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The Charterer is also responsible for stevedore damage. The master must, as soon as 
possible, notify the Charterers or their agent and their stevedore of such damage and 
hold them liable for such damage. 
 
A rather delicate question concerning the cargo handling is the responsibility and the 
liability regarding the loading, stowing, trimming and discharging of the goods. 
 
Although according to the clauses f.i.o.s. and f.i.o.s.t. the cost for loading, stowing, 
trimming and discharging of the goods are for the Charterer (shipper, respectively 
receiver), and free of risk and liability to the owner, this clause does not virtually 
change anything as to the responsibility of the carrier. The carrier remains at all time 
responsible for the seaworthiness of his ship and therefore also for the judicious 
stowing and trimming of the goods on board, even if the loading/discharging/stowing, 
etc were carried out by the Charterer. The master, not only has the right but also the 
duty to intervene if the goods are loaded, stowed and trimmed in an 
unacceptable way so as to bring the security of the crew, of the ship or of the cargo in 
jeopardy. If the Charterer refuses to observe the directives of the master, with regard 
to the cargo handling on board, then the master must immediately contact the port 
agent and/or the Ship Owner who will possibly request the P&I Club or the President 
of the Court of Commerce to appoint a surveyor. 
 
REMARK 
 
Often the "Gross Terms" are referred to by the expression "Liner Terms". Since that 
expression, which is used in the liner shipping, is generally very complex, whereby it 
is sometimes difficult to find out what it implies exactly, it is safer, when concluding a 
voyage charter agreement, not to use the expression "Liner Terms" (See also 
Gorton, L., Ihre, R. and Sandevärn, A., Shipbroking and Chartering Practice, London, 
Lloyd's or London Press, 1980, 136.and the paragraph on Liner term.) 
 
  
2.3.2.6  CLAUSE 6 – Laytime 
 

6. Laytime           89 
* (a) Separate laytime for loading and discharging      90 
The cargo shall be loaded within the number of running days/hours as   91 
indicated in Box 16, weather permitting, Sundays and holidays excepted,   92 
unless used, in which event time used shall count.      93 
The cargo shall be discharged within the number of running days/hours as   94 
indicated in Box 16, weather permitting, Sundays and holidays excepted,   95 
unless used, in which event time used shall count.      96 
* (b) Total laytime for loading and discharging      97 
The cargo shall be loaded and discharged within the number of total running   98 
days/hours as indicated in Box 16, weather permitting, Sundays and holidays  99 
excepted, unless used, in which event time used shall count.    100 
(c) Commencement of laytime (loading and discharging)     101 
Laytime for loading and discharging shall commence at 13.00 hours, if notice of  102 
readiness is given up to and including 12.00 hours, and at 06.00 hours next   103 
working day if notice given during office hours after 12.00 hours. Notice of   104 
readiness at loading port to be given to the Shippers named in Box 17 or if not  105 
named, to the Charterers or their agents named in Box 18. Notice of readiness  106 
at the discharging port to be given to the Receivers or, if not known, to the   107 
Charterers or their agents named in Box 19.       108 
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If the loading/discharging berth is not available on the Vessel's arrival at or off  109 
the port of loading/discharging, the Vessel shall be entitled to give notice of   110 
readiness within ordinary office hours on arrival there, whetherin free pratique 111 
or not, whether customs cleared or not. Laytime or time on demurrage shall   112 
then count as if she were in berth and in all respects ready for loading/   113 
discharging provided that the Master warrants that she is in fact ready in all   114 
respects. Time used in moving from the place of waiting to the loading/   115 
discharging berth shall not count as laytime.       116 
If, after inspection, the Vessel is found not to be ready in all respects to load/   117 
discharge time lost after the discovery thereof until the Vessel is again ready to  118 
load/discharge shall not count as laytime.       119 
Time used before commencement of laytime shall count.     120 
* Indicate alternative (a) or (b) as agreed, in Box 16.      121 
 
The laytime is the time, which according to the charter party, is allowed for the loading 
and discharging of the cargo (the allowed time). 

