or stricter segregation requirements.
· Always refer to the Segregation Table and individual entries and the IMDG Code for specific guidance.

The IMDG Code outlines strict stowage and segregation requirements to prevent dangerous interactions between incompatible substances. These rules are essential for ensuring the safety of the vessel, crew, cargo and environment.

Segregation distances are defined to prevent accidental contact between incompatible substances.

For example:
· Between a package stowed under deck and one on deck, a minimum longitudinal distance of 24 meters, including a complete compartment, must be maintained.
· For on-deck stowage, a 24-meter longitudinal separation is also required.

Refer to:
IMDG Code Chapter 7.2.1.16 – general segregation provisions between classes.
IMDG Code Chapter 7.2.3 – Segregation rules for freight containers on container ships, including tables and diagrams.

Incompatible Goods in Containers:
· Dangerous goods that are incompatible must not be packed in the same shipping container.
· Even substances within the same class may react dangerously and must be segregated accordingly.
· The party responsible for stuffing the container must:
· Verify that mixed hazard loads are permitted.
· Sign the packing certificate to confirm compliance.

Training is essential to ensure proper application of segregation rules.

Basic Rules for Stuffing Containers with Dangerous Goods
1. Fill it or secure it – Use dunnage or retainers to prevent movement.
2. Block it out – avoid void spaces and loose packages.
3. Avoid metal-to–metal contact – Prevent slippage by using non-slip materials.
4. Prevent door pressure – Use a barrier (e.g. fence or gate) to stop cargo from pressing against doors.
5. Ensure compatibility – Use a barrier (e.g. Fence or gate) to stop cargo from pressing against doors.
6. Apply correct marks and labels – on both packages and the container exterior.
7. Remove old labels – ensure no outdated or misleading hazard labels remain.
8. Seal the container – Lock and seal the doors and record the seal number on the Bill of Lading and other documents.

Dangerous goods can be transported safely but only if the complex regulations of the IMDG Code are fully understood and followed. This requires specialist training and access to the latest version of the IMDG Code.

For more information, visit: www.imo.org

5.3 Project Cargo / Heavy Lifts

This chapter focuses on the transportation of heavy lifts and project cargoes by sea, road or rail and the specialist equipment required for their safe handling.   

With the ever-increasing size and weight of cargoes, safe handling practices are more critical than ever. Each lift and movement is unique, and safety must remain the top priority throughout the operation. 

Every movement requires a detailed risk assessment and contingency planning. The depth of planning will vary depending on the cargo, route and conditions. Thorough project planning is essential for a smooth, incident-free operation.

Heavy lift cargo: A single lift typically over 50 metric tonnes (mt), with some exceeding 14,000 mt.
Project Cargo:  A combination of standard, heavy and oversize lifts forming part of a larger project (e.g. relocating a factory). 

Note: Heavy lift cargo may be part of a project cargo, but not all project cargos involve heavy lifts. Regardless of size, all lifts require careful planning and attention. 

Role of the Surveyor
When appointed to supervise or assess a heavy lift or project cargo operation, the surveyor’s responsibilities include:

1. Assessing and advising on the suitability of the transport system and handling equipment. 
1. Monitoring the movement and recording any irregularities or damages.
1. Keeping the client informed before, during and after the operation.

The surveyor should not interfere with operations unless explicitly instructed to do so. 

Journey Planning Considerations
· All stages of the journey must be planned in advance.
· Public road use may require police notification for heavy, wide or long loads.
· Weather conditions must be monitored for marine passages to determine the safest time, route and method of transport.
· Road and rail routes should be inspected and cleared.
· Ground handling equipment must be allocated and on standby.
· Lighters or barges used on inland waterways must be assessed for suitability.

Effective operational planning helps minimise risks and control costs.

The Transport Process 
The movement of heavy lifts and project cargoes involves multiple phases, each requiring careful planning and coordination. These principles apply not only to oversized or heavy cargo but to any type of cargo being transported.

Phased Approached to Transport.

The number and complexity of phases may vary depending on the nature of the cargo and the route but typically include:

1. Manufacturing Site (Place of Departure).
· Preparation and packaging of cargo.
· Initial inspection and documentation.
· Coordination with transport providers.

2. Pre-Carriage (Inland Transport).
· Movement from the manufacturing site to the port, rail terminal, or staging area.
· Route surveys and clearance for oversized loads.
· Coordination with local authorities. (e.g. police escorts).

3. Main Carriage (Sea, Rail or Air Transport).
· Loading onto vessels, railcars, or aircraft.
· Securing and stowage according to cargo type and IMDG/ transport regulations.
· Monitoring weather and transit conditions.

4. On-Carriage (Final Inland Transport).
· Unloading at the port or terminal.
· Final delivery to the destination site.
· Use of specialised equipment for lifting and positioning.

5. Final Assembly and Handover.
· Assembly or installation of cargo at the destination.
· Final inspection and reporting.
· Handover to the client or project team.

Surveyors Role

A surveyor may be involved in all or selected phases of the transport process. Their responsibilities include:
· Assessing the suitability of transport systems and equipment.
· Monitoring the safe handling and movement of cargo
· Reporting any irregularities or damages
· Keeping the client informed throughout the operation

The surveyor’s role is advisory and observational, unless otherwise instructed.
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Transporting heavy lifts and project cargoes involves multiple phases. While each phase may differ in detail, many handling consideration remain consistent throughout. However, lashing arrangements and transport parameters will vary depending on the mode of transport (e.g. road vs. sea).

A surveyor may be appointed to oversee all or selected phases of the transport process – from the manufacturing site to the final delivery and assembly.

Surveyor’s Checklist by Transport Phase

1. Manufacturing / Departure place
Inspect the external condition of the cargo. Verify all preparations and provisions for safe transport from origin to destination.

1. Dismantling / Packaging 
Unpacked material: 
Ensure presence of adequate lifting and lashing points. Clearly mark dimension, weight and centre of gravity.

Packed material: 
Confirm solid, durable packing suitable for all handling stages. Ensure markings comply with IMO regulations.

1. Loading handling for Rail, Road or Barge transport
Assess lifting equipment for suitability and capacity. Verify transport vehicle adequacy. Review routing and timing plans.

1. Crane handling – discharge / loading or transhipment
Confirm crane suitability and lifting capacity. Evaluate the competency of crane operators.

1. Sea Vessel transport
Assess the vessel’s condition and suitability, including:
- the cargo securing manual (must be approved by the flag state and must be carried on board the ship)
- lashing points and material
- stability and space allocation

1. Crane handling at discharge port
Repeat checks from Phase 4

1. Loading handling for Rail – Road – Barge transport
Repeat checks from Phase 3

1. Delivery final destination – discharge handling
Reassess all previous criteria. Conduct a final condition check of the delivered cargo.

Final Note on Surveyor Competency

Due to high value and risk associated with heavy lift and project cargoes:
· Surveyors must be properly qualified and experienced.
· If unsure, they should decline the assignment or seek supervision from a specialist.

For further reading and reference:

Informa Professional - Industry insights and publications
Illustrated Dictionary of Cargo Handling – Peter R. Brodie
Steel Carriage by Sea – Arthur Sparks
Thomas’ Stowage: The Properties and Stowage of Cargoes – Capt. Thomas (latest edition recommended)
The Marine Encyclopaedic Dictionary – Eric Sullivan

5.4 Temperature sensitive cargoes/Pharmaceutical cargoes

The transportation and storage of temperature–sensitive and pharmaceutical cargoes are often complex and demanding. These cargoes require strict environmental controls, specialized packaging and stowage, continuous monitoring and documentation.

A surveyor may be asked to assess and report on several aspects of the cargoes journey, including:
· Transport History
· Packing and stowage methods
· Temperature records
· Use and accuracy of temperature-monitoring devices.

In the case of pharmaceutical cargo, mitigation efforts following an incident can be particularly challenging due to the sensitive nature and high value of the goods.

Damage Assessment
Determining the cause of damage to temperature-controlled cargo can be difficult and may require detailed investigation, cross-referencing of temperature logs. The surveyor should also review the handling procedures across all transport phases. 

To support surveyors in this field, the following resources are now available:
· New Survey Report Template for Pharmaceutical Cargoes, available on the Lloyd’s Noticeboard.
· Updated Warehouse Template Report – available on the Lloyd’s Noticeboard 






5.5 Specimen Examination Questions – Chapter 5

The following questions are similar in style to those that will be set in the actual exam.

1.  What is the correct procedure when entering an area filled with inert gas?

A. Enter freely, as inert gases are non-toxic and safe
B. Ensure the area is well-ventilated and enter without equipment
C. Only enter with proper authorization and suitable breathing apparatus.
D. Wait for the inert gas to dissipate naturally before entering.

2. Which of the following points should be considered before entering an enclosed space that previously contained hazardous cargo?

1. No dangers exist if the cargo is present
2. Areas could still be slippery under foot
3. Check atmosphere of the space before entering
4. Cargoes like fermenting grain could have produced carbon dioxide, whilst rotting vegetation could have given off methane gas

A. Points 1, 2, 3 and 4
B. Points 1, 3 and 4
C. Points 1, 2 and 4
D. Points 2, 3 and 4

3. Who is responsible for the maintenance of a safety approved container?

A. The manufacturer whose name is indicated on the CSC Safety Approval Plate
B. The user of the container
C. The owner of the container
D. The carrier

4. What is the purpose of the IMDG Code?

A. To make an inventory of all dangerous goods
B. To list all dangerous goods transported and specify the type of danger posed
C. To give the chemical composition of all dangerous goods listed
D. To define the colour of the labels to be applied for transport


5. What is the function of a surveyor involved in a risk assessment survey on project cargo?

A. To check the quantity of items shipped with the packing list supplied
B. To verify if the marks and numbers are matching the shipping documents
C. To monitor the movement of the cargo, record any irregularity or damage and assess and advise on the packing, transport system and handling equipment to be used
D. To review the project as a whole and give any specific instructions for packing, handling, securing and transport
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This section, we will explore the various types of surveys commonly encountered in the industry. It is important to note that survey terminology may vary between countries. A survey referred to by one name in one region might be known by a different name elsewhere.

Key considerations for Surveyors
Regardless of terminology, the most critical responsibility of the surveyor is to clearly understand the client’s requirements:
· Identify the specific type of survey requested.
· Determine what outcomes or information the client expects from the survey

By ensuring clear communication and understanding, surveyors can deliver accurate and relevant results, tailored to the client’s needs.

