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ANNEX 2
BENEFITS AND DISADVANTAGES SUMMARY 
	Option A - Ensure integrity and uniform implementation of existing gross tonnage (GT) and net tonnage (NT) parameters
This option seeks to ensure the integrity and uniform implementation of the existing GT (overall size) and net tonnage NT (useful capacity) volumetric parameters, by expanding and strengthening the interpretations of Tonnage Measurement Circular TM.5/Circ.5.  It includes a review of treatment of semi-open spaces which cause the tonnage disparities between containerships of open and closed designs, as well as treatment of deck cargo.  Under this option, possible amendments to the TM Convention related to the existing GT and NT parameters are identified and further developed, as necessary, along with appropriate approaches for their implementation (e.g., unanimous acceptance vs. diplomatic conference).


	Benefits 
	Disadvantages

	1.  Improves ship design by allowing greater flexibility in meeting the tonnage rules through development of alternative approaches to existing interpretations (e.g., may reduce or eliminating tonnage disincentives for open-top containerships). 
2.  Improves ship safety by helping to ensure ships are regulated to the appropriate size-based ship safety, crew accommodation, security and environmental protection standards.
3.  Provides an opportunity for a comprehensive review of the rules of the TM Convention, which has not been undertaken its inception in 1969.  

4.  Establishes a mechanism to systematically identify gaps for which amendments of the Convention may be deemed necessary, and to evaluate implementation approaches.
5.  Facilitates international commerce through consistent application of the TM Convention by avoiding uncertainties in tonnage assignments when ships change flag, and provides for more consistent port State control actions.

	1. Relies on voluntary implementation of interpretations by flag States, over which IMO has no control.
2. Does not remove the incentive to minimize the size of crew accommodation spaces in order to reduce GT, for all ship types. 

3. Only partially addresses the underlying deck cargo concerns (e.g., the tonnage disincentive for carrying cargo in fully enclosed spaces remains, as is typically the case for RO-RO ships).



	Option B - Promote use of the existing net tonnage (NT) parameter
This option seeks to promote use of the existing net tonnage parameter (NT), in lieu of gross tonnage (GT), as the basis for assessing fees.  NT is calculated using the ship’s cargo space volume, number of passengers, and the ship’s draft to depth ratio, but in no case may NT be less than 0.3 GT. Implementation of this option can be accomplished through issuance of an IMO circular or resolution at the appropriate level.  


	Benefits 
	Disadvantages

	1.  Facilitates the incorporation of larger crew accommodation spaces and other beneficial non-revenue spaces (such as pollution control spaces) for many cargo ship designs. 
2.  Encourages the design of ships of all kinds with greater freeboards (higher depth to draft ratios) that are, arguably, safer, due to favorable treatment under the NT formula.

	1.  Relies on voluntary implementation of NT as the basis for assessing fees, over which IMO has no control.
2.   Could drive designs in the direction of excessively high freeboards, leading to ungainly ships with excessive wind profiles that are difficult to steer. 
3.   Does not remove the incentive to minimize the size of crew accommodation spaces for some ship types (e.g., towing vessels), where the NT is “capped” at 0.3 GT.



	Option C - Establish a new tonnage parameter: adjusted net tonnage (NTAdj)
This option seeks to establish a new net tonnage parameter, adjusted net tonnage (NTAdj), that reflects the volume of deck cargo and would be used as the basis for assessing fees.  NTAdj is calculated by summing the maximum volume that will be occupied by deck cargo loads and the total volume of all enclosed cargo spaces (Vc) , and entering that sum into the existing net tonnage formula.  Under this option, the method of calculating gross tonnage is unchanged (i.e., deck cargo volume remains “exempt” from gross tonnage (GT).


	Benefits 
	Disadvantages

	1.  Facilitates the incorporation of larger enclosed cargo spaces, thereby avoiding undesirable design features such as reduced freeboards and excess deck cargo that are driven by the desire to minimize the vessel’s GT or NT.

	1.  Relies on voluntary implementation of NTAdj as the basis for assessing fees, over which IMO has no control.

2.  Involves difficult and complex calculations to establish the maximum volume associated with deck cargo loads.  This can be problematic even for containerships, and is especially so for specialized ships such as heavy lift ships, hopper barges, and timber carriers.

3.  Introduces confusion and potential compliance difficulties arising from the owner’s incentive to frequently change the NTAdj assignment for certain ships where deck cargo loads vary. 
4.  Does not remove the incentive to minimize the size of crew accommodation spaces for some ship types (e.g., towing vessels) where the NT is “capped” at 0.3 GT.