 
 
2.3.2.6.1  Introduction 
 
The laytime is one of the elements which involves most discussions during the 
negotiations of a voyage charter agreement and which causes most arguments 
between the Ship Owner and the Charterer. It is consequently necessary to formulare 
the wording of the Laytime Clause as clearly as possible by clarifying or completing 
the printed the text, which is not always very clear, in additional clauses. 
 

Under a voyage charter, the financial risks, associated with a possible delay of the 
ship are solely for the owner. In the harbour the risks are spread and can be born 
partly by the owner and partly by the Charterer. 

 
If the allowed time for loading and discharging (thus the laytime) has been exceeded, 
then the Charterer must pay compensation to the owner called demurrage for the 
time lost in port and this according to a set amount in the charter party. If the reverse 
happens, in other words if the ship is loaded and/or discharged sooner then foreseen, 
then the owner will have to pay the Charterer a compensation called despatch.   

 
In order to be able to calculate the laytime adequately, the owner and the Charterer 
must have a number of essential facts at their disposal such as: 

 
- When is a ship considered as an arrived ship (see “Notice of Readiness”); 
- How much time does the ship have to load and/or to discharge (the allowed time) 

(see the “Statement of Facts” and the “Time Sheet”). 
 
2.3.2.6.2  Arrived ship 
 
From what precedes it is important to stipulate exactly when the sea voyage of a ship 
ended and when the time in port started. 
 
A ship is considered as an "arrived ship" and the laytime starts to count, if following 
conditions are satisfied: 
 
1. The ship must have arrived at her loading/discharging berth as indicated in the 

charter party. 
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2. The ship must in all respects be ready to load or discharge. 
 
3. Shippers respectively receivers must have been informed of this in writing (with 

the notice of readiness). 
  
(See also Bes, J., Scheepvaarttermen, Amsterdam, Uitgeverij V.H.C. De Boer Jr., 
1953, 57.) 
 
 
It is of the utmost importance how the loading/discharging berth is described in the 
charter party. The following possibilities can occur: 
 
a. .If only one port is named, then the ship will be arrived, when that port is reached, 

no matter whether the ship can immediately moore to her loading/discharging 
berth. The term "port" must be considered in its commercial meaning, i.e. that part 
of the port where ships lie during loading or discharging operations, or where they 
are waiting for a loading/discharging berth. The usages of the port concerned can 
play a role. It happens for instance that according to local uses, a ship is not 
considered as arrived if she has not reached that part of the port where ships are 
usually loaded or discharged. 

  
 As soon as the ship arrives in the port and all named conditions are satisfied, the 

laytime starts to count. According to lines 115/116 of the GENCON, time used in 
moving from the place of waiting to the loading/discharging berth shall not count 
as laytime. 

 
b. If the charter party stipulates that the ship must load or discharge at a named 

quay or berth in a certain part of the port, or if it is agreed that the ship "is to 
proceed to a named berth or to berth as ordered", then the ship will not be 
considered as an arrived ship and the laydays will not start to count before the 
ship has arrived at the place concerned or at the place still to be named by 
Charterers/receivers after arrival of the ship. 

 
It goes without saying that such provisions are very disadvantageous for the ship, 
especially in times of congestion. 
 
It is in the Ship Owner's profit to be as vague as possible when indicating the 
loading/discharging place in the charter party. In box 10 of the GENCON charter 
party it is for that purpose better for the Ship Owner to simply indicate the loading 
place with the name of the harbour e.g. "Barcelona" instead of  "Berth No 2 at 
Barcelona". 
 
In most charter parties the "Laytime Clause" is completed with the words whether in 
berth or not (wibon), which means that the master can present the notice of 
readiness and that the laytime starts as soon as the ship arrives in the port, even if 
there is no berth available. This is from the Ship Owner's point of view the most 
favourable condition. Once the ship has arrived and the "notice of readiness" is 
accepted, and the shippers/receivers wish to load or discharge the ship at a certain 
place, it does not matter how long they wait before indicating this place. The laydays 
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have anyway started, so that possible delay at indicating the loading/discharging 
place increases the chance for demurrage. 
  