6.1 Loss / Damage Survey

The Loss or Damage Survey is the most commonly conducted type of survey. Its primary objectives are to:

· Investigate the nature and extent of the loss or damage
· Establish the possible cause(s) of the incident

Insurance Considerations
If the cause of the loss is covered under the terms of the insurance policy (i.e. an insured peril), the insurer will typically cover the resulting costs. In such cases, the insurer will require:
· A detailed assessment of the extent of the loss
· A record of any additional expenses incurred as a result of the incident

Role of the Surveyor
It is essential that the surveyor:
· Provides a factually accurate and complete report.
· Avoids including personal opinions or assumptions that cannot be substantiated.
The insurer relies on the facts presented in the surveyor’s report to determine whether to accept or deny a claim. Therefore, accuracy and objectivity are critical. 

It is not the surveyor’s responsibility to decide whether the insurance policy covers the item in question. That decision rests solely with the insurer. 

Summary of Surveyor’s Responsibilities
· Gather and report reliable, factual information
· Document and extent of damage and any related costs
· Enable the insurer to make an informed decision regarding the validity of the claim

6.2 Pre-shipment Survey

A Pre-Shipment Survey is conducted to assess the condition of the cargo, the ship or both prior to loading. This type of survey plays a critical role in documenting the state of goods and transport conditions before shipment begins.  

Purpose of the Survey
· To provide an independent, factual record of the cargo’s condition at the time of shipping.
· To help determine liability in the event of a claim for damage or loss.

Scope of Inspection
For Cargo:
· Record all visible defects.
· Take sample, if appropriate and requested.
· Pay close attention to:
· The external condition of the goods.
· The suitability and condition of the packaging.

For Ships:
· Assess the suitability of the vessel for the intended cargo and voyage.
· Evaluate:
· Cleanliness.
· Structural Integrity.
· Seaworthiness.
· Suitability for the cargo.

Surveyors Responsibilities:
· Exercise great care and attention to detail – errors can carry significant liability.
· Ensure all relevant aspects of the cargo, handling, and transport are evaluated.
· Clarify the exact scope of the survey at the outset:
· What is required?
· What is not required?

Example:
For a second-hand machine, determine whether the survey includes:
· Only an external inspection, or
· A functional assessment
· Presence during loading/ securing, and whether to comment on its suitability.

Reporting 
Use the “Pre-Shipment Survey Report (Goods)” form, available on the Lloyd’s Agency website under “Forms and Schedules”.

Avoid including opinions- stick to verifiable facts.

Do not confuse this with a Ship Condition Survey (commonly conducted for P&I Clubs), which focuses solely on:
· The condition of the ship
· Crew and management standards

Ship Suitability Checks
When verifying a vessel’s suitability for cargo:
· Inspect hatches and holds for:
· Cleanliness
· Water tightness
· Testing methods:
· Hose test (traditional)
· Ultrasonic test (modern, more reliable, and can be done with cargo in place)

Ultrasonic testing is increasingly preferred due to its accuracy and non-intrusive nature.



6.3 Outturn / Condition Survey

An Outturn Survey is commonly requested when bulk cargoes or large shipments - such steel – are discharged. Its purpose is to assess the condition of goods upon arrival and to identify any visible damage or discrepancies.

Scope and Limitations
If the survey concludes at the ship’s rail or quayside, any statements regarding the quantity of loss should be made with caution.

In cases of significant apparent loss, the outturn survey may evolve into a damage survey. In such instances, refer to procedures outlined in Section 6.1.
 
Advantages of Early Involvement
When the surveyor is present before and during discharge operations, insurers and other stakeholders benefit from:
· Immediate access to on-site observations 
· The ability to negotiate guarantees of payment from the ship or its P&I Club, depending on the circumstances and value of the loss.

Surveyor’s Role and Boundaries
If the surveyor is instructed only to perform an outturn survey, the report should focus exclusively on the external condition of the goods.

Any additional involvement – such as assisting another surveyor appointed by cargo insurers or a P&I Club – must be based on:
· A new instruction, or
· An explicit extension of the original instruction

Always clarify the scope of your responsibilities before proceeding with any additional tasks.

6.4 Quantity & Quality Survey

Quality surveys are typically highly specific in nature. Their purpose is to determine whether a particular cargo meets defined quality standard or specifications. 

Key characteristics:
Should only be conducted by suitably qualified personnel.

Often involve:
· Sampling of cargo
· Documentation of sample collection
· Laboratory analysis of samples

Quantity Surveys 
Quantity surveys focus on determining the amount of cargo being handled. Common methods include:
· Tallying – Counting individual items or units.
· Draft surveys – Measuring the vessel’s displacement to estimate cargo weight. 

Terminology and Roles
In many cases, tasks such as sample- taking (for quality) and tallying (for quantity) are performed by:
· A tally clerk or
· An inspection company

These activities may be referred to as “inspections” rather than formal surveys, and the individuals performing them may be called “inspectors” rather than “surveyors”.

While the terminology may vary, it’s important to understand the scope and responsibility of each role to ensure proper documentation and reporting.
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6.5 Investigation Survey

Accident or incident investigation is a specialised field within surveying. These surveys may be a component of a cargo survey, when the cause of loss or damage is not immediately apparent, or a standalone investigation, particularly following incidents involving injury or death.

Purpose of the Investigation
The primary objective is to:
·  Document all contributing factors and influences that led to the incident.
· Provide a comprehensive, factual account to support further analysis or legal/ insurance decisions.

These surveys are typically broader in scope than standard damage surveys and may include:
· On-site investigations
· Collection and review of relevant documents
· Consideration of human factors and operational practices.

Surveyor’s Responsibilities
The surveyor must:
· Establish the facts objectively and thoroughly,
· Take witness statements where appropriate,
· Collect supporting evidence, such as:
· Photographs.
· Diagrams.
· Logs and records.
· Equipment or environmental data.

Accuracy, neutrality and attention to detail are critical. The findings may be used in legal or regulatory proceedings.

6.6 Risk Assessment Survey

A Risk Assessment Survey evaluates the level of risk associated with a particular cargo – typically one that is high value or high risk. These surveys can range from a request for a simple opinion (which should be clearly stated as such), to a detailed analytical evaluation involving multiple risk factors.

Understanding Risk
To conduct a meaningful risk assessment, it’s essential to understand the terminology:

Hazard – A situation or event that has the potential to cause danger, damage, accident, or harm (e.g. fire, flooding, explosion).
Risk – The combination of:
· The probability of the hazard occurring.
· The frequency of occurrence.
· The severity of the consequences.

Various standard grading scales are used to assess both the likelihood and the impact of hazards. These are commonly applied in industries such as health and safety, oil and gas, and nuclear energy, and are increasingly adopted across broader commercial sectors.

Purpose and Value
Risk assessments help:
· Identify and manage hazards.
· Support decision-making for cargo handling, storage, and transport.
· Reduce exposure to potential losses or liabilities.

They are now widely recognised as a valuable business tool across many industries, including logistics and marine surveying.

Instructions for a risk assessment may come from Insurers, Corporate clients or both. To perform this type of survey effectively, the surveyor must have broad and in-depth knowledge, including:
· The nature of the cargo.
· Packaging methods.
· Handling equipment.
· Transportation modes.
· Warehousing and storage conditions.
· Logistics partners and supply chain practices.

A sample “Pre-Shipment Survey Report (Goods)” is available on the Lloyd’s Agency website under “Forms and Schedules”.

Always ensure the scope of the risk assessment is clearly defined in the initial instructions.





6.7 Warehouse/ Property Risk Assessment Survey

Warehouse inspection surveys are conducted to assess the suitability, safety and operational readiness of a warehouse for storing specific types of cargo. These surveys may be requested:
· Before goods are received.
· Following a loss or incident.
· To verify compliance with specific procedures or standards.

Template Report and Methodology
A detailed and comprehensive template report is available on the Lloyd’s Agency Noticeboard. This template can be used as-is or adapted to meet the specific needs of the client.

The report follows the COPE methodology, which is widely regarded as an industry standard:

Construction – materials, design and structural integrity of the warehouse.
Occupation – Type of goods stored and operational activities.
Protection – Fire safety, security systems, and loss prevention measures.
Exposure – External risks such as location, weather and neighboring hazards.

Surveyor’s responsibilities
The surveyor should:
· Pay close attention to the client’s specific requirements.
· Consider the nature of the cargo (e.g. temperature-sensitive goods, hazardous materials).
· Verify whether the warehouse:
· Is suitable for the intended cargo.
· Has the necessary infrastructure (e.g. temperature control, ventilation).
· Follows required procedures and safety protocols.

Flexibility and Customization
Given the varied purposes of warehouse inspections, it is essential to fully understand the scope of the client’s request. Adapt the report format as needed to reflect the specific objectives of the survey

Always confirm whether the inspection is general, procedural, or cargo-specific to ensure the report is appropriately tailored.


6.8 General Average Survey

The concept of general average originates from ancient maritime law and is based on the principle of equity. A simplified definition is:

“The which is given or sacrificed in time of peril for the sake of all shall be replaced by a general contribution from all those whose property has been brought to safety”

Declaration of General Average
· Typically declared by the shipowner following an accident or incident. 
· Triggered when voluntary sacrifices or extraordinary expenses are incurred to protect the ship and cargo.


Role of the Average Adjuster
To determine how much each party must contribute, the shipowner appoints an average adjuster, a specialist in general average law. The adjuster:
· Reviews the incident.
· Determines which losses or expenses are allowable under general average.
· Relies on factual evidence provided by surveyors.

The burden of proof lies with the party claiming under general average.

Surveyors Role in General Average
A surveyor may be appointed by the shipowner or the average adjuster to act in the “general average interest”. Their responsibilities include:
· Assessing the nature and extent of general average losses.
· Preparing a factual, reliable report for the average adjuster.
· Having a working knowledge of:
· The concept of general average
· The York-Antwerp Rules

Scope of Work
In large-scale incidents (e.g. on container or general cargo vessel), the surveyor may be required to:
· Conduct multiple inspections (often hundreds).
· Distinguish between:
· General average losses.
· Particular average losses.
· Advise on cargo protection until release.
· Arrange sale of cargo to minimize loss, if necessary.

Collaboration and Limitations
Surveys should be conducted jointly, where possible, with surveyors appointed by cargo owners or underwriters. Surveyors should aim to agree on the classification of damage (general vs. particular average).

However, the surveyor must not express an opinion on whether a loss is allowable under general average – this decision lies solely with the average adjuster.