	Option D - Establish a new tonnage parameter: maritime real estate gross tonnage (GTMRE)
This option seeks to establish an alternative parameter to gross tonnage (GT) or net tonnage (NT) for use in assessing fees.  The alternate parameter, referred to as GTMRE, is based on the ship’s actual maritime real estate (i.e., volume of length x breadth x draught), modified by a factor such that the total aggregate GTMRE tonnage of the world’s shipping approximately equals the total aggregate gross tonnage (GT) of the world’s shipping.  GTMRE effectively excludes the volume of all parts of the ship (freeboard, superstructures, deckhouses, hatches, sheer, etc) above the summer waterline that are included in GT.


	Benefits 
	Disadvantages

	1. Facilitates the incorporation of larger enclosed cargo spaces, thereby avoiding undesirable design features such as reduced freeboards and excess deck cargo that are driven by the desire to avoid high fees based on GT.
2. Facilitates the incorporation of larger crew accommodation spaces and other beneficial non-revenue spaces (such as pollution control spaces).

	1.  Relies on voluntary implementation of GTMRE as a basis for assessing fees, over which IMO has no control.

2. Encourages high block coefficients and ungainly vessel proportions that may be detrimental to safety in terms of maneuverability, seakeeping, efficiency, and crew comfort/fatigue.
3. Discourages certain novel designs (e.g., some high speed craft designs with large breadth measurements).
4.  Provides an incentive to minimize full load displacement (draught), which could lead to reduced scantlings, removal of ballast, and otherwise adversely affect ship design and safety (including crew comfort/fatigue). 



	Variant D1 - Establish an alternate tonnage parameter: deadweight net tonnage 
(NTDWT)
This option seeks to establish an alternate net tonnage parameter reflective of a vessel’s “seawater equivalent net tonnage” with the recommendation that fees be assessed using the larger of: 1) the alternate parameter, or 2) the existing net tonnage parameter.  The alternate parameter, referred to as NTDWT, is calculated by substituting the volume associated with the vessel’s deadweight tonnage (expressed in metric tons of seawater) for the total volume of all cargo spaces (Vc) in the existing net tonnage formula.  For some types of vessels, especially specialized ships like dockships which carry large volumes of above deck cargo relative to hull/superstructure volume, NTDWT may yield higher tonnages than the current parameter.


	Benefits 
	Disadvantages

	1. Facilitates the incorporation of larger enclosed cargo spaces, thereby avoiding undesirable design features such as reduced freeboards and excess deck cargo that are driven by the desire to minimize the vessel’s GT or NT for some cargo ships types.

2. Facilitates the provision of larger crew accommodation spaces and other beneficial non-revenue spaces (such as pollution control spaces) for some cargo ships. 

	1. Relies on voluntary implementation of NTDWT as a basis for assessing fees, over which IMO has no control.

2. Involves conversion of a weight parameter into a volumetric parameter, which is confusing conceptually and compounds the difficulty of achieving acceptance of NTDWT.
3. Does not address underlying concerns over tonnage treatment of deck cargo and crew accommodation for most cargo ship types, including tank ships, containerships, and RO-RO ships.
4  Does not remove the incentive to minimize the size of crew accommodation spaces for some ship types (e.g., towing vessels) where the NT is “capped” at 0.3 GT.




	Variant D2 - Establish a new tonnage parameter: block coefficient maritime real
estate gross tonnage GTCbMRE
This option seeks to establish an alternative parameter to gross or net tonnage for use in assessing fees.  The alternate parameter, referred to as GTCbMRE, is based on the ship’s actual maritime real estate (i.e., volume of length x breadth x draught) modified by both the vessel’s block coefficient (Cb) and a conversion factor calculated using maritime real estate values, block coefficients and gross tonnages for existing vessels of a similar type.  It would be assigned to new vessels as an alternate for the GT parameter:  current vessels would not be assigned GTCbMRE.  Use of this parameter for assessing fees would lessen the gross tonnage “penalty” for the volume associated with larger crew accommodation spaces and enclosed cargo spaces (which in turn drive designs to favor larger deck cargo loads)..


	Benefits 
	Disadvantages

	1. Facilitates the incorporation of larger enclosed cargo spaces, thereby avoiding undesirable design features such as reduced freeboards and excess deck cargo that are driven by the desire to avoid high fees based on GT.
2. Facilitates the incorporation of larger crew accommodation spaces and other beneficial non-revenue spaces (such as pollution control spaces).

	1. Relies on voluntary implementation of GTCbMRE as a basis for assessing fees, over which IMO has no control.

2. Discourages certain novel designs (e.g., some high speed craft designs with large breadth measurements).

3. Provides an incentive to minimize full load displacement (draught), which could lead to reduced scantlings, removal of ballast, and otherwise adversely affect ship design and safety (including crew comfort/fatigue).

4.  Involves classification of vessels by type, which is inherently problematic (e.g., must establish precise definitions of vessel type, difficult to categorize multi-service vessels, change of vessel service could lead to large tonnage change).
5. Introduces constraints on future vessel designs by “locking-in” tonnage conversion factors based on drafts and other characteristics of existing vessel designs.