Note 
  
Sometimes one finds instead of "Whether in berth or not" the expression "Free of turn". 

This advantageous agreement for the Ship Owner is not always accepted by the 
Charterer and replaced by: 
 
  ..... in regular turn: the laydays only start when the ship has arrived at its berth, 
bearing in mind the "notice". 
 
  In order to avoid that the ship would lose too much time by having to wait for a 
berth, the "turn period" is reduced by: 
 
  "Ship to load in turn not exceeding…. hours". 
 

2.3.2.6.3  Notice of readiness 

When the ship has arrived in the loading or discharging place the master must 
inform the Charterer that his ship is ready to load or to discharge. This notification 
must be done in writing by means of the notice of readiness (Figure 2.3). The 
Charterer must sign it for reception with mention of the date and the hour of 
acceptance. According to a judgement of the Court of Commerce it is not necessary 
that the master does this with a letter signed by him but a telex, fax, telegram or even 
orally is sufficient (Wildiers, P., Le contrat d'affrètement maritime Anvers, Editions 
Lloyd Anversois, 1969, 59. See also Comm. Anvers, 29 avril 1957, J.P.A. 1957, p. 439). 
In order to avoid possible discussions later, the master should tender a written Notice 
or Readiness, as soon as he is moored, mentioning the day and the hour which he 
has transmitted orally, which should be signed by the Charterer or his agent. 
Often the agent of the Ship Owner is informed in advance of the arrival of the ship 
and the possible readiness of the ship to load or to discharge. 
 
The ship is ready to load/discharge when the following conditions are satisfied: 
 
1. The ship must have arrived in the load/discharging place indicated in the charter 

party or so near thereto as she may safely get. 
 
2. The  ship must be ready in all respect to load/discharge in all her holds. The cargo 

handling gear, if present  must be rigged up and all hatches opened. 
 
See also lines 117-119 of the GENCON Charter Party. 
 
The readiness of the ship includes both the physical readiness and the legal 
readiness. 
 
The physical readiness implies that the hatches of the ship are ready to receive the 
goods on board or that the ship is ready to discharge the goods. For ships which load 
bulk cargoes (e.g. grain) or liquid bulks e.g. deep tanks and the like, generally a  
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Figure 2.3  -  Notice of Readiness 
 
certificate of a "surveyor" is required in which is declared that the ship is ready in all 
respect to receive the cargo. This certificate must be submitted together with the 
notice of readiness. We insist on the fact that the master must get a copy of the 
notice of readiness duly signed for receipt, stating the date and hour of reception so 
that later, no misunderstanding can arise. 
 
Legal readiness means that the ship is in order with all formalities such as 
customs formalities, etc. 
 
Generally the notice of readiness is accepted by the Charterer although the ship is 
not yet entirely in a state of readiness (e.g. the removing of the hatch covers, waiting 
for clearance, etc.). In the event that at the commencement of the loading or the 
discharging, the ship is not yet ready, the Charterer can claim compensation for the 
waiting of his gangs (shifts - dockworkers) 
 
The laytime (or laydays) start from the moment that the "notice of readiness" 
is tendered and accepted by the Charterer, unless the charter party stipulates 
differently. 
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For more details on the commencement of laytime see also Paragraph (c) of Clause 
6 of the GENCON Charter Party. 
 
According to the GENCON charter party (clause 6, paragraph c.) the laydays start at 
13.00 hours, if notice of readiness is given up to and including 12.00 hours and at 6 
o'clock next working day, if notice is given during office hours after 12.00 hours. The 
time between loading or discharging and the commencement of the laydays, is called 
"free time" or "grace time". 
 