Particular Average Losses

A Particular Average (PA) Loss refers to a partial loss or damage to a specific item of cargo or property during a voyage, where the loss is borne solely by the owner of the affected goods – not shared among all parties involved in the voyage.

Key Characteristics
Partial: It is not a total loss, but damage or loss to part of the cargo or vessel. 
Specific: it affects only one party’s property, not the entire venture.
Not shared: Unlike General Average, the cost is not distributed among all cargo owners or stakeholders. 
Covered by insurance: If the loss is due to an insured peril, the cargo owner may claim compensation from their insurer.

Examples of Particular Average Losses
· A container of electronics is damaged by seawater during a storm.
· A pallet of steel coils is dented during unloading.
· A fire damages only one section of the cargo hold, affecting a few consignments.

In each case, only the owner of the damaged goods suffers the loss (or claims from their insurer), and no contribution is required from other cargo owners.

Comparison: General Average vs. Particular Average

	Feature
	General Average
	Particular Average

	Scope
	Shared loss for the benefit of all
	Individual loss affecting specific cargo

	Cause
	Voluntary sacrifice for common safety
	Accidental damage or loss

	Cost distribution
	Shared among all parties
	Borne by the cargo owner (or their insurer)

	Examples
	Jettisoning cargo to save the ship
	Water damage to a single container








































Specimen Examination Questions – Chapter 6

The following questions are similar in style to those that will be set in the actual exam.

1. With a pre-shipment inspection, what is the main intention of the survey?

A.  To confirm the cargo is in good condition and the quantity is correct
B.  To verify that the cargo’s condition matches the shipping documents
C.  To assess the suitability of the container or conveyance for transport
D. All of the above


2. What is the main purpose of a damage survey?

A. To provide insurers with the facts needed to assess the claim
B. To investigate nature, extent and cause of damage
C. To document the damage with photographs
D. All of the above

3.    Who typically declares General Average?

1. Shipowner
1. Charterer
1. Cargo Owner
1. Surveyor

4.    What should a surveyor do at a loss prevention survey?

1. Check the suitability of packaging, stowage and vessel
1. Investigate the cause of damage after a loss has happened
1. Patrol the dock area during loading to make sure nothing is stolen
1. Check that the cargo meets the quality stated in the shipping documents

5.   When producing a pre-shipment report, what should the surveyor include?

1. Copies for the shippers, consignees and shipowners
1. Full details of the insurance terms and conditions
1. An initial assessment and outline of next steps
1. Comments on anything that prevented a full inspection
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Surveys



7.1  Tools 

7.2  Health and Safety 

7.3  On Site Check List 

7.4  Nature of Damage 

7.4.1 Wet Damage 
7.4.2 Mechanical or Impact Damage 
7.4.3 Shortages 

7.5  Extent of the Loss / Damage 

7.5.1 Salvage Sale 
7.5.2 Letter of Undertaking (LOU) 

7.6  Cause of Damage 

7.7  Joint Survey 


7.8 Specimen Examination Questions
7.1 Tools

Experienced surveyors develop a comprehensive toolkit over time to handle the various scenarios encountered during surveys. It is essential that all tools are properly maintained and calibrated to meet the standards required for each specific task. 

Recommended Practices
· Purchase tools suited to the tasks you perform regularly.
· Use tools correctly and safely
· Maintain tools in good working condition
· Calibrate tools as needed to ensure accuracy and reliability.

Basic Equipment Checklist:

Surveyors should carry the following essential items:
· Personal Protective Equipment (PPE):
· Protective clothing
· Gloves
· Safety helmet
· Safety shoes

· Documentation Tools:
· Notebook
· Pens

· Measurement Tools:
· Measuring tapes (various lengths and types)

· Specialized Survey Tools:
· Silver-nitrate solution in a dropper bottle

· Recording Equipment
· Digital camera
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Advance Equipment for Cargo Surveyors
As industry expectations evolve, surveyors are increasingly expected to have access to more specialized tools:


Thermometers
A wide range of thermometers are now available, including:
· Contact thermometers,
· Probe thermometers,
· Infrared thermometers,
· Digital thermometers.

These tools are essential for accurately measuring temperatures in various cargo environments.

Hygrometers
Used to measure humidity levels, hygrometers come in many forms. When selecting a hygrometer:
· Conduct a thorough pre-purchase study
· Choose a model suited to the specific task
· Balance quality and cost-effectiveness.
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Use of Digital Photographs
The use of digital photography has become standard practice in cargo surveying. To ensure the integrity and usefulness to photographic evidence, surveyors must adhere to the following practices:
· Photograph attribution:
· Clearly state when and by whom each photograph was taken
· Third-Party Photographs
· If photographs are not taken by the surveyor, always indicate:	
· The source of the photographs.
· Reservations regarding their authenticity and reliability

Surveyor Responsibilities
To conduct a professional and effective survey, a surveyor must:
· Understand the Assignment:
· Clarify the scope, expectations, and objectives before beginning any survey.
· Select Appropriate Equipment:
· Choose tools that are suitable for the specific conditions and requirements of the assignment.
· Use Equipment Competently:
· Be fully trained in the operation of all tools and instruments.
· Accurately interpret readings and observations.
· Ensure Calibration and Certification:
· Verify that all equipment is properly calibrated.
· Maintain up-to-date certification where applicable.

7.2 Health and Safety Considerations

General Principles
Health and safety are the responsibility of everyone involved in a survey. Surveyors must never knowingly place themselves or others at risk. Given the potentially hazardous environments in which cargo surveyors often operate, it is essential to prioritize:
· Personal safety,
· The safety of others,
· Environmental protection.

While many safety practices are based on common sense, each survey presents unique challenges. Therefore, careful preparation is critical before every assignment.

Survey Preparation: Key Safety Considerations
Before conducting any survey, the following factors should be assessed:

Weather conditions
· Be aware of extreme temperatures, heavy rain, snow, or sandstorms.
· Dress appropriately and plan for weather-related delays or hazards.

Survey Location
· Evaluate the physical environment for potential risk (e.g. confined spaces, unstable surfaces, high-traffic areas).
· Ensure access routes are safe and clearly marked.

Lighting Conditions
· Poor lighting can increase the risk of accidents.
· Test all torches and electrical lighting equipment for safety and functionality before use.

Equipment Condition
· Inspect all tools and instruments to ensure they are in good working order.
· Replace or repair any damaged or worn-out equipment.

Ventilation
· In enclosed or poorly ventilated areas, ensure there is adequate airflow.
· Use appropriate detection equipment if hazardous gases or low oxygen levels are suspected.

Safety Equipment and Awareness 

Personal Protective Equipment (PPE) - Surveyors must always wear appropriate protective clothing. This includes:
Overalls: Clean, close-fitting, and in good condition.
Footwear: Durable and appropriate for the environment.
Weather – Appropriate Gear:
· Cold weather: Insulated, high-visibility clothing.
· Hot weather: Sun protection (e.g. hats, sunscreen)
Site-Specific Requirements: For example, hard hats on docksides

Additional Protective Equipment
Ear protection: Earplugs or earmuffs in noisy environments.
Eye protection: Safety glasses or goggle when near active operations.

Situational Awareness
Always be aware of your surroundings and ongoing activities and before boarding any vehicle, ship, or craft:
· Confirm it is safe to do so.
· Familiarize yourself with any specific access regulations.

Access Equipment
Use ladders or temporary staging only if:
· They are in good condition.
· Properly positioned and secured.
· Compliant with safety standards.

Location and Communication Protocols 
Reporting Presence:
At docks or warehouses: Report to the yard office upon arrival.
Onboard ships: Notify the ship’s captain or chief officer.

Remote Work Safety
· Inform a colleague or supervisor of your exact location
· Establish a check-in system to confirm your safe return.
· The more remote the location, the higher the risk – plan accordingly. 

Enclosed Spaces: Extreme Caution Required 

Hazards in Enclosed Spaces:
Surveyors and seafarers have lost their lives due to:
· Fumes from oil or chemical cargoes.
· Inert gas accumulation.
· Fermentation of organic cargo (e.g. grain) producing CO2 or methane,
· Fumigation gases.
· Oxygen depletion from fresh paint or other chemical reactions.

Never enter an enclosed space without proper authorization and safety checks.

Safety Protocols:
· Entry must be authorized by a responsible person (e.g. ship’s master or warehouse manager).
· Ensure:
· Thorough ventilation (natural or forced).
· Atmospheric testing at multiple levels for Oxygen deficiency and toxic or flammable gases.
· Use breathing apparatus if there is any doubt about air quality.
· Wear appropriate PPE and use all provided safety equipment.

Emergency Entry
· Only enter if absolutely essential.
· All safety checks must be completed.
· Breathing apparatus must be worn.
In high-risk environments, familiarity can breed complacency. When danger becomes “normal”, the risk of accidents increases.

It is the shared responsibility of:
· Surveyors
· Warehouse managers
· Ship captains
· Safety officers

…to monitor safety, educate personnel, and reinforce awareness or potential hazards.

7.3 On Site Check List and Documentation

A checklist serves two essential functions for the surveyor:

Reminder Tool
	Ensures all necessary aspects of the survey are considered and addressed.

Quality Control
	Confirms that all required checks have been completed before leaving the site.

There is no universal cargo survey checklist. Some clients may provide their own forms or documents tailored to specific situations. Surveyors are encouraged to adapt the checklist to suit their operation needs and carry it during all site work. 

Suggested Onsite Checklist

1. Location and Date of Survey.
1. Vessel’s Name and Configuration.
1. Parties Attending - Names and representation.
1. Produce for Inspection - Marks, numbers, identifiers.
1. Identity of Goods - As per documentation.
1. Stowage- If applicable.
1. Condition of Hatches, the vessel and/ or container.
1. Receipts Given - Clausing of delivery notes.
1. Documents Reviewed- Bill of Lading, Air Waybill, Invoices, Packing Lists.
1. Inventories, Condition Reports.
1. Description of Loss/Damage - Exceptions noted.
1. Photographs Taken.
1. Saline Tests – Quantity and location.
1. Sampling - Method used.
1. Measurements - Method and equipment used

Actions Taken to Resolve Issues

Surveyors Notebook:
Surveyors must maintain detailed, legible notes throughout the survey. These notes serve as:
· A primary record of the survey.
· A reference for colleagues if the original surveyor is unavailable.
· A legal document in case of litigation or court proceedings.

Best Practices:
· Record observations clearly and accurately.
· Include dates, times, and names.
· Ensure notes are understandable by others.
· Keep notebooks secure and accessible for future reference.

