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1 GENERAL 
 
1.1 The Sub-Committee held its forty-seventh session from 13 to 17 September 2004 under 
the chairmanship of Mr. A. Carcantzós (Greece). 
 
1.2 The session was attended by delegations from the following Member Governments: 
 
 
ALGERIA 
ARGENTINA 
AUSTRALIA 
AUSTRIA 
BAHAMAS 
BANGLADESH 
BOLIVIA 
BRAZIL 
CANADA 
CHILE 
CHINA 
COLOMBIA 
COTE D�IVOIRE 
CYPRUS 
DEMOCRATIC PEOPLE'S 
    REPUBLIC OF KOREA 
DENMARK 
ECUADOR 
EGYPT 
FINLAND 
FRANCE 
GERMANY 
GHANA 
GREECE 
ICELAND 
INDONESIA 
IRAN (ISLAMIC REPUBLIC OF) 
IRELAND 
ITALY 

JAPAN 
LATVIA 
LIBERIA 
LITHUANIA 
MARSHALL ISLANDS 
MEXICO 
MOROCCO 
NETHERLANDS 
NIGERIA 
NORWAY 
PANAMA 
PERU 
PHILIPPINES 
POLAND 
PORTUGAL 
REPUBLIC OF KOREA 
RUSSIAN FEDERATION 
SAUDI ARABIA 
SINGAPORE 
SOUTH AFRICA 
SPAIN 
SWEDEN 
TURKEY 
TUVALU 
UKRAINE 
UNITED KINGDOM 
UNITED STATES 
VENEZUELA

 
 
and the following Associate Member of IMO: 

 
HONG KONG, CHINA  

 
representatives from the following United Nations specialized agency: 
 

FOOD AND AGRICULTURE ORGANIZATION OF THE UNITED NATIONS (FAO) 
 
and an observer from the following intergovernmental organization: 
 
 EUROPEAN COMMISSION (EC) 
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and observers from the following non-governmental organizations: 
 
INTERNATIONAL CHAMBER OF SHIPPING (ICS) 
INTERNATIONAL UNION OF MARINE INSURANCE (IUMI) 
INTERNATIONAL CONFEDERATION OF FREE TRADE UNIONS (ICFTU) 
BIMCO 
INTERNATIONAL ASSOCIATION OF CLASSIFICATION SOCIETIES (IACS) 
OIL COMPANIES INTERNATIONAL MARINE FORUM (OCIMF) 
INTERNATIONAL FEDERATION OF SHIPMASTERS' ASSOCIATIONS (IFSMA) 
COMMUNITY OF EUROPEAN SHIPYARDS� ASSOCIATIONS (CESA) 
INTERNATIONAL COUNCIL OF CRUISE LINES (ICCL) 
INTERNATIONAL ASSOCIATION OF DRY CARGO SHIPOWNERS 
    (INTERCARGO) 
THE INTERNATIONAL MARINE CONTRACTORS ASSOCIATION (IMCA) 
THE ROYAL INSTITUTION OF NAVAL ARCHITECTS (RINA) 

 
1.3 After welcoming participants, the Secretary-General referred to the latest atrocities 
committed in Beslan, Russian Federation, on 1 September 2004, which had filled everyone with 
anguish and with a feeling of tragedy and personal loss of fellow human beings; the loss, in 
particular, of defenceless children who had an entire life in front of them to enjoy and create.  He 
advised that he had written to the Russian Ambassador in London to convey the Membership�s, 
Secretariat�s and his personal deep sympathy and condolences requesting him to pass them onto 
the Government and people of the Russian Federation.  He further proposed to observe one 
minute of silence as a mark of respect for those who had lost their lives in that terrorist atrocity as 
well as in New York, Washington, Bali, Moscow, Istanbul, Baghdad, Madrid, Jakarta and in 
other parts of the world. 
 
The Secretary-General then singled out important items on the Sub-Committee�s agenda.  In 
particular, he observed that the work on the development of revised SOLAS chapter II-1 parts A, 
B and B-1 had progressed significantly intersessionally thanks to the intensive efforts made by 
the correspondence group and the input from the HARDER research project.  He added that the 
successful conclusion of the above matter was important as there were other subjects which could 
not be tackled properly until a definitive text of the harmonized SOLAS chapter II-1 was 
prepared, such as the development of the associated explanatory notes; the harmonization of 
damage stability provisions in other IMO instruments; and the safety of large passenger ships, 
with particular regard to stability and survivability aspects. 
 
On the matter of safety of large passenger ships, the Secretary-General expressed concern 
regarding the lack of significant progress and urged the Sub -Committee to provide the MSC 
with expert advice on the vital aspects of the issue that fall within its competence in order to 
enable the Committee to complete its consideration of this important issue as soon as possible. 
 
Turning to the revision of the fishing vessel Safety Code and Voluntary Guidelines, he recalled 
that the safety of fishing vessels has been a matter of concern to IMO since the Organization�s 
inception, but the differences in design and operation between fishing vessels and other types of 
ship had proved to be an obstacle to their inclusion in the SOLAS and Load Lines Conventions.  
He pointed out that the fishing sector, which reportedly suffers around 24,000 human losses 
annually, is still lacking the international mandatory safety regime which would be provided by 
the 1993 Torremolinos Protocol for the Safety of Fishing Vessels and the International 
Convention on Training, Certification and Watchkeeping for Fishing Vessel Personnel, 1995, if 
both instruments had come into force and expressed his disappointment that, eleven years after 
its adoption and twenty-seven years after the adoption of the original instrument, the Protocol, 
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which has been specifically designed to address fishing vessel-related safety issues, had not as 
yet entered into force.  He then expressed his confidence that the Sub-Committee would bring its 
work on this matter to a conclusion and advised the Sub-Committee that, in pursuance of a 
relevant instruction of the Council, he had communicated with Member Governments inviting 
them to provide the Organization with information on the number of fishing vessels of 24 metres 
in length and over flying their flags and to identify the reasons for not ratifying the Protocol, so 
that C 93 could have a meaningful debate before action is taken on how to proceed to fill this 
vacuum in IMO�s mandatory safety legislation.  He took the opportunity, once again, to 
encourage Governments to consider favourably ratifying both the Torremolinos Protocol and the 
STCW-F Convention. 
 
He then referred to the comprehensive review of the Intact Stability Code, based on a two-way 
approach which, in the short term, has enabled the development of a revised structure of the Code 
and, in the long term, would allow the preparation of performance-based stability criteria to 
replace the existing prescriptive provisions.  He noted that the trend towards goal- or 
performance-based standards was in line with the objectives in the Organization�s Strategic Plan 
providing the opportunity for a flexible response allowing for technological developments and 
novel solutions whilst still meeting the highest international standards. 
 
He finally advised the Sub-Committee of recent decisions of the Council concerning attendance 
of IMO meetings by media representatives; and the continuation of the trial period for the new 
reporting system. 
 
Chairman�s remarks 
 
1.4 The Chairman also expressed his deep sympathy and condolences and that of the 
Sub-Committee to the delegations of the Russian Federation and Indonesia.  He further thanked 
the Secretary-General and stated that his words of encouragement for the work of the 
SLF Sub-Committee, as well as the advice and requests would be given every consideration by 
the Sub-Committee. 
 
Statement by the delegation of the Russian Federation 
 
1.5 The delegation of the Russian Federation, referring to the parts of the Secretary-General�s 
address concerning the recent terrorist attack in Beslan, thanked the Secretary-General for his 
words of condolence and sympathy to the Government and the people of the Russian Federation 
and presented a statement which is reproduced in annex 14. 
 
Adoption of the agenda 
 
1.6 The Sub-Committee adopted the agenda (SLF 47/1) and a provisional timetable for 
guidance during the session (SLF 47/1/1, annex, as amended).  The agenda, as adopted, with a 
list of documents considered under each agenda item, is set out in document SLF 47/INF.14. 
 
 
2 DECISIONS OF OTHER IMO BODIES 
 
2.1 The Sub-Committee noted the decisions and comments pertaining to its work, made by 
DSC 8, C/ES.22, A 23, C 91, MEPC 50, FP 48, STW 35, COMSAR 8, DE 47, FSI 12, MEPC 51, 
MSC 78, C 92 and NAV 49, as reported in documents SLF 47/2, SLF 47/2/1 and SLF 47/2/2, and 
took them into account in its deliberations when dealing with relevant agenda items. 
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Method of work related to new work programme items 
 
2.2 The Sub-Committee noted that MSC 78 had agreed that a decision to include a new item 
in a sub-committee�s work programme did not mean that the Committee agreed with the 
technical aspects of the proposal.  If it was decided to include the item in a sub-committee�s work 
programme, detailed consideration of the technical aspects of the proposal and the development 
of appropriate requirements and recommendations should be left to the sub-committee 
concerned.  MSC 78 also noted that a number of submissions by Member Governments 
supporting proposals for new work items made by other Member Governments, often expanded 
the scope of the original proposal.  The Committee decided that, in order to facilitate proper 
consideration of the proposals, these submissions should also include a justification for this 
expanded scope, as appropriate, in accordance with paragraphs 2.9 to 2.20 of the Guidelines on 
the organization and method of work (MSC/Circ.1099). 
 
Request for news media to attend IMO meetings 
 
2.3 The Sub-Committee noted that C 92, in considering the issue of the news media 
attendance at IMO meetings: 
 

.1 approved the Guidelines for media access to meetings of Committees and their 
subsidiary bodies, set out in the annex to document SLF 47/2/2; 

 
.2 instructed IMO bodies to follow the agreed Guidelines when applying their Rules 

of Procedure on requests from the news media to attend their meetings; and 
 
.3 noted that an accreditation system would be established to allow automatic access 

to IMO meetings to representatives of the specialist maritime media; and 
requested the Secretary-General, when proceeding with the establishment of such 
a system, to take into account similar systems applying elsewhere, e.g. in the 
United Nations. 

 
Trial reporting system 
 
2.4 The Sub-Committee noted that C 92, in considering matters related to the trial reporting 
system and having noted that MSC 78 had postponed the consideration of the issue of the new 
reporting procedure due to a lack of time, decided that NAV 50 should also try that procedure 
and authorized MSC 79, taking into account the views of MEPC 52, to make appropriate 
decisions on the future of the new procedure for implementation by sub-committees meeting 
during the first half of 2005; and to report to C 94 seeking endorsement of its action. 
 
Distribution of IMO documents 
 
2.5 The Sub-Committee noted that C 92, having considered matters related to the distribution 
of IMO documents, decided: 
 

.1 that the distribution of hard copies of meeting documents to IMO Member States 
be limited to one copy per delegation, as from 1 July 2004 and, for the time being, 
subject to some flexibility in recognition of the fact that some Member States may 
have difficulties in accessing the documents on the IMODOCS website; and 
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.2 that non-governmental organizations would not receive meeting documents in 

hard copy as from 1 July 2004. 
 
 
3 DEVELOPMENT OF REVISED SOLAS CHAPTER II-1 PARTS A, B AND B-1 
 
Revision of SOLAS chapter II-1 parts A, B and B-1 
 
3.1 The Sub-Committee had for its consideration document SLF 47/3 (Chairman of the 
SDS Working Group at SLF 46), containing part 2 of the report of the group at that session; and 
documents SLF 47/3/1, SLF 47/3/2, SLF 47/3/3 and SLF 47/3/8 (Sweden and the United States), 
containing respectively parts 1, 2A, 2B and 3 of the SDS Correspondence Group�s report. 
 
3.2 The Sub-Committee also had for its consideration documents SLF 47/3/4 and 
SLF 47/INF.4 (Germany and Norway), SLF 47/3/5 (Italy), SLF 47/3/6 (Poland), SLF 47/3/9 
(Germany), SLF 47/3/10 (Norway), SLF 47/3/11 (ICCL), SLF 47/3/12 and SLF 47/3/13 and 
SLF 47/3/14 (France), SLF 47/3/15 and SLF 47/3/16 (Italy), SLF 47/3/17 (Ireland), SLF 47/3/18 
(China) and SLF 47/3/20 (CESA), SLF 47/3/21 (Germany, Sweden and the United States) and 
SLF 47/INF.9 (Republic of Korea), all containing comments and proposals with regard to the 
revision of SOLAS chapter II-1 parts A, B and B-1. 
 
3.3 Following consideration of the above proposals and subsequent in-depth debate of the 
issues involved, two main bodies of opinion emerged.  Several delegations spoke in favour of 
deferring the finalization of revised SOLAS chapter II-1 parts A, B and B-1, in order to allow for 
further validation to be carried out, in particular regarding the �p� and �s� factors for large 
passenger ships.  They were of the view that the development of harmonized damage stability 
provisions for cargo and passenger ships should not be finalized at this session and that more 
time should be taken for further analysis of the issues involved so as to avoid the approval of 
regulations which did not properly address all aspects of ship safety.  They did, however, feel 
that, given the current activities being undertaken, this could be dealt with by MSC 80. 
 
3.4 However, the majority of the delegations who spoke were in favour of finalizing the 
revision of SOLAS chapter II-1, parts A, B and B-1, at this session, emphasizing that studies and 
development of the probabilistic damage stability regulations had been underway for many years 
and that the proposed harmonized regulations represented a technically sound standard which, in 
the most, was based on the conclusions of the HARDER project.  It was observed that 
delegations had ample time to contribute to this work through the HARDER project and the work 
of the SDS Correspondence Group. 
 
3.5 Having considered the above views, the Sub-Committee instructed the Working Group on 
Subdivision and Damage Stability (SDS) to finalize the revised SOLAS chapter II-1 parts A, B 
and B-1, at this session, so that the Committee may consider the relevant draft amendments to the 
1974 SOLAS Convention at MSC 79 for approval, with a view to adoption at MSC 80. 
 
3.6 The delegation of Italy, supported by other delegations, expressed its concern that the 
HARDER results only became available in July 2003 and that the statistics database only became 
available in February 2004.  In this regard, the delegation of Italy informed the Sub-Committee 
that it had worked to validate the proposed formulations and found major discrepancies that 
required additional work.  For these reasons, the delegation of Italy was of the view that rushing 
to complete revised regulations, which in their opinion will need further revision just after their 
adoption, would not be a sound decision for this Organization.  They, therefore, suggested that 
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their proposals first be considered by the SDS Working Group before making any final decision 
(see also paragraph 3.17 and annex 15). 
 
3.7 Having appreciated the concerns expressed by the delegation of Italy, the Chairman 
invited the delegation to contribute to the work of the SDS Working Group, so that their concerns 
could be taken into consideration in the course of the finalizing of draft revised 
SOLAS chapter II-1 parts A, B and B-1, but with the mandate that the working group was not to 
reopen the discussion on the sample ship calculations. 
 
Revision of MSC/Circ.650 on Interpretation of alterations and modifications of a major 
character 
 
3.8 The Sub-Committee noted that MSC 78, having considered document MSC 78/24/9 
(Norway), proposing to clarify the term �existing cargo ships� referred to in the aforementioned 
MSC/Circ.650, had instructed the Sub-Committee to consider the matter and advise MSC 79 
whether it would be an issue for further consideration.  In this regard, having considered 
documents SLF 47/3/7 (Norway), proposing clarifications and possible amendments to 
MSC/Circ.650, and SLF 47/3/19 (Germany), commenting on document SLF 47/3/7, the 
Sub-Committee agreed to recommend to the Committee the inclusion of a new item on �Revision 
of MSC/Circ.650� in the Sub-Committee�s work programme and in the provisional agenda for 
SLF 48. 
 
Establishment of the working group 
 
3.9 The Sub-Committee established the Working Group on Subdivision and Damage Stability 
(SDS) under the chairmanship of Mr. R. Tagg (United States), and instructed it to: 
 

.1 consider in detail part 2 of the SLF 46 working group�s report (SLF 47/3) and 
parts 1, 2A, 2B and 3 of the correspondence group�s report (SLF 47/3/1, 
SLF 47/3/2, SLF 47/3/3 and SLF 47/3/8), together with documents SLF 47/3/4, 
SLF 47/3/5, SLF 47/3/6, SLF 47/3/9, SLF 47/3/10, SLF 47/3/11, SLF 47/3/12, 
SLF 47/3/13, SLF 47/3/14, SLF 47/3/15, SLF 47/3/16, SLF 47/3/17, SLF 47/3/18, 
SLF 47/3/20 and SLF 47/3/21, referring where necessary to documents 
SLF 47/INF.4 and SLF 47/INF.9, taking into account relevant comments and 
proposals made in plenary; and 

 
.2 finalize the draft text of the revised SOLAS chapter II-1 parts A, B and B-1, using 

as a basis the text annexed to document SLF 47/3/1 and taking into consideration 
the documents listed in subparagraph .1 above. 

 
Report of the working group 
 
3.10 Having considered the part of the report of the working group (SLF 47/WP.6 and 
SLF 47/WP.6/Add.1) relating to this item, the Sub-Committee agreed to the draft revised 
SOLAS chapter II-1 parts A, B and B-1, set out in annex 1, for submission to MSC 79 for 
approval with a view to adoption at MSC 80. 
 
3.11 The Sub-Committee noted that the group was of the opinion that relating the position 
requirements of doors and their controls to damages sustained within one fifth of the breadth of 
the ship was not in line with the probabilistic concept and the proposed damage stability 
regulation.  It was the opinion of the group that this issue was outside of its scope of work.  
Therefore, the Sub-Committee invited Member Governments to submit comments and proposals 
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on how the requirements relating to the positioning of doors and their controls should be dealt 
with. 
 
3.12 The delegation of Italy, as already expressed in the earlier plenary discussions, reserved 
its position and remained of the opinion that some important discrepancies were still present in 
the formulation of the revised SOLAS chapter II-1.  More specifically, as addressed in 
documents SLF 47/3/5, SLF 47/3/15 and SLF 47/3/16, Italy could not concur with some 
interpretations and assumptions resulting from the HARDER project, which were reflected not 
only in the formulation of the �p�, but also in �s�, �A� and �R� factors, as well as in the 
probabilistic density function that, to some extent, needed to be revised.  These important aspects 
had an impact on some substantial sections of the proposed text of chapter II-1 and deserved 
proper consideration, with the proactive co-operation of all delegations that would like to give 
their contribution to this important clarification process.  The delegation of Italy considered it 
necessary to keep open the debate on the technical discrepancies evidenced so far, without 
making hasty decisions, until the consistency of the statistical formulation with the basic aspects 
of naval architecture and experimental test results was fully demonstrated. 
 
3.13 To this end, the delegations of Italy, Austria, France, the Islamic Republic of Iran and 
Liberia and the ICCL observer suggested the following procedure: 
 

.1 to put forward a proposal, with some changes in the text of the revised SOLAS 
chapter II-1 based upon the documents submitted so far and other additional 
evidence; and 

 
 .2 to submit the proposal to MSC 79 for possible consideration and finalization. 
 
3.14 Notwithstanding the instructions to the group that it not undertake any efforts that would 
require the recalculation of the sample ships and the instruction of the Committee that requested 
research activities targeting large passenger ships be brought back to the MSC for consideration 
and possible action on the longer term only (MSC 78/26, paragraph 12.6), the Sub-Committee 
noted that the group reviewed and considered the research results presented by Italy to the 
session.  The Sub-Committee felt it was extremely important that all relevant technical arguments 
were vetted, especially with regard to the �p� factor formulation to ensure that it produced a 
technically sound solution.  The Sub-Committee noted that the group had considered and 
deliberated available aspects of the �p� factor formulation, including the arguments put forward 
by Italy in its documents SLF 47/3/5 and SLF 47/3/16. 
 
3.15 On the basis of this review, it was the opinion of Denmark, Germany, Greece, Norway, 
Sweden and the United States that the �p� factor developed by the HARDER project and the 
SDS Correspondence Group, which now is proposed in draft regulation 7-1, was as accurate and 
correct as could be expected from the available collision damage statistics.  In addition they 
noted that the statistical treatment used is consistent with that used in the development of the 
�p� factor in resolution A.265 and SOLAS chapter II-1 Part B-1. 
 
3.16 During the consideration of the group�s report, the Chairman noted that there were 
conflicting statements as to the deliberations within the group, pertaining to the accuracy of the 
�p� factor.  The delegation of Norway explained the �p� factor formulation, and its derivation 
from the collision database, and further identified to the Sub-Committee their view of the 
inaccuracies and inconsistencies in the Italian analysis and proposal through direct reference to 
the pertinent Italian documents.  The delegation of Italy did not agree. 
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3.17 The delegation of Finland stated that they had consistently supported the probabilistic 
method of dealing with damage stability.  The delegation was pleased to note that the 
harmonization process had now reached the point where the revised SOLAS chapter II-1 was 
available and the way forward was open for consideration by the Committee and, eventually, 
entry into force.  Finland was well aware that, due to the limited time frame, the proposal might 
not be perfect.  In particular, Finland mentioned the need to co-ordinate regulations for life-
saving appliances and watertight doors.  These questions were, however, within the competence 
of other sub-committees. 
 
3.18 Having noted the above views, the delegation of Italy, supported by the delegations of 
Argentina, Bangladesh, Brazil, Chile, the Islamic Republic of Iran, Liberia, Peru and Spain, were 
of the view that some important discrepancies were present in the formulation of the revised 
SOLAS chapter II-1, which were affecting factors �p�, �s�, �A� and �R� and, consequently, the 
way to calculate and define the important issue of the safety of ships.  The delegation of Italy 
therefore reserved its position on the draft revised SOLAS chapter II-2 and made a relevant 
statement, which is set out in annex 15. 
 
 
4 DEVELOPMENT OF EXPLANATORY NOTES FOR HARMONIZED 

SOLAS CHAPTER II-1 
 
4.1 The Sub-Committee had for its consideration the report of the SDS Correspondence 
Group, document SLF 47/4 (Sweden and the United States), containing a draft text of 
Explanatory notes to the survivability of a ship after damage based on a probabilistic concept. 
 
4.2 Following the discussion, the Sub-Committee instructed the SDS Working Group, 
established under agenda item 3, to consider, in general, how best to proceed with the 
development of the Explanatory notes and advise the Sub-Committee accordingly; and, after the 
draft text of the revised SOLAS chapter II-1 has been finalized, consider the draft text of the 
Explanatory notes set out in the annex to document SLF 47/4. 
 
Report of the working group 
 
4.3 Having considered the part of the report of the working group (SLF 47/WP.6) relating to 
this item, the Sub Committee: 
 

.1 noted that the group had not been able to consider the Explanatory notes for the 
harmonized SOLAS chapter II-1 due to time constraints; and 

 
.2 agreed to invite the Committee to extend the target completion date for the work 

programme item to 2006. 
 
4.4 The Sub-Committee, having considered the recommendation of the group to establish a 
correspondence group on the Explanatory notes, agreed to instruct the SDS Correspondence 
Group, established under agenda item 8 (see paragraph 8.5), to further develop the draft 
Explanatory notes for harmonized SOLAS chapter II-1, on the basis of document SLF 47/4, and 
submit a report to SLF 48. 
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5 REVISION OF THE FISHING VESSEL SAFETY CODE AND VOLUNTARY 
GUIDELINES 

 
5.1 The Sub-Committee considered under this agenda item documents submitted by the 
Co-ordinator of the correspondence group (SLF 47/5/1, SLF 47/5/1/Add.1, SLF 47/5/1/Add.2 
and SLF 47/5/1/Add.3) and the Secretariat (SLF 47/5 and SLF 47/5/2), containing the draft 
revised fishing vessel Safety Code, parts A and B and Voluntary Guidelines. 
 
5.2 The Sub-Committee established the Working Group on Fishing Vessel Safety under the 
chairmanship of Captain M. Ahmed (Bangladesh) and instructed it, taking into account the 
comments and decisions in plenary, to: 
 

.1 prepare the final texts of the draft revised fishing vessel Safety Code and 
Voluntary Guidelines, taking into account the report of the correspondence group 
(SLF 47/5/1, SLF 47/5/1/Add.1, SLF 47/5/1/Add.2 and SLF 47/5/1/Add.3) and 
the recommendations of FP 48 (SLF 47/5) and NAV 50 (SLF 47/5/2); and 

 
.2 prepare a justification for having the fishing vessel Safety Code and Voluntary 

Guidelines published in all the official languages of the Organization. 
 
Report of the working group 
 
5.3 Having received the report of the working group (SLF 47/WP.1 and addenda), the 
Sub-Committee approved the report in general and, in particular (with reference to paragraphs of, 
and annexes to, documents SLF 47/WP.1, SLF 47/WP.1/Add.1 and Add.2): 
 

.1 agreed to Parts A and B of the draft revised fishing vessel Safety Code and the 
draft revised fishing vessel Voluntary Guidelines and the final texts of the 
Prefaces and the annotated lists of pertinent referenced publications for the Code 
and the Voluntary Guidelines, as set out in annexes 2, 3 and 4, respectively, for 
submission to MSC 79 for approval and subsequently forwarding them to FAO 
and ILO for concurrent approval (paragraph 15.8 of, and annex to, SLF 47/WP.1 
and paragraph 17.7 and annex to, SLF 47/WP.1/Add.1 and annexes 2 to 7 to 
SLF 47/WP.1/Add.2); 

 
.2 concurred that numbered footnotes should remain throughout the text until final 

approval of the draft Safety Code and Voluntary Guidelines by MSC 79 
(paragraph 15.1 of SLF 47/WP.1); 

 
.3 instructed the Secretariat that in its editorial review of the entire final text of the 

revised Safety Code and Voluntary Guidelines particular attention should be paid 
to instructions to the Secretariat contained in numbered footnotes (paragraph 17.1 
of SLF 47/WP.1/Add.1); 

 
.4 noted the decision of the group to amend the text of the draft revised Safety Code 

and Voluntary Guidelines to include a suitable reference to an EU Council 
directive on the minimum safety and health requirements for improved medical 
treatment on board vessels (paragraph 15.4 of SLF 47/WP.1); 

 
.5 concurred with the opinion of the group that the definition of �working deck� in 

the draft revised Safety Code and Voluntary Guidelines should not be amended 
(paragraph 15.5 of SLF 47/WP.1); 
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.6 concurred with the recommendation of the group relating to slender fishing 

vessels in part B of the draft revised Safety Code and Voluntary Guidelines 
(paragraph 17.4 of SLF 47/WP.1/Add.1); 

 
.7 concurred with the recommendation of the group that the title of part A of the 

draft revised Safety Code should be changed from �Safety and Health Practices 
for Skippers and Crews� to �Safety and Health Practice� (paragraph 17.2 of 
SLF 47/WP.1/Add.1); 

 
.8 instructed the Secretariat to make appropriate revisions to the text of part A of the 

draft revised Safety Code relating to artificial respiration and guidance to the 
skipper for avoiding dangerous situations in following and quartering seas 
(paragraph 17.3 of SLF 47/WP.1/Add.1); 

 
.9 agreed to instruct the Secretariat to ensure that the translation into Spanish of 

�place of shelter� as �lugar de refugio� in part B of the draft revised Safety Code 
should be replaced by �lugar de abrigo� (paragraph 15.2 of SLF 47/WP.1); 

 
.10 concurred with the opinion of the group regarding immersion suits and thermal 

protective aids in part B of the draft revised Safety Code (paragraph 15.3 of 
SLF 47/WP.1); 

 
.11 concurred with the recommendation of the group to include a new 

paragraph 10.4.4 in part B of the draft revised Safety Code to address the issue of 
the �safety gap� of vessels of 24 m in length and over, but less than 45 m in length 
(paragraph 15.6 of SLF 47/WP.1); 

 
.12 concurred with the decision of the group to retain annex VII on pilot transfer 

arrangements in part B of the draft revised Safety Code (paragraph 15.7 of 
SLF 47/WP.1); 

 
.13 agreed to recommend to the Committee to consider that IMO, in co-operation with 

FAO, should investigate the utility of providing an information note on the 
provision of support to fishing vessels at sea (paragraph 17.5 of 
SLF 47/WP.1/Add.1); and 

 
.14 agreed to forward to MSC 79 the justification for having the fishing vessel Safety 

Code and Voluntary Guidelines published in all the official languages of the 
Organization, as set out in annex 5, for consideration and action as appropriate 
(paragraph 17.6 of SLF 47/WP1/Add.1 and annex 8 to SLF 47/WP.1/Add.2). 

 
5.4 The Chairman, on behalf of the Sub-Committee, thanked the working group and, in 
particular, the lead-countries (Bangladesh and Iceland) that co-ordinated this effort and FAO for 
their dedication and comprehensive work, which he considered instrumental in bring this matter 
to a successful conclusion. 
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6 REVIEW OF THE INTACT STABILITY CODE 
 
6.1 The Sub-Committee had for its consideration the report of the working group at SLF 46 
(SLF 47/6), the report of the correspondence group (SLF 47/6/9), Australia (SLF 47/6/21 and 
SLF 47/6/22), China (SLF 47/6/24), Germany (SLF 47/6/1, SLF 47/6/3, SLF 47/6/5,  
SLF 47/INF.3, MSC 78/24/1 and MSC 78/INF.5), Italy (SLF 47/6/7, SLF 47/6/8, SLF 47/6/16, 
SLF 47/6/18 and SLF 47/6/23), Japan (SLF 47/6/16, SLF 47/6/17, SLF 47/6/18 SLF 47/6/19), the 
Netherlands (SLF 47/6/2), Norway (SLF 47/6/14 and SLF 47/6/15), Poland (SLF 47/6/10,  
SLF 47/6/11 and SLF 47/6/12), the Republic of Korea (SLF 47/6/13), Sweden (SLF 47/6/6 and  
SLF 47/INF.5) and IACS (SLF 47/6/20). 
 