In principle, the Ship Owner may not take the time which is used to load or discharge 
before the laydays start, into account, unless the charter party stipulates differently. 
 
  In the GENCON charter party this is indicated in Clause 6, Paragraph c.: 
 
 
 "Time used before commencement of laytime shall count". 
 
In the 1976 revision of the GENCON charter party the following clause was used: 
"Time lost in waiting for berth to count...". 
 
In the 1994 edition, the same principle counts but the wording of the clause has 
somehow been changed. Notice too that in this clause, the following provision 
applies: “Time used in moving from the place of waiting to the loading/discharging 
berth shall NOT count as laytime”. Parties can always depart from those provisions if 
they wish to. 
 
 Other agreements can also be made: 
 
 "Subject to Part I (e) laytime shall commence at the first loading and discharging 

port or place at the expiration of six running hours after tendering such notice or 
upon connection of hoses, whichever first occurs." (Intertankvoy, Clause 8). 

 
 "The laytime shall commence four hours after notice of readiness has been given 

to Messrs .....  If the loading be commenced earlier, laytime shall count from 
actual commencement." (Lamcon - loading). 

 
 "..... wait for more than 24 hours for suitable tide to reach and enter the port, shall 

count as laytime." (Lamcon - discharge). 
  
If in the charter party nothing concerning the free time is stipulated then the uses or 
the legislation of the place apply: 
 
-  in Belgium, in the U.S., in the Scandinavian countries and in the United Kingdom 

the free time does not, in principle, apply; 
 
-  in France the free time counts for half. 
 
Sometimes it is required that the shipper is informed a certain time in advance: 
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 15 days approximate notice to be given to the shippers, messrs…. to be…. 
nominated later…. 

 
Notice that in the 1994 revision of the Gencon, paragraph (c) stipulates to whom the 
notice of readiness must be tendered. 
 
2.3.2.6 4  Loading/Discharging time 
 
To load and/or discharge the ship the charter party foresees a number of days called 
laydays which must be described in such a manner that later no dispute can arise. 
 
In former days the time allowed to load and/or discharge the ship was determined 
"according to the custom or the port". Because the term "custom or the port" is very 
elastic and generally insufficiently known by the parties concerned, this way of 
description of the laydays is not recommended. 
 
  
The laydays are set during the negotiations between the Ship Owner and the 
Charterer (via the brokers) and often, an agreement is only reached after days of 
long and labour intensive discussions. 
 
In principle the laydays can be set in three manners: 
 
-  according to a fixed number of days/hours) which are necessary for the loading 

and/or discharging operations; 
-  without a fixed number of days/hours); 
-  according to a quantity to be loaded or discharged. 
 
When describing the laydays, numerous expressions are used such as: "running 
days"," working days", "weather permitting", "as fast as steamer can deliver that", 
etc. which are often interpreted in a different way by the parties concerned and 
therefore create sometimes endless discussions or lawsuits. In the following 
paragraphs most used terms and expressions which are related to the laydays are 
commented upon. 
 
A. LAYDAYS EXPRESSED IN A FIXED NUMBER OF DAYS/HOURS 
 
a. “Running days” or” Consecutive days” 
 
Under running days or consecutive days or simply "days" without further qualification 
one must understand running, consecutive days of 24 hours (from midnight to 
midnight). Therefore not only working days are included but also Sundays and public 
holidays. Sometimes the expression "running days or 24 consecutive hours is used. 
 