Legal Note: A properly maintained notebook may be admissible in court and can be used to support testimony or clarify details not covered in the final report.

7.4 Nature of Damage

Once the surveyor has confirmed that the correct goods are being inspected, the next step is to examine the packaging and method of packing.

Packaging Assessment
For items packed in close-boarded cases or open-slat crates, the surveyor should:
· Note the dimensions and type of timber used.
· Assess the construction quality of the packaging.
· Form an opinion on whether the packaging is adequate to withstand the rigours of the voyage.

Contextual Considerations
When evaluating packaging, consider:
Mode of transport – were the goods shipped in containers or stowed in the vessel’s hold?
Packaging norms – is the packaging typical and appropriate for the type of goods being transported?

Inspection of Goods
After the packaging has been examined and documented, the goods themselves must be exposed for inspection.

The number of items to inspect depends on:
· The total quantity of goods,
· The nature of the goods,
· The type and extent of the reported issue.

The surveyor must determine a representative sample size to confidently assess the condition of the cargo.

Damage Assessment:
· Identify the type of damage observed.
· Evaluate the impact of the damage on the cargo’s usability, value or safety.

7.4.1 Water Damage and Testing Procedures

Types of Water Damage
Water damage during marine transit can originate from various sources. Understanding the type of water involved is crucial for determining liability and appropriate remedial action.

Common Sources of Water damage:
· Seawater- (infiltration or exposure during ocean transit.
· Brackish water – Typically encountered in dock or river port areas.
· Fresh water – From rain, snow, sleet, or hail
· Sweat and condensation – Internal moisture accumulation due to temperature fluctuations.
Insurance Considerations
Marine insurance policies often cover cargo beyond the vessel itself (e.g. warehouse-to warehouse coverage). Damage may occur:
· During the vessel transit (e.g. seawater exposure).
· Outside the vessel (e.g. rain during loading/ unloading).

Common Effect of Water Damage:
· Staining and discoloration
· Swelling or warping
· Oxidation or corrosion
· Mildew and Mold growth

Surveyors must determine the origin of the wetting to assess liability and recommend appropriate treatment.

Silver Nitrate Testing for Chlorides
To detect the presence of chlorides, which may indicate seawater contamination, the solution is usually made up as follows:
· 2 parts Silver Nitrate
· 2 parts Nitric Acid (chlorine free)
· 96 parts distilled water.

Use a brown glass eye-dropper bottle for application.

Testing Procedure

Direct Test:
· Apply a few drops of the solution directly to the affected area.
· A cloudy white reaction indicates the presence of chlorides.

Soaking Method (for more reliable results):
· Soak a small sample of the affected material in warm distilled water for 5-15 minutes.
· Remove the sample and add a few drops of the silver nitrate solution to the water.
· Observe for cloudiness:
· Milky white = High chloride concentration (likely seawater).
· Mild cloudiness = Lower concentration (possibly brackish or contaminated fresh water).
· No reaction = Likely fresh water or condensation.

Control Test:
· Perform the same test on a dry, uncontaminated sample for comparison.

Important Notes
· Do not use this test on galvanized, zinc, or lead-containing products- it may produce a black deposit.
· A positive result suggests chlorides but does not confirm seawater- other chemicals may cause similar reactions.
· For definitive identification, submit samples to a chemical analyst.

Unless supported by a laboratory analysis, surveyors should report:
“a silver nitrate test was carried out and the result was positive/ negative.”

A negative result can be particularly useful in ruling out seawater as the cause of damage.
Container Transport:
With the increasing use of containers for transporting goods directly from the shipper’s warehouse to the consignee’s premises, surveys are often conducted inland, far from seaports. Despite this, the risk of water damage remains significant.

In cases of wet damage to cargo, it is essential that the surveyor always performs a silver nitrate test, regardless of the survey location. This test can:
· Help determine the source of water contamination (e.g. seawater vs. fresh water).
· Provide critical evidence for insurers to assess whether the damage is covered under the policy.
· Support the surveyor’s findings with objective chemical analysis, especially when the origin of the wetting is unclear.

Even inland surveys may involve cargo that has been exposed to marine conditions during transit. Therefore, silver nitrate testing remains a valuable diagnostic tool.

Condensation: Cargo Sweat vs Ship’s Sweat
Condensation is a common cause of water damage during marine transport. It occurs when warm, moist air comes into contact with a cooler surface, causing the moisture in the air to condense into liquid water.

There are two primary forms of condensation relevant to cargo surveys:
Cargo Sweat - Occurs when warm, humid air enters a cargo hold and comes into contact with cold cargo surfaces, cooling the air below its dew point and causing condensation directly on the cargo.

Typical Scenario:
· Cargo loaded in a cold climate (e.g. steel at -30oC).
· Vessel travels to a warm climate (e.g. +30oC in Africa).
· Warm, moist air condenses on the cold cargo, leading to wetting and corrosion.

Ship’s Sweat - Occurs when warm, moist air inside the hold is cooled by contact with the cold steel structure of the ship (e.g. hatch beams, shell plating), causing condensation on the ship’s surfaces.

Typical Scenario:
· Vessel loads cargo in a warm climate.
· Travels to a colder climate.
· Cold seawater and external temperatures cool the ship’s steelwork below the dew point.
· Condensation forms and drips onto the cargo below.

Demonstrating Condensation: A Simple Analogy
To Illustrate the principle of condensation:
· Place a can or bottle of water in a refrigerator for 12+ hours.
· Remove it in a warm room.
Result: Condensation forms instantly on the surface. 
Wiping the surface reveals moisture – similar to how rust spotting can occur on paper labels glued to cans.

Surveyor’s Considerations:
· Always assess how condensation may have occurred:
· Was it cargo sweat, ship’s sweat, or general wetting?
· Inspect overhead structures for signs of dripping.
· Note the climate conditions at loading and discharge ports.
· Use silver nitrate testing to help determine the type of water involved.

Ventilation and Moisture Control
The golden rule of condensation:

Airborne moisture condenses when it comes into contact with a surface that is colder than the ambient air.

A common misconception is that ventilation always prevents condensation. In reality, improper ventilation can cause or worsen condensation, especially if not aligned with environmental conditions. 

The Purpose of Ventilation
Ventilation is primarily used to prevent ship’s sweat by managing the temperature and humidity inside the hold or container. However, its effectiveness depends on:
· Ambient air temperature.
· Atmospheric humidity.
· Cargo type and condition.
 
Types of Cargo and Ventilation Needs
Hygroscopic Cargoes:
· These cargoes absorb and release moisture (e.g. coffee, cocoa, timber).
· They may generate internal humidity.
· Ventilation is usually necessary to remove this moisture – unless external conditions are too humid.

Non – Hygroscopic 
· These do not absorb or release moisture (e.g. steel, machinery).
· Ventilation is only beneficial when external air is cooler and drier than the cargo.
 
Ventilation Guidelines
· Know your cargo: understand its moisture sensitivity. When in doubt, consult the shipper or supplier. Avoid ventilation during:
· High humidity
· Dew, fog, rain or snowfall

·  Monitor cargo condition and temperature during loading.

· Ventilate only when:
· For non-hygroscopic cargo: external air is at least 30oC cooler than the cargo.
· For hygroscopic cargo: external air is at least 5oC cooler than the cargo. 

7.4.2 Mechanical or Impact Damage

Definition and Common Causes
Impact damage typically results from handling incidents during transit. It may occur at any stage – loading, unloading, stowage, or transport – and can be caused by:
· Forklift strikes on packages or items.
· Contact with other cargo during stowage or movement.
· Collision with ship structures during handling. 
· Mechanical failure or operator negligence.
· Use of cargo hooks, especially on bagged goods (though now less common due to palletisation).

Packaging and Hidden Damage
· Cardboard and polystyrene are common packaging materials.
· These materials can absorb shock without showing visible external damage.
· Surveyors must inspect internally if damage is suspected, even when packaging appears intact.
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Impact damage (rail transport – no securing)

Transport- Specific Risks
Road and Rail Transit:
· Rapid deceleration, especially during emergency stops, can cause internal cargo shifts and damage.
· In rail transport, shunting operations (when moving wagons are coupled to stationary ones) can cause significant shock.

Bagged Cargo
· Tearing form cargo hooks or rough handling can lead to partial or total loss of contents.
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Impact damage (road transport – poor stow)

Detection and Investigation
· Impact damage may not always be visible externally.
· Surveyors should:
· Look for subtle signs of impact on packaging
· Examine internal contents for shock-related damage.
· Consider shock indicators (if present) for high-value equipment.

Reporting and Liability
Impact damage may be due to:
· Negligence by handlers.
· Mechanical issues during transit.

Surveyors must
· Consider all possible causes before drawing conclusions.
· Document findings thoroughly
· Be prepared to defend their assessment in case of dispute or legal proceedings.
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	Damage in stow (too soft dunnage)



7.4.3.  Shortage

Theft, Pilferage and Non-Delivery
Understanding the differences between these terms is essential, especially when interpreting insurance coverage and liability:

· Theft is the forcible taking of entire packages, units, or part of the cargo contents.
· Pilferage is the stealing of small quantities, often without breaking open the packaging. Typically occurs during one of the transit stages.
· Non-delivery is the failure to deliver an entire package or unit to it’s intended destination.

Mis-delivery due to accident, mistake, or negligence is not considered theft. The absence of goods alone does not prove theft.

Preventative Measures
To reduce the risk of theft, pilferage, or non-delivery:
· Use new, well-constructed packaging to deter tampering.
· Avoid exposing package contents – concealment discourage pilferage.
· Apply clear, accurate labels and codes to prevent misrouting.
· Unitise and palletise cargo to keep consignments together and reduce handling.
Investigative Considerations
When cargo is missing or undelivered explore all possible causes:
· Jettison
· Theft
· Pilferage
· Mis-delivery

Document all findings clearly and objectively.

Avoid assumptions – base conclusions on evidence and process of elimination.
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Normal loss in transit by grab transshipment

7.5 Inspection of Goods and Assessment of Loss

Inspection of Goods
After examining the outer packaging and condition of the cargo, the surveyor must proceed to inspect the goods themselves.

The number of items to inspect depends on:
· The quantity of goods.
· The nature of the complaint.
· The type of damage suspected.

The surveyor must determine:
· The extent of the damage
· The effect of the damage on the cargo’s usability or value.

Insurance Considerations
Marine insurance typically covers physical damage or loss of cargo. It does not automatically cover compensation or consequential losses.

The surveyor’s role is to establish the loss, regardless of whether a claim will be made.