6.2 In considering part 2 of the group�s report (SLF 47/16) related to the revision of the 
weather criterion, the Sub-Committee noted the difficulties implied in any change of coefficients 
and agreed that efforts regarding the short-term revision of the weather criterion should be 
concentrated on the establishment of interim provisions (i.e. guidelines for model test 
experiments).  Therefore, the Sub-Committee agreed that the weather criterion should be kept as 
it is until such time as new criteria can be agreed upon. 
 
6.3 The Sub-Committee briefly considered the report (part 2) of the IS Working Group 
established at SLF 46 (SLF 47/6) and the report of the Correspondence Group on Review of the 
Intact Stability Code (SLF 47/6/9), annexing the proposed new structure of the Code and draft 
revised Code and agreed to forward these documents to the working group for detailed 
consideration. 
 
Structure of the revised IS Code 
 
6.4 The Sub-Committee discussed documents SLF 47/6/4, SLF 47/6/12, SLF 47/6/22, 
MSC 78/24/1 and MSC 78/INF.5, addressing the structure of the revised Code and, having 
recalled the general agreement at SLF 46 that certain parts of the IS Code should be mandatory, 
agreed to refer the above documents to the working group for further consideration and 
development of the framework of the revised Code. 
 
Technical proposals relating to the draft revised Intact Stability Code 
 
6.5 In reviewing the documents submitted to the session containing technical proposals 
relating to the revision of the IS Code, the Sub-Committee identified the following issues which 
required detailed consideration: 
 
 .1 revision of the weather criterion; 
 .2 calculation of the free surface effect; 
 .3 calculation standards for the application of criteria; 
 .4 inclining experiment calculations; 
 .5 standards for onboard stability computers; 
 .6 buoyancy of higher tiers of enclosed superstructures; 
 .7 anti-heeling devices; 
 .8 safety against capsizing in heavy seas; 
 .9 intact stability regulations for certain types of ships; and 
 .10 parametric excitation, 
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and, having briefly debated the views and comments made on the above issues, agreed that the 
working group should further consider them in the context of the revision of the IS Code, taking 
into account the aforementioned views and comments made in plenary. 
 
Review of MSC/Circ.707 
 
6.6 The Sub-Committee noted that MSC 78 had concurred with the view of SLF 46 that 
MSC/Circ.707 on Guidance for the master for avoiding dangerous situations in following and 
quartering seas should be revised and, having agreed that the Guidance should continue to be a 
stand-alone document rather than a part of the IS Code, instructed the working group, as referred 
to in paragraph 6.7, to commence work on the revision of MSC/Circ.707, taking into account 
documents SLF 47/6/3, SLF 47/6/6 and SLF 47/6/12. 
 
Establishment of the working group 
 
6.7 The Sub-Committee established a Working Group on Intact Stability and instructed it, 
taking into account relevant comments and proposals made in plenary, to: 
 

.1 further consider and prepare the new structure of the Code, whereby the 
provisions considered for mandatory application are separated from those that 
should remain recommendatory including any explanatory notes, taking into 
account, in particular, documents MSC 78/24/1 and MSC 78/INF.5; 

 
.2 further develop the draft text of the revised Code on the basis of the draft 

contained in the report of the correspondence group (SLF 47/6/9), taking into 
account part 2 of the report of the SLF 46 working group (SLF 47/6) and 
documents SLF 47/6/1, SLF 47/6/2, SLF 47/6/4, SLF 47/6/5, SLF 47/6/6, 
SLF 47/6/7, SLF 47/6/8, SLF 47/6/9, SLF 47/6/10, SLF 47/6/11, SLF 47/6/12, 
SLF 47/6/13, SLF 47/6/14, SLF 47/6/15, SLF 47/6/16, SLF 47/6/17, SLF 47/6/18, 
SLF 47/6/19, SLF 47/6/20, SLF 47/6/21, SLF 47/6/22, SLF 47/6/23, SLF 47/6/24, 
SLF 47/6/25, SLF 47/INF.3 and SLF 47/INF.5, bearing in mind that the Intact 
stability work methodology and plan of action, agreed to at SLF 47 (SLF 47/16, 
annex 2) should be adhered to; 

 
.3 commence work on the revision of MSC/Circ.707 on Guidance to the master for 

avoiding dangerous situations in following and quartering seas, taking into 
account documents SLF 47/6/3, SLF 47/6/6 and SLF 47/6/12; 

 
.4 consider, following the instructions of MSC 78, how the DE and 

STW Sub-Committees should be involved in the work, including the need to 
establish a specific item in the work programmes of these Sub-Committees, and 
advise the Sub-Committee as appropriate; and 

 
.5 consider whether it is necessary to re-establish the correspondence group and, if 

so, prepare a draft terms of reference for the group; and 
 

.6 submit part 2 of the group�s report to SLF 48, as soon as possible after this session 
so that it can be taken into account by the correspondence group (see 
paragraph 6.9). 
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Report of the working group 
 
6.8 Having received the report of the working group (SLF 47/WP.2), the Sub-Committee 
approved it in general and, in particular (with reference to paragraphs of, and annex to, document 
SLF 47/WP.2): 
 

.1 concurred with the group's view that, at this stage, the restructuring of the Code 
should be limited basically to the present ship types and provisions in the Code 
and agreed, in general, to the proposed new structure of the Code (paragraph 5 and 
annex 1); 

 
.2 noted the outcome of the group�s discussion on how the DE and 

STW Sub-Committees should be involved and invited MSC 80 to include: 
 

.1 in the DE Sub-Committee�s work programme and the provisional agenda 
for DE 49, a new item on �Review of requirements on relevant equipment 
for the revision of the Intact Stability Code�, with the target completion 
date of 2006; and 

 
.2 in the STW Sub-Committee�s work programme and the provisional agenda 

for STW 37, a new item on �Review of the operational and training 
requirements for the revision of the Intact Stability Code�, with the target 
completion date of 2006. 

 
6.9 Having considered the above matters, the Sub-Committee agreed to re-establish the 
Correspondence Group on Intact Stability, under the co-ordination of Germany∗, and instructed it 
to: 
 

.1 further develop the draft text of the revised IS Code based on the progress made at 
the session, taking into account documents SLF 47/6, SLF 47/6/1, SLF 47/6/2, 
SLF 47/6/4, SLF 47/6/5, SLF 47/6/6, SLF 47/6/7, SLF 47/6/8, SLF 47/6/9, 
SLF 47/6/10, SLF 47/6/11, SLF 47/6/12, SLF 47/6/13, SLF 47/6/14, SLF 47/6/15, 
SLF 47/6/16, SLF 47/6/17, SLF 47/6/18, SLF 47/6/19, SLF 47/6/20, SLF 47/6/21, 
SLF 47/6/22, SLF 47/6/23, SLF 47/6/24, SLF 47/6/25, SLF 47/6/26, 
SLF 47/INF.3, SLF 47/INF.5, SLF/WP.2, part 2 of the report of the working 
group established at SLF 47, and relevant documents of SLF 46, as appropriate, 
with a view towards the completion of the short term tasks set out in annex 2 to 
document SLF 46/16, and the continuation of work on the long-term tasks in the 
same annex; 

 
.2 highlight relevant parts of the draft text of the revised IS Code which are 

considered to be referred to the DE and STW Sub-Committees; 

                                                 
∗ Co-ordinator: Mr. Christian Mains (Germany) 
   Naval Architect, Germanischer Lloyd 
   Vorsetzen 35 
   D-20459 Hamburg 
   Germany 
   Tel.: +49 (0) 40-3 61 49-738 

 Fax: +49 (0) 40-3 61 49-200 
   E-mail: mai@gl-group.com 
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.3 with regard to document SLF 47/6/15, consider the development of guidance for 

stability computers, if and where provided; 
 

.4 prepare a draft revision of MSC/Circ.707 on Guidance to the master for avoiding 
dangerous situations in following and quartering seas, taking into account 
documents SLF 47/6/3, SLF 47/6/6 and SLF 47/6/12; and 

 
.5 to submit a report to SLF 48. 

 
 
7 REVIEW OF THE OSV GUIDELINES 
 
7.1 The Sub-Committee, having recalled that SLF 46, observing that the OSV Guidelines 
mainly address stability matters, had invited the MSC to assign the co-ordinating role for this 
item to the Sub-Committee, rather than the DE Sub-Committee, noted that MSC 78 had 
concurred with the Sub-Committee�s proposal. 
 
7.2 The Sub-Committee noted that MSC 78 had concurred with the proposal of SLF 46 to 
consider involving the BLG Sub-Committee in the review, since the Guidelines attached to 
resolution A.673(16), which should be referred to in the revision process, address the transport 
and handling of hazardous and noxious liquid substances in bulk on offshore support vessels. 
 
7.3 The Sub-Committee considered the outcome of the IS Correspondence Group 
(SLF 47/6/9, paragraph 13) on the matter together with documents SLF 47/7 and SLF 47/7/1 
(Australia) and SLF 47/7/2 (Secretariat) and agreed to use the annex to document SLF 47/7 as a 
basis for its deliberations.  Having reviewed the changes proposed in the annex to document 
SLF 47/7 in detail, the Sub-Committee agreed to: 
 
 .1 retain paragraphs 1.1.4 and 1.1.6; 
 

.2 further consider the definition for �near coastal voyages� at SLF 48 with a view to 
providing a more precise definition; 

 
.3 transfer sections 2.1 to 2.4, 2.5 (part), 2.6, 2.7 (part), 2.8 to 2.10 to the IS Code;  

 
 .4 further consider sections 3 and 8 at SLF 48; and  
 

.5 give consideration to sections 4 to 7 at SLF 48 with a view to eliminating any 
vague text, 

 
and instructed the Secretariat to provide a clean version of the draft Guidelines, based on the 
above decisions, for consideration at the next session (see also paragraph 14.3).  Member 
Governments and international organizations were invited to submit comments and proposals to 
SLF 48. 
 
7.4 In considering document SLF 47/7/1, containing suggestions for improvement of 
subdivision and damage stability provisions, the Sub-Committee agreed that aforementioned 
issues needed further study, taking into account the practicality of any newly proposed standards, 
before a firm decision could be made in this regard. 
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7.5 Having considered the above issues, the Sub-Committee agreed that the 
DSC Sub-Committee should be involved in the review of the OSV Guidelines, given that the 
Guidelines for the transport and handling of limited amounts of hazardous and noxious liquid 
substances in bulk on offshore support vessels (resolution A.673(16)), being themselves part of 
the revision of the OSV Guidelines, address matters under the purview of the 
DSC Sub-Committee.  The Sub-Committee, therefore, invited MSC 79 to include an item on 
�Revision of the HNS and OSV Guidelines� in the work programme of the DSC Sub-Committee 
and the provisional agenda for DSC 10, with a target completion date of 2006. 
 
7.6 The Secretariat was instructed to inform the BLG, DSC, COMSAR, NAV and 
DE Sub-Committees, involved in the revision of the Guidelines on the above outcome. 
 
 
8 LARGE PASSENGER SHIP SAFETY 
 
8.1 The Sub-Committee had for its consideration under this agenda item submissions by Italy 
(SLF 47/8/2), Finland (SLF 47/INF.6), Germany (SLF 47/INF.2), Japan (SLF 47/INF.11), the 
Republic of Korea (MSC 78/INF.7), the United States (SLF 47/8/3) and the Secretariat 
(SLF 47/8), and a document referred to it by MSC 78, submitted by Republic of Korea 
(MSC 78/INF.7) and the report of the Working Group on Large Passenger Ship Safety 
established at MSC 78 (MSC 78/WP.14). 
 
8.2 Having considered the above documents, the Sub-Committee agreed to further instruct 
the SDS Working Group established under agenda item 3 to: 
 

.1 finalize the review of the tasks set out in annex 4 to document SLF 45/8/2 with a 
view to clearly identifying which tasks required further action by the 
Sub-Committee, which tasks needed no further action and provide appropriate 
explanatory text and target completion dates for the tasks requiring further 
consideration for submission to MSC 79; 

 
.2 consider, in detail, documents SLF 47/8/2, SLF 47/8/3, SLF 47/INF.2, 

SLF 47/INF.6, SLF 47/INF.11 and MSC 78/INF.7 and make recommendations as 
appropriate, taking into account document SLF 47/8; 

 
.3 consider the instruction of MSC 78 (SLF 47/8) to develop criteria for each 

contribution to the attained index �A� to satisfy either of the following scenarios: 
 

.1 return to port; or 
 

.2 remain habitable for at least 3 hours for evacuation, 
 

and provide an outline and work programme for the above task for submission to 
MSC 79; and 

 
.4 prepare terms of reference for the SDS Correspondence Group to progress the 

work on large passenger ship safety matters (see paragraph 8.5). 
 
Report of the working group 
 
8.3 Having considered the part of the report of the working group (SLF 47/WP.6) relating to 
this item, the Sub-Committee agreed to the List of tasks assigned to the sub-committee and work 
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to be undertaken on large passenger ship safety, as set out in annex 6, for submission to MSC 79 
for consideration and action as appropriate. 
 
8.4 The Sub-Committee noted that several research projects related to large passenger ship 
safety were still to be finalized and that the results would be submitted to SLF 48.  These projects 
include: 
 

.1 the MARIN computer simulations co-sponsored by Italy and the United States, as 
suggested in paragraphs 25 to 27 of document SLF 46/8; 

 
.2 research by Italy contained in an extension of the SAFENVSHIP project under the 

Eureka research frame; and 
 

.3 a study of the effects on the structural survivability after damage by other factors 
than vertical bending including shear, horizontal bending in a list condition, and 
discontinuous structural arrangements sponsored through the Ship Structure 
Committee. 

 
8.5 Having considered the above matters and taking into account the need to make progress 
on this issue, the Sub-Committee agreed to re-establish the Correspondence Group on 
Subdivision and Damage Stability (SDS), under the co-ordination of Sweden* and the United 
States*, and instructed it to: 
 

.1 review documents submitted to date; 
 

.2 consider the usefulness of time-to-flood studies in assessing large passenger ship 
capabilities for damage in excess of current SOLAS requirements; 

 
.3 provide judgment on determining whether a �floatability assessment� criteria can 

be established;  
 

.4 develop additional clarification of threshold criteria referred to in task 10 set out 
in annex 6 of document SLF 47/17;  

 
.5 provide an outline and work programme for the development of the threshold 

criteria; and 
 

.6 submit a report to SLF 48. 
 
8.6 The Sub-Committee, taking into account the need to make progress on this work item 
encouraged SDS Correspondence Group members to submit comments and proposals on the 
outline and work plan (requested by MSC 78) directly to MSC 80 for consideration. 
                                                 
*  Co-ordinators: 
 
 Mr. Goran Liljestrom Mr. James Person  
 Swedish Maritime Administration   Commandant (G-MSE-2) 
 601 78 Norrkoping    United States Coast Guard 
 Sweden      2100 Second St., S.W. 
 Tel.: +46 11 191000    Washington, D.C. 20593 
 Fax: +46 11 239934    Tel.: +1 202 267 0135 
 e-mail: goran.liljestrom@sjofartsverket.se  Fax: +1 202 267 4816 
       e-mail: jperson@comdt.uscg.mil  
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9 HARMONIZATION OF DAMAGE STABILITY PROVISIONS IN 

IMO INSTRUMENTS 
 
9.1 The Sub-Committee recalled that, at SLF 46, after having noted the IMO instruments 
containing damage stability requirements (SLF 47/9), it agreed that, before deciding whether a 
particular instrument would be reviewed under probabilistic or deterministic principles, the 
availability of adequate damage statistical data for the particular ship type should be ascertained 
before the former approach could be considered for the longer term. 
 
9.2 The Sub-Committee had for its consideration document SLF 47/9 (Secretariat), 
SLF 47/9/1 (Australia) and SLF 47/9/2 (Germany) and, after having a general discussion on the 
general approach to dealing with this matter, agreed to instruct the SDS Correspondence Group, 
established under agenda item 3, to consider the matter in detail and advise SLF 48 on 
IMO instruments in which damage stability provisions should be based on probabilistic principle. 
 
 
10 CONSIDERATION OF IACS UNIFIED INTERPRETATIONS 
 
10.1 The Sub-Committee considered under this agenda item submissions by Japan 
(SLF 47/10), IACS (SLF 47/10/1, SLF 47/10/2, SLF 47/10/3 and MSC 78/22/1) and the related 
part of the report of the correspondence group (SLF 47/6/9). 
 
10.2 Following consideration of proposed revisions to IACS unified interpretation SC 155, 
(Lightweight check in lieu of inclining test) recommended by the SDS Correspondence Group 
(SLF 47/6/9, paragraph 14 and annex 3) and the submission by Japan (SLF 47/10), proposing 
modifications to annex 3 of the document SLF 47/6/9, the Sub-Committee, having considered 
document SLF 47/WP.5, agreed to the unified interpretation to the 1974 SOLAS Convention, set 
out in annex 7, for submission to MSC 80 for approval. 
 
10.3 The Sub-Committee also considered IACS unified interpretations for regulations 3(9), 27, 
34(1), 34(2) of the 1966 LL Convention and regulation 16(5) of the 1988 LL Protocol, as 
contained in documents SLF 47/10/1, SLF 47/10/2 and MSC 78/22/1 (annexes 2 and 3) and, 
having considered document SLF 47/WP.5 and, having agreed to also include in section 1 of 
annexes 1 and 2 to annex 2, the interpretation referred to in section 1 of annex 3 to annex 2, 
agreed to the unified interpretations to the 1966 LL Convention and the 1988 LL Protocol and 
amendments thereto, set out in annex 8, for submission to MSC 80 for approval. 
 
10.4 With regard to the IACS unified interpretation LL 67 (Endorsement of certificates with 
the date of completion of survey on which they are based (annex 4 to MSC 78/22/1), the 
Sub-Committee, noting that the draft amendments incorporating, in the appropriate conventions� 
certificates, an entry relating to date of completion of survey will be considered by MSC 79 with 
a view to adoption, and that the matter is within the scope of responsibility of the 
FSI Sub-Committee, instructed the Secretariat to inform FSI 13 accordingly so that the 
FSI Sub-Committee can take action as appropriate. 
 
10.5 The Sub-Committee considered IACS unified interpretation UI MPC 11 (Intact stability) 
for regulation 25A of Annex I to MARPOL 73/78, as contained in document SLF 47/10/3, and 
agreed to the draft unified interpretation set out in annex 9 for submission to MEPC 53 for action 
as appropriate. 
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11 REVISION OF TECHNICAL REGULATIONS OF THE 1966 LL CONVENTION 
 
11.1 The Sub-Committee recalled that at SLF 45 (SLF 45/14, paragraph 4.3.3), having 
considered document SLF 45/4/3 submitted by the United Kingdom, it had listed 9 matters 
(document SLF 46/11), which could be the subject of future revision efforts, as follows: 
 

.1 evaluation of reduced type �B� freeboard assignment; 
 
.2 effect of superstructures; 
 
.3 effect of sheer; 
 
.4 reserve buoyancy distribution; 
 
.5 harmonization with respect to damage stability recommendations; 
 
.6 structural strength in damaged condition; 
 
.7 freeboard assignment on the basis of deck wetness for conventional and novel hull 

forms; 
 
.8 ships with non-conventional features, including vessels (like cable-layers), which 

operate with open hatches; and 
 
.9 further refinement of hatch cover loads for all ships. 

 
11.2 The Sub-Committee also recalled that SLF 46, having noted that no submissions had been 
received from Member Governments to that session on any of the issues earmarked for further 
development in the context of a possible future revision of the 1988 Load Lines Protocol, invited 
Members and international organizations to review the matters listed in document SLF 46/11 
(Secretariat) with a view to identifying the action that should be taken on each of them, if any, 
and submitting relevant comments and proposals thereon for consideration at SLF 47. 
 
11.3 The Sub-Committee considered the submissions by Australia (SLF 47/11/1), Japan 
(SLF 47/11/2 and SLF 47/INF.12) and Poland (SLF 47/11) and, having agreed that the following 
areas should be considered as a priority: 
 
 .1 revision of the freeboard tables; 
 
 .2 ships with low freeboards; and 
 
 .3 corrections for sheer and superstructures, 
 
invited Member Governments and international organizations to undertake research on the above 
issues and inform the Sub-Committee on the results thereof and submit any comments and 
proposals on the above issues to SLF 48. 
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12 IMPROVED LOADING/STABILITY INFORMATION FOR BULK CARRIERS 
 
12.1 The Sub-Committee noted that MSC 78 had concurred with the above described two-way 
approach and further approved the proposed amendments to SOLAS regulation XII/11 on 
Loading instrument prepared by SLF 46 with a view to adoption at MSC 79. 
 
12.2 The Sub-Committee also noted that MSC 78 approved MSC/Circ.1108 on Guidelines for 
assessing the longitudinal strength of bulk carriers during loading, unloading and ballast water 
exchange, prepared by the DE Sub-Committee, which covers the longitudinal stress aspect but 
does not deal with the stability aspect of the provision of detailed, comprehensive and 
user-friendly information covering stability and longitudinal stress characteristics of the ship�s 
hold during loading and unloading. 
 
12.3 The Sub-Committee considered under this agenda item documents SLF 47/12 (Australia) 
and SLF 47/INF.13 (IACS), together with the outcome of the IS Correspondence Group on the 
matter (SLF 47/6/9, paragraph 15 and annex 3). 
 
12.4 Having considered the above documents, the Sub-Committee agreed to further instruct 
the IS Working Group established under agenda item 6 to finalize the text of a relevant draft 
MSC circular on Improved loading and stability data for bulk carriers, on the basis of document 
SLF 47/12, taking into account annex 3 to document SLF 47/6/9 and the comments and proposals 
made in plenary. 
 
12.5 Having considered the part of the report of the working group (SLF 47/WP.2) relating to 
this item, the Sub-Committee agreed to the draft MSC circular on Guidelines on the provision of 
stability-related information for bulk carriers, as set out in annex 10, for submission to MSC 80 
for approval. 
 
 
13 REVIEW OF THE 2000 HSC CODE AND AMENDMENTS TO THE DSC CODE 

AND THE 1994 HSC CODE 
 
13.1 The Sub-Committee noted that the item on �Review of the 2000 HSC Code and 
amendments to the DSC Code and 1994 HSC Code� had been included in the work programmes 
of the FP, COMSAR, NAV, DE (Co-ordinator) and SLF Sub-Committees, with two sessions 
needed to complete the item, commencing the work in 2004 as part of the next scheduled review 
of the 2000 HSC Code. 
 
13.2 The Sub-Committee considered the submissions from Australia (SLF 47/13/2) and the 
United Kingdom (SLF 47/INF.7 and SLF 47/INF.8) relating to damage stability and raking 
damage for high-speed craft and agreed that these matters needed further consideration.  Member 
Governments and international organizations were therefore invited to submit comments and 
proposals to SLF 48. 
 
13.3 In considering the submissions from Australia (SLF 47/13/1) and the United Kingdom 
(SLF 47/13, SLF 47/13/Add.1, SLF 47/INF.7 and SLF 47/INF.8), containing proposed 
amendments to the 2000 HSC Code, the Sub-Committee established a drafting group and 
instructed it to finalize the text of the draft amendments to the 2000 HSC Code, the DSC Code 
and the 1994 HSC Code, taking into account proposals contained in documents SLF 47/13, 
SLF 47/13/Add.1, SLF 47/13/1, SLF 47/13/2, SLF 47/INF.7 and SLF 47/INF.8 and comments 
made in plenary. 
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Report of the drafting group 
 
13.4 Having received the report of the drafting group (SLF 47/WP.4), the Sub-Committee 
agreed to the proposed amendments to the 2000 HSC Code set out in annex 11 and, having 
referred them to DE 48 for co-ordination purposes, invited the Committee to note the action 
taken.  Regarding the issues identified in paragraphs 6 and 7 of document SLF 47/WP.4, the 
Sub-Committee agreed to reconsider them at the next session and invited Member Governments 
to submit comments and proposals to SLF 48. 
 
 
14 WORK PROGRAMME AND AGENDA FOR SLF 48 
 
Safety of small fishing vessels 
 
14.1 In noting that the work on the revision of the fishing vessel Safety Code and Voluntary 
Guidelines had been completed, the Sub-Committee agreed to propose that a new item on the 
�Safety of small fishing vessels� be placed in its work programme and the provisional agenda for 
SLF 48 to develop safety standards for fishing vessels below 12 m in length, taking into account 
that the fishing sector suffers in excess of 24,000 fatalities per year and that the large majority of 
these fatalities occur aboard small fishing vessels.  A relevant justification for inclusion of a new 
item in the work programme of the Sub-Committee and the provisional agenda for SLF 48 is set 
out in annex 12 for consideration and appropriate action by the Committee. 
 
Revised work programme and provisional agenda for SLF 48 
 
14.2 Taking into account the progress made at this session and the provisions of the agenda 
management procedure contained in paragraphs 3.11 to 3.23 of the Guidelines on the 
organization and method of work (MSC/Circ.1099 � MEPC/Circ.405), the Sub-Committee 
revised its work programme (SLF 47/WP.3) based on that approved by MSC 78 (SLF 47/2/1, 
annex) and invited the Committee to approve the proposed revised work programme and 
provisional agenda for SLF 48, set out in annex 13. 
 
Arrangements for the next session 
 
14.3 The Sub-Committee agreed to establish, at its next session, working groups on the 
following subjects: 
 

.1 subdivision and damage stability (including large passenger ship safety);  
 

.2 review of the Intact Stability Code; and 
 

.3 review of the 2000 HSC Code and amendments to the DSC Code and the 
1994 HSC Code, 

 
and a drafting group on the revision of the OSV Guidelines. 
 
14.4 The Sub-Committee noted that its forty-eighth session had been tentatively scheduled to 
take place from 12 to 16 September 2005. 



SLF 47/17 - 24 - 
 
 

I:\SLF\47\17.DOC 

 
15 ELECTION OF CHAIRMAN AND VICE-CHAIRMAN FOR 2005 
 
15.1 In accordance with the Rules of Procedure of the Maritime Safety Committee, the 
Sub-Committee unanimously re-elected Mr. A. Carcantzós (Greece) as Chairman and, having 
noted that Mr. A. Gudmundsson (Iceland/FAO) would no longer be able to serve as 
Vice-Chairman, elected Mr. R. Gehling (Australia) as Vice-Chairman, both for 2005. 
 
Expressions of appreciation 
 
15.2 The Sub-Committee expressed to Mr. A. Gudmundsson deep appreciation for his 
valuable contribution to the work of the Sub-Committee over the years and wished him success 
in his new assignment. 
 
 
16 ANY OTHER BUSINESS 
 
Safety aspects of ballast water management 
 
16.1 The Sub-Committee noted that MSC 78, having noted that DE 47 had selected the work 
programme item on �Safety aspects of ballast water management� for inclusion in their 
provisional agenda for DE 48, considered the proposal by DE 48 that the Committee instruct the 
NAV and SLF Sub-Committees to specify the permissible limits of transitory deviation for safety 
problem areas. 
 
16.2 In this regard, the Sub-Committee noted that the Committee, having recalled the proposal 
of MEPC 49 to confirm the acceptability of transitory non-compliance with safety regulations 
when conducting ballast water exchange, had decided to instruct the NAV and 
SLF Sub-Committees to specify the permissible limits of transitory deviation for safety problem 
areas and to report to the Committee, so that it can consider the aforementioned proposal of 
MEPC 49 and take action as appropriate. 
 
16.3 After having considered the submission by Australia (SLF 47/16), the Sub-Committee 
agreed to place this item on its agenda for SLF 48 and invited Member Governments and 
international organizations to submit to SLF 48 comments and proposals on the matter, in 
particular on permissible limits of transitory deviation for safety problem areas referred to in 
paragraph 16.2 (see also annex 13). 
 
Information on the capsizing of the bulk carrier �Rocknes� 
 
16.4 The Sub-Committee noted the submission by Norway (SLF 47/INF.10) providing 
information on the capsizing of the bulk carrier Rocknes and thanked Norway for this 
information.  A statement made by the delegation of Norway is set out in annex 15. 
 
Expressions of appreciation 
 
16.5 The Sub-Committee, noting that Mr. H. Vermeer (Netherlands) would soon retire from 
his position in the Ministry of Transport, Public Works and Water Management, expressed 
appreciation for the valuable services he had provided to this Sub-Committee over many years 
and wished him a long and healthy retirement. 
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16.6 The Sub-Committee expressed to Mr. M. Palomares (Secretariat), the former Secretary of 
the Sub-Committee, its profound gratitude for his efficient service and invaluable contribution to 
the Sub-Committee over many years and wished him every success in his new duties. 
 