From the Ship Owner's point of view this is the most advantageous description of the 
loading and/or discharging time since the time during which the ship is not loading 
and/or discharging (e.g. at night in ports where night work is not customary) cannot 
be deducted from the laytime. If a day is only used partially, then this day counts for a 
full day unless the charter party stipulates differently (Mocatta, A., Mustill, M. and 
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Boyd, C., Scrutton on Charterparties an Bills or cargo, London, Sweet and Maxwell, 
1984, 311). 
 
b. Working days 
 
These are days on which it is customary to work in the port concerned,  Sundays and 
public holidays excluded. The number of hours on which is worked, is stipulated by 
the local uses or in the charter party. Generally a working day counts for 8 hours. 
Saturday counts for a full working day unless the charter party has a restrictive 
provision as it happens in the US where on Saturday only 4 hours are worked. 
 
c. Working days of 24 hours 
 
Under a working day of 24 hours it must be understood that each 24 hours worked 
must be considered as a layday, even if the working hours are spread over several 
days. If for instance, in a port one usually works 8 hours per day, then according to 
that formula only 8/24 or one thirds of a layday will have been used. This is very 
disadvantageous for the Ship Owner so that he will try to avoid this by using 
the provision under d. below. 
 
d. Working days of 24 consecutive hours 
 
Here now working days of 24 consecutive hours are being considered, by day as well 
as by night. If no work is done at night, then that time cannot be deducted from the 
laytime. A port where it is customary to work 12 hours per day e.g. from 6 o'clock in 
the morning till 6 o'clock at night counts therefore for an entire layday. 
 
e. Weather working days 
 
Weather working days are working days weather permitting. They have the same 
meaning as working days provided that on days that the weather conditions makes it 
impossible to load or to discharge, don't count as laydays. This provision is not 
attractive and is dissuaded by BIMCO, because there are often disagreements about 
the question when the weather makes loading or discharging really impossible. The 
expression "working days weather permitting" has the same meaning as "weather 
working days". (See also further, paragraph D The Excluded Time, Weather 
Permitting (w.p.)) 
 
f. Hours (running or consecutive hours) 
 
Here, consecutive hours are meant instead of consecutive days (cf. days or running 
days or consecutive days). 
 
Note that in the 1994 revision of the GENCON reference is now made to running 
days/hours, where previously reference was made to hours only. 
 
B.  LAYTIME NOT EXPRESSED IN A FIXED NUMBER OF DAYS/HOURS 
 
Often the laytime is indicated with the following clauses: 
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 "With customary despatch" 
 
 "With all despatch" 
 
 "As fast as the vessel can receive (deliver)" 
 
 "Liner terms with customary quick despatch" 
 
 "In reasonable time" 
 
 Et al. 
 
These clauses are not attractive for the Ship Owner as terms such as customary, 
reasonable, as fast as, etc. are very vague and inaccurate and therefore subject for 
several interpretations. The Ship Owner will have difficulty in showing that the 
Charterer has not exercised the necessary diligence at the loading or discharging 
and that he has loaded (or discharged) the ship to such a slow degree that he has 
the right to demurrage. 
 
It will be difficult to determine when a ship has been loaded or discharged "as fast as 
can" (f.a.c.) and since the burden of proof lies with the Ship Owner it will be generally 
very problematic whether he will receive the demurrage he normally has right to. 
 
C. LAYDAYS EXPRESSED IN A QUANTITY TO BE LOADED OR DISCHARGED 
 
The laytime can also be indicated according to a certain quantity of goods which 
must be loaded and/or discharged in a specified time. Usually that quantity is 
expressed per day, but the expressions which are used in the charter parties vary 
that much, that despite their precision, they often create disputes. 
 
Usual expressions are: 
 
 "Loading at a rate of 1000 tons metric per day" 
 
 "Loading at a rate of 150 metric tons per day and per hatch" 
 
 "Cargo to be loaded and stowed by Charterers at their own risk and expense at a 

rate of 125 metric tons per workable hatch" 
 
 "Cargo to be loaded, stowed and trimmed at a rate of 150 metric tons per 

available hatch" 
 
 "Cargo to be discharged at a rate of not less than 100 metric tons per day" 
 
The terms workable and available mean that only the hatches which are really 
worked are taken into account and the total laytime is then calculated by dividing the 
largest quantity of cargo in a hold by the daily agreed quantity per "workable" or 
"available hatch". 
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This method of calculation is called the main hatch principle. If only one gang works 
in the main hatch then the number of laydays is equal to the quantity in that main 
hatch divided by the daily quantity per hatch. 
 