Methods of Loss Assessment
Cost of Repair or Restoration:
· Evaluate the reasonable cost to repair, refurbish, or restore the goods to a sound condition.
· These costs are generally recoverable under insurance, if the claim is valid.

Depreciation in Value
Assess the difference in market value between:
· The goods in sound condition.
· The goods in their damaged condition.

Ensure that market fluctuations are not influencing the valuation.

Special Considerations for Major Items (e.g. Machinery)
· Confirm that repairs will restore the item to its original condition.
· Ensure that manufacturer warranties remain valid post-repair.
· If a warranty is voided due to damage, this may justify a depreciation claim.

Handling Depreciation Claims
If a receiver claims depreciation despite repairs:
· Verify whether the goods differ from original specifications.
· Determine if the manufacturer has withdrawn warranty.
· If justified, grant an allowance for depreciation.

The best approach is to:
· Consolidate repair costs and depreciation.
· Agree on a depreciation value that cover all aspects, without prejudice to liability.

In the survey report, clearly explain:
· The reasoning behind the depreciation.
· The method used to calculate.

7.5.1 Abandonment and Salvage Sales

Abandonment of Damaged Goods
In cases where goods arrive so badly damaged that the consignee has no further commercial use for them, they may attempt to abandon the goods to Insurers.

Insurers are not obligated to accept abandonment. If the goods retain any value, Insurers will typically expect the consignee to authorize a salvage sale.

Surveyor’s Role in Salvage Sales
The surveyor may arrange a salvage sale, but only:
· With written authorization from the consignee.
· On behalf of whom it may concern.
· Without prejudice to Insurers’ liability.

The surveyor must clearly state that their involvement does not imply acceptance of abandonment by Insurers.

Practical considerations for Salvage Sales

Regional Practices:
North America: Salvage sales often conducted via auction.
Europe: More common to use sealed tenders with bids collected and awarded to the highest bidder.


Why the Surveyor Should handle Sales:
· Consignees are typically unfamiliar with the secondary market for damaged goods.
· Surveyors can ensure transparency and fairness in the sale process.
· Surveyors build a network of salvage buyers, improving future outcomes.

Liability and Procedure

To protect the surveyor from liability:
· Obtain written authorization from the cargo owner must state the sale is “for account of whom it may concern” and “without prejudice to Insurers’ liabilities”.

Issue a tender or circular:
· Include full details: description of goods, damage, location, quantity, terms of sale.

Evaluate bids and award to the highest bidder.
Invoicing:
· Can be done by the surveyor or the cargo owner.

Release goods only after payment:
· Provide a delivery receipt or collection authorization.

Financial Arrangements:
· Surveyors may charge a reasonable fee or commission for organizing the sale.
· A 3% commission on gross proceeds (excluding taxes) is standard.
· Excessive commissions should be avoided and must reflect the time and effort involved.

Branded Goods and Restrictions:
· Some branded goods cannot be sold for salvage due to brand protection policies.
· If branding cannot be removed or goods are easily identifiable, destruction may be required.
· The does not automatically justify a total loss claim, unless the insurance policy includes a specific clause.

Surveyor’s Reporting Duties
If goods cannot be sold, the surveyor should:
· Estimate the potential salvage value
· Determine and report a depreciation value if applicable.
· Clearly explain the basis for valuation in the report.

7.5.2 Letter of Undertaking (LOU)

When damage or loss is identified during the discharge of bulk cargo - or while cargo is still onboard – a Letter of Undertaking (LoU) nay be requested from the Ship Owners, or their P&I Club.
This document serves several critical functions:
· Provides security for the cargo claim.
· May include an agreement to jurisdiction, specifying the Court or Tribunal where the claim will be decided.
· Should cover:
· The principal claim amount
· Interest 
· Legal costs

Without a LoU, there is a real risk that the claim may not be paid by Insurers.

Surveyor’s Role:
· Be aware of the need for security early in the claim process.
· If the claim value is substantial, Insurances may appoint a recovery agent.
· Surveyors may be required to:
· Recommend that a LoU be obtained
· Assist in securing the LoU if necessary.

Ensure the LoU is properly drafted to include all relevant financial components. Confirm that the LoU is issued by a reputable party (e.g. Ship Owners or P&I Club). Clearly state that the LoU is not an admission of liability, but a security for the claim.

For further information/guidance, please contact a member of the Survey Claims Management Team in the Lloyd’s Agency Department. 

7.6 Determining the Cause of Damage or Loss

In addition to describing the nature and calculating the extent of damage or loss, it is equally important for the surveyor to investigate and determine the origin or cause. This is essential for:
· Insurers and Adjusters to evaluate whether the loss is covered under the policy.
· Future recovery Actions against responsible third parties.

Wet damage: Investigative Protocol
Salt Water vs. Fresh Water
· Always carry a dropper bottle of silver nitrate solution to perform an on-site chloride test.
· This test helps determine whether the wetting is due to salt water (e.g. seawater) or fresh water (e.g. rain, condensation).

Saltwater Damage
· If salt water is confirmed, and especially in larger claims, arrange an onboard inspection of the vessel.
· Check the condition of:	
· Hatch covers,
· Sealing systems,
· Other closing devices.
· Use methods such as:
· Hose testing,
· Ultrasonic testing.

Fresh Water Damage
· Investigate whether the source is:
· Atmospheric wetting (rain, snow, etc).
· Sweat or condensation (cargo sweat or ships sweat).
· Consider the climatic conditions during transit and storage.

Chemical Origin
· If salt water is confirmed by seawater is unlikely, consider whether the contamination may be from industrial or chemical sources.
· Note any unusual odours, residues, or discolouration that may suggest chemical involvement. 

Reporting
· Clearly state the results of the silver nitrate test.
· If applicable, recommended further laboratory analysis.
· Provide a reasoned opinion on the likely cause of damage, supported by:
· Test results,
· Observations,
· Environmental and transit conditions.
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	Wet damage (bulk cargo)
	Hatch cover sealing in 
poor condition → leakage


Mechanical or Impact Damage
In cases involving combined transport (e.g.  road, sea, rail and road transport) it is essential for the surveyor to investigate and determine:
· Where the damage occurred.
· When during the transit the damage likely happened.
· How the damage was caused – whether by mechanical failure, impact, or improper handling.

Simply labelling damage as “transit damage” is not sufficient.  

Surveyors Responsibilities
Examine Packaging and Contents
· Assess the type and condition of the packaging.
· Look for signs of:
· Crushing 
· Tearing
· Punctures
· Internal displacement or shock

Identify the Nature of Damage:
· Impact Damage: Often caused by sudden force or collision (e.g. dropped cargo, forklift strike).
· Handling Damage: May result from improper lifting, dragging or stacking.

Determine the Likely Phase of Transit based on:
· Inspection findings,
· Transport documents,
· Statements from involved parties.

Try to identify whether the damage occurred during:
· Initial loading.
· Sea voyage.
· Rail transfer.
· Final delivery.

Reporting:
· Clearly describe the type of damage and likely cause.
· Reference the phase of transit where the damage most likely occurred.
· Avoid vague terms – support conclusions with observations and reasoning.

Heavy weather and Its Role in Cargo Claims
Heavy weather is a common contributing factor in cargo damage during sea transports. However, it is rarely the sole cause. Surveyors must approach such cases with a balanced and investigative mindset.

Sea Protest
· When a vessel encounters severe weather, the Master may enter a “Sea Protest” to document the conditions and potential damage.
· The Surveyor should:
· Request a copy of the Sea Protest via the Ship’s Agent.
· Include the formal request and any reply in the survey report.

Surveyors Responsibilities
Weather Verification:
· Determine the expected weather conditions for the voyage route and season.
· Compare:
· Logbook entries from the vessel.
· Official meteorological reports from the nearest station.

Example: A Force 10 storm in the North Atlantic in February may not be considered “normal” and may not serve as a valid defence without further context.

Onboard Inspection:
If permitted by the Master, inspect:
· Stowage arrangements.
· Lashing and securing methods.

Evaluate whether cargo was properly secured for the expected conditions. 

Hatch and Closure Integrity
In cases of seawater infiltration:
· Inspect hatch covers and closing devices.
· Conduct a hose test or ultrasonic test to assess water integrity.

These inspections should be performed by a qualified and competent surveyor. If lacking expertise, seek assistance from a specialist.

Causation Analysis
· Avoid attributing damage solely to “heavy weather.”
· Consider all contributing factors:
· Packing quality,
· Stowage and securing,
· Vessel speed and routing,
· Cargo type and vulnerability.
Heavy weather may be one of several contributing elements, not the sole cause.
Reporting 
· Clearly state that heavy weather was encountered, if supported by evidence.
· Do not conclude that damage was “due to heavy weather” unless all other factors have been ruled out.
· Provide a reasoned expert opinion based on:
· Weather data,
· Onboard inspections,
· Cargo condition,
· Stowage and securing practices. 

Types of Shortage

Partial Shortage:
· Only part of the contents of a package or consignment is missing.
· Packaging may appear intact or show signs of tampering.

Theft:
· Forcible removal of cargo, often involving broken seals, damaged packaging, or missing units.
· May occur at any point during transit or storage

Pilferage:
· Small-scale theft, often opportunistic.
· Typically involves the removal of a few items without damaging the outer packaging.

Non-Delivery:
· Entire package or consignment fails to arrive at the destination
· No record of delivery or receipt

Short Delivery:
· Fewer items delivered than stated on the shipping documents.
· May result from miscounting, misrouting, or administrative error.

Short Landing:
· Cargo not discharged from the vessel at the intended port.
· May still be onboard or discharged at the wrong location.

Investigation Guidelines:
· Compare shipping documents (e.g., Bill of Lading, packing list) with actual delivery records.
· Inspect packaging for signs of tampering or resealing.
· Interview relevant personnel (e.g. warehouse staff, transport operators).
· Document all findings with photographs and written observations.

Reporting:
· Clearly state the type of shortage identified.
· Provide a reasoned explanation based on evidence.
· Avoid vague terms like “transit loss” without further clarification.





7.7 Third – Party Liability and Joint Surveys

Liaising with the Claimant
When damage is reported, the cargo surveyor must:
· Engage with the claimant to identify any potential third-party liabilities (e.g. carriers, terminal operators, freight forwarders).
· Issue Letters of Protest promptly to preserve rights and hold third parties liable in due time and form.

Organizing the Survey
Notification and Attendance - all potentially involved parties should be:
· Formally notified of the survey.
· Invited to attend the inspection alongside the cargo insurance surveyor.