 
17 ACTION REQUESTED OF THE COMMITTEE 
 
17.1 The Maritime Safety Committee, at its seventy-ninth session, is invited to: 
 

.1 note the outcome of the Sub-Committee�s deliberations on the revision of 
MSC/Circ.650 and agree to the inclusion of the respective item in the 
Sub-Committee�s work programme and provisional agenda for SLF 48 
(paragraph 3.8); 

 
.2 approve the draft revised SOLAS chapter II-1 parts A, B and B-1 for 

consideration at MSC 80, with a view to adoption (paragraph 3.10 and annex 1); 
 

.3 note the progress made on the development of the Explanatory notes for the 
harmonized SOLAS chapter II-1 (paragraph 4.4); 

 
.4 approve the draft revised Code of Safety for Fishermen and Fishing Vessels, 

Parts A and B, and forward it to FAO and ILO for concurrent approval, as 
appropriate (paragraph 5.3.1 and annexes 2 and 3); 

 
.5 approve the draft revised Voluntary Guidelines for the Design, Construction and 

Equipment of Small Fishing Vessels and forward them to FAO and ILO for 
concurrent approval, as appropriate (paragraph 5.3.1 and annex 4); 

 
.6 consider the Sub-Committee�s recommendation to investigate, in co-operation 

with FAO, the utility of providing an information note on the provision of support 
to fishing vessels and take action as appropriate (paragraph 5.3.13); 

 
.7 consider the views expressed by the Sub-Committee to have the fishing vessel 

Safety Code and Voluntary Guidelines published in all the official languages of 
the Organization and take action as appropriate (paragraph 5.3.14 and annex 5); 

 
.8 include a new item in the DSC Sub-Committee�s work programme and agenda for 

DSC 10 on the �Revision of the LHNS and OSV Guidelines� (paragraph 7.5); 
 

.9 endorse the Sub-Committee�s decision regarding the work to be undertaken on 
matters related to large passenger ship safety (paragraphs 8.3 and annex 6); 

 
.10 concur with the recommendation to include a new work item on the �Safety of 

small fishing vessels� in the Sub-Committee�s work programme and provisional 
agenda for SLF 48 (paragraph 14.1 and annex 12); and 

 
.11 approve the draft revised work programme of the Sub-Committee and the draft 

provisional agenda for SLF 48 (paragraph 14.2 and annex 13). 
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17.2 The Maritime Safety Committee, at its eightieth session, is invited to: 
 

.1 include a new item on �Review of requirements on relevant equipment for the 
revision of the Intact Stability Code� in the DE Sub-Committee�s work 
programmes and provisional agenda for DE 49, with a target completion date of 
2006 (paragraph 6.8.2.1); 

 
.2 include a new item on �Review of operational and training requirements for the 

revision of the Intact Stability Code� in the STW Sub-Committee�s work 
programmes and provisional agenda for STW 37, with a target completion date of 
2006 (paragraph 6.8.2.2); 

 
.3 approve the draft MSC circular on Unified interpretations of SOLAS chapter II-1 

(paragraph 10.2 and annex 7); 
 

.4 approve the draft LL.3 circular on the International Convention on Load Lines, 
1966 and the 1988 Load Line Protocol and its amendments (paragraph 10.3 and 
annex 8); 

 
.5 approve the draft MSC circular on Guidelines on the provisions of stability-related 

information for bulk carriers (paragraph 12.5 and annex 10); 
 

.6 note that the Sub-Committee has forwarded draft amendments to the 2000 HSC 
Code to the DE Sub-Committee for co-ordination purposes (paragraph 13.4 and 
annex 11); and  

 
.7 approve the report in general. 

 
17.3 The Marine Environment Protection Committee, at its fifty-third session, is invited to 
approve the draft Unified interpretation of Annex I to MARPOL 73/78 (paragraph 10.5 and 
annex 9). 
 
 

*** 
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ANNEX 1 

DRAFT REVISED SOLAS CHAPTER II-1 PARTS A, B AND B-1 
 

CHAPTER II-1 
CONSTRUCTION - STRUCTURE, SUBDIVISION AND STABILITY, MACHINERY 

AND ELECTRICAL INSTALLATIONS 
 
 

�Part A 
General 

 
 

Regulation 1 
Application 

 
1.1 Unless expressly provided otherwise, this chapter shall apply to ships the keels of which 
are laid or which are at a similar stage of construction on or after [date to be inserted]. 
 
1.2 For the purpose of this chapter, the term a similar stage of construction means the stage at 
which: 
 

.1 construction identifiable with a specific ship begins; and 
 

.2 assembly of that ship has commenced comprising at least 50 tonnes or one per 
cent of the estimated mass of all structural material, whichever is less. 

 
1.3 For the purpose of this chapter: 
 

.1 the expression ships constructed means ships the keels of which are laid or which 
are at a similar stage of construction; 

 
.2 the expression all ships means ships constructed before, on or after [date to be 

inserted]; 
 

.3 a cargo ship, whenever built, which is converted to a passenger ship shall be 
treated as a passenger ship constructed on the date on which such a conversion 
commences; 

 
.4 the expression alterations and modifications of a major character means, in the 

context of cargo ship subdivision and stability, any modification to the 
construction which affects the level of subdivision of that ship.  Where a cargo 
ship is subject to such modification, it shall be demonstrated that the A/R ratio 
calculated for the ship after such modifications is not less than the A/R ratio 
calculated for the ship before the modification.  However, in those cases where the 
ship�s A/R ratio before modification is equal to or greater than unity, it is only 
necessary that the ship after modification has an �A� value which is not less than 
�R�, calculated for the modified ship. 

 



SLF 47/17 
ANNEX 1 
Page 2 
 

I:\SLF\47\17.doc 

 
2 Unless expressly provided otherwise, for ships constructed before [date to be inserted], 
the Administration shall ensure that the requirements which are applicable under chapter II-1 of 
the International Convention for the Safety of Life at Sea, 1974, as amended by resolutions 
MSC.1(XLV), MSC.6(48), MSC.11(55), MSC.12(56), MSC.13(57), MSC.19(58), MSC.26(60), 
MSC.27(61), Resolution 1 of the 1995 SOLAS Conference, MSC.47(66), MSC.57(67), 
MSC.65(68), MSC.69(69), MSC.99(73) and MSC.134(76) are complied with. 
 
3 All ships which undergo repairs, alterations, modifications and outfitting related thereto 
shall continue to comply with at least the requirements previously applicable to these ships.  Such 
ships, if constructed before the date on which any relevant amendments enter into force, shall, as 
a rule, comply with the requirements for ships constructed on or after that date to at least the 
same extent as they did before undergoing such repairs, alterations, modifications or outfitting.  
Repairs, alterations and modifications of a major character and outfitting related thereto shall 
meet the requirements for ships constructed on or after the date on which any relevant 
amendments enter into force, in so far as the Administration deems reasonable and practicable. 
 
4 The Administration of a State may, if it considers that the sheltered nature and conditions 
of the voyage are such as to render the application of any specific requirements of this chapter 
unreasonable or unnecessary, exempt from those requirements individual ships or classes of ships 
entitled to fly the flag of that State which, in the course of their voyage, do not proceed more than 
20 miles from the nearest land. 
 
5 In the case of passenger ships which are employed in special trades for the carriage of 
large numbers of special trade passengers, such as the pilgrim trade, the Administration of the 
State whose flag such ships are entitled to fly, if satisfied that it is impracticable to enforce 
compliance with the requirements of this chapter, may exempt such ships from those 
requirements, provided that they comply fully with the provisions of: 
 

.1 the rules annexed to the Special Trade Passenger Ships Agreement, 1971; and 
 

.2 the rules annexed to the Protocol on Space Requirements for Special Trade 
Passenger Ships, 1973. 

 
 

Regulation 2 
Definitions 

 
For the purpose of this chapter, unless expressly provided otherwise: 
 
1 Subdivision length (Ls) of the ship is the greatest projected moulded length of that part of 
the ship at or below deck or decks limiting the vertical extent of flooding with the ship at the 
deepest subdivision draught.  
 
2 Mid-length is the mid-point of the subdivision length of the ship. 
 
3 Aft terminal is the aft limit of the subdivision length. 
 
4 Forward terminal is the forward limit of the subdivision length. 
 
5 Length (L) is the length as defined in the International Convention on Load Lines in force. 
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6 Freeboard deck is the deck as defined in the International Convention on Load Lines in 
force. 
 
7 Forward perpendicular is the forward perpendicular as defined in the International 
Convention on Load Lines in force. 
 
8 Breadth (B) is the greatest moulded breadth of the ship at or below the deepest 
subdivision draught. 
 
9 Draught (d) is the vertical distance from the keel line at mid-length to the waterline in 
question. 
 
10 Deepest subdivision draught (ds) is the waterline which corresponds to the summer load 
line draught of the ship. 
 
11 Light service draught (dl) is the service draught corresponding to the lightest anticipated 
loading and associated tankage, including, however, such ballast as may be necessary for stability 
and/or immersion.  Passenger ships should include the full complement of passengers and crew 
onboard. 
 
12 Partial subdivision draught (dp) is the light service draught plus 60% of the difference 
between the light service draught and the deepest subdivision draught. 
 
13 Trim is the difference between the draught forward and the draught aft, where the 
draughts are measured at the forward and aft terminals respectively, disregarding any rake of 
keel. 
 
14 Permeability (µ) of a space is the proportion of the immersed volume of that space which 
can be occupied by water. 
 
15 Machinery spaces are spaces between the watertight boundaries of a space containing the 
main and auxiliary propulsion machinery, including boilers, generators and electric motors 
primarily intended for propulsion.  In the case of unusual arrangements, the Administration may 
define the limits of the machinery spaces. 
 
16 Weathertight means that in any sea conditions water will not penetrate into the ship. 
 
17 Watertight means having scantlings and arrangements capable of preventing the passage 
of water in any direction under the head of water likely to occur in intact and damaged 
conditions.  In the damaged condition, the head of water is to be considered in the worst situation 
at equilibrium, including intermediate stages of flooding. 
 
18 Design pressure means the hydrostatic pressure for which each structure or appliance 
assumed watertight in the intact and damage stability calculations is designed to withstand. 
 
19 Bulkhead deck in a passenger ship means the uppermost deck at any point in the 
subdivision length (Ls) to which the main bulkheads and the ship�s shell are carried watertight 
and the lowermost deck from which passenger and crew evacuation will not be impeded by water 
in any stage of flooding for damage cases defined in regulation 8 and in part B-2 of this chapter.  
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The bulkhead deck may be a stepped deck.  In a cargo ship the freeboard deck may be taken as 
the bulkhead deck.  
 
20 Deadweight is the difference in tonnes between the displacement of a ship in water of a 
specific gravity of 1.025 at the draught corresponding to the assigned summer freeboard and the 
lightweight of the ship. 
 
21 Lightweight is the displacement of a ship in tonnes without cargo, fuel, lubricating oil, 
ballast water, fresh water and feedwater in tanks, consumable stores, and passengers and crew 
and their effects. 
 
22 Oil tanker is the oil tanker defined in regulation 1 of Annex 1 of the Protocol of 1978 
relating to the International Convention for the Prevention of Pollution from Ships, 1973. 
 
23 Ro-ro passenger ship means a passenger ship with ro-ro cargo spaces or special category 
spaces as defined in regulation II-2/3. 
 
24 Keel line is a line parallel to the slope of the keel passing amidships through: 
 

.1 the top of the keel at centreline or line of intersection of the inside of shell plating 
with the keel if a bar keel extends below that line, on a ship with a metal shell; or 

 
.2 in wood and composite ships, the distance is measured from the lower edge of the 

keel rabbet.  When the form at the lower part of the midship section of a hollow 
character, or where thick garboards are fitted, the distance is measured from the 
point where the line of the flat of the bottom continued inward intersects the 
centreline amidships. 

 
25 Amidship is at the middle of the length (L). 
 
 

Regulation 3 
Definitions relating to parts C, D and E 

 
1 Steering gear control system is the equipment by which orders are transmitted from the 
navigating bridge to the steering gear power units.  Steering gear control systems comprise 
transmitters, receivers, hydraulic control pumps and their associated motors, motor controllers, 
piping and cables. 
 
2 Main steering gear is the machinery, rudder actuators, steering gear, power units, if any, 
and ancillary equipment and the means of applying torque to the rudder stock (e.g. tiller or 
quadrant) necessary for effecting movement of the rudder for the purpose of steering the ship 
under normal service conditions. 
 
3 Steering gear power unit is: 
 
 .1 in the case of electric steering gear, an electric motor and its associated electrical 

equipment; 
 
 .2 in the case of electrohydraulic steering gear, an electric motor and its associated 

electrical equipment and connected pump; 
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 .3 in the case of other hydraulic steering gear, a driving engine and connected pump. 
 
4 Auxiliary steering gear is the equipment other than any part of the main steering gear 
necessary to steer the ship in the event of failure of the main steering gear but not including the 
tiller, quadrant or components serving the same purpose. 
 
5 Normal operational and habitable condition is a condition under which the ship as a 
whole, the machinery, services, means and aids ensuring propulsion, ability to steer, safe 
navigation, fire and flooding safety, internal and external communications and signals, means of 
escape, and emergency boat winches, as well as the designed comfortable conditions of 
habitability are in working order and functioning normally. 
 
6 Emergency condition is a condition under which any services needed for normal 
operational and habitable conditions are not in working order due to failure of the main source of 
electrical power. 
 
7 Main source of electrical power is a source intended to supply electrical power to the 
main switchboard for distribution to all services necessary for maintaining the ship in normal 
operational and habitable conditions. 
 
8 Dead ship condition is the condition under which the main propulsion plant, boilers and 
auxiliaries are not in operation due to the absence of power. 
 
9 Main generating station is the space in which the main source of electrical power is 
situated. 
 
10 Main switchboard is a switchboard which is directly supplied by the main source of 
electrical power and is intended to distribute electrical energy to the ship's services. 
 
11 Emergency switchboard is a switchboard which in the event of failure of the main 
electrical power supply system is directly supplied by the emergency source of electrical power 
or the transitional source of emergency power and is intended to distribute electrical energy to 
the emergency services. 
 
12 Emergency source of electrical power is a source of electrical power, intended to supply 
the emergency switchboard in the event of a failure of the supply from the main source of 
electrical power. 
 
13 Power actuating system is the hydraulic equipment provided for supplying power to turn 
the rudder stock, comprising a steering gear power unit or units, together with the associated 
pipes and fittings, and a rudder actuator.  The power actuating systems may share common 
mechanical components, i.e., tiller, quadrant and rudder stock, or components serving the same 
purpose. 
 
14 Maximum ahead service speed is the greatest speed which the ship is designed to 
maintain in service at sea at the deepest sea-going draught. 
 
15 Maximum astern speed is the speed which it is estimated the ship can attain at the 
designed maximum astern power at the deepest sea-going draught. 
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16 Machinery spaces are all machinery spaces of category A and all other spaces containing 
propelling machinery, boilers, oil fuel units, steam and internal combustion engines, generators 
and major electrical machinery, oil filling stations, refrigerating, stabilizing, ventilation and air 
conditioning machinery, and similar spaces, and trunks to such spaces. 
 
17 Machinery spaces of category A are those spaces and trunks to such spaces which 
contain: 
 
 .1 internal combustion machinery used for main propulsion; or 
 
 .2 internal combustion machinery used for purposes other than main propulsion 

where such machinery has in the aggregate a total power output of not less than 
375 kW; or 

 
 .3 any oil-fired boiler or oil fuel unit. 
 
18 Control stations are those spaces in which the ship's radio or main navigating equipment 
or the emergency source of power is located or where the fire recording or fire control equipment 
is centralized. 
 
19 Chemical tanker is a cargo ship constructed or adapted and used for the carriage in bulk 
of any liquid product listed in either:   
 
 .1 chapter 17 of the International Code for the Construction and Equipment of Ships 

Carrying Dangerous Chemicals in Bulk adopted by the Maritime Safety 
Committee by resolution MSC.4(48), hereinafter referred to as �the International 
Bulk Chemical Code�, as may be amended by the Organization; or 

 
 .2 chapter VI of the Code for the Construction and Equipment of Ships Carrying 

Dangerous Chemicals in Bulk adopted by the Assembly of the Organization by 
resolution A.212(VII), hereinafter referred to as �the Bulk Chemical Code�, as has 
been or may be amended by the Organization, 

 
whichever is applicable. 
 
20 Gas carrier is a cargo ship constructed or adapted and used for the carriage in bulk of any 
liquefied gas or other products listed in either:  
 
 .1 chapter 19 of the International Code for the Construction and Equipment of Ships 

Carrying Liquefied Gases in Bulk adopted by the Maritime Safety Committee by 
resolution MSC.5(48), hereinafter referred to as �the International Gas Carrier 
Code�, as may be amended by the Organization; or 

 
 .2 chapter XIX of the Code for the Construction and Equipment of Ships Carrying 

Liquefied Gases in Bulk adopted by the Organization by resolution A.328(IX), 
hereinafter referred to as �the Gas Carrier Code�, as has been or may be amended 
by the Organization; 

 
whichever is applicable. 
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Part A-1 

Structure of ships 
 
 

Regulation 3-1 
Structural, mechanical and electrical requirements for ships 

(This regulation applies to ships constructed on or after 1 July 1986) 
 
In addition to the requirements contained elsewhere in the present regulations, ships shall be 
designed, constructed and maintained in compliance with the structural, mechanical and 
electrical requirements of a classification society which is recognized by the Administration in 
accordance with the provisions of regulation XI/1, or with applicable national standards of the 
Administration which provide an equivalent level of safety. 
 
 

Regulation 3-2 
Corrosion prevention of seawater ballast tanks in oil tankers and bulk carriers 

(This regulation applies to oil tankers and bulk carriers constructed on or after 1 July 1998) 
 
All dedicated seawater ballast tanks shall have an efficient corrosion prevention system, such as 
hard protective coatings or equivalent.  The coatings should preferably be of a light colour.  The 
scheme for the selection, application and maintenance of the system shall be approved by the 
Administration, based on the guidelines adopted by the Organization.*  Where appropriate, 
sacrificial anodes shall also be used. 
 
 

Regulation 3-3 
Safe access to tanker bows 

 
1 For the purpose of this regulation and regulation 3-4, tankers include oil tankers as 
defined in regulation 2, chemical tankers as defined in regulation VII/8.2 and gas carriers as 
defined in regulation VII/11.2. 
 
2 Every tanker shall be provided with the means to enable the crew to gain safe access to 
the bow even in severe weather conditions.  Such means of access shall be approved by the 
Administration based on the guidelines developed by the Organization.** 
 

                                                 
* Refer to the Guidelines for the selection, application and maintenance of corrosion prevention systems of 

dedicated seawater ballast tanks, adopted by the Organization by resolution A.798(19). 
 
**  Refer to the Guidelines for safe access to tanker bows, adopted by the Maritime Safety Committee by 

resolution MSC.62(67). 
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Regulation 3-4 

Emergency towing arrangements on tankers 
 
1 Emergency towing arrangements shall be fitted at both ends on board every tanker of not 
less than 20,000 tonnes deadweight. 
 
2 For tankers constructed on or after 1 July 2002: 
 

.1 the arrangements shall, at all times, be capable of rapid deployment in the absence 
of main power on the ship to be towed and easy connection to the towing ship.  At 
least one of the emergency towing arrangements shall be pre-rigged ready for 
rapid deployment; and 

 
.2 emergency towing arrangements at both ends shall be of adequate strength taking 

into account the size and deadweight of the ship, and the expected forces during 
bad weather conditions.  The design and construction and prototype testing of the 
emergency towing arrangements shall be approved by the Administration, based 
on the Guidelines developed by the Organization. 

 
3 For tankers constructed before 1 July 2002, the design and construction of emergency 
towing arrangements shall be approved by the Administration, based on the Guidelines 
developed by the Organization.* 
 
 

Regulation 3-5 
New installation of materials containing asbestos 

 
1 This regulation shall apply to materials used for the structure, machinery, electrical 
installations and equipment covered by the present Convention. 
 
2 For all ships, new installation of materials which contain asbestos shall be prohibited 
except for: 
 

.1 vanes used in rotary vane compressors and rotary vane vacuum pumps; 
 

.2 watertight joints and linings used for the circulation of fluids when, at high 
temperature (in excess of 350ºC) or pressure (in excess of 7 x 106 Pa), there is a 
risk of fire, corrosion or toxicity; and 

 
 .3 supple and flexible thermal insulation assemblies used for temperatures above 

1000ºC. 

                                                 
*  Refer to the Guidelines on emergency towing arrangements for tankers, adopted by the Maritime Safety 

Committee by resolution MSC.35(63), as may be amended. 
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Regulation 3-6** 
Access to and within spaces in the cargo area of oil tankers and bulk carriers 

 
1 Application 
 
1.1 Except as provided for in paragraph 1.2, this regulation applies to oil tankers of 500 gross 
tonnage and over and bulk carriers, as defined in regulation IX/1, of 20,000 gross tonnage and 
over, constructed on or after 1 January 2005. 
 
1.2 Oil tankers of 500 gross tonnage and over constructed on or after 1 October 1994 but 
before 1 January 2005 shall comply with the provisions of regulation II-1/12-2 adopted by 
resolution MSC.27(61). 
 
2 Means of access to cargo and other spaces 
 
2.1 Each space within the cargo area shall be provided with a permanent means of access to 
enable, throughout the life of a ship, overall and close-up inspections and thickness 
measurements of the ship�s structures to be carried out by the Administration, the company, as 
defined in regulation IX/1, and the ship�s personnel and others as necessary.  Such means of 
access shall comply with the requirements of paragraph 5 and with the Technical provisions for 
means of access for inspections, adopted by the Maritime Safety Committee by 
resolution MSC.133(76), as may be amended by the Organization, provided that such 
amendments are adopted, brought into force and take effect in accordance with the provisions of 
article VIII of the present Convention concerning the amendment procedures applicable to the 
Annex other than chapter I. 
 
2.2 Where a permanent means of access may be susceptible to damage during normal cargo 
loading and unloading operations or where it is impracticable to fit permanent means of access, 
the Administration may allow, in lieu thereof, the provision of movable or portable means of 
access, as specified in the Technical provisions, provided that the means of attaching, rigging, 
suspending or supporting the portable means of access forms a permanent part of the ship�s 
structure.  All portable equipment shall be capable of being readily erected or deployed by ship�s 
personnel. 
 
2.3 The construction and materials of all means of access and their attachment to the ship�s 
structure shall be to the satisfaction of the Administration.  The means of access shall be subject 
to survey prior to, or in conjunction with, its use in carrying out surveys in accordance with 
regulation I/10. 
 
3 Safe access to cargo holds, cargo tanks, ballast tanks and other spaces 
 
3.1 Safe access* to cargo holds, cofferdams, ballast tanks, cargo tanks and other spaces in the 
cargo area shall be direct from the open deck and such as to ensure their complete inspection.  
Safe access* to double bottom spaces may be from a pump-room, deep cofferdam, pipe tunnel, 

                                                 
** Text needs to be revisited upon entry into force of amendments to regulation 3-6 on 1 January 2006. 
 
*  Refer to the Recommendations for entering enclosed spaces aboard ships, adopted by the Organization by 

resolution A.864(20). 
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cargo hold, double hull space or similar compartment not intended for the carriage of oil or 
hazardous cargoes. 
 
3.2 Tanks, and subdivisions of tanks, having a length of 35 m or more, shall be fitted with at 
least two access hatchways and ladders, as far apart as practicable.  Tanks less than 35 m in 
length shall be served by at least one access hatchway and ladder.  When a tank is subdivided by 
one or more swash bulkheads or similar obstructions which do not allow ready means of access 
to the other parts of the tank, at least two hatchways and ladders shall be fitted. 
 
3.3 Each cargo hold shall be provided with at least two means of access as far apart as 
practicable.  In general, these accesses should be arranged diagonally, for example one access 
near the forward bulkhead on the port side, the other one near the aft bulkhead on the starboard 
side. 
 
4 Ship structure access manual 
 
4.1 A ship�s means of access to carry out overall and close-up inspections and thickness 
measurements shall be described in a Ship structure access manual approved by the 
Administration, an updated copy of which shall be kept on board.  The Ship structure access 
manual shall include the following for each space in the cargo area: 
 

.1 plans showing the means of access to the space, with appropriate technical 
specifications and dimensions; 
 

.2 plans showing the means of access within each space to enable an overall 
inspection to be carried out, with appropriate technical specifications and 
dimensions.  The plans shall indicate from where each area in the space can be 
inspected; 
 

.3 plans showing the means of access within the space to enable close-up inspections 
to be carried out, with appropriate technical specifications and dimensions.  The 
plans shall indicate the positions of critical structural areas, whether the means of 
access is permanent or portable and from where each area can be inspected; 
 

.4 instructions for inspecting and maintaining the structural strength of all means of 
access and means of attachment, taking into account any corrosive atmosphere 
that may be within the space; 
 

.5 instructions for safety guidance when rafting is used for close-up inspections and 
thickness measurements; 
 

.6 instructions for the rigging and use of any portable means of access in a safe 
manner; 
 

.7 an inventory of all portable means of access; and 
 

.8 records of periodical inspections and maintenance of the ship�s means of access. 
 
4.2 For the purpose of this regulation �critical structural areas� are locations which have been 
identified from calculations to require monitoring or from the service history of similar or sister 
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ships to be sensitive to cracking, buckling, deformation or corrosion which would impair the 
structural integrity of the ship. 
 
5 General technical specifications 
 
5.1 For access through horizontal openings, hatches or manholes, the dimensions shall be 
sufficient to allow a person wearing a self-contained air-breathing apparatus and protective 
equipment to ascend or descend any ladder without obstruction and also provide a clear opening 
to facilitate the hoisting of an injured person from the bottom of the space.  The minimum clear 
opening shall not be less than 600 mm x 600 mm.  When access to a cargo hold is arranged 
through the cargo hatch, the top of the ladder shall be placed as close as possible to the hatch 
coaming.  Access hatch coamings having a height greater than 900 mm shall also have steps on 
the outside in conjunction with the ladder. 
 
5.2 For access through vertical openings, or manholes, in swash bulkheads, floors, girders 
and web frames providing passage through the length and breadth of the space, the minimum 
opening shall be not less than 600 mm x 800 mm at a height of not more than 600 mm from the 
bottom shell plating unless gratings or other foot holds are provided. 
 
5.3 For oil tankers of less than 5,000 tonnes deadweight, the Administration may approve, in 
special circumstances, smaller dimensions for the openings referred to in paragraphs 5.1 and 5.2, 
if the ability to traverse such openings or to remove an injured person can be proved to the 
satisfaction of the Administration. 
 
 

Part B 
Subdivision and stability 

 
 

Regulation 4 
General 

 
1 The damage stability requirements in Parts B-1 through B-4 shall apply to cargo ships of 
80 m in length (L) and upwards and to all passenger ships regardless of length but shall exclude 
those cargo ships which are shown to comply with subdivision and damage stability regulations 
in other instruments* developed by the Organization. 
 
2 The Administration may for a particular ship or group of ships accept alternative 
methodologies, if it is satisfied that at least the same degree of safety as represented by these 

                                                 
*  Cargo ships shown to comply with the following regulations may be excluded from the application of 

part B-1: 
 

.1 Annex I to MARPOL 73/78, except OBO ships with type B freeboards are not excluded; 

.2 International Bulk Chemical Code; 

.3 International Gas Carrier Code; 

.4 Guidelines for the design and construction of offshore supply vessels (resolution A.469(XII)); 

.5 Code of Safety for Special Purpose Ships (resolution A.534(13), as amended); 

.6 Damage stability requirements of regulation 27 of the 1966 Load Line Convention as applied in 
compliance with resolutions A.320(IX) and A.514(13), provided that in the case of cargo ships to 
which regulation 27(9) applies, main transverse watertight bulkheads, to be considered effective, are 
spaced according to paragraph (12)(f) of resolution A.320(IX). 
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regulations is achieved.  Any Administration which allows such alternative methodologies shall 
communicate to the Organization particulars thereof. 
 
3 Ships shall be as efficiently subdivided as is possible having regard to the nature of the 
service for which they are intended.  The degree of subdivision shall vary with the subdivision 
length (Ls) of the ship and with the service, in such manner that the highest degree of subdivision 
corresponds with the ships of greatest subdivision length (Ls), primarily engaged in the carriage 
of passengers. 
 
4 Where it is proposed to fit decks, inner skins or longitudinal bulkheads of sufficient 
tightness to seriously restrict the flow of water, the Administration shall be satisfied that proper 
consideration is given to beneficial or adverse effects of such structures in the calculations. 
 
 

Part B-1 
Stability 

 
 

Regulation 5 
Intact stability information* 

 
1 Every passenger ship regardless of size and every cargo ship having a length (L) of 24 m 
and upwards, shall be inclined upon its completion and the elements of its stability determined. 
 
2 The Administration may allow the inclining test of an individual cargo ship to be 
dispensed with provided basic stability data are available from the inclining test of a sister ship 
and it is shown to the satisfaction of the Administration that reliable stability information for the 
exempted ship can be obtained from such basic data, as required by regulation 5-1.  A weight 
survey shall be carried out upon completion and the ship shall be inclined whenever in 
comparison with the data derived from the sister ship, a deviation from the lightship 
displacement exceeding 1% for ships of 160 m or more in length and 2% for ships of 50 m or less 
in length and as determined by linear interpolation for intermediate lengths or a deviation from 
the lightship longitudinal centre of gravity exceeding 0.5% of Ls is found. 
 
3  The Administration may also allow the inclining test of an individual ship or class of 
ships especially designed for the carriage of liquids or ore in bulk to be dispensed with when 
reference to existing data for similar ships clearly indicates that due to the ship�s proportions and 
arrangements more than sufficient metacentric height will be available in all probable loading 
conditions. 
 
