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PROPOSED IMO SHIP NUMBER
SCHEME EXTENSION: SHARE
YOURVIEWS

study is being conducted on the possi-
ble impact of a proposal to increase
the number of digits used in the IMO
Ship Iden�fica�on Number Scheme

(iden�fica�on scheme) from seven to eight.

To assess the poten�al impact of such a change
on stakeholders across the mari�me sector and
to enable further discussion of the idea, S&P
Global, as managers of the Scheme on behalf of
IMO, is seeking responses to a short survey. The
consulta�on exercise runs un�l 31 May 2023.
IMO is keen to encourage anyone who has a
view to sharing it.

Each ship registered under the iden�fica�on
scheme is allocated a unique iden�fier made up
of the le�ers “IMO” followed by seven digits ei-
ther at the �me of build or when first included in
the register. As well as being permanently and
visibly marked on a ship’s hull, the number must
be noted on a ship’s cer�ficates, and on plans,
manuals, and other documents required by IMO
conven�ons to be carried on board vessels con-
structed on or a�er 1 July 2005, as s�pulated in
MSC/Circ.1142 - MEPC/Circ.425.

The iden�fica�on number allocated to a ship re-
mains unchanged throughout its life, even in
case of a change of flag, name, ownership, or
type. Numbers given to ships no longer in ser-
vice or existence cannot be re-used.

The iden�fica�on scheme was introduced - ini-
�ally on a voluntary basis - in 1987 through the
adop�on of Resolu�on A.600(15) to enhance
mari�me safety and pollu�on preven�on and
counter mari�me fraud. Its scope was subse-
quently amended to expand its applica�on to
small ships, including fishing boats.

A
In its current seven-digit format, there are ap-
proximately 900,000 number combina�ons. By
the end of September 2022, just over half of
those had been assigned. It is es�mated that
enough iden�fica�on numbers are s�ll available
to cover the needs of the mari�me community
for the next two decades. Any future change to
the number format will not impact upon exis�ng
IMO Ship Iden�fica�on Numbers already issued.

h�ps://www.imo.org/en/MediaCentre/Pages/WhatsNew-1827.
aspx
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SUB-COMMITTEE COMPLETES
REVIEWOF FISHERS' TRAINING
TREATY

he Sub-Commi�ee on Human Ele-
ment, Training and Watchkeeping
(HTW 9), mee�ng on 6-10 Febru-
ary, completed its work to revise and

update the Interna�onal Conven�on on Stan-
dards of Training, Cer�fica�on and Watchkeep-
ing for Fishing Vessel Personnel (STCW-F), which
was adopted by IMO in 1995. The 1995 STCW-F
Conven�on is a binding treaty that sets cer�fica-
�on and minimum training requirements for
crews of seagoing fishing vessels with the aim to
promote the safety of life at sea and the protec-
�on of the marine environment, taking into ac-
count the unique nature of the fishing industry
and the fishing working environment.

T

STCW training provisions on bullying and
harassment in the mari�me sector, including
sexual assault and sexual harassment (SASH)

The Sub-Commi�ee agreed to dra� amendments
to the Standards of Training, Cer�fica�on and
Watchkeeping for Seafarers (STCW) Code, to
prevent and respond to bullying and harassment
in the mari�me sector, including sexual assault
and sexual harassment (SASH).
The move follows the agreement by the MSC at
its 105th session to instruct the HTW SubCom-
mi�ee to develop and finalize, as a ma�er of pri-
ority, relevant STCW training provisions in ad-
vance of the comple�on of the ongoing
comprehensive review of the STCW Conven�on
and Code.

h�ps://www.imo.org/en/MediaCentre/Pages/WhatsNew-1826.
aspx
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REVISED INTERNATIONAL SAFETY
GUIDE FOR INLAND NAVIGATION
TANK-BARGES AND TERMINALS
LAUNCHED

il Companies Interna�onal Marine Fo-
rum (OCIMF) and the inland naviga-
�on sector, with the support of the
Central Commission for the Naviga-
�on of the Rhine (CCNR), have collab-

orated with other European organisa�ons to pro-
duce the second edi�on of the Interna�onal
Safety Guide for Inland Naviga�on Tank-barges
and Terminals (ISGINTT).