This helps prevent future disputes regarding:
· The nature of the damage,
· The extent of the loss,
· The cause of the incident.

Joint Survey Outcomes
Aim for the common agreement among attending surveyors on:
· The nature of the damaged.
· The extend of the loss.

Agreement on the cause of damage is ideal but not always achievable. All surveys are conducted on a “without prejudice” basic, meaning each surveyor represents their principle without implying liability.

Confidentiality and Communication
Surveyors must not share sensitive information with opposing surveyors unless:
· They have consulted with their principal.
· They have received explicit instructions to do so.

High-Value Claims
In high-value cases, joint surveys and early identification of third-party liability are especially important to:
· Determine policy coverage.
· Strengthen recovery prospects against responsible parties (e.g. carriers, handlers).












7.8 Specimen Examination Questions – Chapter 7

The following questions are similar in style to those that will be set in the actual exam. 

1. Which of the following statements are important with regard to Occupational Health and Safety?

1) Never enter enclosed spaces without authority from a responsible person, and only after confirming the space is gas free, well-lit and ventilated.
2) Always wear suitable clothing and protective equipment when conducting surveys.
3) Never enter enclosed spaces alone and ensure someone is outside with whom you can maintain communication.
4) Be fully aware of hazardous materials and procedures for working with them.

A. Statements 1, 2 and 3	.				
B.      Statements 2, 3 and 4.
C. Statements 1, 2, 3 and 4.
D. Statements1, 2 and 4.

2. For condensation to occur, what must be present?

A. Plenty of fresh or sea air in the ship’s hold.
B. Presence of seawater.
C. Airborne moisture at the same temperature as the hold or container.
D. Airborne moisture and a temperature difference.


3. Which of the following best defines ‘theft and pilferage’?

A. Theft is the loss of an entire package; pilferage is the partial theft of contents without breaking the package.
B. Theft is the taking of part of the consignment; pilferage is the removal of the entire consignment.
C. Theft and pilferage both involve the forcible taking of cargo.
D. Theft and pilferage refer to the failure to deliver the entire consignment.

4. What is meant by mechanical or impact damage?

A. The result of cargo having experienced a heavy storm.
B. The exposure to seawater infiltration in the hold of the vessel.
C. The wrong temperature setting for frozen or chilled goods.
D. Damage resulting from handling, collisions, severe shocks.


5. What is expected from a surveyor when confronted with wet damage?

A. To verify if the wet damage is restricted to packing only.
B. To test if it concerns damage by fresh or salt water.
C. To check on the condition of hatch panels.
D. All of the above.
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Chapter 8

Survey Report




8.1  Preliminary / Intermediate Reporting 

8.2  Final Report 

8.2.1 Essential Contents of Survey Reports 
8.2.1.1 Loss / Damage 
8.2.1.2 Survey Report 
8.2.1.3 Pre-shipment / Outturn Survey Report 
8.2.1.4 Other Survey Reports 
8.2.1.5 No Survey Reporting 

8.2.2 Documents Required / Documents Obtained 

8.2.3 Missing Documents – Letter of Indemnity for Missing Documents 

8.3  Survey Invoice 

8.4  Subrogation Form 

8.5  Archiving / Filing 

8.6  Specimen Examination Questions


Survey reports must be factual, clear, concise, and presented in a logical, chronological order. The reporting process varies depending on the complexity and duration of the case:
· Simple cases: A single visit followed by a final report.
· Complex or high-value cases: Multiple inspections and stages of reporting, including preliminary, intermediate, and final reports.

Types of Report

Preliminary Report:
· Issued after the initial inspection.
· Provides essential information to help Insurers or Adjusters:
· Assess the merits of the claim.
· Establish a loss reserve.
· Should include:
· File and report number.
· Cargo inspected/ subject of survey.
· Applicant.
· Date and place of survey.

Intermediate/ Interim Reports:
· Issued after subsequent inspections, investigations, or meetings.
· Should be clearly numbered and dated
· Used to update Principles on progress and findings.

Final Report:
· Issued once all inspections and investigations are complete.
· Summarizes the entire case, including:
· Nature, cause and extent of damage.
· Supporting evidence.
· Conclusions and recommendations.

Reporting Tools and Templates:
Use the “Provisional Advice of Claim/ Survey Request Guidance Notes” found on the Lloyd’s Noticeboard as a checklist or template.

Communication and Updates:
· Maintain regular communication with Principals throughout the process.
· Provide timely updates, especially for complex or high value claims.
· Respond promptly to update request – even if only to confirm that documents or information are still awaited.

Regular updates help avoid delays and ensure all parties are aligned on the status of the claim.

8.1. Reporting Protocols and Communication

Report Classification and Labelling
Each survey report must clearly state its type:
· Preliminary Report.
· Intermediate/ Interim Report.
· Final Report.

When multiple intermediate reports are issued, they must be clearly numbered (e.g. “Interim Report No.2”) and include the date of issue.

Purpose of Preliminary Reports
A preliminary report provides essential early-stage information to:
· Help Insurers or Claims Adjusters assess the merits of the claim.
· Enable the setting of an appropriate loss reserve. 

Reporting for Complex or High-Value Claims
· Regular updates are expected.
· Surveyors should agree with their principals on the frequency and format of reporting.
· Updates should be timely and informative, even if only to confirm that further documentation or information is awaited.

Minimum Information to Include in Preliminary/ Intermediate Reports:
For clarify and traceability, each report should include:
· File and report number.
· Cargo inspected/ subject of survey.
· Applicant.
· Date and place of survey.

Reporting Tools
Surveyors are encouraged to use the:

“Provisional Advice of Claim/ Survey Request Guidance Notes” – found on the Lloyd’s Noticeboard

This form is available on the Noticeboard under Forms and Schedules and can serve as a checklist or template for preliminary and intermediate reporting. 

Communication and Responsiveness
· Maintain open and consistent communication with Principles throughout the process. 
· Respond promptly to update requests – even if only to confirm that documents or information are still pending.
· Regular updates
· Keep all parties informed.
· Help expedite the collection of outstanding documents.
· Prevent unnecessary delays in finalizing the reports.

8.2. Final Report 

Surveyors are engaged to establish facts and report on them. They should:
· Avoid offering opinions unless specifically requested by the client.
· Clearly distinguish between:
· Facts: What was observed, measured, or recorded.
· Conclusions: Logical outcomes based solely on facts.
· Opinions: Subjective interpretations – only to be included when requested and clearly labelled as such.

Blanket statements like “the cargo was loaded wet” or “the ship did everything possible” are inadvisable unless supported by direct evidence.


Recording Information
Surveyors should not rely on memory. Use multiple methods to record data:

Notebook: a structured, legible notebooks serve as a permanent record.
Dictaphone: useful for recording interviews or observations. Ensure recordings are transcribed promptly.
Photographs: Enhance reports and serve as visual evidence – even if not included in the final report.

Research and Preparation:
· Conduct background research for complex or high-value claims.
· Prepare interview questions in advance.
· Organize all materials (notes, photos, documents) by case to avoid confusions.
· Label and store all evidence clearly for easy retrieval.

Report Compilation:
Before Writing
· Consider the purpose and audience of the report.
· Draft a chronology of events to identify gaps or inconsistencies.

During Writing
· Use clear, simple English
· Avoid or explain technical jargon.
· Maintain a consistent vocabulary throughout.
· Include only relevant content based on the clients’ instructions.

After Writing
· Allow time for editing and proofreading
· For complex reports, seek a second review.
· Ensure the report:
· Bears a reference number and page numbers
· Meets the client’s deadline or service level agreement.

Lloyd’s Agents must submit final reports within 30 days of completing the survey unless otherwise agreed with the client.

Checklist for Report Quality
Content: Accurate, relevant and complete.
Clarity: Main issues are easy to identify
Style: Concise, professional and well-structured
Language: Clear, precise and accessible to non-native English speakers.


Packing, Parties and Key Dates in Survey Reports

The Importance of Packing

Packing is a critical element in nearly all survey reports. Its purpose is to protect goods from damage during transportation and, in some cases, storage.

Key Considerations for Surveyors:

· Design and execution of the packaging.
· Suitability of packing relative to:
· The sensitivity of the goods.
· The value of the goods.
· The mode of transport (sea, road, rail, air: containerized or not).
· Markings on the packaging:
· Handling instructions (e.g. “This Way Up”).
· Weight and dimensions
· International symbols (e.g. wine glass for fragile items).
· Centre of gravity (for large unevenly weighted packages).

Poor packing can invalidate insurance or carrier liability. If the surveyor believes the packing was inadequate, this must clearly be justified in the report.


When Packing Is Inadequate

The surveyor should:
· Be confident in their assessment.
· Inform the Assured of their findings.
· Support the Assured in pursuing claims against the supplier, if applicable.
· Recommend improvements for future shipments.

Important Parties to Identify in the Report

Clearly name and describe the roles of all relevant parties:
Applicant – The party requesting the survey.
Claimant – The party submitting the claim
Consignee – The recipient of the goods.
Shipper – the party dispatching the goods
Carriers- All transport providers involved.
Surveyors – All surveyors involved in the inspection.

Key Dates to Include

Dates are essential for tracking the movement and custody of goods. Include:
· Departure date
· Transhipment date(s)
· Arrival date
· Discharge date
· Final delivery date

These dates may be crucial for determining ownership, responsibility, and timing of damage. 

8.2.1.1 Loss / Damage Survey Report

The survey report must reflect everything the surveyor has seen, heart and discovered during the inspection and investigation. It should enable the Insurer or Claims Adjuster to:
· Determine whether the claim is covered under the relevant insurance policy or certificate.
· Assess whether the extent of the loss has been correctly calculated.
· Evaluate the potential for a recovery claim against any responsible third party.

The report should be so clear and comprehensive that the reader feels as though they were present during the survey.

Key Components of the Report

Nature of the Damage:
· Provide a clear and accurate description of the condition of the goods.
· Include:
· External condition of the packaging
· Internal condition of the goods
· Any visible signs of damage, contamination, or deteriorations.

Extent of the Loss:
· Clearly outline the calculation of the loss, broken down by type of damage.
· Refer to Chapter 7.5 for guidance on calculating and agreeing on loss at the time of the survey.
· Include:
· Depreciation values.
· Repair or replacement costs.
· Extra expenses incurred.
· A simple loss figure is not sufficient – the basis of the calculation must be explained.

Cause of the Damage:
· Crucial for:
· Determining insurance coverage
· Supporting recovery actions against third parties.
· Refer to Chapter 7.6 for detailed guidance on identifying causes of damage.