4 Where any alterations are made to a ship so as to materially affect the stability 
information supplied to the master, amended stability information shall be provided.  If necessary 
the ship shall be re-inclined.  The ship shall be re-inclined if anticipated deviations exceed one of 
the values specified in paragraph 5. 
 
5 At periodical intervals not exceeding five years, a lightweight survey shall be carried out 
on all passenger ships to verify any changes in lightship displacement and longitudinal centre of 
gravity.  The ship shall be re-inclined whenever, in comparison with the approved stability 
                                                 
*  Refer to the Code on Intact Stability for All Types of Ships covered by IMO Instruments, adopted by the 

Organization by resolution A.749(18). 
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information, a deviation from the lightship displacement exceeding 2% or a deviation of the 
longitudinal centre of gravity exceeding 1% of Ls is found or anticipated. 
 
6 Every ship shall have scales of draughts marked clearly at the bow and stern.  In the case 
where the draught marks are not located where they are easily readable, or operational constraints 
for a particular trade make it difficult to read the draught marks, then the ship shall also be fitted 
with a reliable draught indicating system by which the bow and stern draughts can be determined. 
 
 

Regulation 5-1 
Stability information to be supplied to the master* 

 
1 The master shall be supplied with such information satisfactory to the Administration as 
is necessary to enable him by rapid and simple processes to obtain accurate guidance as to the 
stability of the ship under varying conditions of service.  A copy of the stability information shall 
be furnished to the Administration. 
 
2 The information should include: 
 

.1 curves or tables of minimum operational metacentric height (GM) versus draught 
which assures compliance with the relevant intact and damage stability 
requirements, alternatively corresponding curves or tables of the maximum 
allowable vertical centre of gravity (KG) versus draught, or with the equivalents 
of either of these curves; 

 
.2 instructions concerning the operation of cross-flooding arrangements; and 

 
.3 all other data and aids which might be necessary to maintain the required intact 

stability and stability after damage. 
 
3 The stability information shall show the influence of various trims in cases where the 
operational trim range exceeds +/- 0.5% of Ls. 
 
4 For ships which have to fulfil the stability requirements of part B-1, information referred 
to in paragraph 2 are determined from considerations related to the subdivision index, in the 
following manner:  Minimum required GM (or maximum permissible vertical position of centre 
of gravity KG) for the three draughts ds, dp and dl are equal to the GM (or KG values) of 
corresponding loading cases used for the calculation of survival factor "s".  For intermediate 
draughts, values to be used shall be obtained by linear interpolation applied to the GM value only 
between the deepest subdivision draught and the partial subdivision draught and between the 
partial load line and the light service draught respectively.*  Intact stability criteria will also be 
taken into account by retaining for each draft the maximum among minimum required 
GM values or the minimum of maximum permissible KG values for both criteria.  If the 
subdivision index is calculated for different trims, several required GM curves will be established 
in the same way. 
 

                                                 
*  Refer also to: MSC/Circ.456, Guidelines for the preparation of intact stability information; MSC/Circ.706, 

Guidance on intact stability of existing tankers during transfer operations; and MSC/Circ.707, Guidance to 
the master for avoiding dangerous situations in following and quartering seas. 
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5 When curves or tables of minimum operational metacentric height (GM) versus draught 
are not appropriate, the Master should ensure that the operating condition does not deviate from a 
studied loading condition, or verify by calculation that the stability criteria are satisfied for this 
loading condition. 
 
 

Regulation 6 
Required subdivision index R* 

 
1 The subdivision of a ship is considered sufficient if the attained subdivision index A, 
determined in accordance with regulation 7, is not less than the required subdivision index R 
calculated in accordance with this regulation and if, in addition, the partial indices As,, Ap and Al 
are not less than 0.9R for passenger ships and 0.5 R for cargo ships. 
 
2 For all ships to which the damage stability requirements of this chapter apply, the degree 
of subdivision to be provided shall be determined by the required subdivision index R, as 
follows: 
 

.1 In the case of cargo ships greater than 100m in length (Ls): 
 

 R  =  
152

1281
+

−
sL

 

 
.2 In the case of cargo ships not less than 80m in length (Ls) and not greater than 

100m in length (Ls): 
 

   
 
 Where Ro is the value R as calculated in accordance with the formula in 

subparagraph .1. 
 
.3 In the case of passenger ships: 
 

 R  =  
152255.2

50001
++

−
NLs

  

 
 where: 
 
 N  =  N1 + 2N2 
 N1 = number of persons for whom lifeboats are provided 
 N2 = number of persons (including officers and crew) the ship is permitted to 

carry in excess of N1. 
 

                                                 
* [The Maritime Safety Committee, in adopting the regulations contained in parts B to B-4, invited 

Administrations to note that the regulations should be applied in conjunction with the explanatory notes 
developed by the Organisation in order to ensure their uniform application.] 
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.4 Where the conditions of service are such that compliance with paragraph 2.3 of 
this regulation on the basis of N = N1 + 2N2 is impracticable and where the 
Administration considers that a suitably reduced degree of hazard exists, a lesser 
value of N may be taken but in no case less than N = N1 + N2.   

 
 

Regulation 7 
Attained subdivision index A 

 
1 The Attained Subdivision Index A is obtained by the summation of the partial indices As, 
Ap and Al, (weighted as shown) calculated for the draughts ds, dp and dl defined in Regulation 2 
in accordance with the following formula: 
 

A  =  0.4As  +  0.4Ap  +  0.2Al 
 
Each partial index is a summation of contributions from all damage cases taken in consideration, 
using the following formula: 
 

A  =  Σ pisi 
 

where: 
 

i represents each compartment or group of compartments under consideration, 
 

pi accounts for the probability that only the compartment or group of compartments 
under consideration may be flooded, disregarding any horizontal subdivision, as 
defined in regulation 7-1, 

 
si accounts for the probability of survival after flooding the compartment or group of 

compartments under consideration, and includes the effect of any horizontal 
subdivision, as defined in regulation 7-2. 

 
2 In the calculation of A, the level trim shall be used for the deepest subdivision draught 
and the partial subdivision draught.  The actual service trim shall be used for the light service 
draught.  If in any service condition, the trim variation in comparison with the calculated trim is 
greater than 0.5% of Ls, one or more additional calculations of A are to be submitted for the same 
draughts but different trims so that, for all service conditions, the difference in trim in 
comparison with the reference trim used for one calculation will be less than 0.5% of Ls. 
 
3 When determining the positive righting lever (GZ) of the residual stability curve, the 
displacement used should be that of the intact condition.  That is, the constant displacement 
method of calculation should be used. 
 
4 The summation indicated by the above formula shall be taken over the ship�s subdivision 
length (Ls) for all cases of flooding in which a single compartment or two or more adjacent 
compartments are involved.  In the case of unsymmetrical arrangements, the calculated A value 
should be the mean value obtained from calculations involving both sides.  Alternatively, it 
should be taken as that corresponding to the side which evidently gives the least favourable 
result. 
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5 Wherever wing compartments are fitted, contribution to the summation indicated by the 
formula shall be taken for all cases of flooding in which wing compartments are involved.  
Additionally, cases of simultaneous flooding of a wing compartment or group of compartments 
and the adjacent inboard compartment or group of compartments, but excluding damage of 
transverse extent greater than one half of the ship breadth B, may be added.  For the purpose of 
this regulation, transverse extent is measured inboard from ship's side, at right angle to the 
centreline at the level of the deepest subdivision draught. 
 
6 In the flooding calculations carried out according to the regulations, only one breach of 
the hull and only one free surface need to be assumed.  The assumed vertical extent of damage is 
to extend from the baseline upwards to any watertight horizontal subdivision above the waterline 
or higher.  However, if a lesser extent of damage will give a more severe result, such extent is to 
be assumed. 
 
7 If pipes, ducts or tunnels are situated within the assumed extent of damage, arrangements 
are to be made to ensure that progressive flooding cannot thereby extend to compartments other 
than those assumed flooded.  However, the Administration may permit minor progressive 
flooding if it is demonstrated that its effects can be easily controlled and the safety of the ship is 
not impaired. 
 
 

Regulation 7-1 
Calculation of the factor pi  

 
1 The factor "pi" for a compartment or group of compartments shall be calculated in 
accordance with paragraphs 1.1 and 1.2 using the following notations: 

 
j = the aftmost damage zone number involved in the damage starting with no. 1 at the 

stern; 
 
n = the number of adjacent damage zones involved in the damage; 
 
k = is the number of a particular longitudinal bulkhead as barrier for transverse 

penetration in a damage zone counted from shell towards the centre line.  The 
shell has k = 0; 

 
x1 = the distance from the aft terminal of Ls to the aft end of the zone in question; 

 
x2 = the distance from the aft terminal of Ls to the forward end of the zone in question; 
 
b = the mean transverse distance in metres measured at right angles to the centreline at 

the deepest subdivision loadline between the shell and an assumed vertical plane 
extended between the longitudinal limits used in calculating the factor "pi" and 
which is a tangent to, or common with, all or part of the outermost portion of the 
longitudinal bulkhead under consideration.  This vertical plane shall be so 
orientated that the mean transverse distance to the shell is a maximum, but not 
more than twice the least distance between the plane and the shell.  If the upper 
part of a longitudinal bulkhead is below the deepest subdivision loadline the 
vertical plane used for determination of b is assumed to extend upwards to the 
deepest subdivision waterline. 
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If the damage involves a single zone only: 
 
pi  =  p(x1j,x2j) · [r(x1j,x2j,bk) - r(x1j,x2j,bk-1)] 
 
If the damage involved two adjacent zones: 
 

 pi  =  p(x1j,x2j+1) · [r(x1j,x2j+1,bk) - r(x1j,x2j+1,bk-1)]  
- p(x1j,x2j) · [r(x1j,x2j,bk) - r(x1j,x2j,bk-1)]  
- p(x1j+1,x2j+1) · [r(x1j+1,x2j+1,bk) - r(x1j+1,x2j+1,bk-1)]  

   
If the damage involves three or more adjacent zones: 
 

 pi  =  p(x1j,x2j+n-1) · [r(x1j,x2j+n-1,bk) - r(x1j,x2j+n-1,bk-1)]  
- p(x1j,x2j+n-2) · [r(x1j,x2j+n-2,bk) - r(x1j,x2j+n-2,bk-1)]  
- p(x1j+1,x2j+n-1) · [r(x1j+1,x2j+n-1,bk) - r(x1j+1,x2j+n-1,bk-1)]  

     + p(x1j+1,x2j+n-2) · [r(x1j+1,x2j+n-2,bk) - r(x1j+1,x2j+n-2,bk-1)]  
 
 and where r(x1, x2, b0) = 0 
 
1.1 The factor p(x1, x2) is to be calculated according to the following formulae: 
 
Overall normalized max damage length: Jmax = 10/33 
Knuckle point in the distribution:  Jkn = 5/33 
Cumulative probability at Jkn :  pk = 11/12 
Maximum absolute damage length:  lmax = 60 m 
 
Probability density at y = 0: 

 







−

−
−=

kn

k

kn

k

JJ
p

J
p

b
max

12
1

2  

 
Maximum normalized damage length: 

 








=
s

m L
l

JJ max
max ,min , but not less than 

12

2
b

 

  

 
( )

12

22
1212 4

12111

2 b

JbJbpJ
J

mmk
m

k

+−+−
+=  

 

( ) 211 2
1

4
k

k

kkm

k

J
p

JJJ
p

b −
−
−

=  

 

( )221
1

2
km

k

JJ
p

b
−

−
−=  

 
mJbb 2122 −=  



SLF 47/17 
ANNEX 1 
Page 18 
 

I:\SLF\47\17.doc 

 
The non-dimensional damage length: 
 

 ( )
sL

xxJ 12 −
=  

 
The normalized length of a compartment or group of compartments: 
 
Jn  is to be taken as the lesser of J and Jm 
 
1.1.1 Where neither limits of the compartment or group of compartments under consideration 
coincides with the aft or forward terminals 
 
J ≤ Jk : 

 ( )1211
2

1 3
6
1)2,1( bJbJpxxp +==  

 
J>Jk :  

 ( ) ( )33
2112

2
1211

3
112 3

1
2
1

3
1)2,1( knkkk JJbJJbJbJbJbpxxp −−+−+−==  

   ( )( ) ( )knkn JJJbJJbJb −+−−+ 22
22

22212
1

 

 
1.1.2 Where the aft limit of the compartment or group of compartments under consideration 
coincides with the aft terminal or the forward limit of the compartment or group of compartments 
under consideration coincides with the forward terminal: 
 
J ≤ Jk: 

 ( )Jpxxp += 12
1)2,1(  

  
J>Jk: 

 ( )Jpxxp += 22
1)2,1(  

 
1.1.3  Where the compartment or groups of compartments considered extends over the entire 
subdivision length (LS)  
 
 p(x1, x2)  =  1 
 
1.2 The factor r(x1, x2, b) shall be determined by the following formulae: 
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where: 
 
 ( )44512 +⋅−⋅⋅= bb JJC , where 
 

 
B

bJ b ⋅
=

15
  

 
1.2.1  Where the compartment or groups of compartments considered extends over the entire 
subdivision length (LS): 
 

 bb JbJbGG 12
2

111 2
1

+==  

 
1.2.2 Where neither limits of the compartment or group of compartments under consideration 
coincides with the aft or forward terminals 
 

 ( ) 012
2

01211
3

0112 2
1

3
1 JJbJbJbJbGG +−+−==    , where 

 ( )bJJJ ,min0 =  
 
1.2.3 Where the aft limit of the compartment or group of compartments under consideration 
coincides with the aft terminal or the forward limit of the compartment or group of compartments 
under consideration coincides with the forward terminal: 
 

 ( )JGGG ⋅+⋅= 122
1  

 
 

Regulation 7-2 
Calculation of the factor si 

 
1 The factor �si� shall be determined for each case of assumed flooding, involving a 
compartment or group of compartments, in accordance with the following notations and the 
provisions in this regulation.  
 

�θe� is the equilibrium heel angle in any stage of flooding, in degrees; 
 
�θv� is the angle, in any stage of flooding, where the righting lever becomes negative, or 
the angle at which an opening incapable of being closed weathertight becomes 
submerged; 
 
�GZmax� is the maximum positive righting lever, in metres, up to the angle θv; 
 
�Range� is the range of positive righting levers, in degrees, measured from the angle θe.  
The positive range is to be taken up to the angle θv; 
 
�Flooding stage� is any discrete step during the flooding process, including the stage 
before equalisation (if any) until final equilibrium has been reached. 
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1.1 The factor �si�, for any damage case at any initial loading condition, �di�, shall be 
obtained from the formula: 
 

si = minimum { sintermediate,i   or  sfinal,i · smom,i } 
 
where: 
 

�sintermediate,i� is the probability to survive all intermediate flooding stages until the final 
equilibrium stage, and is calculated in accordance with paragraph 2;   
 
�sfinal,i� is the probability to survive in the final equilibrium stage of flooding.  It is 
calculated in accordance with paragraph 3; 
 
�smom,i� is the probability to survive heeling moments, and is calculated in accordance 
with paragraph 4. 

 
2 The factor �sintermediate,i� is applicable only to passenger ships (for cargo ships sintermediate,i  
should be taken as unity) and shall be taken as the least of the s-factors obtained from all flooding 
stages including the stage before equalisation, if any, and is to be calculated as follows: 
 

sintermediate,i = 
4
1

max

705.0 



 ⋅

RangeGZ  

 
where GZmax is not to be taken as more than 0.05 m and Range as not more than 7 degrees. 
sintermediate = 0 if the intermediate heel angle exceeds 15º.  Where cross-flooding fittings are 
required the time for equalization shall not exceed 10 minutes. 
 
3 The factor �sfinal,i�  shall be obtained from the formula: 
 

sfinal,i =
4
1

max

1612.0 



 ⋅⋅

RangeGZK  

 
where: 
 

GZmax is not to be taken as more than 0.12 m;  
 

Range is not to be taken as more than 16 degrees;  
 

K= 1   if θe ≤  θmin 

 

K= 0    if θe ≥  θmax 
 

K = 
minmax

max

θθ
θθ

−
− e  otherwise; 
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where: 
 

�θmin� is 7 degrees for passenger ships and 25 degrees for cargo ships, and  
 

�θmax� is 15 degrees for passenger ships and 30 degrees for cargo ships. 
 
4 The factor �smom,i� is applicable only to passenger ships (for cargo ships  smom,i shall be 
taken as unity) and shall be calculated at the final equilibrium from the formula: 
 

( )
heel

imom M
ntDisplacemeGZs ⋅−

=
04.0max

,  

where: 
 

�Displacement� is the intact displacement at the subdivision draught; 
 
�Mheel� is the maximum assumed heeling moment as calculated in accordance with sub-
paragraph 4.1; and  
 
smom,i  ≤  1.0 

 
4.1 The heeling moment Mheel is to be calculated as follows: 
 

Mheel = maximum { Mpassenger ; Mwind ; MSurvivalCraft } 
 
4.1.1 Mpassenger is the maximum assumed heeling moment resulting from movement of 
passengers; and is to be obtained as follows: 
 

Mpassenger =  (0.075 · N) · (0.45 · B)  (ton-m) 
 
where: 

 
�N� is the maximum number of passengers permitted to be on board in the service 
condition corresponding to the deepest subdivision draught under consideration; and 
 
�B� is the beam of the ship. 

 
Alternatively, the heeling moment may be calculated assuming the passengers are 
distributed with 4 persons per square metre on available deck areas towards one side of 
the ship on the decks where muster stations are located and in such a way that they 
produce the most adverse heeling moment.  In doing so, a weight of 75 kg per passenger 
is to be assumed. 
 

4.1.2 Mwind is the maximum assumed wind force acting in a damage situation: 
 

Mwind  =  (P · A · Z) / 9806 (ton-m) 
 
where: 

P  =  120 N/m2 

A  =  projected lateral area above water line 
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Z  =  distance from centre of lateral projected area above water line to T/2 

T  =  ship�s draught, di 
 
4.1.3 MSurvivalCraft is the maximum assumed heeling moment due to the launching of all fully 
loaded davit-launched survival craft on one side of the ship.  It shall be calculated using the 
following assumptions: 
 

.1 all lifeboats and rescue boats fitted on the side to which the ship has heeled after 
having sustained damage shall be assumed to be swung out fully loaded and ready 
for lowering; 

 
.2 for lifeboats which are arranged to be launched fully loaded from the stowed 

position, the maximum heeling moment during launching shall be taken; 
 
.3 a fully loaded davit-launched liferaft attached to each davit on the side to which 

the ship has heeled after having sustained damage shall be assumed to be swung 
out ready for lowering; 

 
.4 persons not in the life-saving appliances which are swung out shall not provide 

either additional heeling or righting moment; and 
 
.5 life-saving appliances on the side of the ship opposite to the side to which the ship 

has heeled shall be assumed to be in a stowed position. 
 
5 Unsymmetrical flooding is to be kept to a minimum consistent with the efficient 
arrangements.  Where it is necessary to correct large angles of heel, the means adopted shall, 
where practicable, be self-acting, but in any case where controls to equalisation devices are 
provided they shall be operable from above the bulkhead deck.  These fittings together with their 
controls shall be acceptable to the Administration.*  Suitable information concerning the use of 
equalisation devices shall be supplied to the master of the ship. 
 
5.1 Tanks and compartments taking part in such equalisation shall be fitted with air pipes or 
equivalent means of sufficient cross-section to ensure that the flow of water into the equalisation 
compartments is not delayed. 
 
5.2 In all cases �si� is to be taken as zero in those cases where the final waterline, taking into 
account sinkage, heel and trim, immerses: 
 

.1 the lower edge of openings through which progressive flooding may take place 
and such flooding is not accounted for in the calculation of factor s.  Such 
openings shall include air-pipes, ventilators and openings which are closed by 
means of weathertight doors or hatch covers; and 

 
.2 any part of the bulkhead deck in passenger ships considered a horizontal 

evacuation route for compliance with chapter II-2. 

                                                 
* Reference is made to the Recommendation on a standard method for establishing compliance with the 

requirements for cross-flooding arrangements in passengers ships, adopted by the Organization by 
resolution A.266(VIII), as may be amended. 
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5.3 The factor �si� is to be taken as zero if, taking into account sinkage, heel and trim, any of 
the following occur in any intermediate stage or in the final stage of flooding: 
 
 .1 immersion of any vertical escape hatch in the bulkhead deck intended for 

compliance with chapter II-2; 
 

.2 any controls intended for the operation of watertight doors, equalisation devices, 
valves on piping or on ventilation ducts intended to maintain the integrity of 
watertight bulkheads from above the bulkhead deck become inaccessible or 
inoperable; 

 
.3 immersion of any part of piping or ventilation ducts carried through a watertight 

boundary that is located within any compartment included in damage cases 
contributing to the attained index A, if not fitted with watertight means of closure 
at each boundary. 

 
5.4 However, where compartments assumed flooded due to progressive flooding are taken 
into account in the damage stability calculations multiple values of �sintermediate,i� may be 
calculated assuming equalisation in additional flooding phases. 
 
5.5 Except as provided in 5.3.1 openings closed by means of watertight manhole covers and 
flush scuttles, small watertight hatch covers, remotely operated sliding watertight doors, side 
scuttles of the non-opening type as well as watertight access doors and hatch covers required to 
be kept closed at sea may need not be considered. 
 
6 Where horizontal watertight boundaries are fitted above the waterline under consideration 
the s-value calculated for the lower compartment or group of compartments shall be obtained by 
multiplying the value as determined in paragraph 1.1 by the reduction factor vm according to 
paragraph 6.1, which represents the probability that the spaces above the horizontal subdivision 
will not be flooded. 
 
6.1 The factor vm shall be obtained from the formula: 
 

vm = v(Hj, n, m, d) � v(Hj, n, m-1, d) 
 

where: 
 

Hj, n, m is the least height above the baseline, in metres, within the longitudinal range of 
x1(j)...x2(j+n-1) of the mth horizontal boundary which is assumed to limit the vertical extent 
of flooding for the damaged compartments under consideration; 

 
Hj, n, m-1 is the least height above the baseline, in metres, within the longitudinal range of 
x1(j)...x2(j+n-1) of the (m-1)th horizontal boundary which is assumed to limit the vertical 
extent of flooding for the damaged compartments under consideration; 

 
�j� signifies the aft terminal of the damaged compartments under consideration; 

 
�m� represents each horizontal boundary counted upwards from the waterline under 
consideration; 
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�d� is the draught in question as defined in regulation 2; and 
 
�x1� and �x2� represent the terminals of the compartment or group of compartments 
considered in regulation 7-1. 
 

6.1.1 The factors v(Hj, n, m, d) and v(Hj, n, m-1, d) shall be obtained from the formulas: 
 
 

           if (Hm-d) is less than or equal to 7.8 m; 
 

 
       in all other cases 
 
 

where: 
 
v(Hj, n, m, d) is to be taken as 1 if Hm coincides with the uppermost watertight boundary of 
the vessel within the range (x1(j)...x2(j+n-1)), and 

 
v(Hj, n, 0, d) is to be taken as 0. 

 
In no case is vm to be taken as less than zero or more than 1. 
 
6.2 In general each contribution dA to the index A in the case of horizontal subdivisions is 
obtained from the formula: 
 

( ) ( )[ ]mmi svsvvsvpdA min12min121min1 1 ⋅−+⋅⋅⋅⋅+⋅−+⋅⋅= −  
 
where: 
 

vm =  the v-value calculated in accordance with paragraph 6.1 
 smin = the least s-factor for all combinations of damages obtained when the 

assumed damage extends from the assumed damage height Hm downwards 
 
 

Regulation 7-3 
Permeability 

 
1 For the purpose of the subdivision and damage stability calculations of the regulations, 
the permeability of each general compartment or part of a compartment shall be as follows: 
 

Spaces Permeability 
Appropriated to stores 0.60 
Occupied by accommodation 0.95 
Occupied by machinery 0.85 
Void spaces 0.95 
Intended for liquids 0 or 0.951 

 
 1  Whichever results in the more severe requirement. 
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2 For the purpose of the subdivision and damage stability calculations of the regulations, 
the permeability of each cargo compartment or part of a compartment shall be as follows: 
  

Spaces 
 

Permeability 
at draught ds 

 
Permeability 
at draught dp 

 
Permeability 
at draught dl 

Dry cargo spaces 0.70 0.80 0.95 
Container spaces 0.70 0.80 0.95 
Ro-ro cargo spaces 0.90 0.90 0.95 
Cargo liquids 0.70 0.80 0.95 

 
3 Other figures for permeability may be used if substantiated by calculations. 
 
 

Regulation 8 
Special requirements concerning passenger ship stability 

 
1 A passenger ship intended to carry 400 or more persons shall have watertight subdivision 
abaft the collision bulkhead so that si = 1 for the 3 loading conditions on which is based the 
calculation of the subdivision index and for a damage involving all the compartments within 
0.08L measured from the forward perpendicular. 
 
2 A passenger ship intended to carry 36 or more persons is to be capable of withstanding 
damage along the side shell to an extent specified in paragraph 3.  Compliance with this 
regulation is to be achieved by demonstrating that si, as defined in regulation 7-2, is not less than 
0.9 for the 3 loading conditions on which is based the calculation of the subdivision index. 
 
3 The damage extent to be assumed when demonstrating compliance with paragraph 2, is to 
be dependent on both N as defined in regulation 6, and Ls as defined in regulation 2, such that: 

 
.1 the vertical extent of damage is to extend from the ship�s moulded baseline to a 

position up to 12.5 m above the position of the deepest subdivision draught as 
defined in regulation 2, unless a lesser vertical extent of damage were to give a 
lower value of �s�, in which case this reduced extent is to be used. 

 
.2 where 400 or more persons are to be carried, a damage length of 0.03Ls but not 

less than 3 m is to be assumed at any position along the side shell, in conjunction 
with a penetration inboard of 0.1B but not less than 0.75 m measured inboard 
from the ship side, at right angle to the centreline at the level of the deepest 
subdivision draught. 

 
.3 where less than 400 persons are carried, damage length is to be assumed at any 

position along the shell side between transverse watertight bulkheads provided 
that the distance between two adjacent transverse watertight bulkheads is not less 
than the assumed damage length.  If the distance between adjacent transverse 
watertight bulkheads is less than the assumed damage length, only one of these 
bulkheads shall be considered effective for the purpose of demonstrating 
compliance with paragraph 2. 



SLF 47/17 
ANNEX 1 
Page 26 
 

I:\SLF\47\17.doc 

 
 .4 where 36 persons are carried, a damage length of 0.015Ls but not less than 3 m is 

to be assumed, in conjunction with a penetration inboard of 0.05B but not less 
than 0.75 m. 

 
 .5 where more than 36, but fewer than 400 persons are carried the values of damage 

length and penetration inboard, used in the determination of the assumed extent of 
damage, are to be obtained by linear interpolation between the values of damage 
length and penetration which apply for N=36 and N=400 as specified in present 
sub-paragraphs 3.4 and 3.2. 

 
 

Part B-2 
Subdivision, watertight and weathertight integrity 

 
 

Regulation 9 
Double bottoms in passenger ships and cargo ships other than tankers 

 
1 A double bottom shall be fitted extending from the collision bulkhead to the afterpeak 
bulkhead, as far as this is practicable and compatible with the design and proper working of the 
ship. 
 
2 Where a double bottom is required to be fitted the inner bottom shall be continued out to 
the ship's sides in such a manner as to protect the bottom to the turn of the bilge.  Such protection 
will be deemed satisfactory if the inner bottom is not lower at any part than a plane parallel with 
the keel line and which is located not less than a vertical distance h measured from the keel line, 
as calculated by the formula: 
 

h = B/20 
 
However, in no case is the value of h to be less than 760 mm, and need not be taken as more than 
2000 mm. 
 
3 Small wells constructed in the double bottom in connection with drainage arrangements 
of holds, etc., shall not extend downward more than necessary.  A well extending to the outer 
bottom is, however, permitted at the after end of the shaft tunnel.  Other wells (e.g. for 
lubricating oil under main engines) may be permitted by the Administration if satisfied that the 
arrangements give protection equivalent to that afforded by a double bottom complying with this 
regulation.  In no case shall the vertical distance from the bottom of such a well to a plane 
coinciding with the keel line be less than 500 mm. 
 
4 A double bottom need not be fitted in way of watertight tanks, including dry tanks of 
moderate size, provided the safety of the ship is not impaired in the event of bottom or side 
damage. 
 
5 In the case of passenger ships to which the provisions of regulation 1.5 apply and which 
are engaged on regular service within the limits of a short international voyage as defined in 
regulation III/3.22, the Administration may permit a double bottom to be dispensed with if 
satisfied that the fitting of a double bottom in that part would not be compatible with the design 
and proper working of the ship. 
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6 Any part of a passenger ship or a cargo ship that is not fitted with a double bottom in 
accordance with paragraphs 1, 4 or 5 of this regulation shall be capable of withstanding bottom 
damages as specified in paragraph 8 in that part of the ship. 
 
7 In the case of unusual bottom arrangements in a passenger ship or a cargo ship the 
Administration may require that it be demonstrated that the ship will be capable of withstanding 
bottom damages as specified in paragraph 8. 
 
8 Compliance with paragraphs 6 or 7 is to be achieved by demonstrating that si, when 
calculated in accordance with regulation 7-2, is not less than 1.0 for all service conditions when 
subject to a bottom damage assumed at any position along the ship's bottom and with an extent 
specified in .2 below for the affected part of the ship: 
 
 .1 Flooding of such spaces shall not render emergency power and lighting, internal 

communication, signals or other emergency devices inoperable in other parts of 
the ship. 