The purpose of ISGINTT is to improve the safe
transport of dangerous goods at the interface
between inland tank barges and other vessels or
shore facili�es (terminals). The safety guide is
compa�ble with other interna�onal mari�me
guidance for seagoing vessels (e.g. Interna�onal
Safety Guide for Oil Tankers and Terminals (IS-
GOTT)). It is not intended to replace or amend
current legal requirements but to provide addi-
�onal recommenda�ons.

The guide makes recommenda�ons for inland
tankers and terminal personnel on the safe car-

O riage and handling of such products typically car-
ried in petroleum, chemicals or liquefied gas in-
land tankers, as well as the terminals handling
those inland tankers. This edi�on encompasses
changes in tanker design and opera�ng prac�ces
and reflects the latest technology and legisla�on.
Its implementa�on is recommended by OCIMF
and the following par�cipa�ng industry organisa-
�ons: European Barge Union (EBU), European
Chemical Industry Council (CEFIC), European
Federa�on of Inland Ports (EFIP), European Sea
Ports Organisa�on (ESPO), European Skippers
Organisa�on (ESO), Federa�on of European Tank
Storage (FETSA), FuelsEurope, Inland Waterways
Transport Pla�orm (IWT Pla�orm), Interna�onal
Chamber of Shipping (ICS), and Society of Inter-
na�onal Gas Tanker and Terminal Operators
(SIGTTO), along with the necessary poli�cal sup-
port of CCNR.

A risk-based control philosophy con�nues to be
central to the safety prac�ces included in the
guide.
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Karen Davis, Managing Director, Oil Companies
Interna�onal Marine Forum (OCIMF), says: “By
enhancing risk awareness, ISGINTT seeks to fos-
ter an environment where the uncertain�es as-
sociated with some shipboard opera�ons are re-
duced not solely by prescrip�on, but also by
encouraging barges and terminal crew, as well as
their employers, to iden�fy the risks in every-
thing they are doing and to then implement fit-
for-purpose risk reduc�on measures”.

“This puts the focus on people and is, therefore,
en�rely consistent with a strategy related to the
human element, which has had increased focus
in recent years.”

Central to the guide is a number of safety check-
lists covering ship/shore as well as inland ship/
mari�me ship (and vice versa) transhipment of
cargo and slops. These checklists have been de-
veloped to reflect the individual and joint re-
sponsibili�es of the tank barge and the terminal
and can be easily adopted by all ports and termi-
nals.

Lucia Luijten, Secretary General, the Central
Commission for the Naviga�on of the Rhine
(CCNR), says: “Safety is cri�cal to the tank barg-
ing industry, and it is hoped that this revised
guide will become the standard guideline on the
safe opera�on of inland tank-barges and the ter-
minals they serve”.

“We are confident that ISGINTTwill not only
contribute to the further improvement of the in-
dustry’s excellent safety record but will also
bring us closer to the goal of zero accidents to
which we all aspire. We, therefore, recommend it
to all interested par�es.“

This second edi�on has been kept to the original
structure for ease of use. It is divided into five
sec�ons: “General Informa�on”, “Tanker Informa-
�on”, “Terminal Informa�on”, “Management of
the Tanker and Terminal Interface”, and “Addi-
�onal Informa�on for the Handling of Liquefied
Gases”.

ISGINTT gathers good prac�ces as recom-
mended by the par�cipa�ng industry associa-
�ons. OCIMF, CCNR and the par�cipa�ng indus-
try organisa�ons view ISGINTT as an innova�ve
and valuable tool for improving safety in inland
naviga�on.

h�ps://www.marineinsight.com/shipping-news/revised-interna-
�onal-safety-guide-for-inland-naviga�on-tank-barges-and-termi-
nals-launched/
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2022: AYEAR OF RECOVERY FOR
SEAFARERWELFARE, SAYS LATEST
SEAFARERS HAPPINESS INDEX

he Mission to Seafarers has issued its
Q4 findings on seafarer happiness and
annual review, as well as new insights
on vessel condi�ons impact on seafarer

welfare from Idwal.

The latest Seafarers Happiness Index report,
published today by The Mission to Seafarers, re-
veals average seafarer happiness levels in the
last quarter of 2022 reached 7.69/10, up from
7.3 with levels rising across almost all categories,
reflec�ng the sustained upward trend seen
throughout the year.

The results of the survey show that even the his-
torically most problema�c areas, such as shore

T leave and access to welfare ashore, are recover-
ing. Crew members con�nued to express their
relief at the return of freedom of movement, as
well as their increased sense of certainty and sta-
bility. The survey was undertaken with the sup-
port of the Standard Club and Idwal.