Final Note
The report must be complete, clear and concise. It should be written with the understanding that the reader has not seen the damage and is relying entirely on the report to make informed decisions. Avoid assumptions or unsupported conclusions – base all findings on evidence gathered during the survey.

The best and complete check list when issuing a survey report is the “Standard Survey Report (Goods) for use by LLOYD’S AGENTS and SUB-AGENTS only”

8.2.1.2 Pre-shipment Survey Report

The structure and content of the Pre-Shipment Survey Report (Goods) will vary depending on the specific instructions provided prior to the survey. Inspectors must tailor their focus accordingly to ensure all relevant aspects are thoroughly documented.

Key Areas of Focus
When conducting a pre-shipment inspection, the report should primarily address the following elements:

Identification of Goods:
· Clearly describe the goods inspected.
· Record the time and place of the inspection.

Packing:
· Assess the type and condition of packing.
· Evaluate the suitability of the packing for the intended transport.

Stowage, Lashing and Securing:
· Inspect how the goods are stowed
· Review the methods used for lashing and securing the cargo.

Handling During Loading:
· Observe and report on the handling during the loading process.

Storage Conditions:
· Note the environmental and physical conditions of the storage area.

Reporting Format
The standard reporting format to be used is the:

“Pre-Shipment Survey Report (Goods)”
This form is available for download on the Lloyd’s Agency website under the “Forms and Schedules” section of the Noticeboard.

8.2.1.3 Other Survey Reports

Given the wide range of survey requests that may be received, it is not feasible to provide a specific report template for every possible scenario. Surveyors must be prepared to adapt their reporting approach based on the nature and requirements of each individual assignment.

Instruction-Based Reporting
From the moment a survey request is received, it is essential to:
· Request clear and detailed instructions before proceeding with the survey.
· Use these instructions to guide the scope and content of the final survey report.

The quality and relevance of the report depend heavily on the clarity of the initial instructions.

Alternative Reporting Format
If none of the standard forms or schedules (such as the Pre-Shipment Survey Report (Goods)) are applicable, surveyors may use the:

Short Form Survey Report – found on the Lloyd’s Agency Noticeboard

This form is designed to be flexible and can be adapted to meet the specific requirements of the survey being conducted.

8.2.1.4 No Survey Reporting

In cases where it has been agreed that no physical survey will be conducted by the Lloyd’s Agents, the appropriate reporting tool is the:

“No Survey Information Form” – available on the Lloyd’s Agency Noticeboard under “Forms and Schedules”

This form includes essential fields to capture key data. A narrative section is provided on the second page, which can be expanded as needed.

The form is best suited for storage, theft, non-delivery and situations where a physical inspection is not economically viable.




Example:
If cargo arrives short and the packing material is no longer available for inspection, a physical survey cannot be conducted. In such cases, the report will rely solely on documentation and information provided by the claimant.

Important Note on Substantial Claims 
For substantial claims, it is not recommended to use the No Survey Information Form. Instead, use the:

“Short Form Survey Report” found on the Lloyd’s Agency Noticeboard.

Final Checks Before Submission
Before submitting any report, ensure the following:
· Have you checked for factual mistakes?
· Have you avoided contradictions?
· Is the summary concise, or does it introduce new material?
· Can clients easily find the information they need?
· Does the report contain all necessary details for clients and insurers?

For more complex reports, it is highly recommended to have the report proofread by a colleague with equal or greater experience before submission to the principle. 

8.2.2 Documentary Evidence in Survey Reporting

Importance of Shipping Documents
For Loss/ Damage Reports, and generally for most other types of survey reports, it is considered best practice to obtain copies of relevant shipping documents before conducting the inspection. 

If these documents are not available at the time of inspection, they must be obtained during the report writing phase.

Why Documentation Matters
Documentary evidence is crucial for verifying the identity of the cargo. Without it, the surveyed goods cannot be conclusively linked to the parties involved, which may compromise the validity of the report and the interests of stakeholders.

Attachment of Documents
All relevant documents or copies should be:
· Attached to the survey report.
· Listed clearly within the report to ensure transparency and traceability.

Commonly Attached Documents by Report Type
Loss/ Damage Survey Reports:
· Certificates of Insurance.
· Bills of Lading/ Air Waybills/ Waybills.
· Packing Lists.
· Shipping or Commercial Invoices.
· Signed Delivery Receipts.
· Protest Correspondence.
· Logbook Extracts.
· Analysis Reports.
· Prints of Digital Photographs.

Pre-Shipment/ Outturn Survey Reports:
· Mate’s Receipt,
· Tally Reports,
· Cargo and/ or Ship’s Manifest,
· Cargo Plans,
· Weather Reports,
· Master’s Note of Protest.

Investigation or Other Reports:
· Witness Statements,
· Technical Reports.

The above lists are indicative, not exhausting. Surveyors should use their judgement to include any additional documents relevant to the specific cause.

8.2.3 Handling Missing or Delayed Documents

Use of Letters of Indemnity
Occasionally, original documents may be unavailable, misplaced or lost.  In such cases, a:
‘Letter of Indemnity’ (signed by the consignee identifying the missing documents) may be accepted by Insurers in lieu of the missing document.

Approval Requirement:
Before arranging for a Letter of Indemnity to be signed by the claimant, it is essential that the Lloyd’s Agent obtains prior approval from the Insurers.

The appropriate form use is:

Form S – Indemnity for Missing Documents – Available on the Lloyd’s Agency Noticeboard 

Timely Reporting Despite Document Delays
Do Not Delay the Report - The late supply of documents should not delay the issuance and submission of the survey report. 

If the document set is incomplete at the time of reporting:
· Proceed with finalizing and sending the report.
· Include an accompanying letter explaining:
· Which documents are missing?
· Why have they not been received?

Follow- Up
A Letter of Indemnity or any missing documents can be arranged and submitted at a later date. The priority is to ensure the final report is completed and dispatched as soon as possible after the survey is concluded.

8.3 Invoicing After Survey Completion 

Preparing the Invoice
Once the survey report is finalized, an invoice must be prepared to reflect the services rendered.



The invoice should include a clear total amount being charge and an itemized breakdown of:
· Survey fees,
· Travel costs,
· Any other legitimate expenses incurred.

Compliance and Payment Details
The invoice must comply with local legislation, including the application of local taxes where applicable. Include clear payment instructions, including:
· Full banking details.
· Any specific payment reference if required.

The payment terms stated on the invoice must align with the initial agreement made with the applicant or principal.

Invoice Recipient
Carefully verify who the invoice should be addressed to, based on the agreement or instructions received. This could be:
· The Applicant,
· The Insurer,
· The Broker.

For detailed guidance, refer to:
Invoicing Guidance Notes – available on the Lloyd’s Agency Noticeboard.

8.4 Subrogation Form

In most cases, the Assured/Claimant is initially the party entitled to claim against the third-party wrongdoer. However, this changes once the Insurer pays a claim under the policy for the loss in question.

The transfer of the right to claim compensation from a responsible third party to the Insurer is known as subrogation.  

Upon payment of a claim, it is standard practice for Insurers to obtain a signed Subrogation Form from the Assured. This form serves as:
· Proof of payment by the Insurer.
· Legal entitlement for the Insurer to pursue recovery from the third party.

Surveyor’s Role
A surveyor may be instructed to obtain a signed Subrogation Form from the Assured. In such cases:
· Insurers will typically provide a standard Subrogation Form.
· If not, a sample of Subrogation Form is found on the Lloyd’s Noticeboard.

A signed subrogation Form should only be requested if the surveyor is explicitly instructed to do so by the Insurers.

8.5 File Management and Archiving

Establish a File Management System
Before considering archiving, it is essential to implement an efficient file management system. The system should be tailored to the size of the business and the volume of files handled. 

Options include:
· A manual ledger for small operations.
· A computerized system, ranging from stand-alone software to server-bases solutions.

Essential File Details:
· File number.
· Date of application.
· Applicant.
· Applicant’s reference.
· Insurer.
· Policy or Certificate number.
· Vessel name/ Conveyance.
· Carriers.
· Description of goods.
· Date of survey.
· Place of survey.
· File closing date.

Optional but Useful Details:
· Surveyor’s name.
· Opponent surveyor(s).
· Vessel / conveyance arrival date.
· Goods discharge date.
· Survey invoice date.
· Survey invoice payment date.

These lists are indicative, not exhaustive. Agents should adapt them to meet their operational and legal requirements.

Archiving Survey Records
Retention Period:
Survey records should be retained for a minimum of 6 years, in line with English law regarding contractual disputes. However, this period may vary:
· 7 years for some Insurers
· 10 years or more for others
· Indefinitely for litigation-related cases.
Always verify the retention requirements of each Principal or Insurer.

Archiving is not only for legal protection. Maintaining a reference library of past reports, including photographs and supporting documents, can be invaluable for:
· Future case comparisons.
· Technical reference.
· Training and quality assurance.

Efficient Retrieval
A key component of any archiving system is the ability to retrieve information quickly. To support this:
· Maintain a searchable index or database.
· Use consistent naming conventions.
· Consider electronic archiving systems, which are now:
· More affordable
· Highly reliable
· Easier to scale as your business grows.

8.6 Specimen Examination Questions – Chapter 8


1 When are preliminary survey reports necessary?

A. Never 
B.   When large or complex losses are surveyed, and the final report may not be available immediately due to further visits being needed etc.
C. Only when specialists are appointed by the surveyor for their reports to be conveyed to the clients
D. Only if requested by the surveyor’s client irrespective of the possible size or complexity of the consignment

2. Which of the following points should be given particular emphasis within the surveyor’s report?

1) dates relevant to the movement of the cargo 
2) condition of cargo at various points of exchange
3) accurate description of the packaging
4) efforts made to mitigate the loss
5) a fully descriptive list of all documents available in respect of the cargo involved

A. All the points listed
B. Points 2, 3, 4 and 5 only
C. Points 1, 2, 3 and 4 only
D. None of these require emphasis

3. Why is a complete description of packaging so important when investigating damaged goods?

A. Packing has to meet internationally agreed standards
B. Comments on packaging are passed to the International Packaging 
Standards Agency (IPSA)
C. Damage resulting from unsuitability of packing may be excluded from 
insurance coverage
D. If surveyor’s comments are proved correct, the carrier might sue him for negligence.

4. If the Insurer asks the claimant to sign a letter of indemnity before paying the claim, what is this most likely to mean?