 
 .2 Assumed extent of damage shall be as follows: 
 

 For 0.3 L from the forward 
perpendicular of the ship 

Any other part of the ship 

Longitudinal extent 1/3 L2/3 or 14.5 m, whichever is 
less 

1/3 L2/3 or 14.5 m, whichever is 
less 

Transverse extent B/6 or 10 m, whichever is less 
 

B/6 or 5 m, whichever is less 

Vertical extent, 
measured from the keel 
line 

B/20 or 2 m, whichever is less 
 

B/20 or 2 m, whichever is less 
 

 
.3 If any damage of a lesser extent than the maximum damage specified in .2 would 

result in a more severe condition, such damage should be considered. 
 
9 In case of large lower holds in passenger ships, the Administration may require an 
increased double bottom height of not more than B/10 or 3 m, whichever is less, measured from 
the keel line.  Alternatively, bottom damages may be calculated for these areas, in accordance 
with paragraph 8, but assuming an increased vertical extent. 
 
 

Regulation 10 
Construction of watertight bulkheads 

 
1 Each watertight subdivision bulkhead, whether transverse or longitudinal, shall be 
constructed having scantlings as specified in regulation 2.17.  In all cases, watertight subdivision 
bulkheads shall be capable of supporting at least the pressure due to a head of water up to the 
bulkhead deck. 
 
2 Steps and recesses in watertight bulkheads shall be as strong as the bulkhead at the place 
where each occurs. 
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Regulation 11 

Initial testing of watertight bulkheads, etc. 
 
1 Testing watertight spaces not intended to hold liquids and cargo holds intended to hold 
ballast by filling them with water is not compulsory.  When testing by filling with water is not 
carried out, a hose test shall be carried out where practicable.  This test shall be carried out in the 
most advanced stage of the fitting out of the ship.  Where a hose test is not practicable because of 
possible damage to machinery, electrical equipment insulation or outfitting items, it may be 
replaced by a careful visual examination of welded connections, supported where deemed 
necessary by means such as a dye penetrant test or an ultrasonic leak test or an equivalent test.  In 
any case a thorough inspection of the watertight bulkheads shall be carried out. 
 
2 The forepeak, double bottoms (including duct keels) and inner skins shall be tested with 
water to a head corresponding to the requirements of regulation 10.1. 
 
3 Tanks which are intended to hold liquids, and which form part of the watertight 
subdivision of the ship, shall be tested for tightness and structural strength with water to a head 
corresponding to its design pressure.  The water head is in no case to be less than the top of the 
air pipes or to a level of 2.4 m above the top of the tank, whichever is the greater.  
 
4 The tests referred to in paragraphs 2 and 3 are for the purpose of ensuring that the 
subdivision structural arrangements are watertight and are not to be regarded as a test of the 
fitness of any compartment for the storage of oil fuel or for other special purposes for which a 
test of a superior character may be required depending on the height to which the liquid has 
access in the tank or its connections. 
 
 

Regulation 12 
Peak and machinery space bulkheads, shaft tunnels etc  

 
1 A collision bulkhead shall be fitted which shall be watertight up to the bulkhead deck.   
This bulkhead shall be located at a distance from the forward perpendicular of not less than 
0.05L or 10 m, whichever is the less, and, except as may be permitted by the Administration, not 
more than 0.08L or 0.05L + 3 m, whichever is the greater. 
 
2 Where any part of the ship below the waterline extends forward of the forward 
perpendicular, e.g. a bulbous bow, the distances stipulated in paragraph 1 shall be measured from 
a point either: 
 

.1 at the mid-length of such extension; 
 
.2 at a distance 0.015L forward of the forward perpendicular; or 
 
.3 at a distance 3 m forward of the forward perpendicular; 

 
whichever gives the smallest measurement. 
 
3 The bulkhead may have steps or recesses provided they are within the limits prescribed in 
paragraph 1 or 2. 
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4 No doors, manholes, access openings, ventilation ducts or any other openings shall be 
fitted in the collision bulkhead below the bulkhead deck. 
 
5.1 Except as provided in paragraph 5.2, the collision bulkhead may be pierced below the 
bulkhead deck by not more than one pipe for dealing with fluid in the forepeak tank, provided 
that the pipe is fitted with a screw-down valve capable of being operated from above the 
bulkhead deck, the valve chest being secured inside the forepeak to the collision bulkhead.  The 
Administration may, however, authorize the fitting of this valve on the after side of the collision 
bulkhead provided that the valve is readily accessible under all service conditions and the space 
in which it is located is not a cargo space.  All valves shall be of steel, bronze or other approved 
ductile material.  Valves of ordinary cast iron or similar material are not acceptable. 
 
5.2 If the forepeak is divided to hold two different kinds of liquids the Administration may 
allow the collision bulkhead to be pierced below the bulkhead by two pipes, each of which is 
fitted as required by paragraph 5.1, provided the Administration is satisfied that there is no 
practical alternative to the fitting of such a second pipe and that, having regard to the additional 
subdivision provided in the forepeak, the safety of the ship is maintained. 
 
6 Where a long forward superstructure is fitted the collision bulkhead shall be extended 
weathertight to the deck next above the bulkhead deck.  The extension need not be fitted directly 
above the bulkhead below provided it is located within the limits prescribed in paragraph 1 or 2 
with the exception permitted by paragraph 7 and that the part of the deck which forms the step is 
made effectively weathertight.  The extension shall be so arranged as to preclude the possibility 
of the bow door causing damage to it in the case of damage to, or detachment of, a bow door. 
 
7 Where bow doors are fitted and a sloping loading ramp forms part of the extension of the 
collision bulkhead above the bulkhead deck the ramp shall be weathertight over its complete 
length.  In cargo ships the part of the ramp which is more than 2.3 m above the bulkhead deck 
may extend forward of the limit specified in paragraph 1 or 2.  Ramps not meeting the above 
requirements shall be disregarded as an extension of the collision bulkhead. 
 
8 The number of openings in the extension of the collision bulkhead above the freeboard 
deck shall be restricted to the minimum compatible with the design and normal operation of the 
ship.  All such openings shall be capable of being closed weathertight. 
 
9 Bulkheads shall be fitted separating the machinery space from cargo and accommodation 
spaces forward and aft and made watertight up to the bulkhead deck.  In passenger ships an 
afterpeak bulkhead shall also be fitted and made watertight up to the bulkhead deck.  The 
afterpeak bulkhead may, however, be stepped below the bulkhead deck, provided the degree of 
safety of the ship as regards subdivision is not thereby diminished. 
 
10 In all cases stern tubes shall be enclosed in watertight spaces of moderate volume.  In 
passenger ships the stern gland shall be situated in a watertight shaft tunnel or other watertight 
space separate from the stern tube compartment and of such volume that, if flooded by leakage 
through the stem gland, the bulkhead deck will not be immersed.  In cargo ships other measures 
to minimize the danger of water penetrating into the ship in case of damage to stern tube 
arrangements may be taken at the discretion of the Administration. 
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Regulation 13 

Openings in watertight bulkheads below the bulkhead deck in passenger ships 
 
1 The number of openings in watertight bulkheads shall be reduced to the minimum 
compatible with the design and proper working of the ship, satisfactory means shall be provided 
for closing these openings. 
 
2.1 Where pipes, scuppers, electric cables, etc., are carried through watertight bulkheads, 
arrangements shall be made to ensure the watertight integrity of the bulkheads. 
 
2.2 Valves not forming part of a piping system shall not be permitted in watertight bulkheads. 
 
2.3 Lead or other heat sensitive materials shall not be used in systems which penetrate 
watertight bulkheads, where deterioration of such systems in the event of fire would impair the 
watertight integrity of the bulkheads. 
 
3 No doors, manholes, or access openings are permitted in watertight transverse bulkheads 
dividing a cargo space from an adjoining cargo space, except as provided in paragraph 9.1 and in 
regulation 14. 
 
4 Subject to paragraph 10, not more than one door, apart from the doors to shaft tunnels, 
may be fitted in each watertight bulkhead within spaces containing the main and auxiliary 
propulsion machinery including boilers serving the needs of propulsion.  Where two or more 
shafts are fitted, the tunnels shall be connected by an intercommunicating passage.  There shall 
be only one door between the machinery space and the tunnel spaces where two shafts are fitted 
and only two doors where there are more than two shafts.  All these doors shall be of the sliding 
type and shall be so located as to have their sills as high as practicable.  The hand gear for 
operating these doors from above the bulkhead deck shall be situated outside the spaces 
containing the machinery. 
 
5.1 Watertight doors, except as provided in paragraph 9.1 or regulation 14, shall be power-
operated sliding doors complying with the requirements of paragraph 7 capable of being closed 
simultaneously from the central operating console at the navigation bridge in not more than 60 s 
with the ship in the upright position. 
 
5.2 The means of operation whether by power or by hand of any power-operated sliding 
watertight door shall be capable of closing the door with the ship listed to 15o either way.  
Consideration shall also be given to the forces which may act on either side of the door as may be 
experienced when water is flowing through the opening applying a static head equivalent to a 
water height of at least 1 m above the sill on the centreline of the door. 
 
5.3 Watertight door controls, including hydraulic piping and electric cables, shall be kept as 
close as practicable to the bulkhead in which the doors are fitted, in order to minimize the 
likelihood of them being involved in any damage which the ship may sustain.  The positioning of 
watertight doors and their controls shall be such that if the ship sustains damage within one fifth 
of the breadth of the ship, as defined in regulation 2, such distance being measured at right angles 
to the centreline at the level of the deepest subdivision draught, the operation of the watertight 
doors clear of the damaged portion of the ship is not impaired. 
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6 All power-operated sliding watertight doors shall be provided with means of indication 
which will show at all remote operating positions whether the doors are open or closed.  Remote 
operating positions shall only be at the navigation bridge as required by paragraph 7.1.5 and at 
the location where hand operation above the bulkhead deck is required by paragraph 7.1.4. 
 
7.1 Each power-operated sliding watertight door: 
 

.1 shall have a vertical or horizontal motion; 
 
.2 shall, subject to paragraph 10, be normally limited to a maximum clear opening 

width of 1.2 m.  The Administration may permit larger doors only to the extent 
considered necessary for the effective operation of the ship provided that other 
safety measures, including the following, are taken into consideration: 

 
 .2.1 special consideration shall be given to the strength of the door and its 

closing appliances in order to prevent leakages; 
 
 .2.2 the door shall be located inboard the damage zone B/5; 
 
.3 shall be fitted with the necessary equipment to open and close the door using 

electric power, hydraulic power, or any other form of power that is acceptable to 
the Administration; 

 
.4 shall be provided with an individual hand-operated mechanism.  It shall be 

possible to open and close the door by hand at the door itself from either side, and 
in addition, close the door from an accessible position above the bulkhead deck 
with an all round crank motion or some other movement providing the same 
degree of safety acceptable to the Administration.  Direction of rotation or other 
movement is to be clearly indicated at all operating positions.  The time necessary 
for the complete closure of the door, when operating by hand gear, shall not 
exceed 90 s with the ship in the upright position; 

 
.5 shall be provided with controls for opening and closing the door by power from 

both sides of the door and also for closing the door by power from the central 
operating console at the navigation bridge; 

 
.6 shall be provided with an audible alarm, distinct from any other alarm in the area, 

which will sound whenever the door is closed remotely by power and which shall 
sound for at least 5 s but no more than 10 s before the door begins to move and 
shall continue sounding until the door is completely closed.  In the case of remote 
hand operation it is sufficient for the audible alarm to sound only when the door is 
moving.  Additionally, in passenger areas and areas of high ambient noise the 
Administration may require the audible alarm to be supplemented by an 
intermittent visual signal at the door; and 

 
.7 shall have an approximately uniform rate of closure under power.  The closure 

time, from the time the door begins to move to the time it reaches the completely 
closed position, shall in no case be less than 20 s or more than 40 s with the ship 
in the upright position. 
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7.2 The electrical power required for power-operated sliding watertight doors shall be 
supplied from the emergency switchboard either directly or by a dedicated distribution board 
situated above the bulkhead deck.  The associated control, indication and alarm circuits shall be 
supplied from the emergency switchboard either directly or by a dedicated distribution board 
situated above the bulkhead deck and be capable of being automatically supplied by the 
transitional source of emergency electrical power required by regulation 42.3.1.3 in the event of 
failure of either the main or emergency source of electrical power. 
 
7.3 Power-operated sliding watertight doors shall have either: 
 

.1 a centralized hydraulic system with two independent power sources each 
consisting of a motor and pump capable of simultaneously closing all doors.  In 
addition, there shall be for the whole installation hydraulic accumulators of 
sufficient capacity to operate all the doors at least three times, i.e. closed-open-
closed, against an adverse list of 15°.  This operating cycle shall be capable of 
being carried out when the accumulator is at the pump cut-in pressure.  The fluid 
used shall be chosen considering the temperatures liable to be encountered by the 
installation during its service.  The power operating system shall be designed to 
minimize the possibility of having a single failure in the hydraulic piping 
adversely affect the operation of more than one door.  The hydraulic system shall 
be provided with a low-level alarm for hydraulic fluid reservoirs serving the 
power-operated system and a low gas pressure alarm or other effective means of 
monitoring loss of stored energy in hydraulic accumulators.  These alarms are to 
be audible and visual and shall be situated on the central operating console at the 
navigation bridge; or 

 
.2 an independent hydraulic system for each door with each power source consisting 

of a motor and pump capable of opening and closing the door.  In addition, there 
shall be a hydraulic accumulator of sufficient capacity to operate the door at least 
three times, i.e. closed-open-closed, against an adverse list of 15o.  This operating 
cycle shall be capable of being carried out when the accumulator is at the pump 
cut-in pressure.  The fluid used shall be chosen considering the temperatures liable 
to be encountered by the installation during its service.  A low gas pressure group 
alarm or other effective means of monitoring loss of stored energy in hydraulic 
accumulators shall be provided at the central operating console on the navigation 
bridge.  Loss of stored energy indication at each local operating position shall also 
be provided; or 

 
.3 an independent electrical system and motor for each door with each power source 

consisting of a motor capable of opening and closing the door.  The power source 
shall be capable of being automatically supplied by the transitional source of 
emergency electrical power as required by regulation 42.4.2 - in the event of 
failure of either the main or emergency source of electrical power and with 
sufficient capacity to operate the door at least three times, i.e. closed-open-closed, 
against an adverse list of 15o. 

 
For the systems specified in 7.3.1, 7.3.2 and 7.3.3, provision should be made as follows:  Power 
systems for power-operated watertight sliding doors shall be separate from any other power 
system.  A single failure in the electric or hydraulic power-operated systems excluding the 
hydraulic actuator shall not prevent the hand operation of any door. 
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7.4 Control handles shall be provided at each side of the bulkhead at a minimum height of 
1.6 m above the floor and shall be so arranged as to enable persons passing through the doorway 
to hold both handles in the open position without being able to set the power closing mechanism 
in operation accidentally.  The direction of movement of the handles in opening and closing the 
door shall be in the direction of door movement and shall be clearly indicated. 
 
7.5 As far as practicable, electrical equipment and components for watertight doors shall be 
situated above the bulkhead deck and outside hazardous areas and spaces. 
 
7.6 The enclosures of electrical components necessarily situated below the bulkhead deck 
shall provide suitable protection against the ingress of water.* 
 
7.7 Electric power, control, indication and alarm circuits shall be protected against fault in 
such a way that a failure in one door circuit will not cause a failure in any other door circuit.  
Short circuits or other faults in the alarm or indicator circuits of a door shall not result in a loss of 
power operation of that door.  Arrangements shall be such that leakage of water into the electrical 
equipment located below the bulkhead deck will not cause the door to open. 
 
7.8 A single electrical failure in the power operating or control system of a power-operated 
sliding watertight door shall not result in a closed door opening.  Availability of the power supply 
should be continuously monitored at a point in the electrical circuit as near as practicable to each 
of the motors required by paragraph 7.3.  Loss of any such power supply should activate an 
audible and visual alarm at the central operating console at the navigation bridge. 
 
8.1 The central operating console at the navigation bridge shall have a "master mode" switch 
with two modes of control: a "local control" mode which shall allow any door to be locally 
opened and locally closed after use without automatic closure, and a "doors closed" mode which 
shall automatically close any door that is open.  The "doors closed" mode shall automatically 
close any door that is open.  The "doors closed" mode shall permit doors to be opened locally and 
shall automatically re-close the doors upon release of the local control mechanism.  The "master 
mode" switch shall normally be in the "local control" mode.  The "doors closed" mode shall only 
be used in an emergency or for testing purposes.  Special consideration shall be given to the 
reliability of the "master mode" switch. 
 
8.2 The central operating console at the navigation bridge shall be provided with a diagram 
showing the location of each door, with visual indicators to show whether each door is open or 
closed.  A red light shall indicate a door is fully open and a green light shall indicate a door is 
fully closed.  When the door is closed remotely the red light shall indicate the intermediate 
position by flashing.  The indicating circuit shall be independent of the control circuit for each 
door. 
 
8.3 It shall not be possible to remotely open any door from the central operating console. 

                                                 
* Refer to the following IEC publication 529, 1976: 

.1 electrical motors, associated circuits and control components; protected to IPX 7 standard; 

.2 door position indicators and associated circuit components; protected to IPX 8 standard; and  

.3 door movement warning signals; protected to IPX 6 standard. 
 Other arrangements for the enclosures of electrical components may be fitted provided the Administration 

is satisfied that an equivalent protection is achieved.  The water pressure IPX 8 shall be based on the 
pressure that may occur at the location of the component during flooding for a period of 36 h. 
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9.1 If the Administration is satisfied that such doors are essential, watertight doors of 
satisfactory construction may be fitted in watertight bulkheads dividing cargo between deck 
spaces.  Such doors may be hinged, rolling or sliding doors but shall not be remotely controlled.  
They shall be fitted at the highest level and as far from the shell plating as practicable, but in no 
case shall the outboard vertical edges be situated at a distance from the shell plating which is less 
than one fifth of the breadth of the ship, as defined in regulation 2, such distance being measured 
at right angles to the centreline at the level of the deepest subdivision draught. 
 
9.2 Should any such doors be accessible during the voyage, they shall be fitted with a device 
which prevents unauthorized opening.  When it is proposed to fit such doors, the number and 
arrangements shall receive the special consideration of the Administration. 
 
10 Portable plates on bulkheads shall not be permitted except in machinery spaces.  The 
Administration may permit not more than one power-operated sliding watertight door in each 
watertight bulkhead larger than those specified in paragraph 7.1.2 to be substituted for these 
portable plates, provided these doors are intended to remain closed during navigation except in 
case of urgent necessity at the discretion of the master.  These doors need not meet the 
requirements of paragraph 7.1.4 regarding complete closure by hand-operated gear in 90 s. 
 
11.1 Where trunkways or tunnels for access from crew accommodation to the stokehold, for 
piping, or for any other purpose are carried through watertight bulkheads, they shall be watertight 
and in accordance with the requirements of regulation 16-1.  The access to at least one end of 
each such tunnel or trunkway, if used as a passage at sea, shall be through a trunk extending 
watertight to a height sufficient to permit access above the bulkhead deck.  The access to the 
other end of the trunkway or tunnel may be through a watertight door of the type required by its 
location in the ship.  Such trunkways or tunnels shall not extend through the first subdivision 
bulkhead abaft the collision bulkhead. 
 
11.2 Where it is proposed to fit tunnels piercing watertight bulkheads, these shall receive the 
special consideration of the Administration. 
 
11.3 Where trunkways in connection with refrigerated cargo and ventilation or forced draught 
trunks are carried through more than one watertight bulkhead, the means of closure at such 
openings shall be operated by power and be capable of being closed from a central position 
situated above the bulkhead deck. 
 
 

Regulation 13-1 
Openings in watertight bulkheads and internal decks in cargo ships 

 
1 The number of openings in watertight subdivisions is to be kept to a minimum compatible 
with the design and proper working of the ship.  Where penetrations of watertight bulkheads and 
internal decks are necessary for access, piping, ventilation, electrical cables, etc., arrangements 
are to be made to maintain the watertight integrity.  The Administration may permit relaxation in 
the watertightness of openings above the freeboard deck, provided that it is demonstrated that 
any progressive flooding can be easily controlled and that the safety of the ship is not impaired. 
 
2 Doors provided to ensure the watertight integrity of internal openings which are used 
while at sea are to be sliding watertight doors capable of being remotely closed from the bridge 
and are also to be operable locally from each side of the bulkhead.  Indicators are to be provided 
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at the control position showing whether the doors are open or closed, and an audible alarm is to 
be provided at the door closure.  The power, control and indicators are to be operable in the event 
of main power failure.  Particular attention is to be paid to minimizing the effect of control 
system failure.  Each power-operated sliding watertight door shall be provided with an individual 
hand-operated mechanism.  It shall be possible to open and close the door by hand at the door 
itself from both sides. 
 
3 Access doors and access hatch covers normally closed at sea, intended to ensure the 
watertight integrity of internal openings, shall be provided with means of indication locally and 
on the bridge showing whether these doors or hatch covers are open or closed.  A notice is to be 
affixed to each such door or hatch cover to the effect that it is not to be left open. 
 
4 Watertight doors or ramps of satisfactory construction may be fitted to internally 
subdivide large cargo spaces, provided that the Administration is satisfied that such doors or 
ramps are essential.  These doors or ramps may be hinged, rolling or sliding doors or ramps, but 
shall not be remotely controlled.*  Should any of the doors or ramps be accessible during the 
voyage, they shall be fitted with a device which prevents unauthorized opening. 
 
5 Other closing appliances which are kept permanently closed at sea to ensure the 
watertight integrity of internal openings shall be provided with a notice which is to be affixed to 
each such closing appliance to the effect that it is to be kept closed.  Manholes fitted with closely 
bolted covers need not be so marked. 
 
 

Regulation 14 
Passenger ships carrying goods vehicles and accompanying personnel 

 
1 This regulation applies to passenger ships designed or adapted for the carriage of goods 
vehicles and accompanying personnel.  
 
2 If in such a ship the total number of passengers which include personnel accompanying 
vehicles does not exceed 12 + Ad/25, where Ad = total deck area (square metres) of spaces 
available for the stowage of goods vehicles and where the clear height at the stowage position 
and at the entrance to such spaces is not less than 4 m, the provisions of regulations 13.9.1 and 
13.9.2 in respect of watertight doors apply except that the doors may be fitted at any level in 
watertight bulkheads dividing cargo spaces.  Additionally, indicators are required on the 
navigation bridge to show automatically when each door is closed and all door fastenings are 
secured. 
 
3 The ship may not be certified for a higher number of passengers than assumed in 
paragraph 2 if a watertight door has been fitted in accordance with this regulation. 

                                                 
*  Refer to MSC/Circ.651, Interpretations of regulations of part B-1 of SOLAS chapter II-1. 
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Regulation 15 

Openings in the shell plating below the bulkhead deck of passenger ships and the freeboard deck 
of cargo ships 

 
1 The number of openings in the shell plating shall be reduced to the minimum compatible 
with the design and proper working of the ship. 
 
2 The arrangement and efficiency of the means for closing any opening in the shell plating 
shall be consistent with its intended purpose and the position in which it is fitted and generally to 
the satisfaction of the Administration. 
 
3.1 Subject to the requirements of the International Convention on Load Lines in force, no 
sidescuttle shall be fitted in such a position that its sill is below a line drawn parallel to the 
bulkhead deck at side and having its lowest point 2.5% of the breadth of the ship above the 
deepest subdivision draught, or 500 mm, whichever is the greater. 
 
3.2 All sidescuttles the sills of which are below the bulkhead deck of passenger ships and the 
freeboard deck of cargo ships, as permitted by paragraph 3.1, shall be of such construction as will 
effectively prevent any person opening them without the consent of the master of the ship. 
 
4 Efficient hinged inside deadlights so arranged that they can be easily and effectively 
closed and secured watertight, shall be fitted to all sidescuttles except that abaft one eighth of the 
ship's length from the forward perpendicular and above a line drawn parallel to the bulkhead 
deck at side and having its lowest point at a height of 3.7 m plus 2.5% of the breadth of the ship 
above the deepest subdivision draught, the deadlights may be portable in passenger 
accommodation other than that for steerage passengers, unless the deadlights are required by the 
International Convention on Load Lines in force to be permanently attached in their proper 
positions.  Such portable deadlights shall be stowed adjacent to the sidescuttles they serve. 
 
5.1 No sidescuttles shall be fitted in any spaces which are appropriated exclusively to the 
carriage of cargo or coal. 
 
5.2 Sidescuttles may, however, be fitted in spaces appropriated alternatively to the carriage of 
cargo or passengers, but they shall be of such construction as will effectively prevent any person 
opening them or their deadlights without the consent of the master. 
 
6 Automatic ventilating sidescuttles shall not be fitted in the shell plating below the 
bulkhead deck of passenger ships and the freeboard deck of cargo ships without the special 
sanction of the Administration. 
 
7 The number of scuppers, sanitary discharges and other similar openings in the shell 
plating shall be reduced to the minimum either by making each discharge serve for as many as 
possible of the sanitary and other pipes, or in any other satisfactory manner. 
 
8.1 All inlets and discharges in the shell plating shall be fitted with efficient and accessible 
arrangements for preventing the accidental admission of water into the ship. 
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8.2.1 Subject to the requirements of the International Convention on Load Lines in force, and 
except as provided in paragraph 8.3, each separate discharge led through the shell plating from 
spaces below the bulkhead deck of passenger ships and the freeboard deck of cargo ships shall be 
provided with either one automatic non-return valve fitted with a positive means of closing it 
from above the bulkhead deck or with two automatic non-return valves without positive means of 
closing, provided that the inboard valve is situated above the deepest subdivision draught and is 
always accessible for examination under service conditions.  Where a valve with positive means 
of closing is fitted, the operating position above the bulkhead deck shall always be readily 
accessible and means shall be provided for indicating whether the valve is open or closed. 
 
8.2.2 The requirements of the International Convention on Load Lines in force shall apply to 
discharges led through the shell plating from spaces above the bulkhead deck of passenger ships 
and the freeboard deck of cargo ships. 
 
8.3 Machinery space, main and auxiliary sea inlets and discharges in connection with the 
operation of machinery shall be fitted with readily accessible valves between the pipes and the 
shell plating or between the pipes and fabricated boxes attached to the shell plating.  In manned 
machinery spaces the valves may be controlled locally and shall be provided with indicators 
showing whether they are open or closed. 
 
8.4 Moving parts penetrating the shell plating below the deepest subdivision draught shall be 
fitted with a watertight sealing arrangement acceptable to the Administration.  The inboard gland 
shall be located within a watertight space of such volume that, if flooded, the bulkhead deck will 
not be submerged.  The Administration may require that if such compartment is flooded, 
essential or emergency power and lighting, internal communication, signals or other emergency 
devices must remain available in other parts of the ship.  
 
8.5 All shell fittings and valves required by this regulation shall be of steel, bronze or other 
approved ductile material.  Valves of ordinary cast iron or similar material are not acceptable.  
All pipes to which this regulation refers shall be of steel or other equivalent material to the 
satisfaction of the Administration. 
 
9 Gangway, cargo and fuelling ports fitted below the bulkhead deck of passenger ships and 
the freeboard deck of cargo ships shall be watertight and in no case be so fitted as to have their 
lowest point below the deepest subdivision draught. 
 
10.1 The inboard opening of each ash-chute, rubbish-chute, etc., shall be fitted with an 
efficient cover. 
 
10.2 If the inboard opening is situated below the bulkhead deck of passenger ships and the 
freeboard deck of cargo ships, the cover shall be watertight, and in addition an automatic non-
return valve shall be fitted in the chute in an easily accessible position above the deepest 
subdivision draught. 
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Regulation 15-1 

External openings in cargo ships 
 
1 All external openings leading to compartments assumed intact in the damage analysis, 
which are below the final damage waterline, are required to be watertight. 
 
2 External openings required to be watertight in accordance with paragraph 1 shall, except 
for cargo hatch covers, be fitted with indicators on the bridge. 
 
3 Openings in the shell plating below the deck limiting the vertical extent of damage shall 
be fitted with a device that prevents unauthorized opening if they are accessible during the 
voyage. 
 
4 Other closing appliances which are kept permanently closed at sea to ensure the 
watertight integrity of external openings shall be provided with a notice affixed to each appliance 
to the effect that it is to be kept closed.  Manholes fitted with closely bolted covers need not be so 
marked. 
 
 

Regulation 16 
Construction and initial tests of watertight doors, sidescuttles, etc. 

 
1 In all ships: 
 

.1 the design, materials and construction of all watertight doors, sidescuttles, 
gangway and cargo ports, valves, pipes, ash-chutes and rubbish-chutes referred to 
in these regulations shall be to the satisfaction of the Administration; 

 
.2 such valves, doors and mechanisms shall be suitably marked to ensure that they 

may be properly used to provide maximum safety; and 
 
.3 the frames of vertical watertight doors shall have no groove at the bottom in which 

dirt might lodge and prevent the door closing properly. 
 