The only area in which there was a decline in
sa�sfac�on was connec�vity. Quality and cost
are s�ll concerns and there is a growing demand
for free or inexpensive access as enjoyed by col-
leagues ashore. Many seafarers believe such ac-
cess would improve social life at sea with re-
sponses like: “we gathered to watch live World
Cup football and the atmosphere on board was
fantas�c.”
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It was also no�ceable that a significant number
of seafarers appeared to have switched employer
or trading pa�erns to be closer to home in case
of travel restric�ons. In addi�on, there was a
growing number of responses from seafarers
from non-tradi�onal mari�me labour markets,
such as Pakistan, Bangladesh and Sri Lanka.

A year in Review: 2022 – From Low to High

In 2022, seafarers’ happiness has steadily in-
creased from its lowest point in Q1 2022 to
something of a high-water mark at the end of
the year. Q1 2022 saw the lowest level ever
recorded with an overall average of 5.85, re-
flec�ng the nega�ve impact of the COVID pan-
demic on seafarers. Other issues such as conflict
and contracts also contributed to the low morale
and deflated mood among seafarers. Many sea-
farers felt that their welfare was not being prop-
erly addressed and that their work condi�ons
were becoming increasingly difficult.

However, in Q2 2022, there was a significant in-
crease in sa�sfac�on levels, rising from 5.85 to
7.21/10. This was encouraging as it suggested
that the worst may be behind us, and as the
world began to reopen, this had a posi�ve im-
pact on seafarer sen�ment. Addi�onally, when
seafarers were more certain about their return

�me, they were able to deal more effec�vely
with difficul�es at sea.

Q3 2022 saw further improvement, with the
overall average climbing to 7.3/10. This was due
to improvements in shore leave, access to wel-
fare facili�es and ini�a�ves, as well as compa-
nies inves�ng in their people on board. These ac-
�ons made life be�er at sea, and the sen�ment
expressed by seafarers reflected this.

Life onboard – workload, social cohesion and
training

Although the Seafarers Happiness Index data
shows posi�ve progress, there are s�ll persistent
issues that need to be addressed, such as work-
load, mental health impacts, and the stresses of a
difficult job. There are also concerns about the
nega�ve impact on mental health and well-being
of too few people aboard ships. The industry is
taking steps towards change, with ini�a�ves
such as the Sustainable Shipping Ini�a�ve Code
of Conduct, which aims to go beyond the mini-
mum standards of compliance.

Despite the nega�ve impact of COVID-19 and
tensions between Russian and Ukrainian seafar-
ers, there have been clear signs of recovery
throughout the year and onboard interac�ons
are once again the most important factor in sea-
farer sa�sfac�on. However, there are s�ll con-
cerns about isola�on among seafarers and a lack
of social cohesion on board.

Training for seafarers has improved over the
years, but there are mixed responses from sea-
farers about its effec�veness. To improve, train-
ing should be incorporated into the shipboard
schedule and not viewed as a chore. Concerns
were also raised over the lack of communica�on
and involvement of seafarers in discussions and
plans for future fuels training.

By the end of the year, the sa�sfac�on of seafar-
ers had reached a high point, and the sen�ment
among seafarers had significantly improved. This
has raised expecta�ons that the systems sup-
por�ng seafarer welfare will con�nue to deliver
improvements into 2023 and we can only hope
that this is the case.



9

N
EW

S

The Idwal Grade

Since Q2 2022, Idwal, global leaders in vessel in-
spec�ons and one of the lead sponsors of the
Seafarers Happiness Index, has been exploring
the welfare condi�ons of seafarers. As part of
this approach, they introduced a new inspec�on
method of 12 objec�ve-based ques�ons.
The results of these inspec�ons show a clear
correla�on between the overall condi�on of the
vessel and crew welfare condi�ons on board.
Further analysis of different vessel types, classi-
fica�on socie�es, and flag states also support
this trend. This highlights the importance of the
vessel standard in improving seafarer welfare
and the posi�ve symbio�c rela�onship between
seafarer happiness and enhanced welfare stan-
dards.

Ben Bailey, Director of Programme at The Mis-
sion to Seafarers, said:
“We were pleased and relieved to see increased
happiness levels onboard throughout the year,
and our reports show significant posi�ve
progress. While there remain complexi�es and
challenges in the industry, The Mission to Seafar-
ers con�nues to highlight the importance of fair
treatment, reasonable pay, compassion, and un-
derstanding in fostering a posi�ve outlook for
seafarers.