This formula has mainly been established for ships with one hatch but with several 
hatch coamings so that it is customary to work in these ships with more than one 
gang. The number of gangs that normally is allowed to work in a hatch must be 
indicated in the charter party. 
The "main hatch principle" is less advantageous for the owner than the expression 
with only the word "hatch", thus without the words "workable" or "available". In that 
case the total number of laydays is calculated by dividing the total quantity of the 
loaded goods by the number of holds, multiplied by the daily quantity, thus: 
 
 

                
 
This method of calculation is also called “multiplication system” 
 
Example 
 
A ship has three holds: I, II and III, each with a different size. Hold I has 1500 ton, hold II 
2000 ton and hold III 1000 ton of cargo. The ship must discharge 500 tons per day and per 
hold. 
 
We apply the “multiplication system” thus, 500 tons per hatch per day” which gives: 
 
Laydays =     ( I  +  II  + III ) : 500  x  3 
 
   = ( 1 500  +  2 000  +  1 000 ) :  500 x 3 
 
   = 4 500 : 1 500  =  3 days 
 
If we apply the “main hatch principle” we obtain: 
 
“500 tons per workable hatch per day” thus: 
 
Laydays =    II / 500 = 2000 : 500 = 4 days 
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D. EXCLUDED TIME 
 
When all necessary conditions are fulfilled for the laytime to start, then the laytime will 
effectively start. As a general principle, one can say that once the laytime has started 
to run it keeps on running continuously, seven days per week and 24 hours per day, 
in spite of possible interruptions in the loading or discharging of the ship. (See 
also further,  Interruption of the Laytime.) 
 
In some ports work goes on 24 hours per day, therefore day and night, but more and 
more, work is only done during working days with one or two gangs and 
with interruptions at night and during holidays. The loading and discharging can also 
be interrupted if goods are not available, if the receiver cannot receive the goods "as 
fast as the ship can deliver", if the weather is too bad, if the cargo handling gear 
breaks down, or in case of strike, work-to-rules, etc. (Gorton, Ihre, R. and Sandevärn, 
A., Shipbroking and Chartering Practice, London, Lloyd's of London Press, 1980, 143.) 
  
According to most legislation, those disruptions will only interrupt the laytime if this is 
clearly indicated in the charter party. In the "Laytime clause" the holidays and bad 
weather are generally excluded or excepted from the laytime. There is about this 
matter a large diversity of clauses and both the Ship Owner and the Charterer must 
understand the content and meaning of each used expression very well. 
 
Frequently used clauses are: 
 
 "Sundays and holidays excepted" (SHEX). 
 
Sundays and holidays are excepted and consequently do not count as laytime. If 
work is nevertheless done on Sundays and holidays, then the owner may not 
consider these days as laydays. 
 
 "Sundays and holidays included" (SHINC). 
 
Sundays and  holidays are not excluded and therefore count as laytime. They 
are thus considered as ordinary working days. 
 
 "Fridays and holidays excepted" (FHEX). 
 
Fridays and holidays are excluded and therefore don’t count as laytime. 
 
 "Fridays and holidays included" (FHINC). 
 
Fridays and holidays are considered as normal working days and consequently regarded 
as laytime. 
FHEX and FHINC are used in the Arabic countries where Fridays are normal days of rest. 
 
 "X working days of 24 consecutive hours, Sundays and holidays excepted unless 

used". 
 
With the addition "unless used" the Ship Owner has the right to consider the Sundays 
and holidays, on which work has been done, as laydays. If on Sunday e.g. only 8 
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hours have been worked then those 8 hours count for an entire layday (because they 
are consecutive hours). 
 
 "X working days of 24 consecutive hours, Sundays and holidays excepted unless 

used, but only time actually used to count". 
 