2 In passenger ships and cargo ships watertight doors shall be tested by water pressure to a 
head of water they might sustain in a final or intermediate stage of flooding.  Where testing of 
individual doors is not carried out because of possible damage to insulation or outfitting items, 
testing of individual doors may be replaced by a prototype pressure test of each type and size of 
door with a test pressure corresponding at least to the head required for the intended location.  
The prototype test shall be carried out before the door is fitted.  The installation method and 
procedure for fitting the door on board shall correspond to that of the prototype test.  When fitted 
on board, each door shall be checked for proper seating between the bulkhead, the frame and the 
door. 
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Regulation 16-1 
Construction and initial tests of watertight decks, trunks, etc. 

 
1 Watertight decks, trunks, tunnels, duct keels and ventilators shall be of the same strength 
as watertight bulkheads at corresponding levels.  The means used for making them watertight, 
and the arrangements adopted for closing openings in them, shall be to the satisfaction of the 
Administration.  Watertight ventilators and trunks shall be carried at least up to the bulkhead 
deck in passenger ships and up to the freeboard deck in cargo ships. 
 
2 Where a ventilation trunk passing through a structure penetrates the bulkhead deck, the 
trunk shall be capable of withstanding the water pressure that may be present within the trunk, 
after having taken into account the maximum heel angle allowable during intermediate stages of 
flooding, in accordance with regulation 7-2. 
 
3 Where all or part of the penetration of the bulkhead deck is on the main ro-ro deck, the 
trunk shall be capable of withstanding impact pressure due to internal water motions (sloshing) of 
water trapped on the ro-ro deck. 
 
4 After completion, a hose or flooding test shall be applied to watertight decks and a hose 
test to watertight trunks, tunnels and ventilators. 
 
 

Regulation 17 
Internal watertight integrity of passenger ships above the bulkhead deck 

 
1 The Administration may require that all reasonable and practicable measures shall be 
taken to limit the entry and spread of water above the bulkhead deck.  Such measures may 
include partial bulkheads or webs.  When partial watertight bulkheads and webs are fitted on the 
bulkhead deck, above or in the immediate vicinity of watertight bulkheads, they shall have 
watertight shell and bulkhead deck connections so as to restrict the flow of water along the deck 
when the ship is in a heeled damaged condition.  Where the partial watertight bulkhead does not 
line up with the bulkhead below, the bulkhead deck between shall be made effectively watertight.  
Where openings, pipes, scuppers, electric cables etc. are carried through the partial watertight 
bulkheads or decks within the immersed part of the bulkhead deck, arrangements shall be made 
to ensure the watertight integrity of the structure above the bulkhead deck.* 
 
2 All openings in the exposed weather deck shall have coamings of ample height and 
strength and shall be provided with efficient means for expeditiously closing them weathertight.  
Freeing ports, open rails and scuppers shall be fitted as necessary for rapidly clearing the weather 
deck of water under all weather conditions. 
 
3 The open end of air pipes terminating within a superstructure shall be at least 1 m above 
the waterline when the ship heels to an angle of 15º, or the maximum angle of heel during 
intermediate stages of flooding, as determined by direct calculation, whichever is the greater.  
Alternatively, air pipes from tanks other than oil tanks may discharge through the side of the 
superstructure.  The provisions of this paragraph are without prejudice to the provisions of the 
International Convention on Load Lines in force. 

                                                 
*  Refer to MSC/Circ.541 (as may be amended): Guidance notes on the integrity of flooding boundaries above 

the bulkhead deck of passenger ships for proper application of regulations II-1/8 and 20, paragraph 1, of 
SOLAS 1974, as amended. 
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4 Sidescuttles, gangway, cargo and fuelling ports and other means for closing openings in 
the shell plating above the bulkhead deck shall be of efficient design and construction and of 
sufficient strength having regard to the spaces in which they are fitted and their positions relative 
to the deepest subdivision draught.** 
 
5 Efficient inside deadlights, so arranged that they can be easily and effectively closed and 
secured watertight, shall be provided for all sidescuttles to spaces below the first deck above the 
bulkhead deck. 
 
 

Regulation 17-1 
Integrity of the hull and superstructure, damage prevention and control on ro-ro passenger ships 
 
1.1 Subject to the provisions of paragraphs 1.2 and 1.3, all accesses that lead to spaces below 
the bulkhead deck shall have a lowest point which is not less than 2.5 m above the bulkhead 
deck. 
 
1.2 Where vehicle ramps are installed to give access to spaces below the bulkhead deck, their 
openings shall be able to be closed weathertight to prevent ingress of water below, alarmed and 
indicated to the navigation bridge. 
 
1.3 The Administration may permit the fitting of particular accesses to spaces below the 
bulkhead deck provided they are necessary for the essential working of the ship, e.g. the 
movement of machinery and stores, subject to such accesses being made watertight, alarmed and 
indicated on the navigation bridge. 
 
2 Indicators shall be provided on the navigation bridge for all shell doors, loading doors and 
other closing appliances which, if left open or not properly secured, could, in the opinion of the 
Administration, lead to flooding of a special category space or ro-ro cargo space.  The indicator 
system shall be designed on the fail-safe principle and shall show by visual alarms if the door is 
not fully closed or if any of the securing arrangements are not in place and fully locked and by 
audible alarms if such door or closing appliances become open or the securing arrangements 
become unsecured.  The indicator panel on the navigation bridge shall be equipped with a mode 
selection function "harbour/sea voyage" so arranged that an audible alarm is given on the 
navigation bridge if the ship leaves harbour with the bow doors, inner doors, stern ramp or any 
other side shell doors not closed or any closing device not in the correct position.  The power 
supply for the indicator system shall be independent of the power supply for operating and 
securing the doors.   
 
3 Television surveillance and a water leakage detection system shall be arranged to provide 
an indication to the navigation bridge and to the engine control station of any leakage through 
inner and outer bow doors, stern doors or any other shell doors which could lead to flooding of 
special category spaces or ro-ro cargo spaces. 
 

                                                 
** Refer to the Recommendation on strength and security and locking arrangements of shell doors on ro-ro 

passenger ships, adopted by the Organization by resolution A.793(19). 
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Part B-3 

Subdivision load line assignment for passenger ships 
 
 

Regulation 18 
Assigning, marking and recording of subdivision load lines for passenger ships 

 
1 In order that the required degree of subdivision shall be maintained, a load line 
corresponding to the approved subdivision draught shall be assigned and marked on the ship's 
sides.  A ship intended for alternating modes of operation may, if the owners desire, have one or 
more additional load lines assigned and marked to correspond with the subdivision draughts 
which the Administration may approve for the alternative service configurations.  Each service 
configuration so approved shall comply with part B-1 of this chapter independently of the results 
obtained for other modes of operation. 
 
2 The subdivision load lines assigned and marked shall be recorded in the Passenger Ship 
Safety Certificate, and shall be distinguished by the notation P1 for the principal passenger 
service configuration, and P2, P3, etc., for the alternative configurations.  The principal 
passenger configuration shall be taken as the mode of operation in which the required subdivision 
index R will have the highest value. 
 
3 The freeboard corresponding to each of these load lines shall be measured at the same 
position and from the same deck line as the freeboards determined in accordance with the 
International Convention on Load Lines in force. 
 
4 The freeboard corresponding to each approved subdivision load line and the service 
configuration, for which it is approved, shall be clearly indicated on the Passenger Ship Safety 
Certificate. 
 
5 In no case shall any subdivision load line mark be placed above the deepest load line in 
salt water as determined by the strength of the ship or the International Convention on Load 
Lines in force. 
 
6 Whatever may be the position of the subdivision load line marks, a ship shall in no case 
be loaded so as to submerge the load line mark appropriate to the season and locality as 
determined in accordance with the International Convention on Load Lines in force. 
 
7 A ship shall in no case be so loaded that when it is in salt water the subdivision load line 
mark appropriate to the particular voyage and service configuration is submerged. 
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Part B-4 
Stability management 

 
 

Regulation 19 
Damage control information 

 
1 There shall be permanently exhibited, or readily available on the navigation bridge, for 
the guidance of the officer in charge of the ship, plans showing clearly for each deck and hold the 
boundaries of the watertight compartments, the openings therein with the means of closure and 
position of any controls thereof, and the arrangements for the correction of any list due to 
flooding.  In addition, booklets containing the aforementioned information shall be made 
available to the officers of the ship.* 
 
2 Watertight doors in passenger ships permitted to remain open during navigation shall be 
clearly indicated in the ship's stability information. 
 
3 General precautions to be included shall consist of a listing of equipment, conditions, and 
operational procedures, considered by the Administration to be necessary to maintain watertight 
integrity under normal ship operations. 
 
4 Specific precautions to be included shall consist of a listing of elements (i.e. closures, 
security of cargo, sounding of alarms, etc.) considered by the Administration to be vital to the 
survival of the ship, passengers, and crew. 
 
 

Regulation 20 
Loading of passenger ships 

 
1 On completion of loading of the ship and prior to its departure, the master shall determine 
the ship�s trim and stability and also ascertain and record that the ship is in compliance with 
stability criteria in relevant regulations.  The determination of the ship�s stability shall always be 
made by calculation.  The administration may accept the use of an electronic loading and stability 
computer or equivalent means for this purpose. 
 
2 Water ballast should not in general be carried in tanks intended for oil fuel.  In ships in 
which it is not practicable to avoid putting water in oil fuel tanks, oily-water separating 
equipment to the satisfaction of the Administration shall be fitted, or other alternative means, 
such as discharge to shore facilities, acceptable to the Administration shall be provided for 
disposing of the oily-water ballast. 
 
3 The provisions of this regulation are without prejudice to the provisions of the 
International Convention for the Prevention of Pollution from Ships in force. 
 
 

                                                 
*  Refer to MSC/Circ.919, Guidelines for damage control plans. 
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Regulation 21 
Periodical operation and inspection of watertight doors, etc. in passenger ships 

 
1 Drills for the operating of watertight doors, sidescuttles, valves and closing mechanisms 
of scuppers, ash-shoots and rubbish-shoots shall take place weekly.  In ships in which the voyage 
exceeds one week in duration a complete drill shall be held before leaving port, and others 
thereafter at least once a week during the voyage. 
 
2 All watertight doors, both hinged and power operated, in watertight bulkheads, in use at 
sea, shall be operated daily. 
 
3 The watertight doors and all mechanisms and indicators connected therewith, all valves, 
the closing of which is necessary to make a compartment watertight, and all valves the operation 
of which is necessary for damage control cross connections shall be periodically inspected at sea 
at least once a week. 
 
4 A record of all drills and inspections required by this regulation shall be entered in the log 
book with an explicit record of any defects which may be disclosed. 
 
 

Regulation 22 
Prevention and control of water ingress, etc. 

 
1 All watertight doors shall be kept closed during navigation except that they may be 
opened during navigation as specified in paragraphs 3 and 4.  Watertight doors of a width of 
more than 1.2 m in machinery spaces as permitted by paragraph 10 of regulation 13 may only be 
opened in the circumstances detailed in that paragraph.  Any door which is opened in accordance 
with this paragraph shall be ready to be immediately closed. 
 
2 Watertight doors located below the bulkhead deck having a maximum clear opening 
width of more than 1.2 m shall be kept closed when the ship is at sea, except for limited periods 
when absolutely necessary as determined by the Administration.   
 
3 A watertight door may be opened during navigation to permit the passage of passengers 
or crew, or when work in the immediate vicinity of the door necessitates it being opened.  The 
door must be immediately closed when transit through the door is complete or when the task 
which necessitated it being open is finished. 
 
4 Certain watertight doors may be permitted to remain open during navigation only if 
considered absolutely necessary; that is, being open is determined essential to the safe and 
effective operation of the ship's machinery or to permit passengers normally unrestricted access 
throughout the passenger area.  Such determination shall be made by the Administration only 
after careful consideration of the impact on ship operations and survivability.  A watertight door 
permitted to remain thus open shall be clearly indicated in the ship's stability information and 
shall always be ready to be immediately closed. 
 
5 Portable plates on bulkheads shall always be in place before the ship leaves port, and shall 
not be removed during navigation except in case of urgent necessity at the discretion of the 
master.  The necessary precautions shall be taken in replacing them to ensure that the joints are 
watertight.  Power-operated sliding watertight doors permitted in machinery spaces in accordance 
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with regulation 13.10 shall be closed before the ship leaves port and shall remain closed during 
navigation except in case of urgent necessity at the discretion of the master. 
 
6 Watertight doors fitted in watertight bulkheads dividing cargo between deck spaces in 
accordance with regulation 13.9.1 shall be closed before the voyage commences and shall be kept 
closed during navigation; the time of opening such doors in port and of closing them before the 
ship leaves port shall be entered in the log book. 
 
7 Gangway, cargo and fuelling ports fitted below the bulkhead deck shall be effectively 
closed and secured watertight before the ship leaves port, and shall be kept closed during 
navigation. 
 
8 The following doors, located above the bulkhead deck, shall be closed and locked before 
the ship proceeds on any voyage and shall remain closed and locked until the ship is at its next 
berth: 
 
 .1 cargo loading doors in the shell or the boundaries of enclosed superstructures; 
 
 .2 bow visors fitted in positions as indicated in paragraph 8.1; 
 
 .3 cargo loading doors in the collision bulkhead; and 
 
 .4 ramps forming an alternative closure to those defined in paragraphs 8.1 to 8.3 

inclusive. 
 
9 Provided that where a door cannot be opened or closed while the ship is at the berth such 
a door may be opened or left open while the ship approaches or draws away from the berth, but 
only so far as may be necessary to enable the door to be immediately operated.  In any case, the 
inner bow door must be kept closed. 
 
10 Notwithstanding the requirements of paragraphs 8.1 and 8.4, the Administration may 
authorize that particular doors can be opened at the discretion of the master, if necessary for the 
operation of the ship or the embarking and disembarking of passengers when the ship is at safe 
anchorage and provided that the safety of the ship is not impaired. 
 
11 The master shall ensure that an effective system of supervision and reporting of the 
closing and opening of the doors referred to in paragraph 8 is implemented. 
 
12 The master shall ensure, before the ship proceeds on any voyage, that an entry in the log 
book is made of the time of the last closing of the doors specified in paragraph 13 and the time of 
any opening of particular doors in accordance with paragraph 14. 
 
13 Hinged doors, portable plates, sidescuttles, gangway, cargo and bunkering ports and other 
openings, which are required by these regulations to be kept closed during navigation, shall be 
closed before the ship leaves port.  The time of closing and the time of opening (if permissible 
under these regulations) shall be recorded in such log book as may be prescribed by the 
Administration. 
 
14 Where in a between-decks, the sills of any of the sidescuttles referred to in regulation 
15.3.2 are below a line drawn parallel to the bulkhead deck at side and having its lowest point 
1.4 m plus 2.5% of the breadth of the ship above the water when the ship departs from any port, 
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all the sidescuttles in that between-decks shall be closed watertight and locked before the ship 
leaves port, and they shall not be opened before the ship arrives at the next port.  In the 
application of this paragraph the appropriate allowance for fresh water may be made when 
applicable. 
 
 .1 The time of opening such sidescuttles in port and of closing and locking them 

before the ship leaves port shall be entered in such log-book as may be prescribed 
by the Administration. 

 
 .2 For any ship that has one or more sidescuttles so placed that the requirements of 

paragraph 15 would apply when it was floating at its deepest subdivision draught, 
the Administration may indicate the limiting mean draught at which these 
sidescuttles will have their sills above the line drawn parallel to the bulkhead deck 
at side, and having its lowest point 1.4 m plus 25% of the breadth of the ship 
above the waterline corresponding to the limiting mean draught, and at which it 
will therefore be permissible to depart from port without previously closing and 
locking them and to open them at sea on the responsibility of the master during 
the voyage to the next port.  In tropical zones as defined in the International 
Convention on Load Lines in force, this limiting draught may be increased 
by 0.3 m. 

 
15 Sidescuttles and their deadlights which will not be accessible during navigation shall be 
closed and secured before the ship leaves port. 
 
16 If cargo is carried in such spaces, the sidescuttles and their deadlights shall be closed 
watertight and locked before the cargo is shipped and such closing and locking shall be recorded 
in such log-book as may be prescribed by the Administration. 
 
17 When a rubbish-chute, etc., is not in use both the cover and the valve required by 
regulation 15.10.2 shall be kept closed and secured. 
 
 

Regulation 23 
Special requirements for ro-ro passenger ships 

 
1 Special category spaces and ro-ro cargo spaces shall be continuously patrolled or 
monitored by effective means, such as television surveillance, so that any movement of vehicles 
in adverse weather conditions and unauthorized access by passengers thereto can be detected 
whilst the ship is underway. 
 
2 Documented operating procedures for closing and securing all shell doors, loading doors 
and other closing appliances which, if left open or not properly secured, could, in the opinion of 
the Administration, lead to flooding of a special category space or ro-ro cargo space, shall be 
kept on board and posted at an appropriate place. 
 
3 All accesses from the ro-ro deck and vehicle ramps that lead to spaces below the 
bulkhead deck shall be closed before the ship leaves the berth on any voyage and shall remain 
closed until the ship is at its next berth. 
 
4 The master shall ensure that an effective system of supervision and reporting of the 
closing and opening of such accesses referred to in paragraph 3 is implemented. 
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5 The master shall ensure, before the ship leaves the berth on any voyage, that an entry in 
the log book, as required by regulation 22.13, is made of the time of the last closing of the 
accesses referred to in paragraph 3. 
 
6 Notwithstanding the requirements of paragraph 3, the Administration may permit some 
accesses to be opened during the voyage, but only for a period sufficient to permit through 
passage and, if required, for the essential working of the ship. 
 
7 All transverse or longitudinal bulkheads which are taken into account as effective to 
confine the seawater accumulated on the ro-ro deck shall be in place and secured before the ship 
leaves the berth and remain in place and secured until the ship is at its next berth. 
 
8 Notwithstanding the requirements of paragraph 7, the Administration may permit some 
accesses within such bulkheads to be opened during the voyage but only for sufficient time to 
permit through passage and, if required, for the essential working of the ship. 
 
9 In all ro-ro passenger ships, the master or the designated officer shall ensure that, without 
the expressed consent of the master or the designated officer, no passengers are allowed access to 
an enclosed ro-ro deck when the ship is under way. 
 
 

Regulation 24 
Prevention and control of water ingress, etc. in cargo ships 

 
1 Openings in the shell plating below the deck limiting the vertical extent of damage shall 
be kept permanently closed while at sea. 
 
2 Notwithstanding the requirements of paragraph 3, the Administration may authorize that 
particular doors may be opened at the discretion of the master, if necessary for the operation of 
the ship and provided that the safety of the ship is not impaired. 
 
3 Watertight doors or ramps fitted internally subdivide large cargo spaces shall be closed 
before the voyage commences and shall be kept closed during navigation; the time of opening 
such doors in port and of closing them before the ship leaves port shall be entered in the log 
book. 
 
4 The use of access doors and hatch covers intended to ensure the watertight integrity of 
internal openings shall be authorized by the officer of the watch.� 
 
 

*** 
 



SLF 47/17 
 

I:\SLF\47\17.doc 

 
 

ANNEX 2 
 

PART A OF THE DRAFT REVISED CODE OF SAFETY  
FOR FISHERMEN AND FISHING VESSELS 

 
 
 

(This annex is contained in document SLF 47/17/Add.1.) 
 
 
 
 

*** 
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ANNEX 3 
 

PART B OF THE DRAFT REVISED CODE OF SAFETY  
FOR FISHERMEN AND FISHING VESSELS 

 
 
 

(This annex is contained in document SLF 47/17/Add.2.) 
 
 
 
 

*** 
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ANNEX 4 
 

DRAFT REVISED VOLUNTARY GUIDELINES FOR THE DESIGN, CONSTRUCTION 
AND EQUIPMENT OF SMALL FISHING VESSELS 

 
 
 

(This annex is contained in document SLF 47/17/Add.3.) 
 
 
 
 

*** 
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ANNEX 5 

 
JUSTIFICATION FOR HAVING THE FISHING VESSEL SAFETY CODE AND 

VOLUNTARY GUIDELINES PUBLISHED IN ALL THE OFFICIALS LANGUAGES OF 
THE ORGANIZATION 

 
 
1 The Sub-Committee on Stability and Load Lines and on Fishing Vessel Safety (SLF) 
prepared justification in support of the recommendation to have the Code and Voluntary 
Guidelines published in all the official languages of the Organization, taking into account that the 
purpose of the Fishing Vessel Safety Code and Voluntary Guidelines is to provide information 
and guidance to a broad target audience on design, construction, equipment and operation of 
fishing vessels with a view to promoting the safety of fishing vessels and the safety and health of 
the crew.  The documents are intended to be stand-alone, user friendly and informative. 
 
2 The draft revised fishing vessel Safety Code and Voluntary Guidelines are extremely 
comprehensive and, in this respect, are unique in their coverage of almost all aspects relevant to 
the safety of fishing vessels and crews.  The potential contribution of these instruments towards 
improved safety in this sector is largely proportional to their accessibility by target audiences, in 
languages comprehensible to those audiences. 
 
3 Target audiences for the fishing vessel Safety Code and Voluntary Guidelines are not 
only maritime administrations, but also fishery administrations, training institutions, 
organizations and individuals having a recognized role in fishing vessel design, construction and 
operation, as well as safety and health. 
 
4 While the majority of the work of the Organization is directed towards the international 
trade sector, it must be recognized that 90% of commercial seafarers are fishermen, suffering 
approximately 24,000 fatalities per year.  The safety of these 15 million fishermen working full 
time in the marine sector falls of course within the mandate of IMO.  The Sub-Committee recalls 
the opening address of the Secretary-General in which he highlighted the poor state of safety in 
the fishing industry and the need to urgently address this issue.  The Sub-Committee therefore 
considers that all means should be explored to ensure that the fishing vessel Safety Code and 
Voluntary Guidelines are used to the optimum extent to improve safety in the fishing sector; one 
of these means will be achieved by ensuring that they are published in selected widely-used 
languages which are comprehensible to a majority of the target audiences.  This will also 
facilitate the translation of the fishing vessel Safety Code and Voluntary Guidelines to a large 
number of local languages. 
 
5 If it is assumed that national fleet sizes of fishing vessels (24 m in length and over) are 
broadly proportional to the sizes of the national target audiences, then it is estimated that the 
fishing vessel Safety Code and Voluntary Guidelines, published in English, French and Spanish 
will be readily understood by only 35% of the global audience*.  If only three languages were to 
be selected with a view to maximizing the global audience, then Chinese, English and Spanish 
would be selected, thereby increasing this figure to over 75%.  If Russian were to be included as 
the fourth language, this figure would increase to around 83%.  Publication of the fishing vessel 

                                                 
*  The national fleet size data used in the estimation has been largely extracted by FAO from LMIS data in the 

absence of reliable country reporting. This data provides scant information on the Chinese fleets; however, 
in 1995, China reported to FAO that it had approximately 15,000 vessels over 100 tons. 
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Safety Code and Voluntary Guidelines in all six official languages would result in their being 
readily understood by nearly 90% of the global audience*. 
 
6 The figures above do not take into account vessels under 24 m in length, which account 
for about 95% of the global fishing fleet, and to which many sections of the Voluntary 
Guidelines and Part A of the Fishing Vessel Safety Code are relevant.  Further analysis would be 
required to determine which languages would be most relevant to the target audiences for these 
sizes of vessels, though it is estimated that the figures in paragraph 5 above would not change 
significantly. 
 
 

*** 

                                                 
*  The percentages used in this paragraph include some assumptions concerning the ease of comprehension of 

the official languages of IMO in countries where these languages are not the mother tongue of the countries 
concerned. 
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ANNEX 6 

 
LIST OF TASKS ASSIGNED TO THE SUB-COMMITTEE AND WORK TO BE UNDERTAKEN ON LARGE PASSENGER SHIP SAFETY 

 

Tasks Work to be undertaken 
Target 

completion 
date 

Comments 

Subdivision criteria (Task 1) 
 

Work completed.  None  Included in revised draft SOLAS Ch. II-1, Parts A, B, 
and B-1 
*  subject to completion of the work during the session 

Damage stability criteria (Task 2) 
 

Work completed.  None   Included in revised draft SOLAS Ch. II-1, Parts A, B, 
and B-1 
*  subject to completion of the work during the session 

Measures to limit the spread of flooding 
through watertight bulkhead penetrations 
and doors (Task 3) 

Work to be undertaken by 
SDS Correspondence Group 

2006 Interim findings available.  Initial report (SLF 47/INF.6) 
provided by Finland.  DE may need to review these 
findings 

Characterize the designed survivability of 
the ship to be able to link the design of the 
ship to the availability of SAR functions 
and the area of operation (Task 4) 
 

Work in progress. Research completed 
includes MARIN reports (SLF 46/INF.3 
and recently completed study (August 
2004), Japan Model Test papers (SLF 
46/INF.14 and SLF 47/INF.11), Germany 
document (SLF 45/INF.3), and Italy 
Model Test report (SLF 47/8/2) 

2006 Linked to Task 10.  Design and operational 
considerations to be studied.  Active damage control 
measures can greatly improve ship survivability.  
Numerous time-to-flood studies and damage stability 
model test reports are completed � floatability criteria yet 
to be determined 

How the survivability can be improved 
and the implication this would have for 
the design of large passenger ships of 
increasing size (Task 5) 

To be incorporated into task 10.   

Raking damage issues (Task 6) 
A. Bottom raking damage 
B. Side raking damage 

Member States invited to submit 
proposals to MSC 80. 

 Interim finding available. 
(1) Statistics should be evaluated from SLF 47/INF.4, 

SLF 47/13, and SLF 47/INF.7. 
(2) Side raking damage has been studied MARIN 

reports (SLF 46/INF.3 and SLF 48/INF.?) 
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Tasks Work to be undertaken 
Target 

completion 
date 

Comments 

Reliability of subdivision related 
equipment such as watertight doors, etc. 
(Task 7) 

None  Existing requirements ensure reliability. 

Structural integrity of the ship after 
damage. (Task 8) 
 

Long term prospective  SSC Structural survivability project in draft � follow-on 
to SLF 46/INF.10 
Related to consideration of crash worthiness � documents 
by Italy (SLF 47/3/15) and Germany (SLF 46/INF.10) 

To develop measures to assess alternative 
designs and arrangements so as to ease the 
approval of new concepts and 
technologies provided that an equivalent 
level of safety is achieved (Task 9) 

Guidelines to be developed. 2006 The regulation allowing this is included in the revised 
draft regulation SOLAS II-1/4.2 � guidance to be 
developed.  Guidance to be developed similar to 
framework of regulation SOLAS II-2/17. 

Develop the criteria for each contribution 
to the attained index �A� to satisfy either 
of the following scenarios (Task 10): 
 .1 return to port; or 
 .2 remain habitable for at least 

3 hours for evacuation. 

Work to under taken by SDS 
Correspondence Group 

2006 Some studies have been completed (SLF 47/8/3 and SLF 
47/INF.2), but more are needed. 
Group considers �return to port� could include ship being 
towed. 

Provide an outline and work programme 
for the above task (Task 10) for approval 
at MSC 79 (Task 11) 

Member States invited to submit 
proposals to MSC 80. 

2005 Awaiting MSC guidance before development of work 
plan. 

 
 

***
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ANNEX 7 
 

DRAFT MSC CIRCULAR 
 

UNIFIED INTERPRETATION OF SOLAS CHAPTER II-1 
 
 
1 The Maritime Safety Committee, at its [eightieth session (� to � May 2005)], with a 
view to providing assistance to the Administrations in the implementation of the requirements of 
the 1974 SOLAS Convention and in order to ensure the uniform application thereof, approved 
the unified interpretations of the Convention, set out in the annex. 
 
2 Member Governments are invited to: 
 

.1 take note of the annexed unified interpretations and use them when applying the 
relevant requirements of the 1974 SOLAS Convention; and 

 
 .2 bring the annexed unified interpretations to the attention of all interested parties. 
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ANNEX 

 
UNIFIED INTERPRETATION OF SOLAS CHAPTER II-1 

 
Regulation II-1/22 � Stability information for passenger ships and cargo ships 

 
 
Lightweight check 
 
1 A sister ship is a ship built by the same yard from the same plans. 
 
2 A lightweight check is considered the acceptable means of being satisfied that the data 
from a lead sister ship�s inclining test can be used for a subsequent ship.  The Administration 
may request regular repeats of inclining tests and/or require each individual passenger ship to be 
inclined, as detailed below.  
 
3 For any newly built sister ship with known differences from the lead sister ship, a detailed 
weights and centres calculation to adjust the lead ship�s lightship properties should be carried 
out.  The validity of the calculated lightship properties should be assessed by carrying out a 
lightweight check unless the implications regarding the stability of the ship indicate that an 
inclining test should be performed.  The acceptable deviation of lightship displacement should 
be: 
 

For L≤50m 2% of the lightship displacement of the lead ship. 
For L≥160m 1% of the lightship displacement of the lead ship. 
For intermediate length by linear interpolation. 

 
In addition, the deviation of lightship longitudinal centre of gravity should not exceed 0.5% of 
the LBP of the lead ship.  Where the deviation exceeds either of these limits, an inclining test 
should be carried out.  Where the deviation is within these limits the actual lightship weight and 
longitudinal centre of gravity derived from the lightship check should be used in conjunction 
with the higher of either the lead ship�s vertical centre of gravity or the calculated value.  
 