“However, there are s�ll complex issues that
need to be addressed such as abandonment,
non-payment or delayed payment of wages, and
arbitrary decisions about immigra�on. We will
con�nue to work closely with shipping compa-

nies and managers ashore to shape posi�ve
change and to hear more stories and experiences
from seafarers through our surveys. We are also
mindful of a poten�al recruitment and reten�on
crisis in 2023 if the trend of seafarers moving
from deep sea to short-sea or inland waterways
con�nues.”

Thom Herbert, Idwal CrewWelfare Advocate
and Senior Marine Surveyor, said:
“Idwal is proud to have been a major supporter
of the Seafarers Happiness Index in 2022, and to
have played a key role in delivering new clarity to
the debate on seafarer welfare.
Our research approach, which involved surveying
the welfare condi�ons on board vessels through
our global surveyor network, has provided valu-
able data and empirical evidence to highlight the
interrela�onship between be�er standards of
welfare and the quality of ships themselves.

This combina�on of sen�ment, systems, and
standards allows for a deeper comprehension of
the ac�ons taken, their effects, and the human
implica�ons. We believe that this understanding
of the value of good welfare, both morally and
financially, will be invaluable to the shipping in-
dustry as a whole.”

Yves Vandenborn, Director of Loss Preven�on at
Standard Club, added:
“Standard Club is heartened to find seafarer’s
happiness levels have risen for the third consec-
u�ve �me this year; the SHI Quarter 4 2022 sur-
vey report shows. It is great to hear that indus-
try-wide efforts to improve quality of life
onboard for seafarers are con�nuing to pay off,
and the impact is being felt by those out at sea.
As strides have been made against the backdrop
of the global pandemic and Russia/ Ukraine con-
flict, it is important to keep up this progress and
ensure seafarer’s voices are being heard. There
remains a lot that can be done. Standard Club
con�nues to champion seafarer wellbeing and
encourage the improvement of working condi-
�ons at sea. It is essen�al to safe and efficient
shipping.”

h�ps://www.marineinsight.com/shipping-news/2022-a-year-of-
recovery-for-seafarer-welfare-says-latest-seafarers-happiness-in-
dex/
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A FALLTOO FAR

• The only way to reduce the risk of falling from a ver�cal ladder is to use either a double strap/clip
arrangement such that one clip is always a�ached to a secure point or, if a single strap/clip, to
use it in combina�on with a ver�cal con�nuous safety line/rail and fall arrestor, as in the photo
le�.

• If such equipment is not on board, Australian ladders should always be used to enter and exit a
hold.

• Never climb or descend a ver�cal ladder without con�nuous fall protec�on. Your life depends on
it.

he deck crew of a bulk carrier was
undertaking hold cleaning while at
sea in ballast. Based on the com-
pleted risk assessment, the PPE re-

quired for the job included a safety harness
with a lifeline.

The Australian ladders (Editor’s note: ladders with
intermediate pla�orms) were to be used to enter
and exit the holds and the ver�cal ladders were to
be used only as an emergency exit.

Holds 1 to 5 were cleaned without incident. The
atmosphere in the holds was tested before entry,
as required by the enclosed space procedures, and the Australian ladders were used for entry and
exit. The Bosun and two crew then moved on to cleaning hold 6, before breaking for lunch. A�er
lunch, the two crew returned to hold 6 and started their descent into the hold via the Australian
ladders. Before they arrived at the bo�om of the hold they saw the Bosun lying mo�onless on the
tank top of the hold at the bo�om of the ver�cal ladder forward.

The alarm was raised, and first aid was delivered, but the vic�m had no pulse and was not breathing.
CPR was administered for some �me, but with no response, and was eventually declared deceased.
The vic�m’s body was removed from hold 6 and, when examined, both legs appeared broken just
above the ankles. Bones could be observed s�cking through the skin near the heels of both feet. No
other bleeding or external injuries were noted. These injuries point to a fall from a substan�al height;
the hold was about 16 meters deep.