A. That the loss was probably caused by wilful misconduct of the assured
B. That neither the claimant nor the insurer agrees with the surveyor’s findings
C. That some important documents were missing or could not be produced
D. That the insurance was assigned to a third party after the insured transit commenced

5.   Which of the following should NOT be included in the survey report?

A. Clear description of the nature of damage
B. Accurate description of the packaging
C. All findings relating to the cause of damage
D. Surveyor’s opinion about the cause of damage, if not supported by clear facts or findings
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Answers to sample questions:

	Chapter 1
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Appendix 2

Useful books / publications / reference material

There are numerous publications available, in books, magazines or on the internet, covering all aspects of marine cargo surveying.

Some of the more valuable sites and books are listed below:

Publications by the IMO (International Maritime Organization) - www.imo.org
All can be found under the heading “Publications”.
Some of these publications are freely downloadable, mainly in PDF-format, some can be ordered in either book or electronic format. 

The IMO covers a very wide range of valuable and reliable information; not only concerning the transport of dangerous goods (IMDG Code) but also on general transport issues (e.g. Cargo Stowage and Securing).

In view of the fact that obviously, the transport of cargo is a rapid changing environment, this information needs and is also regularly updated.  

Publications by The Nautical Institute – www.nautinst.org
Also here, all can be found under the heading “Publications”.  Some are only available in book, others also in electronic format.

A few examples:
- Hatch Cover Inspections by W. Vervloesem
- Ship Survey and Audit Companion by W. Vervloesem
- Lashing and Securing of Deck Cargoes by John R. Knott

Transport Information Service – www.tis-gdv.de
Cargo loss prevention information from German Marine Insurers.  A lot of practical information is available in German and English language.

United Nations Economic Commission for Europe – www.unece.org
Again under “Publications”, a lot of information is available and for surveyors, the most useful ones are:

- Transport or Dangerous Goods
- Classification and Labelling of Chemicals
- ADR 2011 – International Carriage of Dangerous Goods by Road
- ADR 2011 – International Carriage of Dangerous Goods by Inland Waterways
- ATP = Agreement re Transport and Perishable Foodstuffs

This website also refers to:
- www.ilo.org   = International Labour Organization
- www.cen.eu = Comité Européen de Normalisation / European Committee for
  Standardisation.

The Institute of International Container Lessors – www.iicl.org
Under “Education/Training” and “Publication and Tools” technical and practical information is obtainable of a wide range of types of containers.  For some information or examination, registration may be required or requested.

Appendix 3

Provisional Advice of Claim/Survey Request Guidance Notes


In the majority of cases the Lloyd’s Agent will be contacted by one or more of the following parties requesting assistance / attendance to survey:

· Shipper (Supplier)
· Consignee (Recipient of the cargo)
· Forwarder (on behalf of Shipper or Consignee)
· Broker and / or Cargo Insurer

Following receipt of any new instruction a Lloyd’s Agent is expected to acknowledge all survey requests, in writing, within 24 hours of receipt.

We would recommend that the initial Acknowledgement / Provisional Advice of Claim to the Broker and / or Cargo Insurer includes as much of the following information as possible:

NAME OF APPLICANT FOR SURVEY

NAME OF CONSIGNEE

NAME OF SHIPPER

POLICY NUMBER AND / OR CERTIFICATE NUMBER

INSURED AND / OR INVOICE VALUE

NAME OF VESSEL / AIRCRAFT / CONVEYANCE

VOYAGE

BILL OF LADING DETAILS AND DESCRIPTION OF GOODS

NATURE OF LOSS / DAMAGE

ESTIMATED LOSS AMOUNT

DATE LOSS AND/OR DAMAGE REPORTED TO LLOYD’S AGENT

NAME OF ATTENDING SURVEYOR

LOCATION / DATE / TIME OF INSPECTION

AN ESTIMATION OF THE SURVEY FEES (IF CONSIDERED APPROPRIATE)

PROVISION FOR RECOVERY ACTION / GUARANTEE / LETTER OF UNDERTAKING (IF CONSIDERED APPROPRIATE)

ANY ADDITIONAL INFORMATION CONSIDERED RELEVANT


Appendix 4

Lodging a Claim Against a Third Party / Invitation to Attend for 
Joint Survey Guidance Notes

An important aspect for all surveys is to protect the Insurers’ interests of any potential recovery against a third party / third parties, any of whom may be liable for the reported loss. 

A cargo surveyor should liaise with the claimant to identify potential third party liabilities and a Letter(s) of Reserve (Protest) should be issued immediately. Preferably this Letter of Reserve should be submitted by the claimant however if you are unable to obtain confirmation (from the claimant) that a Letter of Reserve has been placed we would recommend that your office issues a Letter on behalf of interested parties.

In addition to this, when organising the survey all parties that may be involved should be duly placed on notice and invited to attend for joint survey.

For guidance please see below a template Letter of Reserve wording and a template Invitation to Attend for Joint Survey wording which can be adapted to suit specific requirements:

Letter of Reserve

Date:

NAME AND ADDRESS OF CARRIER

File No:

Dear Sirs

· VESSEL OR CARRIER’S NAME:
· BILL OF LADING/AIR WAYBILL/CMR/OTHER DOCUMENTS OF CARRIAGE NUMBER & DATE:
· VOYAGE:
· DESCRIPTION OF LOSS:
· ESTIMATE OF LOSS:

We regret to advise that upon arrival of the above shipment certain damages and/or shortages were noted.

We are currently establishing the full extent of the loss, details of which will follow at a later date, however in the meantime we hold you fully responsible for this claim and all associated costs which may arise from it.

Please acknowledge receipt of this communication in writing.

Yours faithfully


Signed
Company Name
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Invitation to Attend for Joint Survey

Date:

NAME AND ADDRESS OF CARRIER

File No:

Dear Sirs

· VESSEL OR CARRIER’S NAME:
· BILL OF LADING/AIR WAYBILL/CMR/
· OTHER DOCUMENTS OF CARRIAGE NUMBER & DATE:
· VOYAGE:
· DESCRIPTION OF LOSS:
· ESTIMATE OF LOSS:

We regret to advise that upon arrival of the above shipment certain damages and/or shortages were noted.

We are currently establishing the full extent of the loss. The goods delivered are at present lying at (insert location) where they will be surveyed by Lloyd’s Agents on the (insert date) and you and/or a representative of your company are invited to attend the survey.

If we fail to hear from your office and/or a representative of your office, prior to the date of the planned inspection, we will assume that you will not be attending the inspection.

Please acknowledge receipt of this communication in writing.

Yours faithfully


Signed
Company Name


If you require any additional information please do not hesitate in contacting any member of the Survey & Claims Management Team.

















Appendix 6

APPOINTMENT OF 
SUB-CONTRACTED SURVEYOR
BY A LLOYD’S AGENT

(For use by LLOYD’S AGENTS and SUB-AGENTS only)

	

	Lloyd’s Agent Company Name and Location:
	


	Name of Consignee:
	


	Name of Applicant:
	


	Date Loss and/or Damage Reported to Lloyd’s Agent:
	


	Name of Sub-Contracted Surveyor:
	




	Additional Comments:

	






	List documents attached:

	
	

	
	

	
	

	
	

	
	

	
	

	
	




We have instructed the above named Sub-Contracted Surveyor to attend for survey.

The surveyor has been appointed based upon their knowledge and level of expertise and whilst we have every confidence in their capabilities, we do not accept any responsibility or liability in respect of the contents of the surveyor’s attached report.



Issued without prejudice and subject to the terms, conditions and amount of the Policy of Insurance.


	Signature of Lloyd’s Agent
	
	Date
	

	
	(If submitted electronically type name here)
	

	Name of Agency
	
	Place
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Substance Details  -   UN 1922   

(1)   UNNo:  1922   (2)   PSN:  PYRROLIDINE  

(3)   Class:  3   (4)   Subsidiary Risks:  8   (5)   Packing Group:  II   (16)   Stowage Category:  B  

(6)   Special Provisions:  -   (7a)   Limited Quantities :  1 L   (7b)   Excepted Quantities :  E2  

(17)   Flashpoint:  3°C c.c.   (15)   Emergency Schedule:  F - E , S - C  

  Instructions   Provisions  

Packing   (8)   P001   (9)   -  

IBCs   (10)   IBC02   (11)   -  

Tanks   (13) T7   (14)   TP1  

 

(16)   Stowage and Segregation  

Clear  of living quarters. 'Separated from' acids.    

(17)   Properties and Observations    

Colourless to pale yellow liquid with an ammoniacal odour. Reacts violently with acids. Flashpoint: 3°C c.c. Miscible with wa ter. Harmful by inhalation. Causes burns to skin,  eyes and mucous membranes.    

Labels/Marks/Signs:     For further information on the use of labels,   marks and signs, see  part 5   of the IMDG Code.      

 

   


Microsoft_Word_Document.docx
				Substance Details - UN 1922 



		(1) UNNo: 1922

		(2) PSN: PYRROLIDINE



		(3) Class: 3

		(4) Subsidiary Risks: 8

		(5) Packing Group: II

		(16) Stowage Category: B



		(6) Special Provisions: -

		(7a) Limited Quantities: 1 L

		(7b) Excepted Quantities: E2



		(17) Flashpoint: 3°C c.c.

		(15) Emergency Schedule: F-E,S-C



		

		Instructions

		Provisions



		Packing

		(8) P001

		(9) -



		IBCs

		(10) IBC02

		(11) -



		Tanks

		(13)T7

		(14) TP1









				(16) Stowage and Segregation



		Clear of living quarters. 'Separated from' acids.

		



		(17) Properties and Observations

		



		Colourless to pale yellow liquid with an ammoniacal odour. Reacts violently with acids. Flashpoint: 3°C c.c. Miscible with water. Harmful by inhalation. Causes burns to skin, eyes and mucous membranes.

		



		Labels/Marks/Signs:

For further information on the use of labels,
marks and signs, see part 5 of the IMDG Code.

		[image: http://vp.imo.org/Customer/Subscriptions/IMDGCode/10/images/3.gif][image: http://vp.imo.org/Customer/Subscriptions/IMDGCode/10/images/8.gif]

		















image1.gif







image2.gif








image18.emf

image19.png




image20.png
" Prohibited
— stowage —*

Prohibited
le—stowage —





image21.png




image22.png
(see note)





image23.png
24 m, including
<+« intervening ——»
compartment





image24.jpg




image25.jpg




image26.jpg




image27.jpg




image28.jpeg




image29.jpg




image30.jpg




image31.jpg




image32.jpg




image33.jpg




image34.jpg




image35.jpg