This clause is less strict for the Charterer because only the real working time on 
Sundays and holidays will be charged. If on Sunday e.g. work is done from 08 
00 hours till 12 00 hours and from 13 00 hours till 17 00 hours then those 8 working 
hours will count for 1/3 of a layday. The time used for opening the hatches, for lunch, 
etc. is not taken into account as laytime. 
 

"X working days of 24 consecutive hours, Sundays and holidays excepted, even if 
used” 
 
The expression "even if used" is a confirmation of the SHEX clause. If  work is 
done during the excluded days,  the Ship Owner may not consider these working 
days/hours as laytime. 
 
 "X working days of 24 consecutive hours, weather permitting, Sundays and 

holidays excepted". 
 
With the words "weather permitting, w.p" the time lost due to adverse weather may 
not be considered as laytime. Through this the Ship Owner cannot determine exactly 
how long the ship will remain in port as this will depend on the weather condition. 
 
As already mentioned before, the expression weather working (w.w.) is often used 
(See also Weather Working Days). With this expression it does not really matter 
whether the work is effectively interrupted so that the time during which work 
is stopped (e.g. due to rain) outside the normal or planned working hours, may not be 
charged as laytime. To avoid arguments this clause can be better defined as follows: 
.... any time lost on a working day due to weather conditions shall not count provided 
work is actually stopped or prevented thereby". 
 
E. WEEK-END CLAUSE 
 
Saturday afternoon is not considered as a holiday unless the charter party contains 
restrictive provisions. Following "Weekend Clauses" can be used: 
 
 ".... time from noon on Saturday to 8 a.m. on Monday not to count". 
 
Thanks to this clause, Saturday will count for half a working day and Monday for 2/3 
of a working day. 
 
 ".... time from Saturday or day preceding a holiday 1 p.m. until Monday or day 

after a holiday 8 a.m. not to count, unless used". 
 
"Surfdays" 
 
These are days on which, due to the swell in the roads, it is impossible to load or to 
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discharge from lighters or barges These surfdays are therefore not regarded as 
laydays. 
 
CONCLUSION 
 
Above quoted and discussed clauses, provisions and expressions allow us to 
understand and interpret clause 6 of the GENCON charter party - Laytime - properly. 
Notice that the time is now given in running days/hours instead of running hours. 
 
F. REVERSIBLE LAYDAYS 
 
When in the charter party reversible laydays have been inserted, this means that the 
laytime counts jointly for the loading and the discharging of the ship (See GENCON 
charter party, clause 6, Laytime, Paragraph b) Total laytime for loading and 
discharging). 
 
The time gained or lost at the loading can therefore be lost or made up at 
discharging. With such a provision, possible demurrage or despatch money (see 
further Demurrage) can only be settled after the ship is discharged. 
 
2.3.2.6.5  Interruption of the laytime 
 
In certain circumstances it is possible to have a suspension of laytime, if the charter 
party does not foresee anything about this. Here too, the uses and/or legislation of 
the place apply: 
 
-  United Kingdom and the U.S.: as a result of a fault of the Ship Owner which 

damages the interests of the Charterer; 
 
-  Scandinavian countries and Germany: depending on who commits the 

fault: the Ship Owner or the Charterer (or shipper/receiver); 
 
-  France and Belgium: as a result of an Act of God or a fault of the Ship Owner or 

of the person in service of the Ship Owner. 
 
2.3.2.6.6  Statement of facts 
 
At the end of the stay of the ship in the port the agent will make up the history with all 
data which are important for the Ship Owner and for the Charterer and that are 
related to the loading and the discharging of the ship. This historical state is called 
"statement of facts" or "port log" and serves as basis for the drawing up of the "time 
sheet" used for the calculation of the laytime and demurrage and possibly despatch 
money. The officer on board must record all information relating to the loading or 
discharging (working hours, interruptions of loading and/or discharging) in the ship's 
log book or in a special workbook. 
 