It could not be determined why the vic�m, a very experienced seafarer, chose to descend the
ver�cal ladder instead of the Australian ladder. This went against the recent prac�ce and the agreed
method to enter and exit the hold. The inves�ga�on found that although the vic�m was wearing a
safety harness, it was of the single strap/clip variety, not a double strap/clip. There were no
indica�ons that the safety harness, lifeline, or clip had failed.

h�ps://www.nau�nst.org/resources-page/202309-a-fall-too-far.html

T

Lessons Learned
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TOOMANYNEGATIVE FACTORS
CAN GIVE ANEGATIVE OUTCOME

n LPG carrier in ballast was being
piloted up a narrowwaterway in
darkness to the loading berth with
one tug escort secured astern. The

pilot reduced the vessel’s speed to minimize
the wake before passing a pipeline removal
project that was outside but close to the
naviga�on channel.
Once clear of the pipeline removal project, the
pilot requested the escort tug astern to give full
thrust to help get past a ship docked to port. A
down-bound tug pushing barges, which was near
the northern limit of the channel, passed the gas
carrier starboard to starboard.

At the �me, the following current was about 0.4
knots (flood current). With the wind about 25
knots off the gas carrier’s starboard side, the pi-
lot now issued mul�ple rudder orders, and a half-
ahead propulsion order, as well as an order to
the tug to ‘get the stern out’. The gas carrier was
s�ll very close to the channel’s southern limit,

A making a speed of 4.1 knots. About one minute
later, as the gas carrier passed the moored vessel
closely to port, the pilot ordered five short blasts
of the ship’s whistle and requested the escort
tug to give full thrust as well as various engine
and helm orders. The gas carrier’s bowwas now
moving toward some tugs moored at dock num-
ber 1, so the starboard anchor was released and
engine emergency full astern was requested.
Notwithstanding these last desperate ac�ons,
the gas carrier’s port bow collided with a berthed
tug at dock number 1. Combined damage to the
moored tugs and the dock was in the order of
one million USD.

Although the NTSB found that the ‘probable
cause’ of the collision was the low speed of the
gas carrier causing a loss of rudder effec�veness
in strong crosswinds, other factors also contrib-
uted. For example, downbound traffic made for
less space at a cri�cal juncture in the narrow wa-
terway. The escort tug secured astern could not
effec�vely help the gas carrier’s bow come away
from the berthed tugs at a cri�cal instance. An-
other factor was the darkness, which affects vis-
ual percep�on, acuity and depth of field. This in
turn affects a person’s responses and �ming dur-
ing manoeuvres. Finally, a following current will
adversely affect a manoeuvre making a vessel’s
speed through the water less than its speed over
the ground, thus inherently less manoeuvrable.
h�ps://www.nau�nst.org/resources-page/202306-too-many-
nega�ve-factors-can-give-a-nega�ve-outcome.html

• In this case we can see, a�er the fact, that given the winds and current, a mee�ng with the tug
and barges may have been safer at a spot other than abeam the docked vessel.

• Factors that nega�vely affect a situa�on are not always evident at first but as the situa�on devel-
ops they become risk mul�pliers. In this case, darkness was a pre-exis�ng nega�ve factor. Com-
bined with the winds, the following current, the vessel’s slow speed to accommodate the pipeline
removal project and the down-bound traffic at a cri�cal juncture made for an almost untenable
situa�on.

• In restricted waterways manoeuvres, it is an advantage that our foresight is as acute as our hind-
sight. Be mindful of accumula�ng ‘risk mul�pliers’ and act conserva�vely

Lessons Learned
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HOWTO PREVENT BURN
INJURIES ONBOARD

urn injuries are not
uncommon onboard
ships and can result
from various reasons,

such as accidental contact with
hot surfaces, mishandling of
hazardous materials, or even
electrical problems. What are
the best prac�ces to prevent
burn injuries onboard?

The nature of seafaring means
that any unexpected incident,
such as a burn injury, may take
place while the ship does not
have immediate access to medi-
cal facili�es. This is why seafar-
ing is considered among the
most dangerous occupa�ons.

What is a burn injury?

WHO defines burn injury as an
injury to the skin or other or-
ganic �ssue, caused by contact
with heat, radia�on, electricity,
chemicals, or other sources of
extreme temperature. It can
range from a minor (first-de-
gree) to a more serious burn.
Treatment for a burn injury de-
pends on the severity of the
burn but may include first-aid
followed by medical treatment,
surgery, therapy, and rehabilita-
�on.

What can cause a burn injury to a seafarer onboard?

A burn injury can affect any crew member, be it officers or ra�ngs
onboard the vessel. The most common causes of burn injuries to
crew members while working onboard can be:

• Steam and hot fluid burn, normally in machinery spaces, gal-
leys, mess rooms and areas where high-temperature tank
cleaning or cargo opera�ons are being performed.