4 For a ship in service which undergoes alterations with calculable differences in lightship 
properties which materially affect the stability information supplied to the master, a detailed 
weights and centres calculation to adjust the lightship properties should be carried out.  To avoid 
an inclining test, the deviation of lightship displacement should not exceed 2% of the original 
approved lightweight or 2 tonnes, whichever is greater or that approved following the most 
recent major alteration or conversion.  In addition, the deviation of lightship longitudinal centre 
of gravity from the original or that approved following the most recent major alteration or 
conversion should not exceed 1% of the LBP of the ship.  Where the deviation exceeds either of 
these limits, an inclining test should be carried out.  Where a ship is within these limits the 
calculated values of lightweight, lightship LCG and lightship VCG should be used in all 
subsequent stability information supplied to the master. 
 
5 For all passenger ships, a lightship survey should be carried out at periodical intervals not 
exceeding five years, to verify any changes in lightship displacement and longitudinal centre of 
gravity.  The ship should be re-inclined whenever, in comparison with the originally approved 
stability information or that approved following the most recent major alteration or conversion, 
the deviation of the lightweight and/or lightship longitudinal centre of gravity exceeds the limits 
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in paragraph 4 above.  Where a ship is within these limits, the values of lightweight and lightship 
LCG derived from the lightship survey should be used in conjunction with the VCG derived from 
the most recent inclining experiment in all subsequent stability information supplied to the 
master. 
 
 

*** 
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ANNEX 8 
 

DRAFT LL.3 CIRCULAR 
 

UNIFIED INTERPRETATIONS OF THE INTERNATIONAL CONVENTION ON LOAD 
LINES, 1966, AND THE 1988 LL PROTOCOL AND ITS AMENDMENTS 

 
 
1 The Maritime Safety Committee at its [eightieth session (�to� May 2005)], following a 
recommendation of the forty-seventh session of the Sub-Committee on Stability and Load Lines 
and on Fishing Vessels Safety (SLF), approved unified interpretations of the requirements of the 
1966 LL Convention and the 1988 LL Protocol and its amendments, as set out in the annexes 1, 2 
and 3. 
 
2 Member Governments are invited to: 
 

.1 take note of the annexed unified interpretations and use them when applying the 
relevant requirements of the 1966 LL Convention, the 1988 LL Protocol and its 
amendments in order to ensure the uniform application thereof; and 

 
.2 bring the annexed unified interpretations to the attention of all interested parties. 
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ANNEX 1 

 
UNIFIED INTERPRETATIONS OF THE INTERNATIONAL 

CONVENTION ON LOAD LINES, 1966 
 
 
1 LENGTH OF SUPERSTRUCTURE (REGULATIONS 34(1) AND 34(2)) 
 (IACS unified interpretation LL.15) 
 
Regulation 34(1) 
 
1.1 Where a superstructure bulkhead is recessed, the effective length of the superstructure 
should be reduced by an amount equivalent in area to the area of the recess related to the breadth 
of the ship at the mid-length of the recess. 
 
1.2 Where the recess is unsymmetrical about the centre line, the largest portion of the recess 
should be considered as applying to both sides of the ship.  It is considered that such a recess 
need not be decked over. 
 
1.3 Where a cargo hatchway, complying with the requirements of regulation 16 and having a 
coaming height that extends above the level of the superstructure deck, is fitted in the recess and 
covering the whole area of the recess, the hatchway may be taken into account as forming a part 
of the superstructure, and the effective length of the superstructure need not be reduced by the 
amount equivalent in area to the area of the recess. 
 
1.4 The hatchway coaming height should be in accordance with regulation 16(1), measured 
from the superstructure deck level. 
 
Regulation 34(2) 
 
1.5 Where there is an extension to a superstructure, which extension has a breadth on each 
side of the centre line at least 30% of the breadth of the ship, the effective length of the 
superstructure may be increased by considering an equivalent superstructure bulkhead in the 
form of a parabola.  This parabola should extend from the extension at the centre line and pass 
through the junction of the actual superstructure bulkhead with the sides of the extension and 
extend to the sides of the ship.  This parabola should be completely contained within the 
boundary of the superstructure and its extensions. 
 
1.6 If the superstructure is set-in from the side, up to the limit allowed under regulation 3(10), 
the equivalent bulkhead should be calculated on the basis of the actual breadth of the 
superstructure (not the breadth of the ship). 
 
 
2 POSITION OF FREEBOARD DECK ON FLOAT ON/FLOAT OFF BARGE CARRIERS 

(REGULATION 3(9)) 
 (IACS unified interpretation LL.68) 
 
2.1 Float on/float off barge carriers are designed to be ballasted such that the bottom of their 
cargo space(s) (well deck) submerges below the waterline to allow barges being floated in and 
out. 
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2.2  If such a ship is fitted with weathertight closures for the cargo space(s) and a watertight 
enclosure at the stern, the uppermost complete deck may be taken as the freeboard deck. 
 
2.3 If such a ship is not fitted with weathertight closures for the cargo space(s) or a watertight 
enclosure at the stern, the well deck should be taken as the freeboard deck, while buoyant spaces 
above may be considered as superstructures in accordance with the provisions of the 
interpretation relating to regulation 34(1) of the Convention referred to in section 1 or 
regulation 34(1) of the 1988 Protocol. 
 
2.4 If such a ship is not fitted with weathertight closures for the cargo space(s) but has a 
watertight enclosure at the stern, the uppermost complete deck may be taken as the freeboard 
deck provided that: 
 

.1 the structure of the freeboard deck complies with the provisions of the 
interpretation relating to regulation 3(9) of the Convention referred to in circular 
LL.3/Circ.77; 

 
.2 the calculated freeboard is corrected for any missing buoyancy above the well 

deck in accordance with the provisions of the interpretation relating to 
regulations 3(5)(c) and 3(9) of the Convention referred to in circular LL.3/Circ.69; 
and 

 
.3 a satisfactory safety level at the resulting draught is demonstrated according to 

alternative concepts. 
 
 
3 TREATMENT OF THE VOLUME OF THE FORECASTLE, WHICH IS LOCATED OVER THE 

FOREMOST CARGO HOLD FOR DAMAGE STABILITY CALCULATION IN ACCORDANCE WITH 
REGULATION 27 OF THE CONVENTION AND PARAGRAPH (12) OF THE ANNEX TO 
RESOLUTION A.320(IX) 

 (IACS unified interpretation LL.69) 
 
3.1 In the case where the forecastle overlaps foremost cargo hold, provided the forecastle 
bulkhead is not more than 3 m aft of the forward bulkhead of the hold and the deck forming the 
step in way is watertight, then the bulkhead should be considered as continuous and not subject 
to damage. 
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ANNEX 2 

 
UNIFIED INTERPRETATIONS OF THE 1988 PROTOCOL RELATING TO THE 

INTERNATIONAL CONVENTION ON LOAD LINES, 1966 
 
 
1 LENGTH OF SUPERSTRUCTURE (REGULATIONS 34(1) AND 34(2)  
 (IACS unified interpretation LL.15) 
 
Regulation 34(1) 
 
1.1 Where a superstructure bulkhead is recessed, the effective length of the superstructure 
should be reduced by an amount equivalent in area to the area of the recess related to the breadth 
of the ship at the mid-length of the recess. 
 
1.2 Where the recess is unsymmetrical about the centre line, the largest portion of the recess 
should be considered as applying to both sides of the ship. It is considered that such a recess need 
not be decked over.   
 
1.3 Where a cargo hatchway, complying with the requirements of regulation 16 and having a 
coaming height that extends above the level of the superstructure deck, is fitted in the recess and 
covering the whole area of the recess, the hatchway may be taken into account as forming a part 
of the superstructure, and the effective length of the superstructure need not be reduced by the 
amount equivalent in area to the area of the recess. 
 
1.4 The hatchway coaming height should be in accordance with regulation 16(1), measured 
from the superstructure deck level. 
 
Regulation 34(2) 
 
1.5 Where there is an extension to a superstructure, which extension has a breadth on each 
side of the centre line at least 30% of the breadth of the ship, the effective length of the 
superstructure may be increased by considering an equivalent superstructure bulkhead in the 
form of a parabola.  This parabola should extend from the extension at the centre line and pass 
through the junction of the actual superstructure bulkhead with the sides of the extension and 
extend to the sides of the ship.  This parabola should be completely contained within the 
boundary of the superstructure and its extensions. 
 
1.6 If the superstructure is set-in from the side, up to the limit allowed under regulation 3(10), 
the equivalent bulkhead should be calculated on the basis of the actual breadth of the 
superstructure (not the breadth of the ship). 
 
 
2 POSITION OF FREEBOARD DECK ON FLOAT ON/FLOAT OFF BARGE CARRIERS 

(REGULATION 3(9)) 
 (IACS unified interpretation LL.68) 
 
2.1 Float on/float off barge carriers are designed to be ballasted such that the bottom of their 
cargo space(s) (well deck) submerges below the waterline to allow barges being floated in and 
out. 
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2.2  If such a ship is fitted with weathertight closures for the cargo space(s) and a watertight 
enclosure at the stern, the uppermost complete deck may be taken as the freeboard deck. 
 
2.3 If such a ship is not fitted with weathertight closures for the cargo space(s) or a watertight 
enclosure at the stern, the well deck should be taken as the freeboard deck, while buoyant spaces 
above may be considered as superstructures in accordance with the provisions of the 
interpretation referred to in section 1 relating to regulation 34(1) of the Convention or 
regulation 34(1). 
 
2.4 If such a ship is not fitted with weathertight closures for the cargo space(s) but has a 
watertight enclosure at the stern, the uppermost complete deck may be taken as the freeboard 
deck provided that: 
 

.1 the structure of the freeboard deck complies with the provisions of the 
interpretation relating to regulation 3(9) of the Convention referred to in circular 
LL.3/Circ.77; 

 
.2 the calculated freeboard is corrected for any missing buoyancy above the well 

deck in accordance with the provisions of the interpretation relating to 
regulations 3(5)(c) and 3(9) of the Convention referred to in circular LL.3/Circ.69; 
and 

 
.3 a satisfactory safety level at the resulting draught is demonstrated according to 

alternative concepts. 
 
 
3 TREATMENT OF THE VOLUME OF THE FORECASTLE, WHICH IS LOCATED OVER THE 

FOREMOST CARGO HOLD FOR DAMAGE STABILITY CALCULATION (REGULATION 27) 
 (IACS unified interpretation LL.69) 
 
3.1 In the case where the forecastle overlaps foremost cargo hold, provided the forecastle 
bulkhead is not more than 3 m aft of the forward bulkhead of the hold and the deck forming the 
step in way is watertight, then the bulkhead should be considered as continuous and not subject 
to damage. 
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ANNEX 3 

 
UNIFIED INTERPRETATIONS OF THE 1988 LL PROTOCOL, 

AS AMENDED BY RESOLUTION MSC.143(77) 
 
 
1 LENGTH OF SUPERSTRUCTURE (REGULATION 34(1)) 
 (IACS unified interpretation LL.15) 
 
1.1 Where a cargo hatchway, complying with the requirements of regulation 16 and having a 
coaming height that extends above the level of the superstructure deck, is fitted in the recess and 
covering the whole area of the recess, the hatchway may be taken into account as forming a part 
of the superstructure, and the effective length of the superstructure need not be reduced by the 
amount equivalent in area to the area of the recess. 
 
1.2 The hatchway coaming height should be in accordance with regulation 16(1), measured 
from the superstructure deck level. 
 
 
2 HATCH COVER STRESS/DEFLECTION CALCULATION (REGULATIONS 16(5) (A) AND (B)) 
 (IACS unified interpretation LL.66) 
 
2.1 In the calculation of stress and deflection from the prescribed mass per unit area, the 
design pressure is to be determined by using a vertical acceleration equal to 1g. 
 
 
3 POSITION OF FREEBOARD DECK ON FLOAT ON/FLOAT OFF BARGE CARRIERS 

(REGULATION 3(9)) 
 (IACS unified interpretation LL.68) 
 
3.1 Float on/float off barge carriers are designed to be ballasted such that the bottom of their 
cargo space(s) (well deck) submerges below the waterline to allow barges being floated in and 
out. 
 
3.2 If such a ship is fitted with weathertight closures for the cargo space(s) and a watertight 
enclosure at the stern, the uppermost complete deck may be taken as the freeboard deck. 
 
3.3 If such a ship is not fitted with weathertight closures for the cargo space(s) or a watertight 
enclosure at the stern, the well deck should be taken as the freeboard deck, while buoyant spaces 
above may be considered as superstructures in accordance with the provisions of the 
interpretation referred to in section 1 relating to regulation 34(1) of the Convention or 
regulation 34(1). 
 
3.4 If such a ship is not fitted with weathertight closures for the cargo space(s) but has a 
watertight enclosure at the stern, the uppermost complete deck may be taken as the freeboard 
deck provided that: 
 

.1 the structure of the freeboard deck complies with the provisions of the 
interpretation relating to regulation 3(9) of the Convention referred to in circular 
LL.3/Circ.77; 
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.2 the calculated freeboard is corrected for any missing buoyancy above the well 

deck in accordance with the provisions of the interpretation relating to 
regulations 3(5)(c) and 3(9) of the Convention referred to in circular LL.3/Circ.69; 
and 

 
.3 a satisfactory safety level at the resulting draught is demonstrated according to 

alternative concepts. 
 
 
4 TREATMENT OF THE VOLUME OF THE FORECASTLE, WHICH IS LOCATED OVER THE 

FOREMOST CARGO HOLD FOR DAMAGE STABILITY CALCULATION (REGULATION 27) 
 (IACS unified interpretation LL.69) 
 
4.1 In the case where the forecastle overlaps foremost cargo hold, provided the forecastle 
bulkhead is not more than 3 m aft of the forward bulkhead of the hold and the deck forming the 
step in way is watertight, then the bulkhead should be considered as continuous and not subject 
to damage. 
 
 

*** 
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ANNEX 9 

 
DRAFT UNIFIED INTERPRETATIONS OF ANNEX I TO MARPOL 73/78 

 
 
Regulation 25A � Intact stability 
 
For proving compliance with regulation 25A of Annex I to MARPOL 73/78, as an alternative to 
the loading case described in MARPOL Unified Interpretation 11A it is accepted to carry out an 
extensive analysis covering all possible combinations of cargo and ballast tank loading.  For such 
extensive analysis conditions, it is considered that: 
 

.1 weight, centre of gravity co-ordinates and free surface moment for all tanks 
should be according to the actual content considered in the calculations; and 

 
.2 the extensive calculations should be carried out in accordance with the following: 

 
.2.1 the draughts should be varied between light ballast and scantling draught; 
 
.2.2 consumables including but not restricted to fuel oil, diesel oil and fresh 

water corresponding to 97%, 50% and 10% content should be considered; 
 
.2.3 for each draught and variation of consumables, the available deadweight 

should comprise ballast water and cargo, such that combinations between 
maximum ballast and minimum cargo and vice-versa are covered.  In all 
cases, the number of ballast and cargo tanks loaded should be chosen to 
reflect the worst combination of VCG and free surface effects.  
Operational limits on the number of tanks considered to be simultaneously 
slack and exclusion of specific tanks should not be permitted.  All ballast 
tanks should have at least 1% content; 

 
.2.4 cargo densities between the lowest and highest intended to be carried 

should be considered; and 
 
.2.5 sufficient steps between all limits should be examined to ensure that the 

worst conditions are identified.  A minimum of 20 steps for the range of 
cargo and ballast content, between 1% and 99% of total capacity, should 
be examined.  More closely spaced steps near critical parts of the range 
may be necessary. 

 
At every stage the criteria described in paragraph 2 of regulation 25A should be 
met. 

 
 

*** 
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ANNEX 10 
 

DRAFT MSC CIRCULAR 
 

GUIDELINES ON THE PROVISION OF STABILITY-RELATED INFORMATION  
FOR BULK CARRIERS 

 
 
1 The Maritime Safety Committee (MSC), at its seventy-sixth session (2 to 
13 December 2002), having considered the results of various FSA studies on bulk carrier safety, 
agreed that the risk control option calling for the provision of detailed, comprehensive and user-
friendly information covering stability and strength characteristics of the ship�s hull during 
loading and unloading should be applied to new bulk carriers.  Furthermore, MSC 76 noted that 
the above-mentioned risk control option was more relevant for smaller ships with respect to 
stability and for larger ships with respect to structural strength, and instructed the Sub-Committee 
on Stability and Load Lines and on Fishing Vessels Safety (SLF) and the Sub-Committee on 
Ship Design and Equipment (DE) to develop relevant guidelines. 
 
2 Subsequently, the SLF Sub-Committee, at its forty-sixth session (8 to 
12 September 2003), prepared draft SOLAS amendments to address the stability issues on bulk 
carriers of less than 150 m in length, and at its forty-seventh session (13 to 17 September 2004), 
prepared the Guidelines on the provision of stability-related information for bulk carriers, for all 
new bulk carriers.  
 
3 The Maritime Safety Committee, at its [eightieth session (� to � May 2005)], following 
the recommendation of SLF 47, approved the Guidelines on the provision of stability-related 
information for bulk carriers, as set out in the annex. 
 
4 Member Governments are invited to bring the annexed Guidelines to the attention of 
stability instrument manufacturers, related computer software developers, mariners, dry cargo 
terminal operators and other parties involved in cargo operations. 
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ANNEX 

 
GUIDELINES ON THE PROVISION OF STABILITY-RELATED INFORMATION   

FOR BULK CARRIERS 
 
 
1 PURPOSE 
 
The aim of this document is to provide detailed, comprehensive and user-friendly guidance on 
provision of stability-related information and stability computing software supporting for the safe 
operation of bulk carriers and in particular those bulk carriers to which SOLAS 
regulation XII/11.3* applies. 
 
2 DEFINITIONS 
 
2.1 Stability data 
 
Stability data is a set of data resulting from ship design process.  It covers stability characteristics 
pertaining to a specific ship.  Stability data is the base for ship stability calculation in operation, 
especially stability assessment, by means of hand made calculations or by stability instrument. 
 
2.2 Stability instrument  
 
2.2.1 A stability instrument is an instrument, either analogue or digital, provided for ships, by 
means of which all relevant stability information is provided and all calculations or checks can be 
easily and quickly performed as necessary to ensure compliance with the applicable stability 
requirements. 
 
2.2.2 In this context the stability instrument comprises the hardware and software. 
 
3 INFORMATION TO BE PROVIDED 
 
3.1 Stability data and other information 
 
Stability data should include: 
 
3.1.1 General information 

 
.1 ship�s name; 
 
.2 type of ship (i.e. bulk carrier); 
 
.3 name of builders and new building number; 
 
.4 date of build (keel laying) or conversion; 
 
.5 class notation; 
 

                                                 
* Subject to the adoption by MSC 79 and the entry-into-force of the draft amendments, as contained in 

annex 1 to document MSC 79/3/1. 
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.6 nationality, port of registry and IMO number; 
 
.7 principal dimensions (length, breadth and depth); 
 
.8 type of load line assigned (type A, B, B-60, etc); 
 
.9 maximum mean permissible draught corresponding to the summer freeboard 

assigned; 
 
.10 maximum mean permissible draught corresponding to the summer timber 

freeboard (if appropriate); 
 
.11 displacement in salt water (at stated density) corresponding to .9 and .10 at the 

designed (level) trim; 
 
.12 maximum permissible draught at the forward perpendicular for bow height 

considerations; 
 
.13 the minimum recommended draught at the forward perpendicular for any sailing 

condition;  
 
.14 stability limitations of the ship�s design, both for loading operation and, where 

applicable, associated with undertaking ballast water exchange at sea; and 
 
.15 lightship particulars obtained from inclination test or lightship survey. 

 
3.1.2 A scaled arrangement drawing showing clearly the use and distribution of the various 
cargo compartments, tanks, stores as well as machinery and accommodation spaces.  Names of 
compartments used in the text of the document should be clearly indicated. 
 
3.1.3 A table of capacities with centres of volume (longitudinal, vertical and transverse) for 
every compartment available for the carriage of cargo, fuel, stores, feed water, domestic water 
and water ballast.  Where applicable, such as for cargo holds, tables or curves giving capacity 
and centre of volume as functions of compartment depth or ullage should be included.  When 
ullage is used, the ullage reference point should be clearly stated.  The reference planes and the 
positive direction in all six degrees of freedom for centres of volume should be the same as those 
used for any computer or other information provided as an aid to the safe loading of the ship. 
 
3.1.4 Free surface effect tables and/or curves for every tank and cargo hold that may contain 
liquid, as a function of volume showing the effect on the stability of the ship of liquids in 
partially filled tanks.  These tables/curves should give the free surface moments necessary to 
correct the initial metacentric height and those to correct the righting lever values when the ship 
is inclined.  In the case of tanks containing liquids which may be consumed, discharged or 
transferred to and from other compartments while the ship is at sea, including anti-rolling tanks 
and/or heeling tanks, the maximum free surface moments which may be developed should be 
given.  When holds or deep tanks containing liquids are maintained partially filled while the ship 
is at sea, the free surface moments used may be based on the actual quantity of fluid contained. 
 
3.1.5 Hydrostatic particulars for the ship at designed trim, in curve or tabulated form, to a base 
of mean draught measured to the bottom of the keel over a range covering the lightship and 
maximum draughts.  When tabulated, these should correspond to evenly-rounded units of draught 
at intervals appropriate to the size of ship.  The particulars should include: 
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.1 extreme displacement in salt water at stated density; 
 
.2 immersion (displacement per unit interval of draught); 
 
.3 moment to change trim one unit; 
 
.4 transverse metacentre height above baseline; 
 
.5 transverse centre of buoyancy; 
 
.6 vertical centre of buoyancy; 
 
.7 longitudinal centre of floatation; and 
 
.8 longitudinal centre of buoyancy. 

 
Position of reference planes should be stated in the case of items specified in 
subparagraphs 3.1.5.4 to 3.1.5.8 and should be the same as the corresponding reference planes for 
centres of gravity. 
 
3.1.6 Details of load line, draught marks and deadweight particulars.  A diagram should be 
provided showing the load line marks including: 
 

.1 position of the deck line relative to the upper extreme of the ship�s depth; 
 
.2 draught to the summer load waterline; 
 
.3 draught to the summer timber load waterline (if appropriate); 
 
.4 corresponding freeboards, 

 
this or other diagram or tabular presentation should also give the relationships between: 
 

.5 mean draught; 
 
.6 extreme displacement; 
 
.7 immersion (displacement per unit interval of draught); and 
 
.8 deadweight. 

 
The positions of the draught marks should be defined in relation to both the ship�s perpendiculars 
and the longitudinal reference plane mentioned above. 
 
3.1.7 Form stability particulars (Cross curves of stability). Data in the form of curves or tables 
showing the relationship between form righting lever, angle of heel and displacement at the 
designed trim over the full operational range of displacement.  Where the operating trim or form 
and arrangement of the ship are such that a change in trim has an appreciable effect on righting 
arms, additional form stability data should be included for a suitable range of trim.  The form 
stability information should be presented in a form that enables righting arms to be readily 
determined to the nearest centimetre. 
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3.1.8 Set of stability criteria required by the Administration. 
 
3.1.9 Limiting envelope curves resulting from intact stability and damage stability, when 
appropriate.  These curves should be clearly stated as being GM required curves or 
KG maximum curves. 
 
3.1.10 Auxiliary data which are necessary to prove compliance with the relevant stability criteria 
and, when appropriate, icing data. 
 
3.1.11 Master�s instructions should precisely and unambiguously detail how the information 
provided in the stability data and elsewhere is to be used to obtain the draught, trim and stability 
characteristics of a new loading condition and determine whether that condition fulfils the 
relevant stability criteria. 
 
3.1.12 Loading conditions 
 
3.1.12.1  The loading conditions covered by the stability data should include: 
 

.1 lightship; 
 
.2 docking; 
 
.3 fully loaded departure, with cargo homogeneously distributed throughout all cargo 

spaces and with full stores and fuel; 
 
.4 fully loaded arrival, with cargo homogeneously distributed throughout all cargo 

spaces and with 10% stores and fuel remaining; 
 
.5 ballast departure, without cargo but with full stores and fuel; 
 
.6 ballast arrival, without cargo but with 10% stores and fuel remaining; 
 
.7 other departure and arrival conditions typical of the ship�s intended service, such 

as alternate hold loading, ore loading, deep ballast etc as applicable; and 
 
.8 where appropriate, other conditions used for ballast water exchange. 

 
3.1.12.2  For each loading condition, the following should be shown: 
 

.1 a sketch of the ship indicating, pictorially, the main items of deadweight included 
in the displacement; 

 
.2 a table showing the lightship particulars, the distribution of all components of the 

deadweight, the positions of their centres relative to the defined reference planes, 
corresponding static moments and a summation giving the result which should 
show the full displacement mass and the position of its centre; 

 
.3 a table listing the free surface effects of liquids in all compartments which may be 

partially filled; 
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.4 a diagram showing the curve of righting levers (GZ), corrected for free surface 

effects, plotted against angle of inclination. The scales used should be the same 
for each loading condition; and 

 
.5 a summary of the condition giving: 
 
.5.1 displacement and related sea water density; 
 
.5.2 corresponding draught at longitudinal centre of floatation; 
 
.5.3 corresponding draught at freeboard mark; 
 
.5.4 moment to change trim one unit; 
 
.5.5 longitudinal and transverse positions of centre of buoyancy; 
 
.5.6 longitudinal and transverse positions of centre of gravity; 
 
.5.7 trimming lever; 
 
.5.8 total trim over perpendiculars; 
 
.5.9 longitudinal position of centre of floatation; 
 
.5.10 trim at forward perpendicular; 
 
.5.11 trim at aft perpendicular; 
 
.5.12 draught at forward perpendicular; 
 
.5.13 draught at aft perpendicular; 
 
.5.14 draught at forward draught mark; 
 
.5.15 draught at aft draught mark; 
 
.5.16 mean draught amidships; 
 
.5.17 total free surface moment for initial stability; 
 
.5.18 vertical position of the transverse metacentre; 
 
.5.19 vertical position of the ship�s centre of gravity, both uncorrected and corrected for 

free surface effects; and 
 
.5.20 a statement giving the limiting value or values of stability parameters for each 

stability criterion together with corresponding values achieved. 
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3.2 Stability instrument  
 
A stability instrument installed onboard shall cover all stability requirements applicable to the 
ships as follows: 
 
3.2.1 The input/output format of the stability instrument should, as far as practicable, be easily 
comparable in information and format to the stability booklet so that the operators will easily 
gain familiarity with the loading calculations. 
 
3.2.2 The stability instrument should readily provide any information that may be obtained 
from the stability booklet by incremented calculation, reflecting the operation scenario in a 
clearly presented format. 
 
3.2.3 A simple and straightforward user manual written in the same language as the stability 
booklet should be provided. The user manual should contain the approved test conditions and be 
written in a language with which the ship's officers responsible for cargo operations are familiar. 
If this language is not English, the ship should be provided with a manual written also in the 
English language. 
 
3.2.4 The calculation program shall present relevant parameters of each loading condition in 
order to assist the Master in his judgement on whether the ship is loaded within the approved 
limits (refer to paragraphs 3.1.8, 3.1.9 and 3.1.11). 
 
 

*** 
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ANNEX 11 
 

DRAFT AMENDMENTS TO THE 2000 HSC CODE 
PREPARED BY THE SUB-COMMITTEE 

 
 

CHAPTER 2 � BUOYANCY, STABILITY AND SUBDIVISION 
Part A 

 
 
1 Replace paragraph 2.1.3.1 with the following: 
 

�.1 Downflooding point means any opening, irrespective of size, that would permit 
passage of water through a water/weathertight structure (e.g. opening windows), 
but excludes any opening kept closed to an appropriate standard of 
water/weathertightness at all times other than when required for access or for 
operation of portable submersible bilge pumps in an emergency (e.g. non-opening 
windows of similar strength and weathertight integrity to the structure in which 
they are installed).� 

 
2 Insert new subparagraph 2.1.3.2 after subparagraph 2.1.3.1: 
 

�.2 Elsewhere when applied to sill and coaming heights in 2.2.7 and 2.2.8 is taken as 
applying to all weathertight and watertight closures located on or below the 
datum.� 

 
and renumber remaining subparagraphs accordingly. 
 
3 Add the following new text after paragraph 2.1.4.3: 
 

�The adequacy of mathematical simulations must first be demonstrated by correlation 
with full-scale or model tests for the appropriate type of craft.  It may often be appropriate 
to use mathematical simulations to help to identify the more critical scenarios for 
subsequent physical testing. 

 
Some mathematical simulation methods are not well suited to accurate modelling of 
extreme events. 