Figure 2.4 shows a blank Statement of Facts and  Figure 2.6 a filled in one that is 
issued and published by BIMCO. This statement of facts comes in 2 forms, the short 
form and the long form. Many agents prefer to use their own forms (Figure 2.5). 
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RECOMMENDED BY
THE BALTIC AND INTERNATIONAL MARITIME CONFERENCE (BIMCO)
AND THE FEDERATION OF NATIONAL ASSOCIATIONS
OF SHIP BROKERS AND AGENTS (FONASBA)

Printed by The BIMCO Charter Party Editor

1. Agents

Name and signature (Agents)* Name and signature (for the Charterers/Shippers/Receivers)*

STANDARD STATEMENTS OF FACTS (SHORT FORM)

* See Explanatory Notes overleaf for filling in the boxes

2. Vessel's name 3. Port

4. Owners/Disponent Owners 5. Vessel berthed

6. Loading commenced 7. Loading completed

9. Discharging commenced 10. Discharging completed

11. Cargo documents on board

13. Charter Party* 14. Working hours/meal hours of the port*

15. Bill of Lading weight/quantity 16. Outturn weight/quantity

17. Vessel arrived on roads 18.

20.

22.

19. Notice of readiness tendered

21. Next tide available

DETAILS OF DAILY WORKING*

8. Cargo

Date

12. Vessel sailed

Day No. of gangs Quantity
load./disch.

Remarks*
Hours worked Hours stopped

From Fromto to

General remarks*

Place and date Name and signature (Master)*

 
 
 

Figure 2.4  -  Blanc Statement of Facts 
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Figure 2.5  -  Statement of Facts 
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Figure 2.6  -  Statements of Facts 
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2.3.2.6.7  Time Sheet 
 
For the calculation of the number of laydays it is necessary to draw up a time 
sheet, showing the following information: 
  
1. Date and hour of arrival in the roads or in the port. 
 
2. Date and hour of arrival in the loading or discharging place. 
 
3. Date and hour on which the ship is ready in all respects to start loading or 

discharging, as stated in the "notice of readiness". 
 
4. Date and hour on which the "notice of readiness" was tendered. 
 

  5. Date and hour on which the "notice of readiness" was accepted by Charterers, 
receivers or their agents. 

 
6.  Date and hour on which the loading/discharging really started and on which days 

and hours loading/discharging took place. 
 
7. Date and hour on which, according to the charter, the laydays  started. 
 
8. Loading and discharging speed according to charter party. 
 
9. Statement of days, which could not be worked, e.g. Sundays and holidays, strike, 

weather conditions (if weather working days have been agreed) etc. 
 
10.  Statement of quantity loaded or discharged per day and of the total quantity 

loaded or      discharged. 
 
11 Statement of the time allowed for loading and discharging, based on points 8 and 

10 above in accordance with the provisions of the charter party. 
 
12.Date and hour on which the loading/discharging was terminated. 
 
On the basis of this "time sheet", which must be signed by the master and the 
shippers/receivers, the number of laydays is determined and "demurrage/despatch 
money" is calculated, if the permitted period is exceeded, respectively if the ship was 
loaded or discharged within the allowed period and according to the charter party for 
the gained time despatch money is due. 
 
It is important, that in the loading and discharging port an agreement is reached 
between the Charterers, receivers and the master concerning possible demurrage or 
despatch money. 
 
If it would appear that this is not possible, then the master can sign the time sheet 
under protest and at the same time point out the differences of opinion. In case the 
master is not convinced, that the "time sheet" reflects the correct position, then he 
can sign the time sheet with the reserve "subject to Owners' approval", and leave it to 
the owner to come back on the contents of the time sheet (eventually with a lawyer). 
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Figure 2.7 and 2.8 shows a standard Ttime Sheet" issued and published by BIMCO. 
This time sheet also comes in two forms, the short form and the long form. Here too a 
lot of agents use their own designs (Figure 2.9). 
 

 
Figure 2.7  - Blanc Time Sheet 
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Figure 2.8  -  Time Sheet 
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Figure 2.9  -  Time Sheet 