• Contact with heated surfaces, which usually also takes place in
machinery spaces and the galley.

• Exposure to hot or burning solids, liquid or gas, which typically
occurs from mishandling of flammable materials or improper
use of burning equipment.

• Chemical burns. Hazardous chemicals carried onboard may be
the vessel’s cargo, but also used for general cleaning, de-greas-
ing, water and oil treatment, solvents, and hold and tank clean-
ing.

• Electrical burns, which may occur when the crew is working
with electrical machinery, appliances, welding gear and tools.

• Cold burns, which are less o�en onboard but may relate to the
loss of containment of pressurized or refrigerated gases.

B

A burn injury can affect any
crew member.“
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4 Levels of Burn

1st degree: This is a superficial epidermal burn,
which means that the burn affects the outer
layer of skin (epidermis). First-degree burns typi-
cally cause redness, pain, and swelling.

2nd degree: This type is a superficial dermal
burn, which means that the burn impacts both
the epidermis and part of the outer and underly-
ing layers of skin (dermis). Second-degree burns
normally cause redness, pain, swelling, and blis-
ters.

3rd degree: This is a deep dermal or par�al thickness burn, damaging both the epidermis and the
dermis and affec�ng the deeper layers of skin (hypodermis or subcutaneous �ssue). Such burns may
cause white or charred skin and intense pain.

4th degree: This is a full-thickness burn, where all three layers of skin (the epidermis, dermis and
subcu�s) are damaged, leaving some form of permanent damage to the skin.

Preven�ng burn injuries onboard: Three areas of focus for operators

1. Training: To ensure safe opera�ons onboard,
it is important for operators to:
• Raise awareness of the poten�al risks of burn

injury to crew of all ranks

• Ensure that all crew members are properly
trained in safety procedures, through regular
safety drills and briefings, for working with
fire and other sources of heat

• Establish a system for the crew to openly re-
port defects or unsafe working prac�ces that
could cause burn injuries.

2. Maintenance: Several incidents onboard have taken place due to poor maintenance of equip-
ment. This is why operators need to make sure that all safety equipment is in good condi�on and
regularly inspected and maintained. Specific a�en�on should be given to regular maintenance and
inspec�on of all fire-related equipment, including fire ex�nguishers, alarms, hoses, and other safety
equipment.
3. Telemedicine: Some�mes, the crew may seek professional medical advice using established
telemedical procedures. Some operators may subscribe to remote medical service providers, such as
the Interna�onal Radio Medical Centre (CIRM) or Interna�onal SOS3 who can provide immediate
medical advice and suggest remedial ac�ons to guide the Master in administering proper first aid on-
board.
4. Personal Protec�ve Equipment (PPE): At a basic level, all ships should carry onboard a good
stock of facial and eye-protec�on goggles and full-face visors, gloves, gauntlets, aprons, overalls and
footwear providing the necessary thermal, chemical and electrical protec�on as appropriate to the
job.

h�ps://safety4sea.com/cm-how-to-prevent-burn-injuries-onboard/
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SDC 9: REQUIREMENTS FOR
EMERGENCYTOWING DEVICES
EXTEND TOALL SHIPS OVER

he 9th session of the IMO’s Sub-Com-
mi�ee on Ship Design and Construc-
�on (SDC 9) took place from 23 to 27
January. DNV published an overview

of the mee�ng, informing that SDC 9 agreed to
extend the requirements for on-board emergency
towing devices to all ships over 20,000 gross ton-
nage to reduce the risk of dri�ing and grounding
in case of an emergency.

Highlights

• Agreed to extend the requirements to on-
board emergency towing devises to all new
ships over 20,000 gross tonnage

• Agreed to implement an asbestos ban in the
MODU Code on new installa�ons on exis�ng
units in alignment with that in SOLAS

T

• Agreed to revised Guidelines for the Reduc�on of Underwater Noise from Commercial Shipping
to Address Adverse Impacts on Marine Life

• Progressed the development of goal-based requirements for SOLAS Chapter II-1

• Progressed a revision of the interim explanatory notes to the Safe Return to Port requirements in
SOLAS

Reduc�on of underwater noise

SDC 9 agreed to a dra� revision of the Guidelines for the Reduc�on of Underwater Noise from
Commercial Shipping to Address Adverse Impacts on Marine Life (MSC.1/Circ.833).