 
For safety level 3 or 4 it may be appropriate to use model testing as a precursor to or 
instead of full-scale testing.� 

 
4 Add the following text after paragraph 2.1.6: 
 

�Where calculations are employed, it shall first be shown that they correctly represent 
dynamic behaviour within the operational limitations of the craft.� 

 
5 Replace the heading of paragraph 2.2.1 as follows: 
 
 �Buoyant spaces*� 
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6 Insert the following footnote to the heading of paragraph 2.2.1: 
 

�*These requirements encompass the need for all hull openings and their closures to be 
provided with satisfactory integrity.� 

 
7 Add the following new sentence at the end of the existing sentence starting with 
�In considering ...�: 
 

�Where a buoyant space may be subjected to increased fluid pressure in the equilibrium 
position after damage, the boundaries and associated openings in or penetration of that 
space shall be designed and constructed to prevent the passage of fluid under that 
pressure.� 

 
8 In the leading text of paragraph 2.2.3.2, replace the word �shall� by �may�. 
 
9 In paragraph 2.2.3.2.2, add a footnote to the words �model tests� as follows: 
 

�Reference should be made to MSC/Circ.1029 which provides interim guidelines for the 
conduct of high-speed craft model testing.� 

 
10 In paragraph 2.2.7.3, add a footnote to the word �elsewhere*�: 
 
 �*Refer to subparagraph 2.1.3.2�  
 
11 In paragraph 2.2.8, add the following footnote to the word �elsewhere*� in subparagraphs 
2.2.8.1.1, 2.2.8.2.2, 2.2.8.3.4, and 2.2.8.4.1: 
 
 �*Refer to subparagraph 2.1.3.2� 
 
12 At the end of paragraph 2.2.8.2.1, add the following footnote: 
 

�*Conformity with the requirements of organizations recognized by the Administration in 
accordance with regulation XI/1 of the Convention may be considered to possess 
adequate strength.� 

 
13 Replace the third and subsequent sentences of paragraph 2.2.9.3 with the following: 
 
 �In unmanned machinery spaces, main and auxiliary sea inlets and discharges in 

connection with the operation of machinery shall either: 
 

.1 be located at least 50% of the significant wave height corresponding to the worst 
intended conditions above the deepest flooded waterline following damage 
specified in paragraphs 2.6.6 to 2.6.10; or 

 
.2 be operable from the operating compartment.� 
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14 In paragraph 2.3.4, replace table 2.3.4 as follows and add a footnote to the table�s title: 
 
 �Table 2.3.4 � Application of annexes 7 and 8 to monohull and multihull craft* 
 

Angle of maximum GZ GMT 

≤ 25º > 25º 

≤ 3.0 annex 7 or annex 8 annex 8 

> 3.0 annex 7 annex 7 or annex 8 
 

* The table is advisory, and accommodates cases where a monohull has stability 
characteristics like a multihull, and those of a multihull are like a monohull.� 

 
Delete the definitions BWL, AWP and ∇, and add the following: 
 

�GZ = righting lever.� 
 
15 At the end of paragraph 2.6.4.1, add a reference to the footnote as follows: 
 

�Reference may be made to ISO 2896:1987, Cellular plastics, rigid � Determination of 
water absorption for assessing water absorption properties. 

 
The water absorption of low density material should not exceed 8 % by volume after 
being fully submerged for 8 days according to ISO 2896 should be considered to be 
�impervious to water absorption�. Material complying with IMO Resolution MSC.81(70) 
should also be deemed to satisfy this standard. Refer to: ISO 12217 � Small craft � 
Stability and buoyancy.� 

 
16 Add a new paragraph after subparagraph 2.6.5.4 as follows: 
 

�2.6.5 Void spaces filled with foam or modular buoyancy elements or any space without 
a venting system are considered to be void spaces for the purposes of this paragraph, 
provided such foam or elements fully comply with 2.6.4.� 

 
17 In paragraph 2.6.6, delete the second sentence that reads as follows: 
 

�The shape of the damage��. 
 
18 Add a new paragraph after subparagraph 2.6.7.3 as follows: 
 

�2.6.7 The damages described in this paragraph shall be assumed to have the shape of a 
parallelpiped (a parallelepiped is defined as �a solid contained by parallelograms� and a 
parallelogram is defined as �a four-sided rectilinear figure whose opposite sides are 
parallel�).  Applying this to 2.6.7a, the inboard face at its mid-length shall be tangential 
to, or otherwise touching in a least 2 places, the surface corresponding to the specified 
transverse extent of penetration, as illustrated in Figure 2.6.7 a. 
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Side damage shall not transversely penetrate a greater distance than the extent of 0.2∇1/3 

at the design waterline, except where a lesser extent is provided for in 2.6.7.2. Refer to 
Figures 2.6.7 b and c. 

 
If considering a multihull, the periphery of the craft is considered to only be the surface of 
the shell encompassed by the outboard surface of the outermost hull at any given section. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

C-L 
transverse extent 

of penetration 
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extent of  
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Figure 2.6.7 a 

Transverse extent 
of penetration 

Damage of less than 
maximum vertical extent 

Figure 2.6.7 b
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19 Insert a new paragraph after paragraph 2.6.7 as follows: 
 
 �2.6.8 Extent of bow and stern damage 
 

2.6.8.1  The following extents of damage are to be applied to bow and stern, as illustrated 
in Figure (new number�): 

 
.1 at the fore end, damage to the area defined as Abow in 4.4.1, the aft limit of which 

being a transverse vertical plane, provided that this area need not extend further 
aft from the forward extremity of the craft�s watertight envelope than the distance 
defined in 2.6.7.1; and 

 
.2 at the aft end, damage to the area aft of a transverse vertical plane at a distance 

0.2∇1/3 forward of the aft extremity of the watertight envelope of the hull. 
 

2.6.8.2  The provisions of 2.6.6 in relation to damage of lesser extent remain applicable to 
such damage. 

 
 
 
 
 
 
 
 
 
  
 

Figure (2.6.8)� 
 
 
and renumber remaining paragraphs accordingly. 
 
20 In subparagraph 2.6.8.1.2, add the following sentence to the definition of �T�: 
 

�Structures such as single plate skegs or solid metal appendages should be considered to 
be non-buoyant and thus excluded.� 

 
21 In paragraph 2.6.8.2.2, add a new paragraph after the existing one and as follows: 
 

�2.6.8.2.3 The shape of damage shall be assumed to be rectangular in the transverse 
plane as illustrated in Figure 2.6.8.2 below.  Damage is to be assumed at a series of 
sections within the defined longitudinal extent in accordance with Figure 2.6.8.2, the 
mid-point of the damaged girth being maintained at a constant distance from the 
centreline throughout that longitudinal extent. 

deck area = Abow 0.2∇1/3 

 

Transverse vertical 
planes
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22 In paragraph 2.6.9.1, insert the following words between �hull(s)� and �which�: 
 
 �below the design waterline.� 
 
23 In paragraph 2.6.9.2, add a new subparagraph .4 after subparagraph 2.6.9.2.3 as follows: 
 

�.4 The shape of damage should be assumed to be rectangular in the plane of the shell 
of the craft, and rectangular in the transverse plane as illustrated in 
Figure 2.6.8.2.� 

 
24 Insert the following paragraph after paragraph 2.7.1: 
 

�2.7.2 Where an accurate inclining experiment is impractical owing to the height of the 
centre-of-gravity (VCG or KG) being less than one third of the transverse metacentric 
height (GMT), the Administration may accept estimation of KG by detailed calculation in 
place of an inclining experiment. In such cases a displacement check shall be undertaken 
to confirm the calculated lightship characteristics, including LCG, which may be accepted 
if the measured lightship displacement and LCG are respectively within 2 % and 1 % L 
relative to the estimate.� 

 
and renumber accordingly. 
 
25 In paragraph 2.7.7, insert the following new sentence at the end of the existing paragraph: 
 

�For amphibious air-cushion vehicles this may be achieved by the use of draught gauges 
in conjunction with deck datum plates.� 

 
26 In paragraph 2.10, add the following new subparagraphs after subparagraph 2.10.6 as 
follows: 
 

�For the purposes of this paragraph: 
 

.7 Passengers assumed to be occupying seats shall be taken as having a vertical 
centre-of-gravity corresponding to being seated, with all others standing; 

 
.8 On the decks where assembly stations are located, the number of passengers on 

each should be that which generates the maximum heeling moment.  Any 
remaining passengers should be assumed to occupy decks adjacent to those on 
which the assembly stations are located, and positioned such that the combination 
of number on each deck and total heeling moment generate the maximum static 
heel angle. 

penetration normal to 
the shell

girth along 
the shell 

Fig. 2.6.8.2� 
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.9 Passengers should not be assumed to gain access to the weather deck nor be 
assumed to crowd abnormally towards either end of the craft unless this is a 
necessary part of the planned evacuation procedure. 

 
.10 Where there are seats in areas occupied by passengers, one passenger per seat 

should be assumed, passengers being assigned to the remaining free areas of deck 
(including stairways if appropriate) at the rate of four per square metre.� 

 
27 In paragraph 2.11, add a footnote to the words �cases of loading*� as follows: 
 

�*Attention is drawn to the longitudinal centre-of-gravity limitations established in 
compliance with 17.3.�  

 
28 In paragraph 2.12, add a new paragraph after paragraph 2.12.2 as follows: 
 

�2.12.3  Demonstrating the effect of the passenger heeling moment calculated as 
given by 2.10 above, or a defined beam wind pressure when at speed shall be established 
by conducting a trial or model test with an equivalent heeling moment applied by test 
weights.  Passenger movement may only be neglected on craft where the safety 
announcement (see 8.4.1 and 18.7) expressly requires passengers to remain seated 
throughout the voyage.� 

 
ANNEX 6 - STABILITY OF HYDROFOIL CRAFT 

 
29 In the preamble, add new paragraph (after the existing introductory paragraph and prior to 
paragraph) as follows: 
 

�As required by 2.3.1, the stability of hydrofoil craft shall be assessed under all permitted 
conditions of loading. 

 
The term �hull-borne mode� has the same meaning as �displacement mode� defined in 
1.4.22 of the Code. 

 
The term �foil-borne mode� has the same meaning as �non-displacement mode� defined 
in 1.4.38 of the Code.� 

 
ANNEX 7 - STABILITY OF MULTIHULL CRAFT 

 
30 In paragraph 1.4.2, add to the first paragraph the following sentence: 
 

�Alternatively another method of assessment may be employed, as provided for in 2.1.4 
of this Code.� 

 
ANNEX 8 - STABILITY OF MONOHULL CRAFT 

 
31 Add the following new paragraph at the end of paragraph 2.1.1: 
 

�The range shall be taken as the difference between the equilibrium heel angle and the 
heel angle at which the residual righting lever subsequently becomes negative or the 
angle at which progressive flooding occurs, whichever is less.� 

 
 

***
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ANNEX 12 
 

JUSTIFICATION FOR THE PROPOSAL TO INCLUDE AN ITEM ON THE 
�SAFETY OF FISHING VESSELS� IN THE WORK PROGRAMME OF THE 
SLF SUB-COMMITTEE AND THE PROVISIONAL AGENDA FOR SLF 48 

 
 
INTRODUCTION 
 
 As requested by the Sub-Committee a small group comprised of Members States, 
representatives of UN specialized agencies and an observer from an inter-governmental 
organization met informally to discuss the issue of retaining an item on the work programme of 
the Sub-Committee relating to the safety of fishing vessels. 
 
 The following paragraphs provide justification to retain this item on the work programme 
of the Sub-Committee, as well as other potentially useful information. 
 
SAFETY OF FISHING VESSELS 
 
1 Scope of the proposal 
 
Examine and recommend amendments to, and/or supplementation of, relevant existing 
IMO instruments relating to safety of fishing vessels in general and, in particular, develop safety 
standards for fishing vessels below 12 m in length. 
 
2 Justification 
 
This work programme item is necessary to enable the SLF Sub-Committee to: 
 

.1 ensure that the ongoing technological developments related to safety issues for 
fishing vessels are taken into account and addressed, which necessitate the constant 
review and updating of existing IMO instruments relating to this matter; and 

 
.2 appropriately address issues related to the safety of fishing vessels in general and, 

in particular, fishing vessels of 12 m and below.  While the majority of the work of 
the Organization is directed towards the international trade sector, it must be 
recognized that while there only 1.4 million commercial seafarers as compared to 
more than 16 million fishermen, of which more than two thirds operate from 
vessels of less than 12 m in length.  The fishing sector suffers in excess of 24,000 
fatalities per year, the large majority of which occur aboard small fishing vessels.  
The severity of loss of life in the fishing sector was highlighted by the Secretary-
General in his opening address to SLF 47.  Furthermore, it should also be 
recognized that in many countries regulatory regimes/guidelines/standards for 
fishing vessels below 12 m are either non-existent or out-of-date. 

 
3 Analysis of the issues involved, having regard to the costs to the maritime industry 

and global legislative and administrative burdens 
 
The cost to the fishing industry in terms of injury, loss of life and associated costs will clearly be 
reduced by satisfactorily addressing this matter. 
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4 Priority and timing 
 
In view of the on-going loss of life this matter should have the highest priority.  It is expected 
that 5 sessions may be needed to thoroughly deal with the above matter.  Therefore, it should be 
inserted in the provisional agenda for SLF 48, with a target completion date of 2009. 
 
5 Specific indication of the action required 
 
The SLF Sub-Committee should carry out the work in co-operation with DE, COMSAR, FP, 
NAV and STW Sub-Committees, as appropriate and necessary. 
 
 

*** 
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ANNEX 13 
 

DRAFT REVISED WORK PROGRAMME OF THE SUB-COMMITTEE AND 
PROVISIONAL AGENDA FOR SLF 48 

 
Proposed revised work programme of the Sub-Committee 

 Target 
completion 
date/number 
of sessions 
needed for 
completion 

 

Reference 

   1 Analysis of intact stability casualty records Continuous MSC 70/23, 
paragraph 20.4; 
SLF 30/18, 
paragraphs 4.16 
and 4.17 
 

   2 Analysis of damage cards 
 
.1    revision of the IMO damage card 

Continuous 
 
2006 

MSC 70/23, 
paragraph 20.4; 
SLF 41/18, 
paragraph 17.5 
MSC 78/26, 
paragraph 12.10 
 

   3 Consideration of IACS unified 
interpretations 

Continuous MSC 78/26, 
paragraph 22.12 
 

H.1 Development of revised SOLAS  
chapter II-1 parts A, B and B-1 

2004 SLF 42/18,  
section 3;  
MSC 72/23, 
paragraph 21.52;  
SLF 46/16,  
section 3 
 

H.2 
H.1 

Development of explanatory notes for 
harmonized SOLAS chapter II-1 

2004 2006 MSC 69/22, 
paragraph 20.60.1; 
SLF 44/18,  
paragraph 15.2.2;  
SLF 46/16,  
section 4 
 

H.3 
H.2 

Revision of the fishing vessel Safety 
Code and Voluntary Guidelines  
(in co-operation with FP, COMSAR,  
NAV, DE and STW) Safety of small 
fishing vessels 

2004 2009 SLF 43/16,  
section 5; 
MSC 73/21, 
paragraph 18.32;  
SLF 47/17; 
paragraph 14.1  

___________ 
Notes: 1 "H" means a high priority item and "L" means a low priority item.  However, within the high and 

low priority groups, items have not been listed in any order of priority.  
 2 The struck-out text indicates proposed deletions and the shaded text shows proposed additions or 

changes. 
 3 Items printed in bold letters have been selected for inclusion in the provisional agenda for SLF 48. 
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  Target 
completion 
date/number 
of sessions 
needed for 
completion 
 

Reference 

H.4 
H.3 

Safety aspects of ballast  
water management 

1 session  
2005 

MSC 71/23,  
paragraph 9.11 
SLF 47/17,  
paragraph 16.3 
 

H.5 
H.4 

Large passenger ship safety 2004 2006 MSC 74/24, paragraph 
21.4; 
SLF 47/17, section 8 
 

H.6 
H.5 

Revision of the Intact Stability Code  2007 SLF 41/18,  
paragraph 3.14; 
SLF 47/17, section 6 
 

H.7 
H.6 

Review of the LHNS and OSV 
Guidelines (in co-operation with BLG, 
DSC, COMSAR, DE, and NAV) 

2005 MSC 75/24, paragraph 
22.4; 
SLF 47/17, section 7 
 

H.8 
H.7 

Review of the 2000 HSC Code and 
amendments to the DSC Code and the  
1994 HSC Code (co-ordinated by DE) 
 

2005 MSC 76/23,  
paragraphs 8.19  
and 20.4 
SLF 47/17, section 13 

H.9 
H.8 

Revision of technical regulations of  
the 1966 LL Convention 
 

2005 MSC 76/23, 
paragraph 20.51; 
SLF 47/17, section 11 
 

H.10 Improved loading/stability information 
for bulk carriers (in co-operation with 
DE) 
 

2004 MSC 76/23,  
paragraph 20.52; 
SLF 46/16,  
section 12 
 

H.11 
H.9 

Review of the SPS Code  
(co-ordinated by DE) 

2 sessions  
2006 

MSC 78/26, 
paragraph 24.9 
 

L.1 Harmonization of damage stability 
provisions in other IMO instruments, 
including the 1993 Torremolinos 
Protocol (probabilistic method) 

 

2005 
MSC 62/25,  
paragraph 21.23;  
SLF 47/17, section 9 
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Target 
completion 
date/number 
of sessions 
needed for 
completion 
 

Reference 

L.2 Revision of resolution A.266(VIII) 2 sessions  
2006 

SLF 45/14, 
paragraphs 3.19  
and 11.1.4.1;  
MSC 76/23,  
paragraph 20.50 
 

L.3 Tonnage measurement of open-top 
containerships  

2 sessions  
2006 

MSC 78/26, 
paragraph 24.50 
 

L.4 Revision of MSC/Circ.650 2006 SLF 47/17, 
paragraph 3.8 
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Proposed provisional agenda for SLF 48* 

 Opening of the session 
 

  1 Adoption of the agenda 
 

  2 Decisions of other IMO bodies 
 

  3 Development of explanatory notes for harmonized SOLAS chapter II-1 
 

  4 Revision of the Intact Stability Code 
 

  5 Review of the LHNS and OSV Guidelines 
 

  6 Large passenger ship safety 
 

  7 Harmonization of damage stability provisions in other IMO instruments 
 

  8 Consideration of IACS unified interpretations** 
 

  9 Revision of technical regulations of the 1966 LL Convention 
 

10 Review of the 2000 HSC Code and amendments to the DSC Code and the  
1994 HSC Code 
 

11 Revision of resolution A.266(VIII) 
 

12 Tonnage measurement of open-top containerships 
 

13 Review of the SPS Code 
 

14 Safety aspects of ballast water management 
 

15 Analysis of damage cards: revision of the IMO damage card 
 

[16 Safety of small fishing vessels] 
 

17 Revision of MSC/Circ.650 
 

18 Work programme and agenda for SLF 49 
 

19 Election of Chairman and Vice-Chairman for 2006 
 

20 Any other business 
 

21 Report to the Maritime Safety Committee 
 

*** 
                                                 
*  Agenda item numbers to not necessarily indicate priority. 
**  Item under continuous review. 
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ANNEX 14 
 

STATEMENT BY THE DELEGATION OF THE RUSSIAN FEDERATION 
 
 
Mr Chairman, delegates, 
 
 The delegation of the Russian Federation wishes to make a statement in connection with 
the recent terrible and tragic events in Russia. 
 
 As you all know, within a brief period a series of terrorist acts has been carried out on 
Russian soil, of which the most painful has been the taking of hostages at a school in Beslan, 
North Ossetia. 
 
 I should like now to read out the following statement issued by my country�s Ministry of 
Foreign Affairs on 4 September. 
 

�For almost three days the entire world followed intently and anxiously the tragic events 
in a small town in Southern Russia.  We are grateful to the heads of states and 
governments and to all who expressed to us their solidarity and support at this difficult 
hour and to those who backed up the voice of the UN Security Council, OSCE, EU, OIC 
and NATO condemning the terrorist act. 
 
We have witnessed a cruel tragedy, a new, unprecedented form of outrageous terrorism, 
when innocent women, children and even totally defenceless infants became victims of 
the bandits. 
 
Grievous and irretrievable are the losses.  The bandits were shooting hostages down at 
close range, mercilessly blowing up everyone indiscriminately. 
 
Lessons should be drawn from this monstrous crime; for it once again bears out that 
terrorists are beasts to whom nothing is sacred.  For achieving their criminal aims they are 
throwing down a challenge to the very foundations of civilization.  Terrorism is 
absolutely incompatible with the principles of morality and humanity. 
 
To put an end to terrorism is only possible by combining the efforts of all states.  The 
moment of truth has come.  �Double standards� are impermissible.  To divide terrorists 
into �bad� and �good� is sacrilege.  Neither the perpetrators of terrorist acts, their 
inspirers, nor sponsors, direct or indirect, must escape punishment. 
 
Russia will continue to fight international terrorism uncompromisingly and determinedly, 
to march in the forefront of those for whom the highest priority is the protection of human 
rights and freedoms, of the right to life.  The international solidarity shown these days for 
our country must become a powerful consolidating force of the entire world community 
in a determined and uncompromising struggle against terrorism.� 
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 In recent days the Russian Embassy in London and the Office of Russia�s Permanent 
Representative to IMO have received many expressions of condolence concerning the events in 
Beslan and the bomb attacks on passenger aircraft and at a Moscow Underground station. 
Everywhere there is unanimous condemnation of these inhuman acts and determined rejection of 
international terrorism.  We are grateful for these sincere expressions of support and of solidarity 
with the Russian people in these tragic and terrible times, as we are also for the material and 
technical assistance that many countries and certain international and voluntary organizations 
have already provided. 
 
 Following these tragic events, the President of the Russian Federation gave an address to 
the Russian people in which he presented an assessment of the current situation.  The text of his 
address will be distributed during the interval. 
 
 Mr Chairman, I should like to ask you and all the delegates present to honour the memory 
of those who died with a minute of silence. 
 
 

***
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ANNEX 15 
 

STATEMENT BY THE DELEGATION OF ITALY 
 
 
This delegation of Italy has listened carefully to all the considerations expressed by various 
delegations, which showed a different vision on this sensitive topic.  It is not surprising that we 
don�t share the point of view expressed by the United States and others, especially when they say 
that the HARDER project was exhaustive and carried out by all the participants, including those 
which are now partially objecting to its validity. 
 
On this matter, we observe that Italy was a HARDER partner for the task of the application of the 
formulation for some ships, but was not involved in the definition of the statistic formulations, 
tank test and �s� formulation, done in other tasks by other partners.  The HARDER results only 
became available in July 2003 and the statistic database was only available in February 2004.  
Italy always worked hard to validate the proposed formulations and found several major 
discrepancies that required further work. 
 
All of our concerns on the HARDER project were orally expressed to the SDS Correspondence 
group, written in the questionnaire and in other fora and formally submitted to this 
Sub-Committee, presenting valid possible alternatives and solutions on the probability density 
function formulation of the damage length.  However, on this topic, we did not receive any 
clarifications and are still awaiting technical comments, if any, which could lead us to clarify the 
matter. 
 
Mr Chairman, we perceive that various members are totally basing their position on the 
HARDER project, which in our opinion is a non-exhaustive project for large passenger ships, in 
particular for the following aspects: 
 

.1 only one large passenger ship was considered for the model tests and this is not 
adequate from a statistical point of view; 

 
.2 the formulation of the �p� factor is not truly representative of the behaviour of 

large passenger ships, severely affecting the index �A�, which is consequently 
decreasing with the ship�s length; 

 
.3 based on these discrepancies, our further theoretical analysis and experimental 

tests showed clearly that the formulation of the �p� and �s� factor needs to be 
revised; and 

 
.4 the validation and the impact on the design was not performed, excluding the 

work performed by France and Italy that showed the discrepancies evidenced and 
the problems of the building and marketing. 

 
Mr. Chairman, this delegation would like to stress that these elements are all based on sound 
technical and practical evidence and on physical tests. 
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Italy has been softly and implicitly accused of attempting to delay the finalisation of this new 
SOLAS chapter.  We don�t accept this criticism because our full commitment is to improve the 
safety of navigation and on this topic, especially in the field of cruise ships, we consider 
ourselves totally and traditionally responsible, for our leadership in the cruise ships design and 
construction which gives Italy the moral and ethical duty to be fully committed in clarifying any 
still open question before the finalisation of this item. 
 
For these reasons, Italy consider unacceptable that an incomplete consensus can lead the 
Sub-Committee to take hasty decisions which could damage IMO�s excellent reputation by 
rushing to complete revised regulations which surely will need further revisions just after their 
adoption. 
 
In addition, under a realistic point of view, Italy stresses that the European industry has produced 
a fleet of passenger ships of high quality and, first of all, of high level of safety, elements which 
have to be consolidated and improved with the correct application of new rules. 
 
In conclusion, the delegation of Italy simply asks that the elements, which have been provided, 
be deeply considered during this week by the SDS Working Group and with the activation of an 
intersessional correspondence group by MSC 79 in order to reach a final conclusion shared by 
everybody, with the view of consolidation and adoption at MSC 80 in May 2005. 
 
Should this proposal not be accepted, in the presence of hasty decisions without proper solutions 
of the evidenced open technical questions, this delegation expresses its reservation on the issue. 
 
 

***
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ANNEX 16 
 

STATEMENT BY THE DELEGATION OF NORWAY 
 
 
On 19 January this year, at approximately 4:30 p.m., the bulk carrier Rocknes ran aground in 
Vatlestraumen, off Bergen, Norway.  The grounding occurred while the ship was en route in 
sheltered waters with pilot on board.  The ship, which carried a full cargo of gravel, capsized 
rapidly.  Eighteen seafarers lost their lives.  After the capsizing, the vessel ended floating 
upside-down relatively stable.  Four different holes in the ship's bilge were clearly visible on 
starboard side. 
 
The bulk carrier Rocknes was delivered in 2001 and classed by Germanischer Lloyd.  At the 
time of the accident, the ship flew the flag of Antigua and Barbuda.  The ship was originally built 
as a self-discharger and was converted in 2003 when fitted with an advanced discharging system 
for gravel distribution on the sea bed. 
 
Shortly after the accident, a maritime inquiry was held in Bergen, at the request of the owners.  
The Norwegian Maritime Administration was present at the inquiry, with the consent of the flag 
State in accordance with resolution A.849(20), as amended by resolution A.884(21). 
 
The general public and media in Norway posed many, fairly natural, questions:  

 
.1 How could a ship capsize so rapidly?  
 
.2 What could be the cause of the capsizing?  
 
.3 What could be learned from this?  
 

Further investigation into this tragic accident was primarily the responsibility of the flag State.  
Our Maritime Administration nevertheless raised the matter with the Government of Norway and 
requested to be instructed to form a working group to look into ship technical matters.  Any 
issues raised would then be investigated with a view to provide the IMO with any findings that, 
in the group�s view, should be discussed aiming at possible amendments to regulations or 
instructions.  The Norwegian Government responded positively to our request and asked our 
Director General to form a working group with the following mandate: 
 

�The working group shall evaluate ship technical related matters that may have had an 
impact in connection with the �Rocknes� accident with particular emphasis on stability 
issues.  The working group shall put forward proposals which, in the view of the group, 
ought to be made mandatory or recommended in order to prevent similar occurrences in 
the future.  The group shall co-operate with the flag State and other concerned 
administrations as well as the Maritime Investigator in Bergen.  The group shall submit 
its evaluation and recommendations to the Director General of Shipping and Navigation 
not later than 15 June 2004." 

 
The working group's deadline was later extended to 24 June. 
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The vessel's loading computer and other electronic equipment had been removed from the vessel 
by divers and preserved for a possible retrieval of stored data.  The working group initiated 
retrieval of the data from the loading computer and received some data.  Furthermore, the 
classification society provided relevant documentation related to the approval of Rocknes 
stability, intact and damaged.  The classification society also, on request of the working group, 
performed a set of damage stability calculations with various initial metacentric heights. 
 
Analyses of the gathered data, together with the transcript from the maritime inquiry and other 
documents have been finalized, and the group delivered their report to the Director General of 
Shipping and Navigation on 24 June 2004.  The main conclusions in the report are the following:  
 

.1 Rocknes was not loaded in accordance with the approved stability calculations 
and the cargo was not trimmed as described in Part B of SOLAS chapter VI. 

 
.2 Had Rocknes been loaded in accordance with the approved GM limit curve, 

calculations showed that she would reach equilibrium at an angle of heel of 
approximately 30 degrees with the actual damage.  This is further discussed in the 
report. 

 
.3 During the work of the group, issues were raised that, in the group�s view, needed 

further attention. 
 
.4 Rocknes� subdivision length was 166,26 metres, hence SOLAS chapter II-1 

part B-1 was applied. 
 
.5 Rocknes had an attained index of 0,539.  Required index was 0,533.  Due to 

unsymmetrical design (primarily the moon pool) resolution A.684(17) was 
applied, hence the average of the contributions from the port and the starboard 
side was used in calculating attained index. 

 
.6 Had the index been calculated to the unfavourable side, the starboard side, to 

which she capsized, the attained index would have been 0,45 and furthermore only 
25% of this index was achieved at the summer load line. 

 
.7 The weighing of the different load lines is currently under discussion in the 

SDS Working Group, however how to handle unsymmetrical designs is not.  The 
working group recommends both a high weighing of the contribution from the 
summer load line and that calculations should be made to the most unfavourable 
side. 

 
.8 Furthermore, Rocknes had no double bottom.  The working group saw no reason 

for not requiring a double bottom; however, they acknowledge that the text in 
SOLAS is vague on this point and recommends support to the revised double 
bottom requirements as proposed by the delegations of Germany and Norway at 
this session of the Sub-Committee.  
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Other recommendations from the working group were: 
 

.1 that part of the Intact Stability Code is made mandatory; 
 
.2 that if used onboard, loading computers should be approved; 
 
.3 that requirements or guidelines for training in the use of loading computers should 

be developed; and  
 
.4 that actual loading conditions should be reported to the owner prior to departure 

and filed ashore.  
 

For further details can obtained from the Norwegian Maritime Directorate's web-site.  
 
 

___________ 
 