According to DNV, A dra� work plan for the con�nued work on the underwater-radiated noise and
implementa�on of the dra� revised guidelines were endorsed.

The dra� of the revised guidelines will be submi�ed to MEPC 80 (July 2023) for approval.

Enhanced Survey Programme (ESP)

Amendments to the 2011 ESP Code to align the code with the survey and cer�fica�on requirements
of the IACS UR Z series were adopted in 2019and entered into force on 1 January 2021.
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Func�onal requirements for SOLAS Chapter
II-1

SDC 9 progressed dra� goals for SOLAS Chapter
II-1 Part C on “Machinery installa�ons” and Part
E on “Periodically una�ended machinery spaces”
based on agreed failure modes. The goal-based
provisions for Part D on “Electrical installa�ons”
were agreed at SDC 8.

The goal-based provisions will be included in a
second revision of the Guidelines on Alterna�ve
Design and Arrangements for SOLAS Chapters
II-1 and III (MSC.1/Circ.1212/Rev.1) and sub-
mi�ed to MSC for approval.

A Correspondence Group will progress goals,
func�onal requirements and expected perfor-
mances for SOLAS Chapter II-1 Parts C and E
un�l SDC 10 in January 2024.

Prohibi�on of asbestos in the MODU Code

As DNV informs in its overview, SDC 9 agreed to
implement the wording and guidance for an as-
bestos ban on new installa�ons on exis�ng units
in the non-mandatory MODU Code in alignment
with that contained in SOLAS.

The dra� MODU Codes amendments, and a uni-
fied interpreta�on and Guidelines will be sub-
mi�ed to MSC 107 (June 2023) for approval.

SDC 9 agreed on dra� modifica�ons to the 2019 amendments in order for both administra�ons and
organiza�ons recognized by the administra�ons to be involved with approval and audi�ng of firms
engaged in thickness measurements of hull structures on oil tankers. The dra� amendments will be
submi�ed to MSC 107 (June 2023) for approval.

Emergency towing equipment

SDC 9 agreed on dra� amendments to SOLAS II-
1/3-4 to extend the SOLAS requirements for
emergency towing devices to all new ships over
20,000 gross tonnage to facilitate emergency as-
sistance and towing opera�ons and thereby re-
duce the risk of ship wreckage and pollu�on.

A Correspondence Group will consider the de-
velopment of dra� guidelines for ships other
than tankers and report to SDC 10 in January
2024. The dra� amendments will eventually be
submi�ed to MSC for approval and subsequent
adop�on.

Safe Return to Port for passenger ships

SDC 9 ini�ated a revision of the Interim Explana-
tory Notes for the Assessment of Passenger Ship
Systems’ Capabili�es a�er a Fire or Flooding Ca-
sualty (MSC.1/Circ.1369) based on experience
gained with the applica�on of the explanatory
notes.

The work will con�nue in a Correspondence
Group un�l SDC 10 in January 2024.

Water level detectors for mul�ple-hold cargo
ships

Finally, according to DNV, SDC 9 agreed on a
correc�on to the measurement of installa�on
heights of bilge level sensors in the revised per-
formance standards.

The correc�on specifies that the measurement
of installa�on height from the bo�om of the
bilge well is only applicable to those sensors in-
stalled in accordance with SOLAS Regula�on II-
1/25-1.3, when the bo�om of the bilge well is
located below the inner bo�om.

Revision 2 of the Performance Standards will be
submi�ed to MSC 107 (June 2023) for approval.
h�ps://safety4sea.com/sdc-9-requirements-for-emergency-tow-
ing-devices-extend-to-all-ships-over-20000-gross-tonnage/
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MARITIME TRAINER

CBT� FACILITATION &
MEETING MANAGEMENT
Facilita�on and mee�ng management are the
leadership skills necessary for all levels of man-
agers. In this training mee�ng management
and facilita�ons concepts are presented. Exam-
ples of techniques and methods are given. At
the end of this training, a�endees of the
course will learn how to effec�vely manage a
mee�ng and also facilitate a group of people
through a specific topic.

LET � DRYDOCKING
Almost all opera�ons on the ship are dangerous
and they all have their own procedures and pre-
cau�ons. Work in a ship's dry dock can be dan-
gerous. We must take care of our own safety. If
you think something is wrong, you should al-
ways say so.

SOME OFOUR NEWPROJECTS
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